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Chapter One - Introduction 

 

1.1 Setting the Scene: Background and Context of the Research  

 

Over the past 20 years or so, an increasing emphasis has been attached to sustainable 

development within a variety of policy arenas in the UK particularly in the development 

of planning, urban, public, housing, transport and environmental policies. The 

Brundtland Report, which popularised the concept, defines sustainable development as 

„…development which meets the needs of the present without compromising the ability 

of future generations to meet their own needs‟, (WCED, 1987, p.8). As a result, there 

has been a parallel interest in the role that urban planning and development might play 

in promoting sustainability. This is typified in the policy promotion of the sustainability 

of the „compact city‟ model rather than a dispersed urban form or „urban sprawl‟ (Jones, 

2006; Jenks et al, 2010; Breheny, 1992; 1996). However, although sustainability has 

been first and foremost an environmental issue, a significant proportion of sustainable 

development rhetoric now stresses the importance of social equity (Burton, 2000; CEC, 

1990; Sherlock, 1990; Yiftachel & Hedgcock, 1993).  

 

Equity was central to the Brundtland definition of sustainable development in that it 

contained two main concepts: the concept of needs, in particular, the essential needs of 

the world‟s poor to which overriding priority should be given; and the idea of 

limitations imposed by the state of technology and social organization on the 

environment‟s ability to meet present and future needs‟ (WCED, 1987, p.8). As such, 

the concept of sustainable development embraces the need for both intra-generational 

equity in that provision should be made for the needs of the least advantaged in society, 

and inter-generational equity, which ensures that fair treatment of future generations 

should also be considered (Elkin et al, 1991, p.203). It is now argued that there is a link 

between urban form and particular social outcomes, as part of the compact city versus 

sprawl debate (Bramley et al, 2009; Bramley & Power, 2009). In the context of compact 

urban forms and the social equity aspect of sustainability, relatively little research on 

this has been undertaken with much of the earlier work has focused on transport, energy 

use, extent of loss of open land, natural habitats and resource depletion (Owens, 1986; 

Newman & Kenworthy, 1989; ECOTEC, 1993; Burton, 2000).   

 

This PhD research rests within a wider project of assessing evidence on the 

sustainability of different urban forms in the context of mature industrial society, the 
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UK. This project arises out of a particular focus in the UK and elsewhere on the alleged 

sustainable qualities of „compact city‟ urban forms (Jenks et al., 1996, Williams et al., 

2000). The PhD project forms a part of a research consortium known as „CityForm‟ 

which aims to examine and test the claims made that more compact, high density and 

mixed-use urban forms will be environmentally sound, efficient for transport, socially 

beneficial and economically viable. Through empirical neighbourhood research based 

on three case study areas in each of five cities, the CityForm project explores the nature 

and extent of the relationship between urban form and sustainability.  

 

This research group investigated one of the central preoccupations of current policy 

debates in the UK. This is concerned with how and to what extent do particular urban 

forms either promote or hinder the goal of sustainable development. In doing so, the 

CityForm research involved the investigation of the actual sustainability performance of 

different urban areas, recognising a broad and multi-definition of sustainability, 

including social and economic aspects as well as environmental. The significance of this 

research programme on which the PhD research presented here stems, is that given 

current sustainable development policy within the UK, which promotes the concept of 

the „compact city‟ as the most sustainable urban form, solid empirical research either 

remains tentative or is contested by the research community. In addition, whilst there 

are studies which address access to services – particularly within the context of 

promoting social inclusion from the perspective of transport and rural issues, there is an 

appreciable dearth of analyses within current research on equitable access to services 

within the sustainable urban form context.   

 

In the rest of this chapter, a more detailed account of the background and context in 

which this research was to emerge is provided. The chapter is structured into two parts. 

In the first part, sustainable development is located in order to trace why the idea of 

sustainable urban forms were to emerge as a concern. In the second part, the key themes 

of urban form and social sustainability are defined in order to provide some context on 

the equity dimension as this has developed from the sustainable development agenda. 

This is important as it provides insight into how the major themes of this research: 

urban form and social sustainability were identified whilst demonstrating how this 

research topic evolved from concerns about the sustainability of urban forms to the 

promotion of compact cities. In the second part, the chapter concludes by outlining the 

research focus and questions, the research strategy and finally, an outline of the 

structure of the thesis is provided.  

 

i
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1.2. Locating Sustainable Development and Sustainable Urban Form 

 

The concept of sustainable development was to embrace wider issues about the role of 

cities as increasing scientific knowledge and evidence about the negative impacts on the 

environment gained political credence. As such, stemming from the environmental 

movements which were characteristically established in the early 1970s, it was not long 

before the role of cities and the relationship they had to depleting environmental 

resources and the negative impacts came to the attention of urban policy-makers, 

planning and transport. One type of urban form, the compact city was to capture the 

attention of many advocates across a number of fields concerned with the issue of urban 

sustainability. Before defining what is meant by urban form and the compact city as one 

type of urban form, it is useful to briefly establish how the concept of sustainable 

development was to emerge, and, why the compact form was revered in contrast to 

other types of development, for example, sprawl.  

 

One of the most influential documents in which the concept of sustainable development 

as a concept was to appear, is the Brundtland Report, „Our Common Future‟, (WCED, 

1987). The aim of the report was to find practical ways of addressing the environmental 

and developmental problems of the world; in particular, the world‟s poor and in that, it 

was really ground breaking: it linked poverty and development with ecological limits. 

The report had three general objectives and eight key issues it recommended urgent 

action on to ensure that development was sustainable, that is, that it would satisfy, „the 

needs of the present without compromising the ability of future generations to meet 

their own needs‟, (WCED, 1987, p.43). Contained within these objectives was the focus 

on these main guiding principles which should underpin sustainable development. 

These are identified as inter-generational equity, intra-generational equity and trans 

frontier responsibility. This research is interested in intra-generational equity and as 

such, chimes with the earlier definitions articulated by the Brundtland Report. As the 

major theme of this PhD research, the concept of equity as this relates to urban forms 

and access to local services is discussed in Chapter 2 and 3.  

 

Gradually, with new scientific knowledge between environmental ecology and 

processes of natural resource consumption becoming established, the role of cities in the 

debate became increasingly apparent. Indeed, as the Brundtland Report identified, the 

„Urban Challenge‟ was one of eight issues it recommended for urgent action. Reflecting 

these developments, urban ecology was to prove extremely influential in setting the tone 

of debates in which sustainable urban forms was to emerge.  
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A useful table to illustrate urbanisation is displayed in Table 1.1 below.  

 

Table 1.1: Percentage of Population Residing in Urban Areas by Country/Region  

Country/region 1990 1995 2000 2005 2010 2015 2020 2025 2030 

World 43.5 45.2 47 49 51.1 53.4 55.7 58 60.3 

More developed 

regions 73.8 74.9 76 77.2 78.4 79.7 81.1 82.3 83.5 

Less developed 

regions 35.1 37.4 39.9 42.5 45.2 48 50.8 53.5 56.2 

Least developed 

countries 20.7 23.3 26 28.9 32 35.1 38.2 41.3 44.5 

UK 89.1 89.2 89.5 89.8 90.3 90.8 91.3 91.9 92.4 

*Source: United Nations Population Division Publication World Urbanisation Prospects 

– the 1999 Revision 1/) 

 

As the „Urban Challenge‟ suggested, and as more and more of the world‟s population 

continues to live in urban habitats, the realisation that much of the sustainability debate 

has an urban focus began to take shape. As Jenks et al comment, „it is the issue of 

urbanism that provides the problems [when discussing sustainable development], and 

the most intractable and difficult to solve‟, (1996, p.3). A city then is urbanism‟s 

„tangible expression‟
1
 (Harvey, 1973, p.195).  

 

While urbanism can be said to lack a general theory, it can be regarded as a particular 

form or patterning of the social process and this process unfolds in a spatially structured 

environment created by man (Harvey, 1973). The issue of urbanism in both a theoretical 

and practical sense is concerned with the planning, design and management of places 

where people will want to live. The social context and social outcomes in pursuing what 

a sustainable urban form might encapsulate would certainly be an important dimension 

to consider within an area or place context. In other words, it is possible to deduce that 

there is a social dimension to the sustainability debate. Social sustainability then may be 

conceived as a focus on issues which concern two of the guiding principles which are to 

guide any sustainable development, that of inter- and intra-generational equity or social 

equity. But as urbanism is concerned with places and/or areas, the concept of social 

sustainability also suggests that there is an additional dimension to be considered: the 

sustainability of community itself within such places. These points are discussed further 

below in the relevant sections.     

 

There is apparently no consensus as of yet, what the most appropriate type of urban 

form is in the search for solutions to locate sustainable development (Jenks et al, 2000). 

                                                           
1
 Original emphasis 
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It is therefore not yet clear whether other types of population settlement, such as 

dispersed rural towns and villages are more environmentally sustainable than the 

densely populated cities. It is necessary before discussing what is meant by the form of 

a town or city, what is meant by „urban‟. This can be usefully explored by reference to 

the historic process of urbanisation which characterised and shaped our urban forms.  

 

1.2.1. Definition of an Urban Area: Urbanisation 

 

Urbanisation refers to the degree to which urban development has taken place and is 

described by Hall et al as a „static concept‟ (1973). Urban development is a dynamic 

concept. Most demographers agree that the sources of urbanisation are largely 

determined by rural-urban migration, and not because of other possible factors such as 

differential birth and mortality rates (Davis, 2000, in Le Gates & Stout, 2000; Balchin et 

al, 2001; Hall et al, 1973). Apart from pull factors however, urbanisation can also be 

caused by the „push‟ effect of agricultural change such as land reform or the application 

of capital-intensive farming.  

 

In a comprehensive account of urban containment (England only), Hall et al (1973) 

argue that urbanisation (and urban growth) can have at least three possible meanings: a 

physical, functional and political meaning (1973). Urbanisation‟s physical meaning is 

simply that which is urban looks like a town and would have large numbers of buildings 

close together. These buildings are however, functionally differentiated with some 

designed for work, some for residence, some for shopping, and some for recreation. The 

functional meaning of urbanisation implies that which is urban, functions like a town 

and has both the economic functions of a town including manufacturing and the 

provision of services and, the social functions including intercommunications and 

interaction on a large scale. Therefore, individuals involved economically and socially 

in urban functions are themselves urbanites: the area they live and work is also urban. 

The third meaning for urbanisation is a political definition. For example, that which is 

urban is governed, as a town, by a town council (Hall et al, 1973). 

 

In the past, Hall et al argue that these meanings of urbanisation had coincided but that in 

modern times, they do not. This has posed a major problem for defining, and hence, 

classifying, our urban areas (1973). Although Hall and colleagues were writing nearly 

40 years ago, the meanings of urbanisation and the definitions they proposed do not 

have as much relevance to today‟s spatial patterns of growth and spatial diffusion; a 

trend witnessed in advanced countries during the 20
th

 century and which was recognised 
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by Hall and colleagues at the time. As such, the physical, functional and political 

definitions used by the authors to define medieval and late modern urbanisation and 

growth, no longer provide the simple distinction between what is identifiably rural, and 

what is urban.
2
  

 

While historically, urbanisation patterns have been well-documented
3
, the crucial 

difference is the scale and pace of urbanisation across the world during the 20
th

 century. 

In a contemporary context, urban/rural classification as it has emerged in the UK has 

been a relatively recent development with the Scottish Executive for example, having 

developed its own urban/rural classification in 2000. Several updates to the 

classification have been made since with the most recent produced in 2007-2008. Two 

main criteria have been used to produce the Scottish Government‟s six and eight fold 

urban rural classifications: settlement size as defined by the General Register Office for 

Scotland (GROS); and accessibility based on drive time analysis to differentiate 

between accessible and remote areas in Scotland.
4
 Referring to something as „urban‟ in 

context however, does not necessarily exclude other smaller spatial forms. The idea of a 

„town‟ for instance, has been defined as encompassing a rich and diverse assortment of 

settlements of vastly different sizes, with different character and image, and with 

sharply divergent histories and possibly, futures (Open University, 2011). Defining a 

town then appears to be a more difficult a task than it intuitively appears and, it is 

perhaps easier to define a city than it is a town given the diversity of settlement sizes 

towns can represent. Defining what is meant by urban form from the perspective of the 

city is discussed next.  

 

1.3. Defining Urban Form  

 

In addition to providing the more general definitions of urban form here, the CityForm 

Consortium research also identified elements of what may constitute urban „form‟ (see 

Chapter 4 for detailed measures). For some commentators, there is no universal 

definition of urban form and, urban form is not even necessarily defined in physical 

terms (Jones, 2006). This is because in conceiving of urban form, it depends on the 

geographic scale from which it is being viewed, and secondly, the purpose of the 

                                                           
2
 Although they do concede that almost all demographers and geographers would agree that a distinction 

is still apparent. 
3
 For example, see Adna Ferrin Weber, „The Growth of Cities in the 19

th
 Century‟, Macmillan, New 

York, (1899); for contemporary demographic patterns, see Le Gates & Stout, (2000), „The City Reader‟, 

for discussion of the urban demographer, Kingsley Davis.                           

4
 See for instance:  http://www.scotland.gov.uk/Publications/2008/07/29152642/0 
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analysis. Put rather succinctly, Bourne suggests that urban form may be defined as the 

spatial configuration of fixed elements within a metropolitan region (1986).  

 

Urban form can also be viewed at a number of different spatial scales - neighbourhood, 

urban area and urban system (Anderson et al, 1996). This would imply that depending 

on the scale in which urban form is viewed, the methodological design would have to 

reflect this scale in undertaking any analyses. According to Tsai (2005), and generally 

speaking, urban forms can be classified into three categories; these are (1) density; (2) 

diversity and, (3) spatial-structure pattern. Density measures the degree of activity 

intensity; diversity refers to spatial scale or grain at which different land uses interact, 

such as land-use mixing and jobs-housing balance (Tsai, 2005); and spatial-structure 

patterns can include the spatial pattern of land uses as well as the spatial design of 

transport and communication infrastructure (Anderson et al, 1996). Urban form can 

thus be viewed from various geographical scales and classified into such levels as 

metropolitan area, city and neighbourhood (Tsai, 2005). As was pointed out in the 

introduction to this thesis, this research is principally interested in urban form at the 

spatial scale of the neighbourhood. This is discussed further below. 

 

Within the CityForm Consortium, other fixed elements of urban form included building, 

street and urban block as distinct levels for analysing urban form. As these different 

definitions show, urban forms may also involve aspects of land-use mix, density and 

layout. These are of particular importance for analysis of urban form at the spatial level 

of the neighbourhood. More detail on these urban form measures as defined by the 

CityForm Consortium is provided in Chapters 4 and 5.  

 

For Bourne (1986), urban spatial structure is a more comprehensive concept comprising 

urban form, urban interactions and a set of organizing principles that define the 

relationship between the two.
5
 From this perspective urban form has an influence on the 

flows within the city but does not wholly determine them (Anderson, 1996). In this 

schema, Jones argues that it is possible to have two cities with the same urban form but 

different commuting patterns (2006) and this for instance, would depend on the socio-

economic characteristics and lifestyle choices of the individuals moving throughout it. 

This is explored in subsequent sections below. In his review of definitions of urban 

form literature, Jones thus suggests that both Bourne and Anderson‟s definitions of 

urban form are expressed in physical terms but the differences illustrate that there is no 

universal definition of urban form (2006).      

                                                           
5
Author‟s emphasis 
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In illustrating how urban forms may evolve or change, Champion notes how current 

spatial development trends are characterised by the diffusion of socio-economic growth 

into a variety of different spatial patterns and settlements (2002). These diffusion trends 

have been identified as suburbanization (this trend had actually begun and accelerated 

by the 1920s), and latterly de-urbanisation, decentralisation and counter-urbanisation, 

and are commonly understood as an outcome in the restructuring of the industrial 

economic base of cities (Champion, 2002). However, while it is accepted that the 

determinants of these latter patterns of diffusion were largely socio-economic in origin, 

these diffusion patterns have also been subject to significant influences by the planning 

system. The role of the planning system in this context is therefore important. This is 

discussed in section 2.2 below. The next section explores what is meant by the social 

dimension to sustainable development: social sustainability.  

 

1.4. Defining Social Sustainability 

 

As was noted above, sustainable urban form as a debate emerged from concerns about 

sustainable development and the challenge this concept poses for urban places and cities 

and towns in particular. Addressing sustainable urban forms then is concerned with the 

issue of urbanism. As noted previously, one particular outcome of this focus has been 

the advocacy of the compact city form argued to be the most sustainable form, in 

contrast to other type of settlement patterns. Moreover, although debates on economic 

and environmental sustainable development are much more readily identifiable in 

relation to the underlying concepts and received the most attention, social sustainability 

in both conceptual and practical terms has remained rather fuzzy. In recent years 

attempts have been made to unpack social sustainability in order to provide greater 

clarity of what it entails in both conceptual and practical terms.  

 

Inter- and intra-generational equity is one of the overarching principles of sustainable 

development and reflects a parallel emphasis to the economic and environmental 

dimensions to development. The principle of social equity however, in this context, is 

arguably not as clear in terms of how it has been conceived within a practical definition 

of social sustainability and in particular, within the context of pursing sustainable urban 

forms such as the compact city. For instance, it could be argued that development by 

and of itself may be sustainable without in fact any recourse to equity principles in the 

process or resultant outcomes. Societies around the world do in fact tolerate high levels 

of social inequality although in most modern Western democracies social equity is a 

powerful policy and political concern.  
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A rationale for paying attention to equity in sustainable development is that while 

pursuing economic and environmental objectives, this may in fact produce processes 

and outcomes that are socially inequitable and if left unchecked may in fact jeopardise 

these objectives and programmes that have been adopted. Debates about the validity of 

the compact city form, as Holden & Norland (2005) suggested (see above) are about 

reconciling disagreements between the compact city and the dispersed city. To a large 

extent this they argue can be distilled into a debate concerned with the two issues of 

greater energy efficiency and deciding on which aspects of sustainable development are 

more important (2005, p.2148). But, the concepts of both sustainable urban form and 

the compact city are frequently discussed as if they are „models‟ which can be built now 

(Jenks et al, 1996). The implied notion is that there exists a set of options from which to 

choose from and then create the sustainable city. The reality is somewhat different.  

 

Unless new settlements can be built, achieving more compact cities can only be done 

through a process of making them more dense, encouraging individuals to live in urban 

areas and significantly, to live in higher density residential dwellings. Thus 

intensification of the existing city appears to be the only viable option. Assuming that 

the theoretical claims of the compact city preside over the direction of all future 

planning and urban development policy then the strategic benefits thought to be felt at 

an international, national, regional and even metropolitan level can only be achieved 

through maximising the use and form of cities (Jenks et al, 1996). This it is argued will 

have local implications felt at the micro scale of the neighbourhood, street and block. 

Intensifying the spaces and places where residents live will pose an enormous challenge 

if social acceptability of these changes is less forthcoming. Crucially, intensification in 

any context, not just sustainable urban form debates, must be able to deliver the benefits 

envisaged.            

 

In other words, there is a need to ensure that an overall balance is achieved so that 

concerns with growth and equity are viewed as mutually reinforcing and inclusive, 

rather than individual and competing objectives. Different perspectives of what social 

sustainability is and how this may relate to an area context have emerged in recent years 

and Chapter 3 explores what this may entail in more detail. The next section introduces 

the second part of this chapter. 
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1.5. Research Focus and Key Research Questions 

 

The underlying rationale for the thesis‟ investigation adopts the principle of intra-

generational equity as laid out in the Brundtland Commission Report (WCED, 1987). 

This principle basically asserts that in considering any human activity, the use and 

conservation of natural resources in ensuring that the needs of future generations are 

met, current generations are not exposed to any inequities in this process. While inter-

generational needs are important, intra-generational equity is also very important and it 

is the current generation which is the focus of this research. The PhD research focuses 

on the relationship between urban form and social sustainability. In particular, I am 

concerned with the relationship between access to services and the way in which 

different urban forms may influence access. The investigation addresses the influence of 

different urban forms in how they impact on equity in access to local services, whilst 

examining the role of individual preferences in this process. 

 

This research has two key aims. A main aim of this research is to test the claim that 

more compact cities have better access to services and facilities than other types of 

forms, and that they are more equitable in terms of access, than dispersed settlement 

forms or urban „sprawl‟. For instance, in a study examining the compact city and social 

equity, Burton (2003) found that while urban compactness was a significant influence 

on social equity, this depended on the aspect of social equity being examined: when 

social equity was considered it all its entirety, it had only a weak relationship with 

compactness. An important issue which remains unclear in the current research is 

whether it is only certain kinds of services which are affected by urban form. This may 

imply for instance, that only certain conditions (aspects of social equity) are filled. A 

second aim is to examine in addition to urban form, the extent to which equity in access 

to local services is influenced by the role of individual preferences. For instance, as 

shall be discussed later, while some views of equity would argue that if access to 

services depends on preferences and choices in terms of usage, then it is difficult to 

claim that these are matters of equity (Le Grand, 1991). This is because in examining 

the impact of urban forms on equity outcomes, the individual social, institutional and 

other contexts (e.g. historical development patterns) in which access to services arises, 

must be understood.  

 

Given the analytic approach outlined above, the main investigation requires a 

consideration of preferences as both the social context and circumstances of individuals 

can modify the relationship between urban form and effective access to services to a 
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large extent. For example having income to run a private car allows access to a wider 

set of services such as an out-of-town retail development. Additionally, the role of 

individual service providers is also examined in the research. Service providers can also 

influence whether equitable outcomes in access are achieved, through for example, 

aspects related to service provision and service characteristics. These aspects may also 

influence access by shaping individual preferences in the propensity to access and use 

local services. Different stakeholder perspectives are examined which reflect the 

broader and more specific themes of the research topic.  

 

A key objective of this research is to test the claims that high-density compact forms of 

development provide better access to services and facilities. This is achieved by 

examining the relationship between urban form and service access issues and answering 

the following questions: 

 

- How often do individuals use local services and is the frequency of use influenced 

by urban form  

- To what extent can the frequency of use be explained by accessibility in space and 

time?  

- What do residents‟ perspectives on local services reveal in terms of individual 

preferences about local services 

- What do stakeholders‟ perspectives reveal about service provision and response to 

the needs of local areas   

 

1.6. Overview of the Research Strategy 

 

In addressing the specific aims and objectives of the research, the research strategy 

involved the triangulation of both quantitative and qualitative methods. Secondary data 

was analysed using the CityForm purpose designed survey and fieldwork was 

undertaken to collect the primary data. In executing the research methods and 

subsequent analysis of data, the structure of the research adopts a case study design. 

Three case study areas were selected and are representative of key urban forms in the 

suburbs, intermediate areas and city centres. The areas selected are Dalry in Edinburgh 

(inner); Pollokshields (intermediate) and, Darnley (outer) in Glasgow. To focus the 

investigation of these areas and the data analyses, three guiding themes to the research 

were identified:  

 

- Access to services;  
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- Usage of services; and, 

- Quality of services and access  

 

Each of these themes is addressed by both the quantitative and qualitative methods 

adopted. Quantitative analyses of the relationship between urban form factors and the 

outcome of equity in access, is undertaken using a variety of statistical techniques and 

using a combination of quantitative measures attached to the CityForm Social Survey.
6
 

To examine the relationship between urban form and the equity dimension the outcome 

of equity in access is explored using the empirical method of frequency of use of local 

services.  

 

The frequency of use of local services data was collected from survey respondents to the 

CityForm Social Survey. Three local services asked about in the survey are examined in 

detail: local convenience stores, local supermarkets and public leisure facilities. Urban 

form measures include urban form elements (e.g. densities of residential dwellings, 

building height) and accessibility measures (distance and time to reach services). As the 

research also considers the role of individual preferences in this relationship, 

perspectives of service access are gathered from interviews with local residents. 

However, perspectives on service access and provision issues from national and local 

stakeholders are also reported. Data for both were gathered by conducting face-to-face 

interviews using semi-structured interview guides. The qualitative fieldwork provides a 

richer understanding of the substantive issues as this conveys more than relative levels 

of accessibility but also the nature of the access that individuals have, for example, 

individual preferences and constraints in the access. 

 

Equity is achieved if there is equity in access, equity in usage and equity in quality of 

usage and access experience. Research findings suggest that aspects of urban form do 

influence frequency of use, as well as physical access although other explanatory factors 

such as local social conditions, perceptions of neighbourhood, and, individual choice 

can also have a large influence. Thus the role of urban forms in promoting social equity 

in access is not as simple as is sometimes portrayed, and depends a good deal on the 

social context. 

 

                                                           
6
 The CityForm Consortium undertook a household postal survey as part of the data collection methods. 

This survey addressed each of the individual CityForm Consortium members‟ research themes (see 

methods chapter 4). 



 13 

The next section sets out the structure of the thesis by providing an outline of each 

chapter. 

 

1.7. Outline of the Thesis 

 

Chapter Two introduces the definitions and perspectives on accessibility, the compact 

city and neighbourhood as an urban form. It then addresses in more detail a key 

dimension of social sustainability, sustainability of the community. It then defines 

services and discusses the various ways services can be viewed in urban systems. The 

concept of equity is then introduced. This highlights the various theoretical perspectives 

of equity. The aim of the chapter is to identify the various links between the key themes 

of the research and to how key themes have been conceived in this research.  

 

In Chapter Three, approaches to local service accessibility are discussed and then the 

role of neighbourhoods as service providers is reviewed. Transport and accessibility is 

then discussed highlighting the links between perspectives on accessibility, barriers to 

accessibility and the role of transport accessibility on social exclusion. In the last part of 

the chapter, the equity concepts identified in chapter 2 are discussed in more detail to 

develop the framework for the analysis of equity in this research. The approach taken to 

applying equity in the context of this PhD research is then set out.   

 

In Chapter Four, the research methods adopted for this study are described. It sets out 

the approach to the research, the research strategy, including the thesis research design 

and establishes how these support the research hypotheses being investigated. It builds 

on the various literature reviewed in preceding chapters to show how the theories, 

concepts and approaches have been operationalised in providing the methodological and 

analytical approaches required to complete this research.   

 

Chapter Five provides a policy overview of the key themes underpinning this research. 

It also provides a profile of the social and urban context of each CSA in addition to the 

urban form characteristics of the areas.  

 

Chapter Six introduces the first of four empirical chapters. This chapter presents 

findings from the quantitative analyses of the survey data including perceptions of the 

local neighbourhood and spatial accessibility.   
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In Chapter Seven, quantitative relationships between the main themes of usage of 

services, urban form and access are explored. This chapter is organised into three main 

sections including analyses of spatial accessibility, the frequency of use of local 

services; correlations between usage frequency and accessibility to local services; and 

logistic regression modelling. 

 

In Chapter Eight, findings from the stakeholder interviews are presented. Using 

accounts from a variety of stakeholders, the chapter explores the two core themes of 

accessibility and service access issues from the perspective of national and local 

stakeholders. Chapter Nine introduces the research findings on residents‟ perspectives 

on local services from the case study area resident interviews. This chapter is organised 

thematically using the key themes of the literature.  

 

Chapter Ten presents the main conclusions of the research. It outlines what the main 

contributions of the research are and offers a short reflection on the overall research by 

addressing the strengths and weaknesses of the work. It highlights any 

recommendations and implications of the research for policy in addition to suggestions 

for further research. 

 

1.8. Conclusion 

 

This introductory chapter gave the background and context to this research. It began by 

explaining how the research topic has stemmed from the concept of sustainable 

development and how this debate has evolved from concerns about environmental 

issues and social equity, towards concerns about the wider role of cities within these 

debates and the sustainability of urban forms. Definitions of urban form and the social 

dimension to sustainable development was also outlined. The chapter concluded by 

outlining the research focus and questions, the research strategy and the structure of the 

thesis chapters. In the next chapter, the links between urban form, access, social 

sustainability and equity are examined in more detail.  

 

i. This PhD project forms part of the CityForm: Sustainable Urban Form Consortium 

and funded by the Engineering and Physical Science Research Council (EPSRC) under 

its Sustainable Urban Environments Programme between 2003-2007 (Grant number 

GR/520529/01). The Consortium comprised a multi-disciplinary team based at the 

universities of De Montfort, Heriot-Watt, Oxford Brookes, Sheffield and Strathcylde.  
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The CityForm Consortium addressed the following question: To what extent and in 

what ways does urban form contribute to sustainability? The CityForm Consortium had 

three core objectives. These were to: 

 

 Determine the relationship between urban form and 

o Environmental sustainability 

o Transport 

o Social sustainability 

o Economic sustainability  

 

 Advance theory on sustainable urban form through an integrated programme of multi-

disciplinary evidence-based research 

 

 Provide guidance on sustainable urban forms which are acceptable to users and 

appropriate in the future  

 

The core of the research explored the relationship of five strands representing the 

environmental (energy and ecology), transport, and social and economic dimensions of 

urban sustainability to urban form. There were also three satellite projects that examined 

ways of adapting the city, whether sustainable developments lead to sustainable 

lifestyles and the ecological and psychological value of urban green space. The main 

outputs of this research are to be found in an edited collection of papers by Mike Jenks 

and Colin Jones in their recently published book, „Dimensions of the Sustainable City‟, 

(2010), published by Springer. 

 

Details about the book can be found on the publisher‟s website: 

(http://www.springer.com/life+sciences/ecology/book/978-1-4020-8646-5) 

 

Details about the CityForm Consortium‟s research can be found at the CityForm‟s 

website: http://www.city-form.org/uk/index.html  

 

  

http://www.springer.com/life+sciences/ecology/book/978-1-4020-8646-5
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Chapter Two: Identifying the Links between Urban Forms, 

Accessibility and Social Sustainability  

 

This chapter introduces the theoretical and conceptual ideas that have informed this 

empirical study into equity access to local services and urban form. The aim of this 

chapter is to show the links between the main themes have been conceived. In the first 

part of the chapter, the concept of accessibility, as an important theme of this research is 

defined in showing how this relates to urban forms and the significance it has as a key 

element of urban forms is then discussed. In understanding the historical context of 

urban forms, the evolution of the UK planning system is then set out. The main 

rationale for the compact city form is then highlighted. This discusses the various 

nuances of this debate.  Accepting that there are a variety of spatial scales at which 

urban form can be conceived and therefore examined, a definition of urban form from 

the perspective of the neighbourhood is then presented. This identifies elements of what 

may constitute urban forms in order to clarify the scale in which urban form is viewed 

in this research.  

 

In the second part of the chapter, the aim is to explore in more detail how the focus of 

this study was to emerge from the social dimension of sustainable development by 

considering two recognisable dimensions: social equity and sustainability of the 

community. Sustainability of the community is addressed first. Then, various ways in 

which services configure in the urban system are explored. Following this, different 

theoretical perspectives of the concept of equity are then presented. These perspectives 

are then used to inform the framework for the analysis of equity in the context of access 

to services in Chapter 3. The policy framework which relates to specific themes of the 

research is not included in this chapter and instead attention is given to this in Chapter 5 

of the thesis. Where relevant for contextualising the discussion however, some passing 

reference to policy is provided within the current chapter 

 

2.1. Urban Form and Accessibility  

 

As the different definitions of urban form show, urban forms can influence the 

accessibility of a location. For instance, where services are located, how they are 

spatially distributed within these forms can impact on the accessibility of the location. 

Therefore the ease in which individuals can reach these locations and thus access 

services becomes important. The relationship between urban form and accessibility is 
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explored further in both Chapter 3 where approaches to local service accessibility are 

set out and, Chapter 5, where the policy context is outlined. The concept of accessibility 

is an important theme of this research and its meaning in relation to the significance it 

has for urban forms, is discussed next. 

 

Accessibility is an important concept when examining the impact of urban form on 

equity in access to local services. Whilst there are various definitions of what 

accessibility is, it can basically be defined as a measure of how easily a destination can 

be reached from a given origin. The major difference between proximity and 

accessibility is that accessibility encapsulates many more attributes other than 

convenience and distance. Proximity is discussed later in Chapter 3. These attributes 

may involve constraints and/or difficulties which can influence access and, these may 

be perceived or real. In the latter, this depends on how perceptions of them are 

conceived by each individual. For example, accessibility constraints may be 

environmental, temporal, and spatial or may even originate with how an individual has 

access to and within transportation systems. Transport and accessibility is a theme 

explored in chapter 3, section 3.2.   

 

Some writers on accessibility define it as, „the expected value of the individual‟s 

maximum utility among the activity schedules available, given the residential location‟, 

(Ben-Akiva & Bowman, 1998); whilst others such as Hewko et al (2002), define 

accessibility as a measurement of distance between populations and an amenity; and 

Koenig (1980) defines it as „the ease with which any land based activity can be reached 

from a location, using a particular transport system‟, (p.146). These definitions are not 

entirely dissimilar to the idea of proximity and convenience (see chapter 3, section 

3.2.1). 

 

More directly, the significance of accessibility as an element of urban forms is that there 

is little dispute over the link between accessibility, and location and land use (Gutierrez 

& Gomez 1999). For instance, Stanilov (2003) argues that accessibility is a determinant 

of land use and that the distribution of activities also impacts on accessibility. He argues 

that the, „rate of accessibility is directly related to the rate and intensity of land use in 

the area‟, (p.784). Others, such as Srinivasan (2002), claim that higher street density and 

intersection density promotes better pedestrian access and connectivity.  

 

An alternative argument to this is given by Gutierrez & Gomez (1999). They claim that 

higher residential density is a consequence rather than a cause of greater accessibility. In 
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examining the impact of transport infrastructure, they also claim that transport 

infrastructure provides places with a level of accessibility, which influences land use. 

They argue that the provision of more efficient infrastructure should reduce travel times, 

which increases the accessibility of a point. In other words, where a location becomes 

more accessible, it is likely to attract activities, and this can contribute to economic 

viability in neighbourhood centres. Given the definitions of urban forms noted earlier, 

provision of mixed use facilities could provide multiple reasons for individuals to go 

and stay in this centre. According to Barton et al (2003), more accessible locations in 

this context create vitality and character in a place as well as creating an opportunity for 

individuals to live and work in closer proximity. Furthermore, more accessible locations 

can reduce car-trip lengths by encouraging short walking trips. How these ideas relate to 

this PhD research are discussed further in Chapter 3.  

 

2.2. The Evolution of the British Planning System  

 

Given the rise and influence of the sustainable development debate, the role of urban 

planning in the spatial development and structural characteristics of cities has resulted in 

the search for a sustainable urban form.  As noted in the Chapter 1, the idea of a 

„compact city‟ was to emerge amidst growing interest and evidence about the role of 

cities in the environmental debate.  It is important however, to fully appreciate the 

historic context surrounding the development of the compact city approach and this 

requires some explanation for how and when the evolution of a British planning system 

was to emerge when it did. In tracing this evolution, the first and perhaps most enduring 

and influential idea about planning a city as it emerged in the UK, was Ebenezer 

Howard‟s Garden City.  

 

2.2.1. The Garden City Movement  

 

Significantly, the diffusion trends that Champion (2002) has referred to (see above) can 

trace their roots partly to the early British planning system and the contribution of the 

Garden Cities Movement. The first conceptualisations about how the growth of modern 

cities and the physical development of the land in urban areas could be understood and 

controlled, was to emerge in the late 19th and early 20th centuries. It was in this period 

that the spatial or physical form of many of our cities, that we recognize and know 

today, were influenced by what some writers refer to as the great urban utopians of this 

era for example, Ebenezer Howard and the Garden Cities movement, Frank Lloyd 

Wright and Broadacre City in the United States and Le Corbusier‟s Radiant City 
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(Fishman, 1977).
7
 The publication of (Sir) Ebenezer Howard‟s (1858-1928), „To-

morrow: A Peaceful Path to Real Reform‟ in 1898 and, his Garden City Association in 

1899 (Osborn & Whittick, 1969) was instrumental in laying the foundations for a 

conception of the „…planned and organized new town…fully adapted to the modern 

industrial system and the way of life the system requires and makes possible‟, (Osborn 

& Whittick, 1969, p.36). A „garden city‟ is provided by the later named, Town and 

Country Planning Association (TCPA) which argued that: 

 

„A Garden City is a Town designed for healthy living and industry; of a size that makes 

possible a full measure of social life but not larger; surrounded by a rural belt; with the 

whole of the land being in public ownership or held in trust for the community‟, 

(TCPA: adapted from Osborn & Whittick, 1969, p.36). 

 

An important element in Howard‟s vision and as reflected in the TCPA definition above 

was that, a city‟s ultimate size was to be guaranteed by the reservation of a belt of rural 

(and mainly agricultural) land (Osborn & Whittick, 1969). Otherwise known as the 

„greenbelt‟, Howard envisioned the principle of limiting a new size of town to between 

32,000 and 58,000 in population surrounded by a form of „protective ring‟ and when 

reached, the aim was to start off new settlements (Osborn & Whittick, 1969; Champion, 

2002). It was many years before the central ideas and thrusts of Howard‟s innovation 

were to be realised in British town planning policy. 

 

2.2.2. Urban Containment versus Urban Sprawl  

 

The pace of earlier suburban development which characterised the early 20
th

 Century 

was to increase rapidly by the introduction of the privatized motor car. This allowed 

further distances in the separation between work and home, and what some have 

termed, the continuation of the urban exodus (Champion, 2005). In the first decades of 

the 20
th

 century, for instance, roads around each urban centre provided larger swathes of 

land for house building opportunities with more extensive ribbon development along 

arterial roads but also encroaching into land along rural lanes into the deep countryside 

(Champion, 2002; Hall et al, 1973). With bus and car transport now available, fairly 

compact (although less dense than pre-1914 development) speculatively housing estates, 

                                                           
7
 For instance, in the late Victorian era, the emerging issues and or symptoms of city size, growth and 

control along with technological, social and economic realities, were realities considered by Victorians as 

„progress‟. To this day, debates rage on whether the great visionaries who tackled these issues were trying 

to attempt an ideal – a vision not based on reality. Others suggest that they were not utopians at all, and 

were in fact, extremely aware of the practical realities of their time, and crucially, of prospects for the 

future.   
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also emerged in the less attractive gaps or „wedges‟ lying between the radial transport 

routes (Champion, 2002). It was against this backdrop that the planning system in the 

UK began to take shape. Building on the ideas of Howard and his contemporaries, many 

pieces of legislation were introduced in the intervening periods between the two World 

Wars. The Barlow Report for instance, published in 1940, was the first of many 

attempts to tackle growth and establish a planning ministry. Two reports: the Minority 

and Majority Reports detailed the issues the Commission had considered on the social 

and economic drawbacks of large towns.  

 

The betterment and compensation recommendations (established by The New Towns: 

Reith Committee) as set out in the Barlow Report resulted in the Uthwatt Report (1942). 

As events unfolded, the government established an entire new Ministry of Works and 

Planning in 1943 (The UK Planning Ministry). Crucially, the „betterment‟ principle in 

the Uthwatt Report effectively nationalized development rights in undeveloped land and 

imposed restrictions in the interests of the community: salus populi est suprema lex, „the 

welfare of the people is the supreme law‟ (Cullingworth & Nadin, 2002, p.161; Hall et 

al, 1973; Champion, 2002). This is important as this perspective of the relationship 

between land use and human‟s access to and use of it, has remained intact and protected 

by legislation ever since. The recommendations of both the Barlow and Reith reports 

were firmly cemented into the 1947 Town and Country Planning Act. The central thrust 

of the 1947 act was to be so enduring, despite changes in emphasis, it remains largely 

intact of what it originally proposed (Cullingworth & Nadin, 2002; Hall et al, 1973; 

Champion, 2002). The right to develop land had been effectively nationalised with 

compensation to be paid for the lost development rights of landowners (Hall et al, 

1973). The 1947 act also gave government more power to impose the concept of zoning 

through articulating „incompatible land uses‟. While this was characteristic of new 

towns and other large areas of planned (re)development, it was an experience which had 

its antecedents in the 19
th

 century public health reforms. Public health for instance, was 

of such concern following the 1848 Public Health Act that health concerns had filtered 

into ideas of the design of built form. By-laws for controlling street widths, height, 

structure and layout of buildings were introduced and these laid the basis for building 

regulations to the present day (Towers, 2005).  

 

Nearly fifty years had passed since Ebenezer Howard‟s Garden Cities ideal became 

manifested into a comprehensive and challenging redistribution project. Plans for over-

spill schemes (i.e. the New Towns Act, 1946) invited a solution of a combination of 

completely new towns and planned expansions outside the greenbelt (Hall & Ward, 
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1998) with three main phases. Each phase was defined on the basis of their function 

(Hall et al, 1984).  Mark One towns were immediately pursued following the 1946 Act 

to relieve London and Glasgow‟s congestion and overcrowding. Fifteen new towns 

were started between 1946 and 1950 and were heavily influenced by the concept of 

neighbourhood planning. The Mark Two phase (1961-68) reflected the increasing 

numbers in car ownership and departed conceptually from the community aspects of the 

neighbourhood principle. Cumbernauld, in Scotland for example, is considered „the 

pioneer in being planned much more consciously for the private car‟, (Hall et al, 1984).  

 

„Because this [private car] was already beginning to change shopping patterns, there 

was now a greater emphasis on the town centre, which might become an enclosed mall. 

To try to handle the pedestrian/car conflict, planners adopted different devices: in 

Cumbernauld, they connected residential areas directly to the centre via pedestrian 

pathways, diverting the cars on circuitous motorway-scale highways…generally, though 

not universally, their adherence to the neighbourhood unit began to show signs of 

weakening‟, (1984, p.45).     

 

Mark Three new towns are more commonly known as „super towns‟ and were 

developed in the late 1960s. These were designed for much larger populations than the 

mark one new towns. However, by the late 1960s, following the highly influential 

Buchanan Report, „Traffic in Towns‟ (Buchanan, 1963), planners of the era had 

anticipated the disappearance of the walk-to-work principle as widespread car 

ownership grew (Hall et al, 1984). What should be overtly recognised here is that in the 

UK at this time, transport and land use were rarely considered in tandem within any of 

these early programmes. One the clearest statements of this can be found in the text 

from the Buchanan Report. In defining a model of urban traffic, no due regard was paid 

for the relevance of changes in the spatial and or urban form of cities. To quote, „It is 

reasonable to assume that towns and cities will continue to exist broadly in their present 

form‟, (MoT, 1963, p.30). It was not until the publication of a DoE/DoT transport and 

land use document in 1994 (DoE, 1994) that an explicit statement was made to bring the 

functions of transport and land use together in the interests of sustainable of urban form. 

Interestingly, this was also the first time that we begin to see a focus on social exclusion 

within the DoE indicating greater awareness of the link between exclusion and the 

environment more generally.  

 

The main purpose for explaining the evolution of the UK planning system was to 

demonstrate the links between the historic views on the growth, development and 

management of the city and how in conceiving of „the city‟, key thinkers and 

subsequent planning interventions by the state were to give rise to certain urban forms. 
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The aim was to contextualise and explain why the ideas of a compact city have emerged 

as the favoured urban form in planning policies and of course, related urban, transport 

and housing policies for instance. The rationale underpinning the compact city form is 

explored next.  

   

2.3. The Compact City 

 

Although the idea of the compact city form underpins the focus of this thesis‟ 

investigation, it should be emphasised here that the purpose of the review of literature 

on compact city form was mainly to identify literature that offered a general definition 

of what it constitutes, and, to highlight the various nuances of the debate in the context 

of sustainable development and the emergence of sustainable urban form debates. As 

such, the purpose here is not to report on research evidence on the competing claims of 

the compact city, but is instead, to provide some contextual insight  of the research 

approach; for e.g. of how urban form can be viewed at various levels i.e. 

neighbourhood-scale of a city or cities. Evidence which specifically relates to service 

access issues is however presented in the Chapter 3. Some definitions and claims of 

what constitute a compact city are described here and the debates or rationale that 

characterise these are now highlighted.  

 

A compact city for some is a sustainable city in that it „must be of a form and scale 

appropriate to walking, cycling and efficient public transport and, with a compactness 

that encourages social interaction‟, (Elkin et al, 1991, p.12). Others such as Jenks et al 

(1996) argue that in existing cities, the concept of compaction arises through processes 

that intensify development and bring in more people to revitalise them (p.5). According 

to Elkin et al, (1991) they suggest that sustainable urban development must enable 

access to the facilities and services of the city while minimising the resultant costs. 

They advocate the promotion in the use of public transport, traffic calming, and 

increased walking and cycling. Increasing densities in the city is also thought to make 

the provision of local services - including public transport provision, more viable and, 

that it can promote greater walking and cycling in preference to car usage (Haughton & 

Hunter, 1994). The claims that a compact city is a sustainable urban form can therefore 

be characterised by the claims it makes about reducing energy consumption, and, the 

containment of urban sprawl, thereby reducing damage to rural landscapes. Importantly 

for this research is that in addition to these issues, there are claims that in compact 

forms, local facilities can be supported (Williams et al, 1996).  
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2.3.1. Opponents of the Compact City 

 

While the compact city model has been adopted as the ideal-type of sustainable urban 

form in both European and UK policy (see Chapter 3), the academic environment has 

been more divided in its response to its vision. As mentioned in the introduction to this 

thesis (see Chapter 1), this division is mainly due the paucity of evidence to support its 

claims. In illustrating how these divisions have manifested themselves, three camps of 

opinion exist in which Breheny (1996) has coined as the „centrists‟, „decentrists‟ and the 

„compromisers‟. Centrists support the idea of a compact and high density city. 

Decentrists support the idea of the dispersed city as the most sustainable urban form 

(e.g. sprawl), whilst compromisers are positioned between these two camps - perhaps in 

an attempt to reconcile these two divisions. As Holden & Norland have argued the 

compromisers, „combine the merits of each theory while avoiding their disadvantages‟, 

(2005, p.2147). Given the tentative nature of the evidence, there are those that advocate 

the compact city for the reasons outlined above, but there are also those who object to 

its merits on the grounds that it: 

  

- rejects suburban and semi-rural living,  

- neglects rural communities, affords less green and open space,  

- increases congestion and segregation,  

- reduces environmental quality and  

- lessens the power for making local decisions  

(Frey, 1999)  

 

What is clear from these claims and divisions is that no concrete evidence is readily 

apparent with theories and counter-claims characterised - in the main - by debates on 

whether the compact or sprawl-type settlement patterns offer us the most sustainable 

type of urban form to be pursued. Perhaps one of the most influential pieces of research 

which has characterised the sprawl versus compact form debate stems from the energy 

field of studies (and not urban planning) by the Australian researchers Newman & 

Kenworthy (1989). Their work provided the testing ground for claims about the 

compact city, for instance, that it [compact city forms] results in the least energy-

intensive activity pattern, and, that this will provide a basis for coping with global 

warming (Holden & Norland, 2005). Their work, which related petroleum consumption 

per capita to population density in American and world cities, found a consistent pattern 

with higher densities being associated with lower fuel consumption (Newman & 

Kenworthy (1989). One conclusion they reached was that if fuel consumption and 
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emissions are to be reduced, then there is a need for policies to promote urban 

compaction and public transport (Breheny, 1996). However, despite the influence of this 

work in the sustainable urban form debates, this research has been subject to 

international scrutiny, most notably by the planning profession in America (for 

example, see Gordon & Richardson, 1997). As a country which epitomises the growth 

of suburban lifestyle choices, it is perhaps of no surprise that it was in the USA that the 

Australian authors were to receive their most ferocious of criticisms of the conclusions 

they drew. 

 

2.3.2. Compact Cities: A Realistic Vision or Theoretical Posturing? 

 

According to Holden & Norland (2005) the disagreements between the compact city 

and the dispersed city can to a large extent be summarised as a debate about two issues: 

which form affords the greater energy efficiency; and which aspects of sustainable 

development are more important and thus call for a more nuanced debate on the issue 

(2005, p.2148). It has been suggested by a variety of commentators that the Green Paper 

on the Urban Environment (CEC, 1990) was really a vision premised on the high-

density compact city more akin to European cities such as Barcelona and Paris 

(Welbank, 1996; Breheny, 1996, Jenks et al, 2000; Williams et al, 2000). Welbank in 

particular contends that the case for a compact city, coming from the Green Paper, 

arises from a conviction and from a dedication to the values of European cultural 

tradition (1996, p.80).  

 

Some have argued that the wider European perspective in its idea of the compact city, 

points to a significant point of departure in the UK context. The UK‟s outward shift of 

both population and jobs over the past sixty years raises questions about the UK‟s 

pursuit of the compact city, when suburban locational preferences have dominated. UK 

planning policy since at least 1947 has what Adams & Watkins (2002) describe as, „one 

largely of urban containment not urban compaction‟, (p.67). However, they also argue 

that this approach has reduced the outward spread of towns and cities but, „it has not 

previously been matched by effective measures to produce a compact urban form within 

towns and cities‟, (Adams & Watkins, 2002, p.67). Given the above, trends in housing 

market activity have also been a particular feature across the spectrum of different 

urban-rural settlements during the same period. Both housing activity and the counter 

urbanisation cascade (Champion, 2002) underline and reflect the economic policy and 

spatial policy (restrictive growth e.g. greenbelt) dimensions of these new urban 

landscapes. Related to this, Breheny (1992) believes the CEC report is highly 
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contentious arguing that the required new housing development is not possible within 

existing urban boundaries, and, that there appears to be a direct clash between the CEC 

report‟s vision of a high density compact city and the low density suburban lifestyle 

chosen in practice by most people.  

 

Despite the influence of the Urban Taskforce report, recent anecdotal evidence by a 

leading academic have criticised it for taking an unbalanced approach and, for generally 

being weak on the evidence basis for the claims and statements it makes about the 

„urban problem‟. For instance, there is no mention of economic issues and criticism also 

points to the lack of evidence on „suburban sprawl consuming greenfield sites at an 

alarming rate‟. As a result, in asserting this, the proposals of the taskforce has 

effectively „strangled‟ housing development leading to higher house prices and 

affordability problems, coupled with a boom in building poor quality, high density flats 

in the city areas (Bramley, 2009c). 

 

The sections above has shown the distinction that must be borne in mind between what 

the form of a city actually is from what we think the form of city should be. It has 

achieved this by describing how this has been a consistent theme through modern 

history to the present day. While these distinctive elements consider a view of urban 

form at the city and/or regional scale (e.g. in the latter, as Champion‟s work denotes), it 

is important to develop the discussion by a view of how urban form from the 

perspective of the neighbourhood. As the empirical interest of the research is on local 

services, the impact of urban form at the spatial scale of the neighbourhood is a crucial 

focus of the investigation. The following section begins to unpack what we might 

conceive as a „neighbourhood‟ urban form.  

 

2.4. The Neighbourhood as an Urban Form 

 

The research is primarily interested in local service access issues so establishing a view 

of urban form at this spatial scale to explore these issues is identified by considering 

neighbourhood spatial urban form as comprising elements and attributes. By drawing on 

key literature, the aim is to show how this literature helped to identify the 

methodological and analytical approaches that were adopted for the investigation into 

equity in access to local series and the impact of urban form (see chapter 4).  
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2.4.1. A Spatial Concept of Neighbourhood 

 

From a historical perspective, the first complete formulation of the neighbourhood 

concept came in 1929, when, in a volume of the Regional Survey of New York, 

Clarence Perry proposed a unit based on a population of between 5000 and 9000 people 

that was needed to support local facilities (Panerai & Samuels, 2004). The importance 

of the idea of a spatial unit consisting of a neighbourhood and local amenities is that as 

a term, Perry‟s „neighbourhood unit‟ became incorporated into British planning practice 

after World War Two (WWII) as part of the post-war reconstruction effort (Panerai & 

Samuels, 2004; Hall & Ward, 1998). The idea of neighbourhood from this perspective 

reveals that it can refer to some spatial association but it is not yet apparent if it may 

also involve a social association i.e. a neighbourhood „community‟.  This is explored in 

more detail below.  

 

There are many concepts and meanings of what neighbourhood is, what it comprises 

and it is therefore a very fluid concept in which its definition will vary depending on the 

research purpose or question in mind. While the idea of neighbourhood is not new, its 

significance has seen a revival of interest in both academic research and policy debate in 

recent years. Forrest for example,  has argued that while neighbourhood has many 

purposes and meanings for different groups and communities, what is unambiguous is 

that neighbourhood refers to some „spatial‟ association but that spatial fix may or may 

not involve some kind of community (2004, p.4). The urban form and structural 

characteristics of neighbourhoods can vary between and within neighbourhoods. This 

variation depends on the transport options, movement patterns and the socio-economic 

characteristics and lifestyle choices of individuals who live in neighbourhoods.  

 

2.4.2. A Social Concept of Neighbourhood: The Chicago ‘School’  

 

Developing on the points mentioned above, a social concept of „neighbourhood‟ has 

been characterised by the idea of community. One of the first studies ever to address the 

concept of the community was that by the Chicago school of sociologists most notably 

Robert Park, Ernest Burgess and Roderick McKenzie. For them, community signified 

individuals, families, groups, or institutions located in an area and some or all of the 

relationships which grow out of this common location (Burgess et al, 1967). They 

identified community as having three different aspects, one of which is location and 

movement, known as the „ecological community‟. They argued that the formation of 

community life could be studied in much the same way as plant and animal 
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communities in that the „natural‟ organization of human communities is conditioned by 

the distribution of individuals and institutions over a geographical area (Burgess et al, 

1967).  

 

Although the work of the Chicago school have been very influential in the field of urban 

studies, their idea of community as they conceived it, may not hold as much 

contemporary relevance as it once did. For instance, as noted in the work of Champion 

(2002) above, current spatial development trends are characterised by the diffusion of 

socio-economic growth into a variety of different spatial patterns and settlements. How 

the distribution of populations and institutions, given these spatial patterns, has been 

affected, may require a revision to traditional assumptions held about neighbourhood as 

community with services provided on this basis. This is explored next.   

 

In relation to local facilities and therefore local access to them, the dispersal of urban 

activities coupled with populations into locations that are predominantly car-dependant 

has given rise to the dislocation of the traditional „neighbourhood unit‟ serviced by a 

range of local amenities and „community‟. As people are now increasingly mobile or 

even characterised by what some refer to as the „fleeting superficiality, electronic 

networking, borderless community and of general chaos and disorganisation‟, (Forest, 

2004, p.1), local services are more often becoming organised on a different basis other 

than the existence of local community. Thus, the Chicago School‟s idea of community 

does not appear to draw a distinction between socio-spatial structures about who lives 

where from the physical urban form. For instance, and reflecting Champion‟s (2002) 

points, populations within communities are not immune to the processes of economic 

and social change. The fluidity of these processes is in turn subject to constant 

evolvement which stands in contrast to the static nature of the physical urban form as 

defined above.  

 

2.4.3. Neighbourhood as a Spatially-based Urban Form: Elements and Attributes 

 

Given the limitations posed by these traditional concepts of neighbourhood, the 

difficulty of determining a precise definition of urban form for useful analyses in the 

context of local service access issues, becomes apparent. This raised important 

empirical challenges for the research. One way round this, in the author‟s view, was to 

adapt Galster‟s (2003) economic-based interpretation of neighbourhood, to a spatially-

based neighbourhood conception of urban form. Drawing on the work of Lancaster 

(1966), who conceived of neighbourhoods as consisting of a bundle of complex 
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commodities, Galster defines neighbourhood as „a bundle of spatially-based attributes 

associated with clusters of residences, sometimes in conjunction with other land uses‟ 

(Lancaster, 1966 in Galster, 2003, p.154). Of significance to the study of neighbourhood 

urban form, the following attributes have been selected as being relevant at the spatial 

scale of the neighbourhood:   

 

 Structural characteristics: of residential and non-residential buildings: type, scale, 

materials, design, state of repair, density, landscaping etc.; 

 Infrastructural characteristics: roads, sidewalks/pavements, streetscaping, utility 

services etc.; 

 Proximity characteristics: access to major destinations of employment, entertainment, 

shopping. etc., as influenced by both distance and transportation infrastructure; 

 Environmental characteristics: degree of land, air, water, and noise pollution, 

topographical features, views, etc. 

 

The unifying feature of these attributes constituting the bundle called neighbourhood is 

that they are spatially based
 
(Galster, 2003, p.154). The significance of this spatial 

framework is that it justifies the analysis of urban form at the level of the 

neighbourhood, and therefore lends support to the case study area approach adopted for 

this study (see chapter 4). In supporting this statement, it is useful to quote Galster‟s 

thinking here: 

 

„The characteristics of any attribute can be observed and measured only after a 

particular location
8
 has been specified. This is not to say that neighbourhoods are 

homogeneous on any attribute, merely that a distribution or profile can only be 

ascertained once a space has been demarcated. Moreover, to say that attributes are 

spatially based does not mean that they are intrinsically coupled with the geography; 

some are (infrastructure, topography, buildings), whereas others are associated with 

individuals who lend their collective attribute to the space purely through aggregation 

(race, income, life-cycle stage)‟, (2003, p.155). 

 

Here we see how Galster draws a distinction between social composition and the 

physical form. People can collectively contribute to a space through the attribute of 

income, where for example, the effects of mobility allow greater freedom and choice in 

the geography of the space in which they choose. Furthermore, and according to Jenks 

and Dempsey (2007), Galster‟s distinction does not make clear if any one of these 

attributes in more important than another. However, he does acknowledge that some of 

them will not be present in all neighbourhoods; and that there will be variations in the 

„quantity of the composition of the attributes‟, (p.160). In their review which addresses 

neighbourhood definitions and the challenges for empirical research, Jenks and 
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Dempsey assert that Galster‟s definition nonetheless, „does allow for social, 

demographic and other changes that may take place as it does not prescribe an ideal 

„neighbourhood‟ to be benchmarked against‟, (2007, p.160).  

 

2.5. Sustainability of the Community  

 

While the principle interest of this PhD research is on the social equity dimension in the 

context of the broader claims of the compact city as the most sustainable form, it is 

important to acknowledge the other dimension to social sustainability. In their review of 

sustainable development and urban form literature, Bramley & Power (2009) have 

identified that there is another recognisable and overarching concept - in addition to 

social equity - at the core of the notion of social sustainability - within an area context. 

This is to do with the sustainability of community itself. In the context of how urban 

form may impact on this, Bramley & Power (2009) identified the following aspects as 

likely to be significant in helping to sustain communities at the neighbourhood level: 

 

 Interaction with other residents/Social networks. 

 Participation in collective community activities.  

 Pride/sense of place 

 Residential stability (versus turnover).  

 Security (lack of crime and disorder) 

 

Each of these aspects reflects a number of interesting debates within much of UK urban 

policy during the previous twenty years. From a social well-being perspective, the 

dominant policy discourses during this time have involved, in addition to economic, an 

urban policy agenda concerned with addressing issues of social exclusion, social capital 

and social cohesion. These social issues have increasingly become more, or depending 

on one‟s perspective, less concentrated, or more or less visible but are often spatially 

manifested within urban communities and neighbourhoods (and to an extent rural). The 

economic context to this is important for understanding these issues. This is briefly 

outlined followed by definitions of these terms whilst consideration as to why the 

sustainability of the community dimension may have some relevance for equity in 

access to local services, the impact of urban forms and, the role of preferences. 
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Within the UK and elsewhere, the dominant economic approach has seen long-term 

urban restructuring processes underpinned by a perspective that cities stabilise their 

economies and thus become locations for global marketplaces for competitive economic 

activities and interactions. There has therefore been a link established between the 

economic performance of cities (and their economic base) and what the city has to offer 

potential and established markets to compete at the global level. City-regions offer cities 

a „scale‟ which has been recognised as a determining factor in the success of regional 

economies which offer the benefits of an essentially global competitiveness with a cities 

location a deciding factor in foreign direct investment (FDI). Concentrations of spatial 

disadvantage have therefore invited much policy and academic interest into the 

implications of such an economic perspective and/or approach which placed economic 

growth (as measured by GDP for instance) as the ultimate measure of a society‟s well-

being. A city‟s inhabitants in relation to their social and cultural well-being (Boddy & 

Parkinson, 2005) has thus been one of the main reasons for these policy discourses: 

without a cohesive and egalitarian society, this poses a threat to the attractiveness of 

cities which may lose populations, seen as vital to their success.  

 

In broadening this out further, in an earlier examination of the idea of sustainability and 

social sustainability, Maloutas (2003), has argued that the focus on the social 

sustainability aspects of sustainable development runs parallel to the general withdrawal 

from radical objectives of social equality and justice in favour of the less ambitious 

objectives of social cohesion, solidarity and inclusion, which, are justified by their 

positive role in sustainable growth (Maloutas, 2003; see also Boddy et al, 2005). This 

reveals how social goals or equity outcomes may be subservient to interventions - or 

equally inaction, by the state and the institutions that govern society‟s distribution of 

resources.  

 

2.5.1. Social Cohesion 

 

The kernel of the concept of social cohesion for instance is that a cohesive society 

„hangs together‟: that all the component parts somehow fit in and contribute to society‟s 

collective project and well-being (Kearns & Forrest, 2000). Unlike Kearns & Forrest 

(2000), advocates of the New Conventional Wisdom (NCW) (who claim to offer a basis 

for a new urbanism which treats urban forms and ways of life as potentially vital for 

economic, social and political success in contemporary circumstances and, possibly also 

for environmental sustainability), identify three distinct dimensions of cohesion that 

define the structure of society, that is perhaps more abstract and less policy-oriented 
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than Kearns‟ & Forrest‟s dimensions (Turok et al, 2006). Although these are out with 

the scope of the current research, these dimensions are social inequality, social 

connectedness and social order (Buck et al, 2005). Among the reasons they give for this 

prognosis is that there are threats to individuals‟ security and ability to plan for their 

domestic lives/careers in a more „flexible‟ economy, and, the increasing 

individualization of relations in situations where outcomes seem to be more dependent 

on competitive activity than on solidarity or collective action. As such, it is these threats 

which may manifest themselves in various ways one of which is the breakdown of 

residential „community‟ (Buck et al, 2005).  

 

It is apparent that there is an explicit spatial dimension which is relevant to urban form. 

Issues of social order and capital and belonging and identity encompass features of the 

built environment that characterise urban structural form. The roads and highways as 

well as streets and their design and layout give way to a particular urban form at the 

micro level of the neighbourhood and block. The link between the separation and 

integration of pedestrians, the residential context and cars would perhaps be one 

example where social order is duly imposed by the state. The design of streets and the 

regulation and control of traffic could influence spatial access to services as well as 

cognitive perceptions about safety and quality of experience of access.    

 

2.5.2. Social Capital  

 

In a study which investigated civic traditions in Italy, Putnam defines social capital as: 

„Features of social organisation, such as trust, norms, and networks, that can improve 

the efficiency of society by facilitating coordinated actions‟ (Putnam, 1993, p.169).  Lin 

argues that if the premise behind the notion of social capital is, „investment in social 

relations with expected returns in the marketplace‟, then this appears quite simple and 

straightforward (Lin, 2001, p.19). The market chosen for analysis may be economic, 

political, labour or community. Capital captured through social relations is an approach 

wherein capital is seen as a social asset by virtue of actors‟ connections and access to 

resources in the network or group of which they are members (Lin, 2001, p.19). This 

suggests that embedded resources in social networks can enhance the outcomes of 

actions
9
.  

 

While there are different and converging conceptualisations of social capital, the most 

appropriate perspective relative to the level at which return or profit is conceived is how 
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the aggregate of individual returns also benefits the collective, in this case, the 

community or neighbourhood.  This is concerned with how certain groups develop and 

more or less maintain social capital as a collective asset and, how such a collective asset 

enhances group members‟ life chances.
10

 The central interest of this perspective is to 

explore the elements and processes in the production and maintenance of the collective 

asset (Lin, 2001, p.22). Social capital theories may have significance for access to 

services and urban forms as the spatial configuration of services (how much, where, 

appropriateness) can facilitate interactions and enable participation in groups and 

networks. To adopt the language of social capital theory, group members in this way are 

those that want to access and use local services. 

 

2.5.3. Social Exclusion 

 

The term „social exclusion‟ originated in France (les excludas) where it was used to 

refer primarily to those who slipped through the Bismarckian social insurance system – 

that is, the socially excluded were those who were administratively excluded by the 

state (Lenoir, 1974; Duffy, 1997, cited in Hills et al, 2002). A number of authors also 

point out that social exclusion can have a strong geographical dimension. For example, 

Madanipour et al. (1998) propose a definition of social exclusion that emphasises the 

notion of social excluded neighbourhoods: „[social exclusion is] a multi-dimensional 

process, in which various forms of exclusion are combined: participation in decision-

making and political processes, access to employment and material resources, and 

integration into common cultural processes‟, (Bramley & Power 2006). When 

combined, they create acute forms of exclusion that find a spatial manifestation in 

particular neighbourhoods. However, it is recognised that the relationship between 

spatial location and social exclusion is highly complex (Power and Wilson, 2000). Not 

only is there seen to be a tendency for social exclusion to be clustered spatially, but the 

properties of location and accessibility are seen as fundamentally important in 

determining the ability of individuals to participate in normal social institutions and 

processes. This issue is discussed in the context of accessibility which is addressed later 

in Chapter 3.  

 

What these debates show is that in considering the equity dimension of the social 

sustainability concept, there are certainly a number of conceptual antecedents on which 

to situate a theoretical framework for urban form and equity in access to services. This 
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is particularly evident when considering ideas about the related themes of sustainability 

of community (Bramley et al, 2006). However, while this PhD research is interested in 

the individual and access to local services, discussions on community and various social 

concepts which define the social structures and the wider economic and social 

processes, cannot be ignored.  

 

While the discussion here has yet to address the (social) equity dimension, we do begin 

to see why social sustainability is a distinct conceptual development from these prior 

approaches. Its distinctiveness is that it acknowledges the tension between economic 

activity, social relationships and, more importantly, ecological impact (Manzi et al, 

2010). Although arguably it has its conceptual flaws, Manzi et al still argue that social 

sustainability as a concept is justified as it gives meaning and interpretation in 

understanding the direction of government policy as well as the ways in which 

contemporary initiatives can be delivered and evaluated (Manzi et al, 2010). Further, the 

debates pertinent to it are required because they are necessary in grasping the strengths 

and weaknesses of government policy responses (Manzi et al, 2010). Despite its general 

strength in departing from earlier approaches to the social context of „development‟, the 

concept of social sustainability has not been without its critics.  

 

But how can this social dimension to sustainable development be conceived and applied 

in the context of exploring urban forms and access to services? Before addressing this, it 

is important to highlight how services within the urban system have been conceived by 

looking at various theoretical perspectives. Following this, the literature on the concept 

of equity is examined. The purpose of this last section is to demonstrate the author‟s 

understanding of equity as a theoretical concept. This understanding is then applied in 

Chapter 3 to show how this has informed the researcher‟s framework for the analysis of 

equity in a study of urban form and access to local services. 

 

2.6. Theoretical Approaches to Services in Cities 

 

This section defines what is meant by services, the nature of services and how services 

come to be spatially defined. By drawing on theories about services in cities, the aim is 

to examine more closely the relationship between services and how these come to be 

spatially configured within an urban system. This is necessary as it is argued here that to 

examine equity in access outcomes and as such, urban form impacts, how services are 

understood within their urban and social contexts must be explored.  
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2.6.1. Defining Services 

 

It is useful to begin with a definition of services in the context of this PhD research.  

Services and facilities are diverse and in this sense, they have been described as „social 

infrastructure‟ (Troy, 1999, p.129). Social infrastructure is distinct to other types of 

infrastructure services as they often describe services provided to people. Social 

infrastructure is defined by Troy (1999) to be: 

 

 Institutions created to pursue interests beyond those that can be satisfied by 

individual households; 

 Services provided to people rather than property; 

 Service provided at particular locations rather than as part of a physical network; 

 Service used only at particular times rather than continuously. 

(p.129) 

 

As this definition shows, some of these services could be described as „area‟ services 

where services are provided or are engaged in by residents to a specific catchment of the 

population. They need not be supplied as part of a network such as gas, water and 

transport although as Troy recognises, „each point of delivery may, nonetheless, be part 

of a broader system of delivery and the different points may be crucially 

interdependent‟, (1999, p.129). Some social infrastructure services are available 

throughout the city but in contrast to small towns and cities where it is assumed all 

residents have fairly equal access, services in the large cities may receive a wide 

variation in the level and availability of social infrastructure within it (Troy, 1999, 

p.130). Changes in the way and scale in which services are provided can have 

implications for equity in access for local people living in different locations of the city. 

For instance, it will be necessary to accept that the demands for certain social 

infrastructure within areas will differ largely due to the location‟s historical 

development within the area over different periods and at different rates with different 

mix of residents in the lifecourse (Troy, 1999, p.130). Therefore the scale at which some 

services are provided will reflect the period in which development occurred as well as 

the individual preferences and demands of residents in that location (Troy, 1999, p.130).    

 

Services can be classified or grouped using simple binary distinctions: private-public-

voluntary, specialised versus non-specialised and, critical versus non-critical services 

(Desjardins et al, 2002). Given the distinction between goods and services distributed 

according to market or non-market based principles, Samuelson‟s (1954; 1955) pure 
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theory of public goods details the difference between public and private goods: private 

consumption goods are goods which can only be consumed by one person or household, 

whereas public consumption goods have properties which make it impossible for 

distribution by the private markets (cited in Pinch, 1985, p.6-7). Examples of the former 

may include such things as food retailing in which consumption of food is a basic 

necessity. Local convenience retailing may be considered an everyday good. An 

example of the latter may include a public leisure facility which, if left to the market, 

may not be equally distributed. This may be termed an aspirational or lifestyle good 

which is consumed occasionally. However, goods can also be impure public goods. For 

instance, according to Harvey, a supermarket‟s location is a function of balancing the 

need for economies of scale against the effects of rising transport costs to the consumer 

as the market area is extended (1973, p87-89). In other words, a supermarket has to 

decide where to locate depending on several criteria that are external or over and above 

its own criteria: availability of its service to a wider geographical population with 

sufficient purchasing power balanced against the availability and cost of transport to its 

customers.   

 

2.6.2. The Production and Consumption of Services 

 

In the main, the theoretical perspective adopted here is largely neo-Liberal
11

 in the sense 

that services are viewed within the context of advanced capitalist economies.  It takes as 

its starting point that there is no single geography of services, and there are, as some 

have argued, „diminishing conceptual returns of thinking of services in this way‟, 

(Ward, 2009).  The main narrative therefore, is a reflection of the author‟s interpretation 

of literatures which have attempted to provide a theoretical basis for understanding why 

services are located in certain locations and why we observe patterns in the distribution 

of services. From a city or urban perspective, services are viewed as, what Harvey refers 

to as an „urban resource‟ (Harvey, 1973). Services are discussed from the perspective of 

regulated neo-Liberal capitalist systems, i.e. the production, exchange and consumption 

of goods and services. No other reason is given for this perspective other than the fact 

that this is the dominant economic system within which services currently configure and 

operate.  

 

In reference to Castell‟s Geography of Collective Consumption (1977) Pinch (1985) 

asserts that in advanced industrial societies, two basic processes exist: the production of 
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 Neo-liberalism: a doctrine, loosely conceived, that argues for the desirability of a society organised 

around self-regulating markets, and free, to the extent possible, from social and political intervention 

(Cypher & Dietz, 1997, p.222-32 cited in Gregory et al, 2009, p.497). 
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services and the consumption of services. The first process, production – refers to the 

making of all goods and services required by the members of the society in order to 

keep the society in existence; the second process – consumption, refers to the utilisation 

of these goods and services by the members of the society (Pinch, 1985, p.5-6). In order 

to link production and consumption, the main criteria for regulating the distribution of 

these goods and services in advanced industrial (market economies) societies relies on 

two basic systems: those services which are based on market exchange principles and 

those services which are allocated by their public sectors on non-market criteria (Pinch, 

1985). Allocation like distribution then, is an assignment of the objects to specific 

individuals and is not the same as exchange (Young, 1995). To quote Young (1995):  

 

„Exchange involves many voluntary, decentralised transactions, and can only occur 

after the goods and burdens have been allocated. Allocation comes first, exchange 

afterward,‟ (p.7). 

 

An example of local neighbourhood services may be private provision of local food 

convenience retail e.g. local grocery shop, or in the case of a public service, a public 

leisure facility e.g. leisure centre. This PhD research investigates both these types of 

services: convenience food retailing (market) and public leisure services (non-market).      

 

In market-based systems, both production and consumption are left to „the invisible 

hand‟ of the private market: what is produced is dependent on what is demanded 

reflecting individual preferences translated into purchasing power. Equilibrium between 

demand and supply is achieved when the price paid is balanced by the amount 

produced. The distribution of goods and services therefore, is primarily based on the 

ability of individuals to pay. This is linked to the idea of consumer sovereignty – the 

idea that the individual is the best judge of his or her own welfare and methodological 

individualism – this assumes that persons are free to make rational decisions to 

maximise their utility on the basis of their own preferences (Pinch, 1985). However as 

Pinch notes, „…some would argue that the ability for individuals to maximize their 

utility is not entirely free: what is produced is often dependent upon the requirements of 

the producer, and consumer wants are affected by advertising; as such, individual utility 

maximisation is inevitably constrained by social and economic forms beyond individual 

control‟, (1985, p.6). In other words, preferences may be maximised in that no-one is 

worse off than what they can afford. However, their choices may be constrained. This 

seems to echo Le Grand‟s (1991) conception of equity as choice as discussed further 

below.     
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2.6.3. Services as Urban Resources 

 

This section discusses what is meant by services as urban resources. It addresses some 

of the theoretical literature for explanations into how services are configured in the 

urban system. An urban system refers to the complex attributes and factors which 

comprise or make up an „urban system‟. This can include urban economic change, 

globalisation, the changing urban system and importantly, urban forms. Another aspect 

is urbanisation and population/urban density and these are the easiest to measure as 

parts of the urban system for e.g. the UK Census of the Population captures this data at 

the level of the individual and not the household.  

Harvey asserts that the city is a „gigantic resource system that is man-made‟, (1973, 

p.68). He further argues that the city is also an „areally localised resource system‟. He 

describes this system in the sense that, „the resources we make use of in the city system 

are not ubiquitous and that their availability therefore, depends upon accessibility and 

proximity‟, (1973, p.69). This is significant for equity in access to local services as it 

suggests that access to services and the availability of them, depends on the certain 

elements of the urban form which comprises the urban structure of the location in 

question.  The accessibility of services is dependent on the urban form in any given 

urban location. The concept of accessibility in this context, is discussed further below.   

 

Services as urban resources however, are also technical and cultural appraisals (Harvey, 

1973). The quantity of services provided for instance, are dependent upon individual 

preferences that will exist in the population and the cognitive abilities of individuals to 

assist them in exploiting their usage (Harvey, 1973). A key issue here for the research is 

in what way do technological and cultural appraisals and preferences affect equity in 

access to services whilst taking account of the urban form impacts to be examined? To 

address this, it is important to review how this issue may apply to equity in access and 

urban forms. To do this, some of the theories which underpin why patterns of 

distributions can be described, rather than measured are now explored. The aim of this 

is to provide justification in the framework used for analysing equity discussed further 

below.      

 

2.6.4. The Nature of Services: Patterns of Service Distributions 

 

We first consider why certain patterns in the distribution of services are found in 

different urban contexts. Given the definitions of urban form as outlined in Chapter 2, it 
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is logical to assume that not all places within a certain urban area will have the same 

services provided in both quantity and type, and therefore differing patterns of service 

distributions will emerge. These emerge based on the interaction of the urban 

environment and economic and social processes which will be subjected to 

distributional constraints. This is significant for access to services and urban form as 

services as resources of the urban system: in the market economy, efficiency is the base 

criteria for profit and goods are distributed on the ability of people to pay: who receives 

what and where via the demand of goods expressed by the purchase of these goods. 

From a Liberalist perspective, production seems to be linked to distribution and that 

efficiency (equilibrium) is equity in distribution (Harvey, 1973). Obviously where 

services are provided by market processes then you will have some market equilibrium. 

This may be efficient but whether it is equitable will depend on normative criteria of 

equity principles. In problems of local justice, equity and efficiency would seem to 

complement each other (Young, 1995, 0.19). As Young has argued, „There is no 

mechanism comparable to the invisible hand of the market for the coordinating 

distributive decisions at the micro level into just outcomes at the macro level‟, (1995, 

p.7). For Young, where gross inequities are observed due to the cumulative effects of 

local decisions, they can be corrected at the broader level of society via redistribution 

policies and not by coordinating decisions of local allocative institutions (1995, p.7). 

The concept of willingness to pay is discussed further below.     

 

In pursuing a compact city form, planners in allocating land available for different 

locations may affect the quantity of services that can be provided in any given location. 

But service providers such as the institutions that provide them, can also affect the 

distribution as well as particular service characteristics which may affect usage: e.g. 

choice, consumption options of households, range, quality, appropriateness and cost. In 

an urban context then, Troy has argued for instance how, „Patterns of urban services and 

the institutions which provide them have been in a state of dynamic equilibrium‟, (1999, 

p.9). This dynamic equilibrium state exists because the urban system contains what 

Harvey refers to as, „…a geographic distribution of created resources of great economic, 

social, psychological and symbolic significance‟, (1973, p.69). This suggests that where 

equilibrium is not present, externalities exist which present themselves when resources 

are exploited. The significance of this assertion by Harvey for equity in access to local 

services and urban forms is that for some locations in the city, there will be variability 

of provision and in the quantity of private and publicly provided services. This 

variability can be determined by many factors inherent in an urban system including the 

elements that comprise each of the three categories in which urban form can be classed 
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e.g. density; diversity and, spatial-structure pattern (Tsai, 2005; Anderson et al, 1996; 

see Chapter 2).      

 

2.7. Defining the Concept of Equity 

 

Equity: simply a matter of the length of the judge‟s ears (Elbert Hubbard) 

 

This final section explores various perspectives of equity. It illustrates how various 

concepts of equity can exist and theoretical perspective adopted. It then discusses equity 

as social justice theory including distinctions between equality, distributive justice, 

fairness and the issue of equity as choice. Concepts are explored on the meaning of 

equity. These are used to underpin the framework for analysing equity as set out in 

Chapter 3. 

 

2.7.1. The Meaning of Equity: Some Definitional Problems 

 

Some writing about equity argue that the concept of equity has received little attention 

in research studies (Konow, 2003; Hay, 1995; Burton, 2003). Equity concepts - despite 

emerging consensus in economics over the relevance of fairness have, „…no agreement 

among economists or, for that matter, among psychologists, political scientists, 

sociologists, or philosophers, about the proper theory of justice‟, (2003, p.1189).  

Konow concedes that there is no agreement across the social sciences about what social 

justice entails.   

 

In his book, the economist Peyton Young (1995) argues that the subject of equity does 

not exist. While this may not seem valid, and perhaps goes against the broader academic 

perspectives on equity, it is a convincing conceptual reasoning. For Young, the 

arguments against its existence take three different forms. Firstly, that equity is simply a 

word that „hypocritical people use to cloak self-interest: it has no intrinsic meaning and 

therefore, fails to exist‟, (1995, p.xi). Secondly, if we conceive equity as existing in 

some notional way, „it is so hopelessly subjective that it cannot be analysed 

scientifically…thus it fails to exist in an objective sense‟, (p.xi); and thirdly, even if we 

contend that equity may not be entirely subjective, Young argues that there is „no 

sensible theory about it‟, and certainly, as he states, „none that is compatible with 

modern welfare economics‟, and as such, equity for Young fails to exist, „in an 

academic sense‟, (1995, p.xi).  The core of Young‟s argument is that equity is used with 

casual abandon as if it did exist. Illustrating his point, the examples of the tax system 
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and structures and, the health care system are given. For Young, a close relative of 

equity and which occupies a very prominent position in moral philosophy, is what is 

implied by a „just social order‟, (1995, p.xi).         

 

A „just social order‟ is closely related to the concept of equity. Its definition is a central 

subject of study within moral philosophy. Equity is about considering the proper 

distribution of resources, rights, duties, opportunities and obligations in society at large 

(Young, 1995). Its intellectual precedents are mainly concerned with theories of liberal 

justice. As a „grand theory‟, equity has been a pre-occupation of classic philosophers 

such as Plato and Aristotle and their „ideal state‟ (state-citizen relations). They were 

concerned with how discourses are expressions of social power: justice in this sense is 

considered within the context of hegemonic discourses in the [social] power exercised 

by the ruling classes (Harvey, 1973). More recently, equity theory has also been 

developed by the likes of modern day philosophers such as John Rawls and Robert 

Nozick in their development of the classical theories of the social contract and in the 

latter, entitlement theory (for e.g. Hobbes, Rousseau and John Locke are also cited by 

Young here; 1995, p.xi). These theories are also known as social justice.  

 

2.7.2. Social Justice 

 

The concept of social justice according to Harvey (1973), „…is not an all-inclusive one 

in which we encapsulate our vision of the good society‟… but is essentially to be 

thought of as, „…a set of principles for resolving conflicting aims that can arise in many 

ways‟, (p.97). Essentially, Harvey‟s view is one which draws upon Marxist theory but 

in his text, „Social Justice and the City‟, he sets out his approach to justice developing 

both a Liberal and Socialist formulation to four key themes that dominate his analysis of 

social processes and spatial form. One of those themes is social justice (and spatial 

systems). For Harvey, social justice is about applying particular just principles to 

conflicts which arise out of the necessity for social cooperation in seeking individual 

advancement (1973, p.97). Harvey articulates this perspective proposing that, „Through 

the division of labour it is possible to increase production‟, (p.97). For him, the question 

is then about „how the fruits of that production shall be distributed among those who 

cooperate in the process‟, (p.97). 

 

Crucially, the principle of social justice for Harvey is that this, „…therefore applies to 

the division of burdens and benefits and the allocation of burdens arising out of the 

process of undertaking joint labour‟, (p.97). Moreover, this principle also has some 



 41 

relationship to the social and institutional arrangements associated with the activity of 

production and distribution. This suggests that questions about power and governance 

of the distribution such as regulation and control are also issues where conflicts can 

arise. For Harvey, the examination of social justice in the context of the city is, „a just 

distribution justly arrived at‟, (1973, p.98). In the context of urban form, Harvey asserts 

the geographic variant of this concept concerns two questions: (1) What are we 

distributing and, (2) Among whom or what are distributing it?, (Harvey, 1973, pps.98-

99). These key questions are of significance to equity in access and urban forms as they 

capture or summarise how an approach to equity can be understood, applied and 

evaluated within a service access and urban form context.         

 

In light of the above, social justice theories have a moral and philosophical basis for a 

theory of the socially just appropriation in the distribution of resources. A practical 

interpretation of this approach would be about examining the distribution of both 

benefits and burdens of who gets what where, why and the costs. But there are both 

methodological and conceptual problems with this simple interpretation and this is 

discussed below. Equity is then examined in closer detail in Chapter 3 where concepts 

are then evaluated to establish which equity principle is relevant for this research.   

 

2.8. Normative Theories of Justice  

 

Justice has no universal meaning and there are many competing theories of social 

justice. Justice then can be said to have a whole „family‟ of meanings (Harvey, 1973). 

There are four corresponding „family‟ or four theoretical categories into which four 

elements of justice can be placed (Konow, 2003; Harvey, 1973). These elements which 

Konow identifies are: 1. equality and need; 2. utilitarianism and welfare economics; 3. 

equity and desert; 4. context (2003, p.1189). These four theoretical categories are used 

here as a guide to distinguish between a concept of equity and the normative theories of 

justice. The idea of „equity as choice‟, as conceived by Le Grand (1991) is also 

examined (the theoretical category of context is addressed in chapter 3, section 3.3.1). 

 

2.8.1. Social Justice as Distributional Justice 

 

This research accepts Young‟s assertions above about the non-existence of equity. This 

is a normative theory of justice. Invoking grand social theories is neither feasible nor 

practical for the research. The aim of the research is to judge whether the social 

outcome of interest for this research, equity in access, usage and quality is achieved. 
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Therefore, the focus is not whether a just social order, at large, has been achieved. It is 

possible for the research, „…to analyse the meaning of equity in the small without 

resolving what social justice means in the large‟, (1995, p.xii). Equity then and its 

meaning do not require reference to social justice at the macro level for example, the 

legitimacy of different forms of government (Young, 1995).  

 

One theory of distributional justice stems from the work of John Rawls in his Theory of 

Justice (1972). This work develops the classic philosophical statements on the liberal 

theory of justice. Rawls develops the moral perspective of justice and his theory is 

regarded as ,„a coherent theoretical foundation for a conception of justice that can be 

offered in opposition to the utilitarian point of view that has been dominant since 

Jeremy Bentham‟s „greatest happiness for the greatest number‟, (Gorovitz, 1971). The 

Greatest Happiness Principle for instance, is, in Mills‟ definition „…the ultimate end, is 

an existence exempt as far as possible from pain, and as rich as possible in enjoyments, 

both in point of quantity and quality‟, (Mill, 1863, cited in Warnock et al, 1989, p.262). 

For Rawls, the main domain in which justice operates is the distribution of goods, 

where „goods‟ is taken broadly to include much of what one might reasonably aspire to 

have (Gorovitz, 1971). Rawls‟ development of distributive justice as developed from 

the dominant 19
th

 century concept of utilitarianism, is discussed under the heading, 

„Utilitarianism and Welfare Economics‟ below.  

 

2.8.2. Equality and Need 

 

Given Konow‟s „family‟ of theoretical categories, it could be argued that he places 

equality with need as often both these concepts of equity are consistent with one another 

(Lucy, 1981): equality may simply mean that everyone should receive the same; and 

need: that unequals should be treated unequally, as the nature of the unequal treatment 

is that those needing more services, for instance, should get more, rather than less 

(Lucy, 1981). However, Le Grand (1991) also makes an important point that debates on 

distributional issues are often confused by a failure properly to distinguish between 

equity and equality as there is no automatic link between equality and equity, although 

it is common to see the two identified with one another. In light of this, Le Grand 

contends that in fact the two concepts are quite distinct noting that equality has a 

descriptive component whereas equity is a purely normative concept. As a consequence, 

equality does not necessarily imply equity, or equity equality (Le Grand, 1991). 
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However, unequal treatment would still, it seems, require at least some degree of 

consensus about who is to receive the unequal treatment and therefore by extension, on 

the basis on which a „need‟ is identified and differentiated between groups. The link 

between consensus and need is very important – and it is relative to a particular society 

at a particular stage of development. This can be difficult to achieve for according to 

Harvey, „Need is a relative concept and needs are not constant and as society is 

transformed so the consciousness of need is transformed‟, (1973, p.101). Some 

indicators of need identify income as a crude measure for the existence of poverty, it 

can be measured. But there lies the problem of consensus: at what level is a certain level 

of income acceptable in order to satisfy and meet human need? An early extension of 

tackling this question was by Townsend (1979). His approach to defining poverty was 

much broader than „income‟ in that material deprivation as a result of low income, can 

exclude members of society from fully participating in the normal life of the 

community. Townsend‟s concept is incorporated within the consensual approach to 

defining poverty and material deprivation, as enshrined in the subsequent „Breadline 

Britain‟ and „PSE‟ studies. This though, still leaves an operational definition of need 

wanting. The ideas of equality and need are discussed further in Chapter 3. 

 

2.8.3. Demand 

 

Need can also be determined by market demand (Harvey, 1973, p.103-103): if services 

are run to capacity one could argue that there is unfulfilled need i.e. needs are not being 

met. More resources for instance could be allocated. However, there is one important 

caveat here in that this procedure according to Harvey, could only be justified if for 

instance, noting was inhibiting demand, e.g. lack of access to services. For Harvey, to 

accept market demand as a socially just measure of need requires that the, „other 

conditions prevailing in society (affecting both supply and demand) are themselves 

socially just‟, (1973, p.103). For Harvey, this is not usually the case.    

 

2.8.4. Utilitarianism and Welfare Economics 

 

Returning to his Theory of Justice (1972), Rawls articulates the principles of justice 

(pp.259-65) that might underlie a democratic state. Known as the social contract, a 

particular principle is justified if it would be chosen by a group of individuals drawing 

up or coming together to negotiate a social contract in the „initial position‟: that is a set 

of principles by which society is organised (Le Grand, 1991, p.44; Oshaughnessy et al, 

2005). In order to arrive at these sets of principles, Rawls theory revives the notion of a 
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social contract in relation to what social organisation should be for while arguing that 

people would prefer to live in a society where there was equal liberty with a minimum 

of social and economic inequities (Oshaughnessy et al, 2005; Gorovitz, 1975). He thus 

rejects utilitarianism on the ground that it allows the rights of some people to be pushed 

aside for the greater good of society (Oshaughnessy et al, 2005).  

 

The Rawlsian notion of the „initial position‟ is that the group of individuals „the 

negotiators‟, have both general wisdom and particular ignorance: they seek to advance 

their own interests, but are unable to distinguish them from anyone else‟s, (Gorovitz, 

1975). Otherwise known as Rawls‟ „veil of ignorance‟, the negotiators have an immense 

amount of knowledge of general truths but have little knowledge of particular facts, 

about themselves, or others; the negotiators know literally nothing about who they are, 

what their personal characteristics are, or what kind of social context they are from 

(Gorovitz, 1975).  

According to Le Grand, an advantage of the veil of ignorance approach is that, „…it 

appears to be based on logic rather than intuition‟, (1991, p.44). Gorovitz thinks the 

purpose and effect of the veil of ignorance is, „…to eliminate from the negotiation any 

possibility of the participants seeking to protect their own special interest at the expense 

of the interests of others‟, (1975, pps.278-279). This echoes Adam Smith‟s doctrine of 

the „impartial spectator‟ whose assumed disinterested judgment we should use to 

distinguish right from wrong in any given situation or society (see Raphael and Macfie, 

1984; Raphael, 2009; see also Lucy, 1981, for an example of this later point).  

Principles of equity, fairness and justice held and applied independently are often 

brought together in a particular context by devices such as ordering and prioritizing (e.g. 

Rawls, 1972) or trade-off‟ (Hays, 1995, p.501), which are very different. For instance, 

Rawls‟ „lexical‟ ordering gives priority to liberty, in that the distribution of liberty must 

be equitable in the sense that, …the liberty of each must be constrained by the need to 

protect the liberty of each‟, (Gorovitz, 1975, p.280). In contrast, trade-offs relate to 

utilitarianism, whereby a utilitarian view of morality (and therefore not fairness) could 

sanction acts that we know may be unjust: „…a maximum amount of happiness could be 

produced, and its distribution to a maximum number of people being achieved through 

the enslavement of a minority‟, (Gorovitz, 1975, p.275). This may be a form of „trade-

off‟ more akin to an economist‟s view when questioning the attainment of a „just‟ 

distribution of resources in society for example.   
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2.8.5. Equity as Desert 

 

In discussing these conceptual issues as highlighted above, Le Grand (1981) elaborates 

on the differences in usage between different disciplines and thus perspectives – 

particularly in practical terms. For example, political philosophers, according to Le 

Grand, rarely refer to the term „equity‟ and usually when they do this is classed as a 

desert-based notion of justice. They follow social psychologists in their perspective of 

an „equity theory‟ which again is specified in terms of what people deserve to receive 

(Le Grand, 1981, p.10). Similarly, economists have used the term synonymously with 

fairness or justice. As Le Grand points out, “As with „just‟ allocations, it seems 

preferable to identify „fair‟ allocations with equitable allocations, and to use terms like 

„optimal‟ or „best‟ to describe allocations that satisfy multiple criteria” (1981, p.10.).  

 

The significance of distributive justice to access to services and urban form, is that land 

for example, and the way this is regulated, controlled and managed, is subject to 

planning interventions. Specifically, it is about how and in what way, can a concept of 

equity be conceived and examined from everyday distributional problems that equity in 

access and urban form issues seem to illustrate.  Given this, in ascribing to Young‟s 

perspective and assertions here, it is possible for the research, „…to analyse the meaning 

of equity in the small without resolving what social justice means in the large‟, (1995, 

p.xii). This would imply that some initial criteria, on which justice theory is most 

appropriate, needs applied. This is discussed further in Chapter 3.  

 

2.8.6. Equity as Fairness 

 

It is apparent from reviewing the literature that definitions of equity are often seen as 

synonymous with concepts of fairness, justice and equality (Le Grand, 1991; Hay et al, 

1991, Hay, 1995; Oshaughnessy et al, 2005) and, as a result, the search for acceptable 

definitions of equity may be futile for some (Le Grand, 1991, p.7). Talen (1998) argues 

in relation to society achieving a consensus on what is „fair‟, this is virtually 

unattainable: „What for one group seems equitable, is often seen as inequitable by 

another – in other words, many different definitions of equity could be operationalised 

in defining distributional equity‟, (p.23-24). This suggests that there is a multi-

dimensionality to the concept of equity within the context of spatial and urban forms. 

This is explored further in chapter 3. 
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In geographical studies, where concepts of equity, fairness and distributional justice are 

addressed,  Hay asserts that there is an „uneasiness‟ in this field which arises from the 

view that, „…issues of distributional equity and fairness, and especially issues of 

„spatial equity‟, are second-order questions which can be tackled only within a much 

wider analysis of society and space‟, (1995, p.500).  Substantive equality is seen as 

equality of outcomes (net aggregates of burdens and benefits) as the touchstone of 

fairness (Dworkin, 1981; cited in Hay, 1995, p.502). This breaches concepts of formal 

equality if the net outcome is more equal (less unequal) than would otherwise have been 

the case. This, Hay notes, is the clearest justification for positive discrimination policies 

but also the most difficult formulation to defend (Hay, 1995).  

 

2.8.7. Equity as Choice 

 

In addressing these issues, Le Grand suggests that examples are possible for each of the 

equity concepts where their application would produce outcomes inconsistent with 

intuitive judgments of equity…and that there is some fundamental element in those 

judgments which is not being taken into account‟, (Le Grand, 1991, p.84). Le Grand 

qualifies this by arguing that these conceptions are what are commonly termed „end-

result‟ principles (in the current research this is equity in the outcome from the 

distribution) in that the equity or otherwise of a given distribution is determined by the 

structure of that distribution. In illustrating this latter point, Le Grand uses an example 

of income wherein the simple observation of the fact that, two individuals have different 

incomes, is not sufficient to determine the equity of that situation: „We need more 

information on why
12

 they had different incomes before we can make such a judgment‟, 

(Le Grand, 1991, p.85). For Le Grand, distributions that are the outcome of factors 

beyond individual control are generally considered inequitable; distributions that are the 

outcome of individual choices are not (1991, p.87). As such, Le Grand contends that the 

crucial element that is missing in conceptions of defining equity is in its relationship to 

the existence of choice. Le Grand defines the factors beyond individual control as 

constraints which act to limit the range of possibilities over which individuals can make 

their choices.  

 

Using his examples, Le Grand argues that,  

 

„…our judgments concerning the degree of inequity inherent in a given distribution 

depend on the extent to which we see that distribution as the outcome of individual 

                                                           
12

 Original emphasis 
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choice: if one individual receives less than another owing to her own choice, then the 

disparity is not considered inequitable; if it arises for reasons beyond her control, then 

it is inequitable‟, (1991, p.87).   

 

Le Grand‟s theory on equity relates this to the existence of choice. That is, issues of 

equity mainly arise where people lack choice. Preferences which he refines further as 

the values, tastes and or experiences an individual has and that these define the choices. 

Preferences are discussed further in Chapter 3.  

 

2.9. Conclusion 

 

This chapter began by defining accessibility with the context of urban forms. The 

discussion then highlighted the importance of the historical context of urban form and 

the planning system. The policy promotion of compact cities as a sustainable urban 

form was then identified. This highlighted how there has been no consensus on what a 

sustainable form is given the disagreements and lack of empirical evidence on the 

merits of the compact city as claimed by its advocates. One of the aims of this PhD 

research is to contribute to increasing this evidence base.  

An approach to urban form at the spatial scale of the neighbourhood was then defined. 

The discussion then looked at the differing perspectives on social sustainability by 

addressing one particular dimension: sustainability of the community. Concepts such as 

social capital, exclusion and cohesion were explored given their resemblance to the 

sustainable community dimension of social sustainability; as well as their significance 

to service access issues and urban forms. It was shown that social equity as a guiding 

principle of sustainable development, can be broadly conceived as a social goal that 

society should be aiming towards.  

 

In the last parts of the chapter, a definition of services was given in addition to three 

ways services can be viewed within the urban system. These were production and 

consumption of services, services as urban resources and the nature of services in a 

distributional context.  Finally, the concept of equity was outlined and drew upon some 

of the conceptual and definitional issues surrounding this concept. Through drawing on 

the theoretical perspective of Young (1995), the perspective of equity adopted in this 

research, accepts that the approach to a study of equity is complex but principles of 

equity do exist. Analysis of equity as the social outcome of interest would seem to 

require careful consideration of the various equity principles in terms of their relevance 

to a planning and services context. The next chapter builds on the key ideas, concepts 

and definitions presented in this chapter by further examination of approaches to local 
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service accessibility and the approach to equity for operationalising this research is then 

established in a framework for its analysis in chapter 3. 
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Chapter Three – Issues in Local Service Accessibility and a 

Framework for the Analysis of Equity  

 

This chapter introduces some of the approaches to examining what is meant by local 

service accessibility. The chapter also sets out the framework for the analysis of equity. 

By drawing on some of the contributions from the key planning literature, the relevant 

ideas of equity that were discussed in Chapter 2 are then developed. Equity criteria are 

then identified to show how this can be operationalised in the context of services and 

their distributional pattern. The chapter is divided into two main parts. In the first part, 

Existing evidence relating to services and access issues is presented where appropriate. 

In the third part, relevant concepts of equity are discussed in establishing the framework 

for examining how services and equity in access can be applied within a social and 

urban form context.  

 

3.1. Approaches to Local Services Accessibility  

 

From the review of relevant literature, several main perspectives to local service 

accessibility and what this may mean were identified. These perspectives are important 

to recognise as they offer a conceptual and practical insight into the various ways 

services can be conceived for exploring equity in access to services, urban form impacts 

and how services configure within an urban system. Four main perspectives are 

discussed here including structural and agency explanations, the role of institutions or 

bureaucracies, neighbourhoods as service providers and the role of transport and 

accessibility.    

 

3.1.1. Structural and Agency Perspectives: the Command over Resources 

 

A neo-Weberian approach to cities is a theoretical perspective emphasising the 

importance of bureaucracies within cities in social enquiry. This is used here to provide 

an explanation of why urban services and institutions have been described by Troy 

(1999) as being in a „state of dynamic equilibrium‟.  This basically refers to the long 

term process of developing services to be provided, mediated or controlled by 

governments. A main reason for the dynamic equilibrium referred to earlier is that 

economic factors, e.g. availability of land, the capacity constraints of service centers, 

and, the central configuration of income classes in the city can have an important effect 

upon the distribution of services (Pinch, 1985, p.139). In this context, it is how 

institutions divide up the specific types of burdens (costs: who pays) and benefits (who 
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gets what) that will arise in the policy promotion of the compact city form. In other 

words, if land is a good that is not homogeneous and divisible, then this suggests there 

is a need for some kind of allocation.  

 

An allocation is, „…a decision about who gets a good or who bears a burden, and this is 

normally decided by a group or institution acting on behalf of the group‟, (Young, 1995, 

p.7). This suggests that because services and their access to them by individuals have 

some spatial association, the command over resources in terms of how resources are 

allocated or divided up will have an influence on where and why certain services, the 

quantity provided and, who can and who cannot have access to them, are observed 

within a given location. The command over resources within the urban system therefore, 

has both a structural and agency dimension.  

 

According to Giddens‟ structuration theory for instance, this essentially views society as 

neither existing independently of human activity nor being a product of it: it suggests an 

inherent spatiality to social life (Dyck et al, 2010). According to Giddens, structure is 

regarded as „rules and resources‟, which only exist temporally when „presenced‟ by 

actors; in other words, rules and resources, „…are drawn upon as stocks of knowledge 

in day-to-day activity…structure exists only through the concrete practices of human 

agents, recognised as competent and knowledgeable, who reproduce social life through 

their routinised day-to-day encounters. Institutions…are viewed as chronically 

reproduced rules and resources. Resources include both physical environments and 

social relations within such environments‟, (Dyck et al, 2010, p.87). 

 

An important aspect of the notion of structuration is the major role played by the 

unintended outcomes of human activity, as well as those that are intended (Dyck et al 

2010, p.87). This appears to chime with both Rawls‟ concept of the veil of ignorance, 

and, Smith‟s impartial spectator in considering the outcomes in the distribution of 

resources (see Chapter 2). Command over urban resources, as services illustrate, can 

refer to both the institutions that provide them (both private and public); but it may also 

refer to the preferences and cognitive skills which people possess to help them exploit 

the resource system (Harvey, 1973, p.69). This, it is argued, is not so easily resolved in 

examining equity in access and the impact of urban forms - particularly if we accept 

there is no single geography of services (Ward, 2009). 

 

 

 



 51 

Urban Managerialism Approaches 

 

In any examination of services, and thus access to them, it is necessary to have a 

conceptual understanding of the relationship between actors who provide services, and 

recipients who use or purchase services. For instance Desjardins et al (2002, p.3) define 

services in the context of service delivery. They argue that in conceiving of delivery, 

this should be detached from the material production of services. Instead, the expertise 

for service delivery, „…relies much more directly on the workforce skills, experience, 

and knowledge than on physical skills‟, but that this expertise also assumes the presence 

of actors. For example, those who provide services and those that use or receive the 

same services, „…implies a relationship for responding to a need or problem of one or 

more communities, individuals, or households‟, (Desjardins et al, 2002, p.2, citing 

Marshall, 1988).  

 

Earlier commentators such as Hirsch who was writing in the 1960s for instance, argued 

that evaluating the quality of public services is extremely difficult even with small scale 

surveys and, even impossible at the aggregate statistical level (1968, cited in Pinch, 

1985, p.48). As such it is difficult to gauge whether variations between local authorities 

result from differences in the quality of services or simply reflect variations in costs or 

efficiency of councils (Pinch, 1985, p.49). This is often assumed in practical terms as 

„postcode lotteries‟ within the UK, and in particular, access to health services for certain 

treatments e.g. cancer. Factors related to this are that variations are not essentially about 

material standards (Pinch, 1985, p.49), as Desjardin et al have argued, it may involve 

attitudes of service personnel (2002).  

 

This latter idea echoes Pahl‟s (1970) early „social gatekeepers‟ argument. Pahl‟s 

argument is where we see the classic adoption of neo-Weberian ideas on who has 

command and access to resources (applicable to all resources) in the urban system.  He 

identified two constraints that impact upon an individual in accessing scarce resources 

in urban areas; one is spatial and the other social. In the former this may relate to 

distance to reach services; in the latter, this referred to the differential access to scarce 

resources determined by the bureaucratic rules and procedures employed by local 

managers of the urban system, which he labelled „social gatekeepers‟. In other words, 

for Pahl, the explanation of any given pattern of resource distribution could be achieved 

through, „…analysis of the goals and values of strategically placed allocators and 

controllers of the stock of scarce and desired urban facilities‟, (Saunders, 1981, p.119). 

The spatial and social manifestation of this is simply about who gets what where. 
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However, where there are differences in outcomes, this can be refined further to who 

gets what where, how and why? (Pahl, 1970). It is this that has concerned the research 

interests of many social scientists including geographers, sociologists and policy 

analysts in understanding and determining the factors of why different social outcomes 

(or inequalities) are observed.  

 

Public Facility Location 

 

This was a particular research interest of social geographers in the late 1970s and early 

1980s in providing a theoretical basis for the location of public facilities (see for 

instance Pinch, 1985; Knox, 1982 and Troy, 1999). For instance, Saunders (1981) has 

argued that while Pahl‟s urban managerialism thesis promoted calls for comparative 

research engaged in analysis of both private and public sector „gatekeepers‟, two 

problems could be identified. The first concerned at what level of expertise in the 

bureaucratic hierarchies were values to be ascertained particularly in relation to policy: 

should the actions of public „gatekeepers‟ be considered as more significant than those 

in private agencies and on what theoretical criteria? (p.120). The second problem 

identified by Saunders was that related to the autonomy of individual managers: while 

these can be treated as independent variables in the analysis, (exogenous) managers can 

also be constrained to some degree by operation of a spatial logic which contains its 

own inherent inequalities (1981, p.120). Organisational constraints can also affect 

actions that are taken particularly in relation to resources.     

 

In Chapter 2, reference was made to the shortcomings of Perry‟s „neighbourhood unit‟ 

as the most appropriate spatial scale for services (see section 2.4.1). This was to 

reinforce conceptions about an „ecological community‟ as in the Chicago School of 

thought. In contrast to the development of this historical urban sociology, Pahl‟s main 

contribution was to take to task the idea that although the urban system cannot be 

divorced from the wider society, important processes nevertheless existed within it 

which can be identified and analysed in their own right (Saunders, 1981, p.116).  

 

For Pahl, the most fundamental of these was the distribution of scarce urban resources. 

In this context, space was a significant component in any given context of reward-

distributing systems (Pahl, 1975; cited in Saunders, 1981, p.116). Space for Pahl is, 

„…inherently unequal as no same person can occupy the same location in relation to the 

provision of any facility‟, (Saunders, 1981, p.116). Urban sociology for Pahl does not 

study all allocative or distributive systems like pensions or benefits, but lies in its 
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concern with the „patterns of distribution of those resources that are inherently unequal 

owing to their necessary location in a spatial context‟, (Pahl, 1975; cited in Saunders, 

1981, p.116). Conflict over the nature and access to urban resources such as services 

can therefore emerge as life chances can be determined by these resources (Harvey, 

1973; see also Chapter 2). 

 

3.1.2. Neighbourhoods as Service Providers 

 

Very little empirical research has been undertaken which examines how different urban 

forms may impact on access to local services and facilities. However, a number of 

research studies exploring different themes relating to provision issues and access in the 

context of neighbourhoods can be highlighted. An overview of some of these is given 

below.  

 

Building on some of earlier points raised in Chapter Two, Talen and Anselin (1998) 

state that geographical and political research on urban service delivery – who benefits 

and why – has proliferated during the past two decades. However, they also note that 

there has been little interest in assessing the relationship between access and 

socioeconomic characteristics that are spatially defined. In another paper, Talen (2003) 

argues that the ability of neighbourhoods to function as service providers is a critical 

and understudied aspect of neighbourhood research. Barton et al comment that, „Despite 

the fact that people often chose not to use local facilities, it remains a vital planning goal 

to give everybody the option‟, (2003, p.98). This somehow echoes a sentiment by the 

former Prime Minister, Tony Blair, in launching his government‟s, National Strategy for 

Neighbourhood Renewal‟, in 1998, when he commented that, „No-one should be 

disadvantaged by where they live‟. 

 

The benefits of having local services, which people can access, should in theory, 

provide social stability and promote quality of life in both urban and rural places. 

Providing services acts as a strong foundation for retaining residents and thus 

maintaining communities (Desjardins et al, 2002). This would seem to support the two 

dimensions of the social sustainability concept as discussed in Chapter 2. Here, the 

various concepts of social capital, social exclusion and social cohesion were defined in 

relation to how their advocacy might support social equity and sustainability of the 

community.  To illustrate this, if local services are not provided, residents may wish to 

leave their community in preference to other areas in order to access services they 

require – assuming they have this choice. Alternatively, to access services elsewhere 
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whilst residing in their preferred household location, more services may be accessed 

further afield. Having access to a car for example confers greater mobility. Car 

ownership though increased, is still an expensive commodity for most people 

particularly those with low incomes.  

 

Some early research that addresses social exclusion and transport systems examines the 

relationship between how transport systems act to exclude individuals from accessing to 

essential services (Lucas et al, 2001). This is a point taken up later. However, wider 

analyses of the societal benefits from having access to local shops also acknowledge 

that „equal‟ access to local services between individuals and communities, may create a 

sense of community. Here we see the link between the sustainability of the community 

dimension because local services enable social interaction to take place, social cohesion 

and capital is fostered and local networks become established (see for instance, Forrest 

& Kearns, 2001; Parkes et al, 2002; Turok et al, 2005). However, it is not clear in what 

sense „equal‟ is defined or interpreted in these accounts. Not all households can occupy 

the same space at the same time. There may be equality of opportunity in access by 

removing some of the constraints in access such as non-availability of an essential local 

service, e.g. bus services and access to a doctor‟s surgery; but, when considering this 

from a spatial perspective, does „equity‟ in access presume that services need to be 

equidistant for all households especially if outcomes are to be equitable (appropriate) 

for all social groups?  

 

Other studies addressing features of neighbourhood design in spatial terms point to 

aspects such as proximity to facilities, as facilitating and influencing usage of services. 

Barton contends that where a supermarket is available locally the majority of people 

choose it in preference to travelling to reach other brands and, that where local shopping 

facilities are „good‟ most people would use them; where they are close (<500m) most 

people will walk to them (Barton, 2003, p.104). Other aspects included the aesthetic 

appearance of local shops in encouraging people to use them. For example, the 

importance of having „active‟ retail frontage so that residents know when they have 

arrived in a local shopping area is important for footfall, turnover, and perceptions of 

distance walked „to get to the shops‟ (Barton, 2003, p.102). 

 

From an environmental perspective, having a variety or diversity of local facilities 

locally also creates the idea of mutual reinforcement between activities resulting in one 

trip to access more than one facility. Thus, this may also act to reduce car emissions 

(Barton, 2003, p.102). Local facilities can also be valued by residents if these services 
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are responsive to local needs and tastes, including ethnic, religious and cultural aspects 

although this would seem to imply that all needs and tastes can be known or 

accommodated (this is discussed further below). For instance, some research has argued 

that residents and even neighbourhoods can be defined by the type, choice and 

availability of what food is in the local supermarket, reflecting the idea that, „You are 

where you live,‟ (Forrest, 2004). Neighbourhoods and households are not necessarily 

homogenous in their preferences though with some being included through expressing 

demand, and some being excluded whether this demand is made known or not.  

 

Related to this idea, Fillion et al note that proximity to local services should not be 

defined exclusively from an „accessibility‟ point of view (1999). They remind us not to 

ignore that there is, „…a parentage between proximity and place which is manifested in 

the symbiotic relation tying a neighbourhood‟s image and status to the nature of close-

by employment, facilities and amenities‟, (p.1320). In other words, the image and status 

of a place can hinge upon just what „local‟ services and opportunities the 

neighbourhood has to offer whether proximity is offered or not to them. This reflects the 

idea of mobility. This suggests that individuals may identify what type of relationship 

they would like with a place than merely consideration of whether the neighbourhood 

confers accessibility, measured by minimum distance or closeness. Similarly, as Forrest 

has argued, even if no-one cared about neighbourhood,  „our place of residence conveys 

something about us and is packaged to appeal to others with similar lifestyle or social 

aspirations‟, (2004, p.22). Both mobility and proximity are discussed further below. 

 

Some earlier studies by Parkes et al (2002) and Bramley et al (2005) has found that 

living in higher residential density urban forms may have a negative influence on an 

individuals‟ experience of the access in getting to local facilities, in addition to the 

experience of using the service; this may be related to an individuals‟ overall perception 

of the quality of the neighbourhood and hence, higher levels of dissatisfaction with 

attributes of the local neighbourhood. This suggests that high density developments may 

indirectly affect equity in access as a desired social outcome.  

 

A further aspect of Parkes et al (2002) work, also offer a methodological insight useful 

for this PhD research. For instance, they reflect on the question of why research 

emphasis should be placed on neighbourhood satisfaction given the problematic 

definitional issues surrounding concepts of neighbourhood by those that live in them. In 

justifying their research method (which used satisfaction as the dependent outcome 

variable), they argued that the advantage of using a unifying, subjective measure of the 
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quality of neighbourhood life was the most appropriate yardstick against which to 

measure the impact of many perceived neighbourhood attributes adding that, „It is 

difficult to gauge the relative importance of widely differing attributes such as perceived 

neighbourhood insecurity or lack of local shops, except by seeing whether these affect 

how individuals rate neighbourhood life overall‟, (2002, p.4). This PhD research seeks 

to explore residential perceptions of the local neighbourhood including a number of 

neighbourhood „quality‟ dimensions such as the environmental, liveability, safety and 

transport issues.      

 

An additional interest of researchers more generally, has been deciding what and how to 

measure subjective perceptions of being „satisfied‟ with one‟s local neighbourhood, 

whilst simultaneously taking account of (or controlling for) socio-demographic factors 

in order to provide a true measure of the importance of local neighbourhood attributes 

as a potential source of neighbourhood dissatisfaction (Bramley et al, 2005; Parkes et al, 

2002). For example, Parkes et al‟s paper, in analysing the Survey of English Housing 

(SEH) found that perceived neighbourhood attributes were a much better guide than 

personal and housing background variables to understanding residential satisfaction 

(2002). Furthermore, for people living in higher density built forms, namely flats and 

terraced houses, these were a third more likely to be dissatisfied with their 

neighbourhood, than those living at lower residential densities (2002, p.24). 

 

In the section of the PSE survey (Gordon et al, 2000) dealing with issues of social 

exclusion for instance, respondents are asked not simply whether their use of services is 

constrained by not being able to afford it, but also whether physical accessibility, 

childcare, transport, time, fear, or cultural appropriateness act as constraints. 

Experiencing these constraints may be correlated with low income, but there are 

individuals who are unable to participate despite having adequate income. Here we see 

how accessibility is an important aspect in conceiving of equity in access to local 

services. This is further discussed below.  

 

In the following section, perspectives on accessibility and transport and social exclusion 

and how this is significant for examining the impacts of urban form on equity in access 

is explored.  
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3.2. Transport and Accessibility  

 

As Chapter 2 highlighted, there are different definitions of urban form and analysis of 

urban form depends on what the purpose of the analysis is, and, at what scale urban for 

is being viewed. Urban forms can influence the accessibility of a location and as was 

reported above, the availability of services (as resources to be exploited) therefore, 

depends upon accessibility and proximity (Harvey, 1973). Where services are located 

and how they are spatially distributed within different urban locations can impact on 

accessibility. For example, existing research shows that those who live in walkable 

neighbourhoods do tend to walk more for transport than walking for recreation i.e. 

without a specific purpose in mind (Lorinne du Toit et al, 2007). Therefore the ease, by 

which individuals can reach these locations and thus access services as facilitated by 

different transport modes, becomes important.  

 

According to Scoffman & Vale, the issue of transportation is a main determinant for 

introducing a quest for compactness (1998). This was also what Holden & Norland 

(2005) referred to when they argued that the debate in sustainable urban forms is partly 

about what urban forms affords the greatest energy efficiency (See Chapter 2). As the 

introduction to this research mentioned (see Chapter 1), the policy promotion of the 

compact form within the UK has been underway for more than nearly two decades. As 

the policy review mentioned above, current planning policy stresses the importance of 

the provision of mixed-use developments which offer good access to a range of services 

and facilities to residents. This is one of the claims of the compact city as this advocates 

high density mixed use development.  It is necessary to identify the various perspectives 

on transport and transportation systems and how these and our access to or use of them, 

have developed given the changes to our urban forms. That is to say, it will be 

necessary for the research to understand how individuals interact with transport in terms 

of modal choice; and, how the transportation system interprets an individual‟s travel 

behaviour and choices. These are important related issues for exploring equity in access 

to services because of the relationship urban form and accessibility have with land use 

and location.   

 

This means that the role of transport is crucial if we are to understand the degree of 

access between different urban locations. The relationship between urban form and 

accessibility is explored further below. Different nuances in relation to an understanding 

of what is actually meant by accessibility are discussed given the context of current 

debates. Before exploring accessibility in greater depth, it is useful to identify the 
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distinctions between accessibility and other transport-related concepts such as proximity 

and mobility. It will also be shown how proximity relates to concepts about social space 

and how this differs from physical space.  

 

3.2.1. Proximity  

 

It is generally agreed that both accessibility and proximity are important features of the 

urban system (Harvey, 1973). In its broadest sense, accessibility (as defined in Chapter 

2) is not wholly distinct from the idea of proximity, although there are differences 

between them. Proximity can be distinguished from accessibility in that an individual 

can be close to a service but may not make any use of that service. They can be 

proximate to a run-down environment which may have negative effects on their well-

being which can impose costs to the household in the form of psychological barriers. 

For instance, if services are in close proximity, the ability to walk to them would be one 

available mode of transport in reaching them. In other words, if a household is close to a 

service then this would increase their modal choices e.g. can walk rather than use the 

car. Proximity is a relative concept: close proximity as measured by distance to a 

service for example, may be perceived as „nearby‟ for one individual, but may be 

perceived as being „too far‟ for a different individual although the actual physical 

distance between the origin and destination is identical for both those individuals. Good 

proximity for instance may be identified as a measure of walking distance in which an 

acceptable walking distance could be a 10-20 minute walk to any given location.  

 

However, having the ability to walk without any constraints would be the optimum 

outcome in this regard. Good proximity can also be a measure of drive time whereby a 

5-10 minute drive time by private car may also be acceptable: having access to services 

within this drive time would be quicker than those who have no access to a car. This 

resembles the idea of convenience, which is a very subjective concept. The significance 

of proximity and convenience to transport accessibility is important as this is discussed 

further below when addressing social exclusion.  

 

3.2.2. Social Space and Physical Space  

In the context of local neighbourhood access to services and urban forms, the idea of 

perceptual space (Harvey, 1973) can affect the decision on whether to take advantage of 

the proximity to services. Perceptual space largely draws upon ideas about the different 

ways local environments can affect us psychologically. Perceptual space is primarily 
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experienced through the senses and as Harvey has argued, „There is a need to 

demonstrate some structural isomorphism between the geometry uses and particular 

perceptual experiences‟, (1973, p.28-29) to understand social processes. In the 

psychology of place for instance, this is basically about addressing how our local 

environment of the place where we live, work and leisure affects our cognitive and 

perceptible processes of the brain. These in turn will shape how we will behave and 

function in a place.  

The psychology of place matters as the quality of the spaces that we move around in can 

affect us without us even being aware that it is affecting us. Nervous systems can be 

affected by how we feel in a place when we experience the place and its environment. 

For example, anxieties and fears may develop if you do not feel „safe‟ in an area. Why 

you do not feel safe can for example, be because of a lack of attention to design and 

quality of spaces including street layout, accessibility, and how spaces intersect with 

buildings and roads. For Castello, who writes about the meaning of place, he believes 

that some elements of this „objective stimuli‟ (optical, tactual, acoustic and kinsethic) 

affect sight, and that, „tactile sensations are transmitted by contact with the materials 

used for construction of the place, smells enable the identification of places, coolness or 

warmth accurately capturing the quality of a place; some places are harmonious and 

others unbearably noisy, and some can stimulate or whet the appetite so the physical 

form then plays a determining role in perceptual phenomena‟, (Castello, 2010, p?).  

Harvey argues that we need to understand social processes via an understanding of 

social space, because this „… is complex, non-homogenous, perhaps discontinuous, and 

almost certainly different from the physical space in which the engineer and the planner 

typically work‟, (1973, p.35). For Harvey, considerations must be given to how these 

ideas of personal space arise, how they are moulded by experience, and how stable they 

are in the „face of a changing spatial form‟, (Harvey, 1973, p.35). Space must be 

understood and to do this consideration must be given to its symbolic meaning and its 

complex impact upon behaviour as it is mediated by the cognitive processes (Harvey, 

1973, p.36). He further adds that, „One of the benefits of developing this view of space 

is that it seems capable of integrating the geographical and the sociological 

imaginations…without an adequate understanding of social processes in all their 

complexity, we cannot hope to understand social space in all its complexity‟, (1973, 

p.36). This is significant for equity in access to services and urban forms as perceptions 

of the local neighbourhood may affect how and why individuals may or may not use 

local services, even if they are located in close proximity to them.  



 60 

3.2.3. Mobility  

 

Mobility is different from the idea of accessibility in that the mobility of individuals is 

largely dependent on mobility tools and options which individuals possess. For instance, 

free bus travel, car ownership or the ability to walk to services would confer greater 

advantage in accessing facilities for those who have these tools, than those who do not 

(Scott et al, 2008). For instance, in an evidence-based review of mobility patterns for 

different social groups, about one-fifth of households in England who were without 

access to a car reported some difficulty in accessing doctors and supermarkets, while 

95% of car-owning households said it was easy to access these services (DfT, 2005, 

cited in Smith et al, 2006). More importantly, this research also acknowledged that a 

striking gap in the literature exists on the geographical inaccessibility of services and 

activities.  

 

A criticism found by the mobility review was that the transport-centred onus in the 

literature reviewed in the study, was that the emphasis tends to rest on the problems of 

transport reaching services and activities, rather than the location of those services and 

activities (Smith et al, 2006). In the same review, lack of access to a private vehicle was 

also often cited in the various literatures in relation to accessing shops and services. 

This reported that households without access to car were about twice as likely to report 

difficulties in accessing goods and services as households with cars (Ruston, 2002; see 

also DfT, 2006; Hine and Mitchell, 2001). In addition, households who were reliant on 

buses in England reported similar difficulties (Wixey et al, 2003, cited in Smith et al, 

2006). In terms of the traditional concept of neighbourhood unit as the ideal spatial level 

for locating certain community activities, Barton notes how historic centres are 

normally at the hub of local bus routes; and, that bus stops should be located 

conveniently in front of the shops and facilities clustered, so as to permit access to them 

(2003, p.101). These findings seem to support research findings by Stradling (2005a) in 

their similar analysis of the Scottish Household Survey.  

 

In relation to modal shifts within the context of stages of the lifecycle, the mobility 

study also noted that the „problem‟ of changing lifestyles and travel behaviour becomes 

even more complex. This is because our transport needs will change as we try to meet 

different obligations when entering into different stages of the life-cycle. For instance, 

people‟s relationship with transport is dynamic, and as people make transitions through 

childhood, youth and old age their changing lifestyles trigger new travel needs and 

experiences of transport (Smith et al, 2006). This is significant to access to services and 
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urban form as different people depending on where they are in the lifecourse will have 

different mobility tools and options when accessing services.   

 

3.2.4. Space-Time Perspectives 

 

Before considering the various perspectives of accessibility, it is perhaps useful to 

acknowledge that the concept of transport has theoretical antecedents that were to 

strongly influence equity and land use eras in the 1980s and 1990s. These are briefly 

outlined here. When considering spatial proximity to services and decisions on whether 

to use services or not, the duration of the activity and the frequency of use, is an 

important consideration in an individual‟s space-time constraints: a given location may 

be near an individual, but if a person cannot allocate enough time to travel to it, spatial 

proximity alone will not be enough to allow the person to visit it (Corbett, 2009). The 

conceptual development of space-time measures was initially conceived by Hägerstrand 

(1970) in his concept of a „space-time path‟ to illustrate how a person navigates their 

way through the spatial-temporal environment.
13

 A space-time perspective also relates 

to the idea of travel as a derived demand in that the amount and nature of movement 

derives from the amount and nature of the activities (Handy & Niemeier, 1997, p.1176).  

In the introductory chapter it was stated how little empirical evidence exists on access to 

services in the context of sustainable urban form debates. In relation to travel behaviour, 

the influence of the provision of local services and facilities has attracted less work in 

the UK (Ferguson et al, 2010). However in a Dutch study, mixed land uses were found 

to encourage walking and cycling, and to deter car use, for light food shopping trips, but 

little evidence was found that land use mix affects mode choice for heavy food shopping 

trips (Van and Senior, 2000). Transport in this sense is different from the kinaesthetic 

pleasures of movement itself (Troy, 1999). In other words, travel demand is driven by 

what goods, services or activities people need or want to consume and where they have 

to go to do it (Troy, 1999, p.7). The transport system then shapes the travel choices or 

options to get there. The core determinants of travel behaviour are characterised by 

Garling (2005) as shown in Figure 3.1 below.  

 

                                                           
13

 Hägerstrand‟s space-time prisms ideas revolutionised the study of transportation accessibility, „largely because of 

its ability to represent individual behaviour in a reasonably accurate manner‟, (Corbett, 2009, p.2) and, were 

particularly influential in the fields of social equity and city planning during the 1980s and 1990s (Corbett, 2009). 

The idea of the space-time path is also closely related to Kofoed (1970) in his conception of person movement as a 

„field of contacts‟. For Kofoed, three main factors affect person movement: (1) increased social and economic 

welfare – which has led to a more diffused pattern of activities; (2) Changes in both transport mobility (e.g. car-

ownership) and social mobility leading to greater freedoms within the household; but also personal mobility in terms 

of the increase in decreasing personal mobility for elderly populations; (3) Profound structural change and massive 

expansion of cities over the past 100 years. 
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Figure 3.1: Urban Location and Factors Influencing Travel Behaviour 

 

Source: Adapted from Garling (2005) 

 

As accessibility analysis of these relationships would require greater information about 

lifestyles and travel behaviour, two main approaches in the planning fields determine 

which data/evidence is representative of behaviour by distinguishing between normative 

and behavioural data. The normative approach is generally based on some assessment 

from a non-transport sector, such as land-use planning, where a specific planning 

objective would be set e.g. designation of land-use where the catchment population 

exceeds a threshold value; the behavioural approach on the other hand, seeks to assess 

the value of the travel needs as expressed through observed behaviour, whilst 

recognising that this behaviour may not always be a good measure of the preferred 

behaviour (of an individual) (Smith et al, 2006). In the latter, this could also be 

characterised as the difference between „need‟ and „demand‟ approaches to planning. 

These approaches are discussed as part of the equity framework/criteria below.  

 

3.2.5. Perspectives of Accessibility 

 

Accessibility was discussed in Chapter 2 where it was highlighted how the link between 

location, land use and accessibility is not disputed (see section 2.1). Two approaches to 

accessibility research have been identified from the literature. The first is location-

allocation, measuring accessibility to evaluate potential locations and the second is 

spatial accessibility, which uses accessibility to measure the value of existing locations 

(Hewko et al, 2002). In terms of this PhD research, spatial accessibility is the relevant 

approach, as the focus (and measures used – see chapter 4) on access to services 

examines services that currently exist, rather than what could exist. Accessibility as 

defined in this research adopts the definition by Smith et al who state, „Accessibility is 

an attribute of people and goods rather than transport modes or service provision, and 

describes integrated systems from a user viewpoint‟, (2005, p.13).  
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For Halden et al (2005), perspectives of accessibility can be examined from two 

viewpoints: that of the individual (origin) and that of the service provider (destination) 

(p.3). Put simply, decisions on approaches to accessibility to services must consider 

access for whom, access to what and by what means (Barton, 1998). A framework for 

translating the concept of accessibility into measures of accessibility are argued to 

provide planners and policymakers a powerful tool for determining the need for, and the 

effectiveness of, alternative land-use and transportation policies (Handy & Niemeier, 

1997). Accessibility measures are thus believed to aid in the identification of inequities 

and sub-standard conditions in accessibility‟, (Handy & Niemeier, 1997, p.1176). 

Echoing Hirsch‟s (1968) earlier argument on statistical aggregation in assessing service 

quality, Handy & Niemeier link services with accessibility by confirming how the level 

of spatial disaggregation can be a problematic feature for the governance of 

accessibility planning in terms of specifying the selection of an accessibility measure: 

dimensions of disaggregation may involve for instance, consideration of service 

provider functions (trip purpose), proximity for different households and individuals 

(zone) and, of course, the socio-economic characteristics of individuals (segmentation) 

(Handy & Niemeier, 1997).  

 

3.2.6. Accessibility Barriers   

 

From an individual‟s perspective, constraints and/or difficulties in accessibility may be 

perceived or real. That is, there is a distinction between individual subjective 

experiences of constraint and what are objectively influenced and observed constraints. 

This is significant as some literature suggests that there has been a steady decline in the 

accessibility of schools, shops and of services to the majority of the population (Elkin et 

al., 1991) whilst others such as Barton argue that car-orientated neighbourhood layouts 

have been designed which, „…represents the triumph of the goal of motorised mobility 

over the goal of accessibility‟, (1998, p.97). A number of barriers to accessibility can be 

identified including spatial, physical, temporal, financial, environmental and 

informational (Halden et al, 2005). Other authors have also added transport-related 

barriers to accessibility due to the transport system and links to social exclusion. Fear-

based exclusion and/or psychological barriers have also been identified (Church et al., 

1999; Gaffron et al., 2001; Hine & Mitchell, 2001; Stradling, 2007a).
14

 These barriers 

                                                           
14 Transport psychology is deemed relevant in an examination of these other factors in addition to urban form, 

because the focus is on people and, the relationship people have with transport, rather than characteristics of the 

transport system itself. These have been termed second-order impacts: „how societies and economies create and adapt 

to increasingly transport-intensive lifestyles‟, (Bailey & Potter, 2007 cited in Stradling et al, 2007b p.54) from the 

viewpoint of the individuals who find themselves living those lifestyles (Stradling et al, 2007b). Transport 

psychology for instance characterises this relationship between people and transport modes or service provider, as 
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illustrate that there are many dimensions to the concept of accessibility. Given the 

significance of accessibility to urban form, the focus of the review now addresses what 

has been referred to as transport-related barriers.   

 

3.2.7. Transport Accessibility: the Role of Transport on Social Exclusion 

 

Over the past decade, there has been an increasing interest in the role of transport on 

social exclusion. One of the earliest research studies by Lucas et al (2001) concluded 

that, „until social equity evaluation became a feature of central and local government 

transport it is unlikely that the problem of disadvantaged individuals, groups or 

communities will be understood or addressed‟, (p.3). Their study found that poor 

transport provision can create barriers to accessing education and health care facilities. 

Issues related to public transport services including cost, inadequacy of routes to access 

key services were also identified. This issue has not however been confined to UK and 

has been a concern of many other countries reflected in the growing literature on the 

subject. The main development in this interest has been concerned with the ability of 

individuals living in urban environments to effectively access the goods, services, and 

other opportunities required to sustain their well-being and participate fully in society 

(Kwan et al, 2003).  

As noted above, there are many factors which can potentially affect the ability of 

individuals to reach their desired destinations to fulfil their basic needs including their 

personal characteristics and space-time constraints (Miller, 2007), as well as the 

effectiveness of local transportation systems, the availability of transport choices 

(Handy 1996; Murray 2001), and the structure of the city itself (Levinson, 1998; 

Sultana, 2002 cited in Scott et al, 2008, p.90). Combined, these factors can interact to 

determine a person‟s level of access to opportunities. However, viewed at a very basic 

level, it is increasingly recognised that, „…the design or form of the city in terms of how 

activities are organised spatially, that condition personal accessibility and exclusion‟, 

(Scott et al, 2008, p.90). The main thrust of debate concerns itself with the issue that for 

some individuals, they are disproportionately disadvantaged in their ability to reach 

opportunities and activities and are therefore unable to fully participate in society. This 

is important as it resonates with the concept of social exclusion (see Chapter 2; section 

2.5.1). 

                                                                                                                                                                          
one based on exchange and reliability. That is, while transport literatures correctly identify that transport reliability is 

important to service users, it is within the largely unknown and emerging field of transport psychology, which 

questions the underlying processes of why reliability is important (see Stradling et al, 2007b). 
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One of the most often cited studies on the subject was undertaken by Church et al 

(1999) on behalf of London Transport. The authors argued that it was in fact 

accessibility of services, facilities and social opportunities as well as mobility of the 

socially excluded, which were under investigation. Within the emerging literature on 

social exclusion (Church, 1999; 2000; DETR, 2000; Gaffron et al, 2001; Hine & 

Mitchell, 2001; Lucas, 2001; ODPM, 2003; Stradling, 2007a), some suggest that 

particular social groups such as the young, elderly, mothers are most at risk of the 

exclusion in their ability to reach opportunities and services. What this suggests is that it 

is not entirely clear if it is urban forms per se that restricts the accessibility of these 

social groups. In other words, could the city be designed in such a way that the location 

of services, (and other urban resources) favour other social groupings (Scott et al, 2008).  

As noted earlier, stage in the life course in the space-time dimensions to accessibility 

should also be considered. In Church‟s study (1999), they concluded that the subtle 

relationship between transport and social exclusion could not be fully appreciated in 

light of the relative paucity of empirical data. They identified three processes 

influencing the accessibility of residents and households. These were:        

 the nature of time space organisation in households. That is the interaction 

between household members and other individuals (e.g. friends and relatives) 

and the manner in which this affects their time-space budgets and their choices 

relating to travel; 

 the nature of the transport system defined in terms of cost, network accessibility, 

issues relating to safety and public space; 

 and, the nature of time-space organisation of facilities and opportunities that 

individuals are seeking to access. 

 

In their work the authors identified exclusion from facilities as one of seven categories 

of transport exclusion (Church et al, 1999). These were: 

 

 physical exclusion – barriers that inhibit accessibility of services; such barriers 

affect many groups of people such as children, the elderly, people with shopping 

or prams, the mobility or visually impaired etc.  

 geographical exclusion – peripheral, poor transport provision and resulting 

inaccessibility can create exclusion not just in rural areas but also in areas on the 

urban fringe or in smaller towns and cities 
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 exclusion from facilities – distance of facilities (shopping, health, leisure, 

education) from people‟s homes, making access, especially without a car 

difficult;  

 economic exclusion – high monetary and temporal costs of travel can prevent or 

limit access to jobs and thus income 

 time-based exclusion – difficulties pertaining to the organisation of childcare 

and other caring commitments while allowing adequate time to travel given 

transport network constraints 

 fear-based exclusion – worry, fear and even terror influence how public spaces 

and public transport are used, especially by women, children and the elderly 

 space exclusion – security and space management strategies can discourage 

socially excluded individuals from using public transport spaces 

 

They argue that distance of facilities (such as shopping, health, leisure, education) from 

people‟s homes, makes access to these facilities difficult, especially when they have no 

access to a car. As the authors claim, this is thought to have been exacerbated by the 

growing popularity of out of centre facilities and „flight‟ of facilities (post-offices, 

banks, shops and supermarkets) from problem areas e.g. deprived neighbourhoods. 

There is overlap in these categories but what this does not reveal is the distinction 

between characteristics of the transport system. For example between mobility 

preventing access to the facilities and characteristics which prevent access to 

destinations (accessibility).  

 

3.3. A Framework for the Analysis of Equity   

 

Given the significance in the contrast between social or distributive justice theories to a 

conception of equity in everyday practices, the ethical or philosophical principles 

embedded in these theories concerned with a „just social order‟ cannot be used to 

evaluate events and activities in an urban context (see Chapter 2; Harvey, 1973). At first 

glance, and as reported in Chapter 2, this appears to pose a problem for the research in 

both a practical and methodological sense. However, implicit in the approach to 

applying social justice theories in an urban context is that a distinction is made between 

observation on the one hand and the values on the basis of which what Harvey refers to 

as, „the stamp of moral approval  or disapproval‟ on the other (1973, p.14). It was also 

discussed in Chapter 2 that the concept of equity has multiple meanings involving a 

family of justice elements. However, it is not yet clear which concepts of equity are 

more appropriate to the analysis of equity as a social outcome within an urban form 
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context. In the discussion which follows, a review of the equity concepts covered in 

Chapter 2 is given and criteria for applying equity in the context of this research is then 

identified.  

 

The approach taken in Chapter 2 to give initial treatment to what equity means and the 

various perspectives on it can now be justified. For instance, Harvey, argues that, 

questions about social justice are initially approached, „…as if social and moral 

philosophy is a distinct field of enquiry through which absolute ethical principles can be 

laid down with the full force of moral law‟, (1973, p.14). This is what Young (1995) 

was referring to when he argued that equity can be analysed in the small without 

revoking social justice principles in the large. „Distributive justice in the small…‟ is 

concerned with „…how institutions divide specific types of benefits and burdens‟, 

(Young, 1995, p.6). This suggests that justice can be viewed in both micro or macro 

terms but macro justice cannot be applied to everyday decisions required at the local 

level (Young, 1995). 

 

Decisions about distributional and allocation issues as access to services serve to 

illustrate, highlight that there could be various empirical rules of equity applied (Young, 

1995) depending on the choices available to those who allocate resources. Moreover, to 

complicate matters further, the quantity of the outcome in the distribution received 

could be affected by the procedures for distributing it (Young, 1995). This is often 

referred to as „procedural justice‟ in the political economy literature. This is 

distinguished from distributive justice in that the given examination is focused on the 

fairness of how of certain actions were taken and is less concerned with the „what‟ or 

the outcome, i.e. the actual outcome received. In the context of equity in access to 

services, the social outcome of interest for this research is the extent of equity achieved.   

 

3.3.1. Equity in Context 

 

To understand what equity may mean in a particular situation, it is important to look at 

the contextual details (Harvey, 1973; Hay, 1995; Le Grand, 1991; Konow, 2003). In 

considerations of urban forms and service access issues, it is logical to assume that 

patterns of service distribution would emerge and these could be described (Lucy, 1981; 

Harvey, 1973). However, the analysis of equity or inequity in the outcome cannot be 

objectively measured (Young, 1995; Lucy, 1981). Therefore, to understand the meaning 

of equity in any given situation, analysis is required that addresses the contextual 

details.  
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The conception of equity adopted in this research is that equity at the micro or local 

scale is non-existent (Young, 1995; see section 2.7). It can however, be analysed based 

on observation of patterns and context in which services and their location arises. To 

develop a framework for the analysis of equity, a specific set of criteria will be applied. 

This criteria must be developed within the context of the research focus and aims. For 

instance, in promoting the policy of compact city form, one of the claims is that this 

type of urban form has better access to local services and facilities than other forms. 

Research is however lacking to substantiate these claims.  

 

As planning policy is the principal mechanism for achieving a compact city form, this 

implies that equity must be considered within the context of an institutional framework. 

However, as noted above, the main criteria for regulating the distribution of goods and 

services in market economies relies on services which are based on market exchange 

principles and those services which are allocated by their public sectors on non-market 

criteria (Pinch, 1985). Services - therefore - are also institutions insofar as their 

allocation must be regulated. As Young has argued, allocation is not exchange: 

exchange (e.g. production and consumption) comes after the allocation (1995, p.7). As 

reported above, there are also calls to improve spatial accessibility to services from a 

transport and social exclusion perspective and to improve service access through 

removing barriers in access in order to make services (both retail and leisure) more 

responsive to communities. But it is not clear if the urban form of certain locations 

impact on equity in access or whether the role of individual preferences affect equity in 

access to local services.  

 

The equity criteria to be applied then must also consider whether demand and 

preferences for services may affect usage given, as explained in Chapter 1, usage is the 

empirical method adopted to test the claims of the compact city. The context in which 

the equity criteria must be applied therefore, suggests that a consideration of both the 

spatial and social context in which access to services and urban forms arise is required. 

In order to address the impact of urban forms on equity in access, the relevant concepts 

are now identified. Those concepts relevant to a planning context (including 

accessibility) are identified first. Following this, the equity criteria to be selected are 

then identified.  
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3.4. Equity Criteria: The Planning Context 

 

Equity in outcomes is affected by service distributional decisions and these can be 

strongly shaped by cultural values, by precedent (historical patterns) and depends on the 

type of goods and burdens being distributed (Young, 1995, p.xii). The significance of 

normative theories of justice in access to local services and urban forms is that the issue 

of „access‟ in different social and spatial contexts becomes part of the „everyday‟ 

distributive problems, as defined by Young (1995). For example, planners in the way 

they develop policies for allocating land for specific uses, and, service providers in the 

locating of their services. If the approach to equity in this thesis was to ascribe to a 

notion of equity as liberal social justice, the key questions for the exploration of equity 

would be to determine on what theory should one neighbourhood have more or less 

local services; what is a fair method for dividing up land allocated to specific uses; and, 

what if individuals have different preferences in their choice to use or not to use local 

services?  

 

The achievement of equity in the distribution of public resources (including the 

allocation of land and service distribution) has been described by Talen as „a goal of 

paramount importance to planners‟, (1998, p.22). Deciding on who gets what (benefits) 

and who pays (costs) is according to Talen, „something planners do almost daily as they 

attempt to guide the allocation of scare public resources‟, (1998, p.22). Like Young 

(1995) and others, (Harvey, 1973; Konow, 2003), Lucy (1981) argues that in the context 

of planning decisions about distribution, equity conceived as social justice is too 

abstract to be useful for analysing most planning problems. For Lucy, the application of 

equity concepts is facilitated by compiling and analysing data which describe conditions 

(1981). This perspective would seem to resonate with other approaches discussed 

above. Equity then is conceived such that patterns of service distributions can be 

described. To do this, equity criteria including equality, need, demand, preference, and 

willingness to pay can be applied. In selecting a particular criteria, this can reflect the 

author‟s (i.e. the researcher) own personal opinion or reflect policies embodied in law, 

formal or informal legislative intent, or administrative norms (Lucy, 1981, p.452). It is 

worthwhile re-examining the different elements of social justice concepts in order to 

identify which criteria of equity should be applied given the importance of the planning 

context. 
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3.4.1. Equity as Equality 

 

Like Le Grand (1991), who argued that equity and equality are two distinct concepts 

and that equality has a descriptive component (see chapter 2 section 2.4.2.), Lucy 

(1981), proposes that in relation to equity as equality, the first statement of the equality 

principle in the context of local government services, is that everybody should receive 

the same. There are however limitations to a concept of equity as equality. Firstly, as 

discussed above, when we apply formal equality, if all areas were to receive the same, 

then unequal need would have unequal outcomes. As definitions of urban form include 

elements that are physical (i.e. spatial patterns or layout of urban infrastructure i.e. 

transport systems) as well as other built form attributes, e.g. the density of residential 

buildings and facilities) it is logical to argue that equal access to services for all 

individuals is physically impossible: services cannot be located equidistant for everyone 

(Lucy, 1981). A final limitation is that equality is an inconsistent concept when service 

data (e.g. usage) are analysed systematically. For example, in discussing a service 

analysis framework, equality of service resources and activity indicators do not lead to 

equality in service results or indicators such as more frequent use of a service.    

 

3.4.2. Equity as Fairness 

 

In Chapter 2 (see section 2.8.6), equity as fairness was discussed and it was reported 

that to achieve equity in its purest sense, this can only be achieved after society has 

arrived at a consensus on what is fair arguing that this is „virtually unattainable‟, (Talen, 

1998, p.23-24). For one group for instance, what may be equitable for them may often 

be seen as inequitable by another. This perspective also chimes with the concept of need 

where the distribution of resources on this basis still requires agreement on who is to 

receive the „unequal treatment‟.  

This concept of equity as fairness however, can breach formal equality, if net outcomes 

were more equal (less unequal) than would otherwise been the case. This is because 

formal equality is taken to mean like benefits (or burdens) are enjoyed (or suffered) by 

like persons (Hay, 1995, p.501). The outcome then could be more or less 

disproportionate than would „otherwise have been the case‟. In a geographical or spatial 

context for instance, Hay (1995) as reported in Chapter 2, has argued that positive 

discrimination policies are the formal expression of this but that they are the most 

difficult formulation to defend. He also criticizes Dworkin‟s emphasis on „net‟ 

aggregates of burdens and benefits as these conflict with the emphasis on distribution 
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which „implicitly assumes a static conception of society‟, (Hay, 1995, p.502, citing 

Young, 1991, p.18).
15

 This is because the concept of substantive equality in the context 

of distributions, „ignores, at the same time that it often presupposes, the institutional 

context that determines material distributions‟, (Hay, 1995, p.502, citing Young, 1991, 

p.18).  

 

This is developed in the perspective adopted by Le Grand (1991; see section 2.8.7) 

where he argues that distributions that are the outcome of factors beyond individual 

control are considered inequitable, distributions that are outcome of individual choices 

are not. In overcoming this, he proposes equity as choice but with one important caveat: 

that in order for the outcome to be equitable, the individual must have equal choice-sets 

from which to choose (Le Grand, 1991) but that constraints in the choice-sets should 

always be considered in distributional decisions: „Equity will be achieved if all 

members of the population, regardless of where they live, have all the same choice-

sets‟, (Hay, 1995, p.504).  

 

Equity as fairness suggests a problem in that where needs are initially unequally 

distributed amongst areas, then equal service distributions can have unequal results 

(Pinch, 1985, p.139). It further suggests that there are potential limitations to the study 

of the institutional frameworks which govern societies or have command over urban 

resources. In aiming to reach a collective (achieve consensus) decision on achieving a 

just distribution, this involves a certain degree of arbitration between the competing 

needs and desires of different pressure groups within the population (Harvey, 1973, 

p.77-78). Normally decisions are based on precedent (i.e. historical patterns) (Young, 

1995) brought about by existing group activities which take account of small group 

pressures than being able to reach the needs and desires of large group pressures 

(Harvey, 1973, p.78). All actions or social events, according to Weberian theory, are 

„historically unique‟ requiring therefore, a need for generalisations in order to 

understand typical motives and general patterns of action (Weber, 1949, cited in Pinch, 

1985, p.116).   

 

3.4.3. Equity as Need 

 

Need is one potential concept of social justice but it has severe limitations in the context 

of equity in access and impacts of urban forms. For instance, in Davies‟ (1968, p.16) 

                                                           
15

 For instance, as noted in Chapter 2, Harvey argued that needs are constant - as society transforms so 

does the consciousness of need transform (see section 2.8.2 ). 
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conception of territorial justice, he argued that, „…the most appropriate distribution 

between areas must be [to each according to the needs of the population of the area]‟, 

(Cited in Boyne et al, 1991, p.264). This means that territorial justice reflects one 

particular conception of equity: need is one potential basis of social justice. However, 

given the definition of urban forms, this would make territorial justice impossible and 

particularly if one particular urban form is promoted in policy i.e. the compact city. 

Making the need concept operational implies that there has to be a basis for identifying 

need and this requires a need indicator based on a normative theory of intervention but 

this need indicator must also be theoretically grounded (Boyne et al, 1991).  

 

Identifying need and its measurement are central issues in social welfare policy. The 

issue of consensus or agreement has largely been developed from poverty studies where 

levels of acceptable income in order to meet basic human needs, was augmented by the 

concept of „material deprivation‟. Townsend (1979) defined this as being unable to full 

participate in society due to low income. The concept of social exclusion is a much later 

development of this. However, the concept of need is still not developed enough to be 

operationalised other than perhaps agreement on the level of income though to be 

sufficient to enable participation (e.g. hence the National Minimum Wage and the use of 

the „poverty line‟ to gauge the need for redistributive tax and social welfare policies in 

the UK). As indicators are in practice derived from the Census of Population (as in the 

UK) in the pursuit of identifying where need is met and how much need is not being 

met, this presumes that conceptually, „need is ascribed to people rather than being 

articulated directly‟, (Boyne et al, 1991, p.265). As Lucy (1981) argues, „The reliance 

on need as an equity concept requires unequal treatment of unequals. Unequal treatment 

requires some defensible basis for the inequality‟, (p.449).  This position has also been 

referred to as „compensatory equity‟ (Crompton & Wicks, 1988 cited in Talen, 19998, 

p.24) which relies again on the use of indicators such as poverty levels (i.e. measures of 

income).  

 

3.4.4. Rawls: The Maxim Principle and Lexical Ordering 

Another problem of need is how this is identified and differentiated between groups 

given not all preferences and knowledge of groups can be known as in Rawls‟ „veil of 

ignorance‟, (Rawls, 1972). For Rawls, the central distributive principle is that the least 

well-off group in society should be made as well-off as possible (Young, 1995, p.10). 

This is also known as his maximin or difference principle (Young, 1995, p.10). 

However, well-off does not refer to the individuals subjective level of satisfaction but is 
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instead concerned with the means or instruments by which satisfaction or happiness can 

be achieved (Young, 1995, p.10). In this sense, economic income is one such means but 

others include opportunity, power and self-respect (Young, 1995, p.10).  

These goods are what Rawls terms primary goods and the main domain in which justice 

operates is the distribution of goods, where „goods‟ is taken broadly to include much of 

what one might reasonably aspire to have (Gorovitz, 1975). However, in evaluating 

justice, income is not the only means by which this can be achieved. Self-respect for 

instance does not lend itself to objective comparison and it is also not clear which 

primary good is more important or has more weight in evaluating justice (Young, 1995). 

For example, Rawls‟ „lexical‟ ordering (as discussed in Chapter 2; see sections 2.8.1 & 

2.8.4) gives priority to liberty, in that the distribution of liberty must be equitable in the 

sense that, …the liberty of each must be constrained by the need to protect the liberty of 

each‟, (Gorovitz, 1975, p.280). Does this then suggest that in order to raise the 

opportunities of the least-well off, this would involve a situation where a maximum 

amount of happiness could be produced, and its distribution to a maximum number of 

people being achieved through what Gorovitz refers to as, „the enslavement of a 

minority‟, (1975, p.275). Or, as Young argues, „Is it just to impose serious 

inconveniences on almost everyone in society in order to raise the opportunities, the 

income, or the self-respect of the least fortunate by a miniscule amount? (1995, p.10). In 

the context of planning policy, if services are distributed according to the claims of the 

compact city, then this suggests that better service access would be found in those 

neighbourhoods where compactness is already a feature of the urban form. For other 

forms, services may be more difficult to access.  

 

3.4.5. Equity as Demand 

 

A further category which Lucy (1981) identifies in considering equitable distribution is 

demand. This is closely related to preference (discussed below). For Lucy, the demand 

concept is related to the idea that, „active interest in a service should be rewarded‟, 

(1981, p.449). In this sense, it has links with the idea of microeconomics: the 

appropriateness of producing goods and services that reflect what individuals or 

consumers want.
16

 Demand manifests itself in two ways: through use of a service where 

for example, by using a local leisure center users are effectively demanding it. This can 

be expressed as consumer demand. As noted above however, demand in the context of 

                                                           
16

 Lucy also adds democratic theories here, i.e. the appropriateness of public officials being accountable 

to the electorate (1981, p.449).  
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public services is distinguished from market goods as the regulation of their distribution 

is about willingness to pay or how the service is paid for. However, this is not entirely 

relevant as the public service focused on in this research is public leisure facilities 

which also require a willingness to pay.
17

 Willingness to pay is discussed below. The 

distributional outcome based on demand would seem to contrast sharply with the 

concept of need.  

 

For Lucy (1981), preferences are also a potential basis for equity judgements but these 

complicate the concept of demand. For him, demands express preferences, „but all 

preferences are not expressed through use of a service‟, (p.450). Planners are aware that 

there are more preferences that exist than he has knowledge of which relates to Rawls‟ 

„veil of ignorance‟, (1972) and Smith‟s „impartial spectator‟, (Raphael, 2009). In other 

words, there can be unintended consequences in the outcome of the distribution as not 

all preferences can be known by those responsible for allocating resources. Demand 

within the context of preferences for service use limits demands and preferences as 

potential bases for equity: services for instance, may not be used because of inadequate 

access to them for some residents (e.g. elderly, mothers with young children, disabled, 

available mobility tools and options). Furthermore, service characteristics may be 

inadequate in relation to spatial-temporal constraints in opening hours or the 

individual‟s space-time path, location, quality, safety, and the physical aesthetics of the 

local environment and how this influences perceptions. Demand therefore, whether this 

is conceived as use (or complaints) can leave many people unaccounted for (Lucy, 

1981, p.450).    

 

3.4.6. Preferences 

 

In Chapter 2, it was reported that the crucial element that is missing in conceptualising 

definitions of equity is in its relationship to the existence of choice (Le Grand, 1991). It 

was also noted above, that distributions that are the outcome of factors beyond 

individual control are considered inequitable, distributions that are outcome of 

individual choices are not (Le Grand, 1991). Le Grand for instance defines the factors 

beyond individual control as constraints which act to limit the range of possibilities 
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  If the public service under investigation was a public park, then this would imply the notion of 

feasibility involving how a service is paid for as the means for charging would be more difficult to 

implement than access to a leisure center for instance.   
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over which individuals can make their choices (1991). This set of possibilities bounded 

by the constraints, he then defines as choice sets and that this idea of equity is somehow 

akin to the notion that equity requires equality of opportunity. However, in extending 

this argument, Le Grand also attests to the fact that equality of resources is not quite the 

same as equality of choices because,  

 

„It is possible for individuals to have the same resources and yet, because of factors 

beyond their control, not to have equality of choices. This may arise, for example, if 

some preferences are regarded as beyond individual control‟, (1991, p.93).   

 

Preferences are defined by Le Grand (1991) as values, beliefs and tastes and that 

implicit in his argument is that preferences are not among the factors that are considered 

as being beyond individual control. All preferences are regarded as autonomous. 

However, he states that this assumption can create problems in conceptions of equity as 

choice because we cannot prove incontrovertibly that a preference was beyond 

individual control. This is linked to the philosophical idea of free will in that as a 

society, few would accept that all preferences are predetermined: that people have no 

choice in what they do and that therefore, there is no free will.  

 

As the status of preferences (and the extent of free will) has been an issue preoccupying 

philosophers for centuries, Le Grand concedes that as a solution for policy purposes, a 

pragmatic case-by-case approach should primarily concentrate on the role of outside 

constraints in creating equitable or inequitable situations. In doing so, the solution 

should accept that there will be occasions where, „preferences can be regarded as out 

with individual control and therefore, have to be taken into account‟, (1991, p.97). This 

scenario seems to chime with Titheridge et al (2007) in that by placing weight on 

disadvantaged groups in society, equity policy objectives should be taken within what is 

politically and technically feasible (2007).    

 

3.4.7. Willingness to Pay 

 

A final equity concept that has only been partially mentioned so far, is the idea of equity 

as willingness to pay. People who use a service should pay for it, and those that do not, 

should not pay for it. It is useful to explore some perspectives on this concept. Harvey 

contended that production, in the context of market criteria, seems to be linked to 

distribution and that efficiency (equilibrium) is in fact equity in distribution (1973). 

Young has also asserted that in problems of local justice, equity and efficiency would 
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also seem to complement each other (Young, 1995, 0.19). A main justification for this 

perspective of equity as efficiency in the context of private markets, is that it provides a 

basis for matching a quantity and quality of service with the willingness of people to 

pay for it (Lucy, 1981, p.450). Willingness to pay where this produces the efficient 

allocation of resources is viewed by some as an equity in distribution: in the absence of 

monetary transactions, non-users are forced to pay for services via taxation to pay for 

services for users (Lucy, 1981, p.450). Willingness to pay is also easier to implement 

when each unit of service can be attributable to a specific user (Lucy, 1981). As 

discussed above, in the context of public facilities, numerous administrative obstacles 

can hamper the application of this concept to services which are broadly taken to mean 

here as public consumption goods: services which make it impossible for distribution 

by private markets (Pinch, 1985).
18

 

 

The following section now addresses these concepts in light of their potential 

drawbacks and applicability within a service analysis framework.  

 

3.5. Equity Criteria: Services Context 

 

Given the multitude of equity concepts and the various ways these can overlap, it is 

clear that the concept of equality as a concept of equity disguises the complexity of 

service analysis. The application of a service analysis framework to service distribution 

provides what Lucy (1981) refers to as „the leverage for converting general concepts 

about equity into more sophisticated evaluation of equality alternatives‟, (p.451). 

Service analysis requires multiple measures and a framework is devised here to show 

why a multitude of measures of distribution can be used in conjunction with 

demographic and other social and spatial indicators. Lucy (1981) suggests that a 

framework of service analysis can be defined as the activities, results and resources 

where results are taken to mean usage or at least, data which can be combined with 

other indicators or measures.  

Examples of resource indicators may include expenditures and facilities whilst an 

activity indicator may involve the opening times of a particular facility. A result 

indicator might involve intended consequences of the distribution. For example, the 

propensity of individuals to use local services, even if they are located in close 

proximity to them, may be affected by perceptions of the local environment in accessing 
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 Musgrave (1958) was to develop Samuelson‟s ideas of public goods in that he defined three subsequent 

criteria in the definition of a „pure public good‟: non-rivalness, non-excludability and non-rejectability 

(see Pinch, 1985, p.7). 
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the facility. Additionally, a result indicator may also include the use of a service by rate 

where distance to the facility if based on certain thresholds may influence frequency of 

use e.g. frequency of use could be examined by how far the service is from the 

household. To gather this information however, would require the use of surveys. 

Reason for using then can also be a result indicator in both these cases.  

Examining a framework for service analysis combined with other indicators is 

important as different indicators can be used which would yield different results or 

findings (Lucy, 1981). For instance resource and result indicators where the former may 

imply equal expenditure or level of investment may not produce equality in the 

frequency of use of a service or service quality aspect e.g. condition of facilities (result 

indicators). As Lucy contends, „There may not be symmetrical relationships for 

indicators of resource, activities and results for any local service‟, (1981, p.452).    

 

The definition of a service analysis framework identifies resources, activities and results 

combined with other socio-demographic and geographic data as a potentially useful 

approach to applying different equity criteria. In this context, the analysis of patterns by 

describing them can usefully be undertaken within a service analysis approach. Certain 

equity criteria can therefore be applied which depends as suggested earlier, on the 

perspective of equity adopted by the researcher, and, the particular context of the 

research. Three stages for applying equity concepts to planning problems are identified 

by Lucy (1981) as: 

 

 Stage One: The implications of equal service distribution and preliminary 

consideration of the importance of equity concepts other than equality 

 Stage Two: To make rough estimates of the distributional consequences of the 

standards currently uses in making service decisions specific jurisdictions and, 

 Stage Three: Methods for balancing equity concepts should be implemented for 

specific service distribution issues  

 

Although no further detail is provided here on each of these stages, it is now possible to 

identify why equality of service distribution can be substituted in this research. It is 

possible to view equity as adequacy but that a definition of adequacy has to also be 

complemented by the use of additional indicators and survey methods, as well as field 

work. As Lucy (1981) has suggested, „Data for specific indicators and impacts of 

resources, activities and results are obtained by gathering field data about services and 

facilities and by conducting surveys of residents‟, (p.452). This is discussed later in 
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Chapter four which sets out the research methodology. As service adequacy can involve 

certain standards, the following section highlights how this can be incorporated into an 

analysis of equity. As such it draws upon approaches that have been recommended in 

the context of spatial accessibility and the adequacy of services within a local 

neighbourhood context. These are then used to develop the methodological approach set 

out in Chapter four.   

 

3.5.1. Service Adequacy: Standards as Thresholds 

 

In planning, some equitable (i.e. proportionate) distribution entails locating resources or 

facilities with resources distributed according to pre-defined standards such as per 

capita or per hectare, without conscious attention to distributional fairness (Talen, 1998, 

p.22). Although. this action minimizes decision-making, it ignores the social geography 

of an area (socio-economic characteristics etc.). One way to overcome these is discussed 

next. This approach draws from examples presented in various literatures which address 

services within an accessibility standards approach and other approaches which consider 

the issues involved in understanding what a service analysis framework might entail.   

 

3.5.2. Accessibility Standards as a Method for Distribution 

 

In the literature, some normative standards of accessibility to local facilities that 

households in urban areas should reach were established by Barton et al (1995) and 

subsequently adapted (and modified) by the Urban Taskforce in 1999 to illustrate 

examples of services and facilities that should be available at the local, neighbourhood, 

town and city level (DETR, 1999). As provision of local facilities and services will 

reduce travel distances by encouraging more locally-based activities, easily reached by 

non-motorised modes of transport (Stead et al, 2000), accessibility standards can be 

used to ensure facilities are as walkable as possible (Barton et al, 1995). At the level of 

the district/town and neighbourhood, accessibility standards as developed by Barton 

(1995) are set out in Table 3.1 below.  
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 Table 3.1: Minimum Accessibility Standards by Different Population Densities (Gross) 

Local facility 

Illustrative catchment  

populations (to be  

adapted to local  

conditions and 

policies) 

Minimum reasonable accessibility standards at 

different gross densities (assuming bendy routes) 

40 ppha 60ppha 80ppha 100ppha 

Local Shop 1,500 500m 400m 400m 300m 

Leisure Centre 24,000 1,900m 1,500m 1,300m 1,200m 

Supermarket/ 

Superstore 24,000 1,900m 1,500m 1,300m 1,200m 

Source: Barton et al, 1995, p.98 

 

Given these standards, the reality of the nature of the relationship between decisions on 

service location and the economics of provision (e.g. economies of scale) and, the 

interaction between these, accessibility and individuals, is one of interdependency and 

complexity. Access could vary depending on the configuration of domestic and non-

domestic land uses within a given area involving firstly, the extent to which land uses 

are mixed; secondly, the extent to which development is clustered or concentrated into 

nodes; and thirdly, the development type, and the urban layout of the area (Ferguson, 

2008; Stead et al, 2000). These characteristics may also affect travel demand (Stead et 

al, 2000) particularly if public transport provision and policies are demand responsive or 

where policies alter existing and/or establish new road/network routes.  

 

If the variability in the accessibility values (if using distances recorded) can provide a 

measure of the degree of equity in the relative levels of accessibility to service provision 

(Pinch, 1985, p.88), then the role of urban form would appear to be very important. The 

use of accessibility standards measured by density of population and distance suggests 

that service providers who may advocate equality in the distribution of their services are 

therefore constrained by physical limitations. As previously noted, service providers 

cannot realistically provide services that are „equidistant‟ from all potential users: some 

services will necessarily require larger catchment populations in order to achieve 

economies of scale. This same service may be provided at a much shorter distance to 

more households living in a different urban location.   

 

However, bearing in mind the above points about the factors and criteria in the 

distribution of services and, given the relationship this will have to applying the criteria 

for accessibility standards, Barton is careful to acknowledge that, „In reality facilities 

are not evenly distributed across an urban area, and the urban area itself is varied in 

pattern and shape. Thus in some areas it may be unpractical, for the moment at least, to 

set rigorous accessibility standards‟, (1995, p.98).   
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3.5.3. Service Analysis: Usage as Result Indicator 

 

In a similar context, Fisher & Bramley (2006) identify from their review of literature, 

key elements of access to local services that emerged as important in equity between 

and within local communities such as doctors, post office, chemist and supermarkets. 

These services are considered essential for neighbourhoods and were identified in 

recent analyses of the 1999 Poverty and Social Exclusion Survey (PSE) and the earlier 

Breadline Britain Survey of 1990 (see Fisher & Bramley in Pantazis et al, 2006). For 

instance, in relation to service usage, respondents are asked whether a service is 

essential, should be available or desirable but not essential; and, whether they use any 

of the listed services given and if they did, if these were adequate/inadequate; for those 

not using, reasons are sought using permissible responses to items such as, „don‟t 

want‟/not relevant‟; „unavailable or unsuitable‟ and „can‟t afford‟.  

 

In developing a broad index of constraint on usage for instance, Fisher and Bramley 

found that a lack of availability or perceived inadequacy were found to be the main 

barriers to usage of both public and private services, rather than affordability: less that 

5% of households were unable to use public and private services because of cost, 

compared with around 25% who could not use due to lack of availability (2006). 

Another question the research authors asked was how far people‟s location affects their 

access to adequate local services. This analysis however, was hampered by a lack of 

suitable case matching methods in linking data at the neighbourhood level.   

 

As the authors themselves recognised, the question about location and access then 

becomes one of „separating the independent influence of location from the influences of 

individual/household attributes‟, suggesting the use of statistical multivariate techniques 

to do so (Fisher & Bramley, 2006). Finally, in providing a list of „explanatory factors‟ 

as a part of a general framework to explain and account for usage of local services, 

Fisher & Bramley (2006) identify the following factors which are argued here to be of 

relevance to this PhD research. These explanatory factors were: 

 

 the supply of services in the locality, including LA budgets 

 demographic characteristics of individuals that can affect relevance etc. 

 socio-economic characteristics relating to occupation, economic activity and so 

on which would affect the demand for the service 

 cultural factors as proxied by, for example, ethnicity which can affect preference 

to use 
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 physical accessibility of services to residents, affected by facilities, settlement 

pattern and transport 

 time to use services 

 social, cultural and environmental aspects of the neighbourhood that may affect 

people‟s willingness to use services. 

 

What is clear from the above is that household, individual and area attributes are 

identified which, in reality, may all affect the potential to use local services. Moreover, 

these explanatory factors are consistent with an approach to equity that takes into 

consideration the context of areas, such as their historical development of their urban 

form, the spatial distribution of services as well as socio-economic characteristics, all of 

which can affect and influence whether services are used or not. 

 

This section has addressed various principles of equity concepts and their applicability 

within the context of this research. What is evident is that various concepts of equity 

exist each with their own drawbacks and potential usefulness in applying them to an 

examination of urban forms and service access. Deciding on the concepts for a criteria 

of equity in the outcome depends largely on which concept is more or less relevant for 

the purpose in mind. From the review of literature and the various concepts of equity 

examined, the most appropriate equity concepts can be applied in both a planning and 

service analysis framework. However it was also discussed how equity within a service 

analysis framework should be combined with various data and through use of surveys. 

 

This research is interested in two services: convenience retailing and public leisure 

services. In advocating which concepts should be applied or selected, Lucy has argued 

that equity concepts are useful tools for aiding decision-making (1981).Similarly, 

Young (1995) has advocated that principles of equity, „are the instruments by which 

societies resolve distributive problems when efficiency by itself yields indeterminate 

results‟, (p.19). In other words, in problems of local justice, equity and efficiency often 

complement each other. There are several approaches available in the context of this 

research. These are discussed briefly below. 

 

3.5.4. Discussion of Approaches to Equity Analysis 

 

In selecting the approach to be adopted in this research, equity in access to local 

services is argued here to involve consideration of at least two equity concepts. One of 

the main problems with selection of an equity criteria is that as was discussed above, 
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many of the equity principles overlap. This is particularly significant for this research as 

both a private and public service is analysed in the research. The distribution of retail 

facilities and access to them for instance, would vary largely on the basis of demand or, 

on the willingness to pay. However, if we consider the suggestion that in poorer areas, 

(or in areas where land use constraints inhibit development), where supermarkets or 

other private or public services may be lacking, this could be due to three factors: 

firstly, genuine market failure may exist where the market sees no opportunity in 

locating in a specific neighbourhood; secondly, there could be a time-lag in achieving 

equilibrium
19

 (as noted above); or thirdly, social and economic conditions in poor areas 

which make supermarkets (or shops) operations uneconomic (i.e. not viable). In the 

latter, this could be due to analyses based on the extent or quantity of purchasing power 

available (i.e. consumer spend or utility maximisation). This would indicate the 

importance of private markets in achieving economies of scale in provision. The 

resulting allocation could be justified on the grounds of equity as efficiency here in a 

form of reallocation that leaves everyone at least as well off as he was initially (Young, 

1995, p.19). However, the ability to pay may limit the choices available to some people 

who may in fact need local access to a supermarket. As Young (1995) has stated, equity 

as efficiency could be used when „efficiency by itself yields indeterminate results‟, 

(p.19).  

 

However, in responding to demand - whether this is conceived as usage or requests for 

instance, may leave some people unaccounted for. There could be many reasons why 

people do not express demand as demand can also be expressed as preferences, wherein 

those that actively use a service should be rewarded by provision of the service. 

However, usage does not necessarily equate to demand as not all preferences can be 

known. Moreover, the reasons for not using may be due to inadequate access to them, 

such as perceptions of the local area and/or personal mobility tools. Particular service 

characteristics may also suppress usage. Therefore equity as demand has limitations for 

analysing equity in outcomes as the distribution may result in unmet need for the 

service.  Preferences also seem to complicate the concept of demand as these are often 

the values and experiences individuals hold which shape their preferences. People may 

have equality in their available choice-sets but these may be constrained by factors 

beyond an individual‟s control. Preferences are a challenge for a conception of equity 

based on choice as it is difficult to prove whether someone‟s choices were beyond their 

control. Few in society would accept that all choices are pre-determined for instance but 

there will be contexts where choices are beyond an individual‟s control and these 

                                                           
19

 Harvey (1973) refers to this as „latent demand‟ (1973, p.103). 
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should be taken into account. Preferences, while complicated, could be ascertained by 

undertaking fieldwork in this particular case.   

 

While equality in the distribution of resources has been viewed as unattainable as this 

would conflict with the idea of unequal needs having unequal outcomes, there is 

potentially some merit in advocating equality as a criteria. As the standards of 

accessibility showed, minimum distances to services can be ascertained based on the 

density and size of catchment. This would seem to advocate equity as equality. 

Threshold distances to services can be defined based on some notion of equality in 

outcome whereby a minimum distance to an essential service depending on where one 

lives, can be established. However, there are limitations in the context of urban form 

due to the physical constraints and built environment factors. Not all services can be 

equidistant to all people in all locations of the city. But this does not necessarily entail 

that they should not have access within a reasonable minimum distance that everyone 

else enjoys. Equality could be combined with demand as high usage might signify that 

this service is essential.  

 

Equity as need is perhaps the least problematic of equity concepts given the limitations 

posed by demand and preferences. There has to be a basis for identifying need and this 

has to be theoretically grounded. It would also entail the unequal treatment of unequals. 

However, if it can be shown that undeserved inequalities are observed, then need could 

be considered. For instance, the availability of accessibility measures invites an analysis 

of the locational distribution of facilities relative to the location of the households, areas 

and/or different socio-economic groups (Talen, 1998, p.26). Accessibility measures 

would suggest that need as a basis for equity is possible, particularly if some normative 

standards of accessibility are also available. Standards could identify need that could 

not otherwise be met. Information about usage (or demand) would also complement this 

approach: if longer distances to service correlate with low usage, then there is unmet 

need due to distance in reaching the service.  

 

3.6. Conclusion 

 

This chapter has addressed issues to consider in service accessibility and set out a 

framework for the analysis of equity. Approaches of the former include structural and 

agency perspectives in discussing command over resources, transport accessibility and 

theoretical distinctions with concepts such as proximity, perceptual space and mobility. 

These are different to accessibility measured by distance and time and offer an 

innovative approach to understanding usage of services in the context of access. 
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Transport and how this can produce social exclusion was also examined. The chapter 

then returned to the different concepts of equity and established some of the equity 

criteria that could be applied within a planning and services analysis context. 

    

What is clear from the above approaches is that there is no single equity preference. 

However, equity as efficiency, equity as preferences (or demand) perhaps pose the 

biggest dilemma for the research but both can be considered in tandem with other 

concepts such as equality and need. Given these principles of equity, the approach will 

mainly consider need and equality, but preferences as well as demand will also be 

considered. This suggests that the research does not have to give equal weighting to the 

principle of equity used and instead can decide based on a particular situation, context 

or even the author‟s own judgement. This will be the approach to exploring equity 

within the context of urban form impacts and the role of individual preferences.   

 

The next chapter sets out the research methods which were adopted for this research. 

This includes the research strategy as well as identifying the guiding themes 

underpinning this research. 
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Chapter Four – Research Methods  
 

The purpose of this chapter is to set out in detail the approach to the research including 

the research strategy and the various techniques employed. The chapter has two main 

parts. In the first, a discussion of the various philosophical approaches available within 

the social sciences is set out in order to show how this helped shape the eventual 

research strategy selected and focus of the methodological approach to the 

investigation. Details on the research strategy, research design and the overall approach 

are then set out. The second part of the chapter then reviews the practical aspects of the 

work and, the use of the secondary data and approach to the primary data collection.  

 

A key objective of this research is to test the claims that high-density compact forms of 

development provide better access to services and facilities. This is achieved by 

examining the relationship between urban form and service access issues and answering 

the following questions: 

 

- How often do individuals use local services and is the frequency of use influenced 

by urban form  

- To what extent can the frequency of use be explained by accessibility in space and 

time?  

- What do residents‟ perspectives on local services reveal in terms of individual 

preferences about local services 

- What do stakeholders‟ perspectives reveal about service provision and response to 

the needs of local areas   

 

4.1. Research Strategy 

 

4.1.1. The Connection between Theory and Research 

 

In carrying out social science research, consideration must be given to the way in which 

social reality should be studied and a research strategy adopted. These must both align 

with the practical aspects of the research. In the social sciences the connection between 

theory and research is characterised by a dichotomy between how researchers view the 

social world and hence, understand and interpret social phenomena. This dichotomy 

hinges on is whether the social world can and should be studied according to the same 

principles, procedures and ethos as the natural sciences (Bryman, 2004). Two 

epistemological positions exist which address this issue in different ways and depends 
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on how one views the social world. The position that affirms the importance of 

imitating the natural world is known as positivism. In contrast, interprevitism is a term 

which subsumes the views of those critical of the application of the scientific model by 

researchers in studies of the social world (Bryman, 2004). Epistemological 

considerations characterise and underpin this dichotomy based on the question of what 

is (or should be) regarded as acceptable knowledge in a discipline (Bryman, 2004).  

 

Positivism is mainly characterised by the accumulation of verified and observable facts; 

a deductive approach to theory; and a belief in value-free or neutral research viewing 

social reality as an external, objective reality (Bryman, 1988; 2004). Interpretivism‟s 

view of the social world emphasises experience, meaning and empathetic 

understanding, which is embodied in an explicit commitment to seeing the social world 

as interpreted from research participants (McKee, 2006). Other key features include an 

inductive and theoretically informed approach to research and an emphasis on context, 

process and detailed description (Bryman, 1988). 

 

These opposing views about the nature of evidence and knowledge have become linked 

with particular research methodologies, so that positivism is associated with 

quantitative methods and interpretivism with qualitative methods. Each methodology is 

strongly influenced by its respective epistemological approach (McKee, 2006) and often 

distinctions are drawn between the two (discussed below). For instance, quantitative 

research is of observation, measurement and quantification whilst qualitative is 

concerned with a theoretically informed approach, dependent on subjective accounts 

and „thick‟ description, and driven by an open and flexible research design (McKee, 

2006). Both methodologies adopt different certain methodological techniques reflecting 

preferences in the traditions underpinning their certain approaches: quantitative studies 

may involve household surveys, experimental surveys and structured observation; 

whereas qualitative studies may involve unstructured/semi-structured interviews, 

ethnography and focus groups (McKee, 2006; Bryman, 1988; 2004).  

 

As these philosophical issues of each approach demonstrate, the actual nature of social 

research is just as complex as conducting research in the real world (Bryman, 2004). 

Both quantitative and qualitative research each represent different strategies and each 

carries with it striking differences in terms of the role of theory, epistemological issues 

(and ontological considerations). Awareness and knowledge of each strategy and the 

associated techniques is no doubt useful for the novice researcher when embarking on a 

project. However, Bryman (2004, p.20) warns against “hammering a wedge between 
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the two” in the distinctions drawn between quantitative and qualitative strategies. It can 

also lead to a dogmatic approach in methodological thinking (Silverman, 2005). In fact, 

in reality studies can have both their broad characteristics, despite the contrasts inherent 

in both types of approach (Bryman, 2004, p.20). For example, in practice much 

qualitative research has an „empiricist‟
20

 orientation, whilst some quantitative research 

is concerned with subjects‟ interpretations (McKee, 2006).   

 

Whilst it is important that methodological considerations are driven by practical 

considerations of what one wants to find out, research questions are not themselves 

value-free (McKee, 2006). Depending on how the research questions are framed and 

what they want to find out, the questions will ultimately underpin both the approach the 

researcher wishes to adopt, and the view of the social world they hold. This suggests the 

interdependence between research design and analytical issues (Mason, 2000; Punch, 

1998; Silverman, 2005).  

 

This research adopts a multi-method research strategy combining quantitative and 

qualitative research. While this may appear to resolve some of the issues noted above, it 

is subject to some controversy. For instance, there are many arguments against this type 

of approach to research, in addition to the practical difficulties associated with it 

(Bryman, 2004). It is also thought to be a challenging approach to research, although it 

is a strategy that is being used more often (Bryman, 2004; Richards, 2005). Despite this, 

some of the controversies point to arguments against it, and include the idea that 

research methods carry epistemological commitments and, that quantitative and 

qualitative research are in fact two paradigms
21

 (Bryman, 2004). As interesting as these 

arguments are they are not reviewed further here; instead the overall justification for 

adopting a multi-research strategy in this research is explained.  

 

4.1.2. Research Strategy Approach 

 

In order to address the research questions, this research uses both quantitative and 

qualitative methods. Quantitative methods are used to examine the empirical aspects of 

urban form and usage of services including secondary analysis of the CityForm 

                                                           
 

 
20

 Empiricism: this is often used to denote a general approach to the study of reality that suggests only 

knowledge gathered through experience and the senses, is acceptable. It can mean therefore, that ideas 

must be subject to the rigours of testing before they can be considered knowledge (Bryman, 2004, p.7).  
21

 Paradigms: „a cluster of beliefs and dictates which for scientists in a particular discipline influence what 

should be studied, how research should be done and, [and] how results should be interpreted‟, (Bryman, 

2004, p.453).  
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Household Survey and, various other measures including physical access measures that 

were attached to this data. Analysis of the 2009 Scottish Index of Multiple Deprivation 

was also undertaken as a separate exercise. This allowed the examination of further data 

related to the themes of the research and research sites selected. Qualitative methods 

were used to explore the various themes of the research from the perspective of 

residents and other various stakeholders. To collect this primary data, interviews were 

arranged and a number of semi-structured questionnaires were used. To organise and 

analyse this data, qualitative software (i.e. Nvivo v.8) was used. To focus the 

investigation and analysis of these data, three case study areas were selected which 

were already identified by the CityForm Consortium and, to explore the relationship 

between equity in access to services and urban form, three local services which were 

asked about in the CityForm survey, were also identified to provide a structure to the 

overall research process and investigation. Further details on these individual elements 

of the research are discussed further below. 

 

Several approaches to the multi-method research strategy exist and the approach 

adopted in this research is triangulation. Triangulation entails using more than one 

method or source of data in the study of social phenomena (Bryman, 2004). 

Triangulation is mainly used here in order to bring many perspectives to the research 

questions (Richards, 2005). The approach to the research strategy then, involves the 

triangulation of both quantitative and qualitative methods. A diagram representing these 

three different types of research methods is shown below in Figure 4.1: 

 

 

Figure 4.1: Triangulation of quantitative and qualitative research methods 

 

 

CityForm Household Survey 

+ 

Fieldwork: stakeholder 

interviews 

Fieldwork: resident 

interviews 
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4.1.3. Research Design 

 

Focusing and narrowing down the research problem is a crucial step in any research 

project as this forms a key stage in the design process and has implications for future 

data collection and analysis (McKee, 2006).  

 

A research design represents a structure that guides the execution of a research method 

and the analysis of the subsequent data (Bryman, 2004, p.27). Given the importance of 

the research strategy, the formulation of the research questions is a crucial step prior to 

the research design; and poorly formulated research questions lead to poor research 

(Bryman, 2004). Research questions are crucial because: 

 

 They guide the literature search and the kind of decisions about the kind of research 

design to employ;  

 They also guide decisions about what data to collect and from whom;  

 They guide the analysis and writing up of the data and prevent the researcher from 

going into „tangents‟ or unnecessary directions (Bryman, 2004, p.31) 

 

In the process of formulating research questions, it is normal practice to have a general 

interest in the overall research area – making it potentially challenging in deciding what 

questions one could and would like to ask. Normally an iterative refinement process 

helps a researcher to develop a narrower research questions. Research questions then 

must be clear, researchable, connect with established theory and research; be linked to 

each other and have the potential to make a contribution to knowledge in the field 

(Bryman, 2004, p.33). Research questions are different to a hypothesis which is 

normally a very specific type of research question and normally based on “informed 

speculation” (Bryman, 2004, p.33) and is set up to test, for example, the relationship 

between two or more variables (in quantitative research).   

 

A Case Study Approach 

 

In this research project, the approach to the proposed research is a case study design. 

Case study research involves the analysis of a single case (or in this project three!) and 

is concerned with the complexity and particular nature of the case in question (Stake, 

1995, cited in Bryman, 2004). Case studies are often associated with locations involving 

the intensive examination of the setting. While case studies are thought to be primarily 

the domain of qualitative research, they are also frequently sites for the employment of 
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both quantitative and qualitative research (Bryman, 2004). The main concern of case 

study research is not the data collection methods to be used, rather the choice of „object‟ 

to be studied of which Stake (1995, p.88) identifies three types: 

 

 Intrinsic: this is the preferred option if the intrinsic interest is the particular case 

itself in all its „particularity and ordinariness‟; 

 Instrumental: this is the preferred option if the case is chosen simply to enhance 

our understanding of some other area of interest;   

 Collective: this involves the instrumental study of several cases, which may be alike 

or different, in order to further our understanding of the issue on interest. 

 

This PhD project utilises the third approach as there are three different types of location 

(or research sites) under investigation: inner areas, outer areas and places in-between. 

As Punch (1998) identifies, case study research is particularly useful when the 

phenomenon and the context are not clearly distinguishable; it also preserves the unity 

and wholeness of the „object‟ under study; and allows the use of mixed methods (both 

qualitative and quantitative) for data collection purposes. Within this particular research 

project a case-study approach was chosen on the basis of information and constraints 

already established by the CityForm Consortium approach. As the CityForm research 

programme used case studies to undertake their larger investigation, it would have been 

difficult for this PhD to undertake an alternative approach.  

 

4.2. Guiding Themes of the Research: Hypotheses  

 

This thesis is focused on three case study neighbourhoods in Edinburgh and Glasgow. 

These formed part of a total of fifteen neighbourhoods in five UK cities studied by the 

CityForm consortium (the case studies are discussed below). To focus the investigation 

of these case studies and the analysis of the data, three guiding themes were identified: 

  

 Access to services;  

 Usage of services; and, 

 Quality of access (experience and usage) 

 

Equity is achieved if there is equity in access, equity in usage and equity in quality. In 

the first of these themes, the conception of equity when exploring the impact of urban 

form asserts that in accounting for any variability in accessibility to the service - in 

terms of usage frequency of services between the different case study areas – is not due 
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to their urban location. Parallel to this examination is that for the distances recorded for 

each service from a given location, this is used to examine whether some locations have 

closer proximity to services than others. In the second theme, equity in usage asserts 

that in accounting for differences in usage frequencies within the different urban 

locations, any variability is not due to the locations‟ urban form elements. Equity in 

quality can be taken here as meaning quality in the service received in addition to the 

access experience overall. In the latter, this could be related to characteristics of the 

neighbourhood such as perceptions of safety and other perceptual experiences in 

walking to the service in the neighbourhood. This may involve such things as the urban 

design, spatial layout of the local environment and, whether the quality of this, facilitate 

a level of access to local services that are acceptable to residents.          

 

Each of these themes is addressed by both the quantitative and qualitative methods 

adopted. As discussed earlier, particular data collection tools are not intrinsically better 

or worse, they simply vary in their usefulness depending on what we want to know. 

Consequently the mixed methods used in this project will be discussed in relation to 

particular research questions. This is addressed below. In the following section, the 

various ideas underpinning this study are set out.  

 

4.2.1. Why Residents’ Perspectives on Access, Usage and Quality are Important   

 

How frequently a person uses a service may have little to do with quantitative elements 

of urban form. As a result, exploring residents‟ perspectives of local services are 

important in a number of ways. Firstly, to gauge whether certain elements of urban 

form influence equity in access, it is important to appreciate the perspective of residents 

in their ability to access local services. Usage of services for instance, presumes that 

access is gained. In looking at different urban locations, specific urban form elements 

that pertain to these urban locations, may or may not allow the individual to access the 

service as frequently as they might do. The empirical method used to test this, is to 

analyse how often the individual uses the service. This can be achieved by examining 

quantitative data collected by the survey. However, while this may shed some evidence 

of usage patterns, it is not certain whether any differences in patterns of usage between 

different urban locations (i.e. the CSAs) are as a result of the urban form characteristics 

of each location or, whether other factors may influence usage. Quantification of this 

hypothesis would not be enough to address this question. There may be no relationship 

at all: individuals may be less or more frequent users of local services despite the 

characteristics of urban location.  
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Other factors which may shed light on access to services and the frequency of the use 

may relate to attributes of the services themselves, such as the quality of the service, or, 

even the experience of the access in trying to gain access (i.e. local neighbourhood 

perceptions). As it is unclear what it could be, exploring residents‟ perspectives would 

allow the research to determine what role residents‟ individual preferences have. 

Through exploring residents‟ perspectives on their local services, this would allow the 

research to examine their preferences in usage and access experience.  

 

4.2.2. Why Stakeholders’ Perspectives on Access, Usage and Quality are Important 

 

The role or values of service providers in making decisions about the distribution of 

services, or configuration of services are important. Due to the relationship between 

accessibility of services, provision of services and the quality of services, a complex 

range of intervening factors could influence equity in access outcomes. Often services 

(local retail or „big‟ infrastructure) are responsive to local needs and demands and their 

service levels, quality and distribution will be reflected on how knowledgeable they are 

about preferences (or expectations) about their services. However, in saying this, the 

role of the service provider or institutional framework within which decisions are made 

(e.g. policies that direct how much, where and what services are provided) is 

fundamental when considerations of equity in outcomes are involved in distributional 

decisions. Service providers are not omnipotent. As chapter 3 highlighted (see section 

3.1.1), bureaucracies are decision-makers working within constraints of spatial logic. 

This contains its own inherent inequalities (Lucy, 1981).  

 

Many relevant approaches to the distributional issues and service accessibility theories 

were highlighted in chapters 2 and 3. These have informed the main themes and 

arguments developed for the ascertaining insights into services and those with some role 

in decisions about services. Therefore, the broad theoretical approach adopted for 

analysis of key stakeholder themes is one of institutional analysis. A focus on 

institutions in the urban economy where services operate, can help to illuminate how 

institutions shape, stimulate or stifle the possibilities for urban economic and social 

development (Troy, 1999, p.16). Institutions were described by Walter Hamilton as, „a 

way of thought or action of some prevalence, which is embedded in the habits of a 

group or the customs of people‟, (1932, p.84 cited in Adams et al, 2002, p.5). The key 

themes of equity in access, urban forms and preferences, suggests the framework for 
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analysis is in the relationship between the urban environment or system involving 

service providers and service users.  

 

In linking the geographic and sociological imagination (Harvey, 1973), one approach of 

„new‟ institutionalism analysis is to adopt more „mainstream‟ assumptions about human 

agents. This suggests a relational approach in which the economic and social influences 

on the wider process of urban change are inter-related. Within these influences, 

structure and agency are recursively linked in an attempt to understand how the 

existence of institutions affects the behaviour of individuals in terms of the choices and 

constraints they face (Guy et al, 2000, cited in Adams et al, 2002, p.8). Crucially, there 

should be at least some adherence to equity principles. 

 

As the literature progressed in Chapter 3, it became apparent that local actors have an 

influence on outcomes. Usually this is because of variations in distributional outcomes 

for different individuals or areas. This may be due to the perspective of local actors. In 

providing a particular service in different urban locations for instance, this perspective 

will be shaped by knowledge of the physical, political and technical, legal and social 

constraints or context, within which distributional issues are decided. Equity principles 

of need and equality are often best measures, due to the limitations posed by demand 

and preferences, to consider alongside these intervening factors.   

 

4.2.3. Approach to the Research 

 

The guiding premise in this investigation is that access to local services affects usage 

which in turn affects individual experience of the service (its quality). Subsequently, 

this experience may affect an individual‟s attitude and preference about the use of local 

or other services, which will also influence future usage behaviour. The achievement of 

equity as an outcome is considered here to involve equitable access, equitable usage and 

equitable quality.  

 

In the analysis of equity framework, it was reported that the use of surveys to ascertain 

usage of services and other socio-economic data should be combined when examining 

equitable distribution of resources (Lucy, 1981; Talen, 1998; see section 3.5). This 

requires a geographical unit of analysis also. Agyrous has for instance argued that 

„hypotheses that contain concepts for which we do not provide empirical indicators 

must remain as untested speculations‟, (2006, p.69). Reflecting these recommendations, 

this study uses a combination of three data sources to explore the general concepts, 
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ideas and linkages between equity, access, usage, quality and urban form. These three 

sources are the CityForm Household Survey (N=4388) including physical access 

proximity measures; resident interviews and, stakeholder interviews. 

 

This research adopts a multi-method research strategy and the justification for the 

methods used was set out above. The next part of the chapter provides more detail on 

how the research was carried out. It describes the practical aspects of the work and, the 

use of the secondary data and approach to the primary data collection.  

 

4.3. Overview of Data and Measures Used in the Research  

 

4.3.1. CityForm Household Survey 

 

The CityForm Household Survey was developed by the CityForm Consortium and is 

used in this thesis for the secondary analysis. Not all of the survey data was relevant to 

this research, and analysis was focused on the most relevant measures or variables 

(some of which were mentioned above).  

 

Response Rates 

 

The CityForm household survey was a sample, postal self-completion questionnaire 

survey carried out in the CityForm Consortium‟s 15 case study neighbourhoods in mid-

2005. These case study areas were identified by designing a matrix which tested the 

attributes of each case study against a number of elements of urban form. The case 

study areas are representative of key urban forms in the suburbs; intermediate areas and 

city centres. The size of each case study area is approximately 20ha and/or 2,000 

households. Depending on the typology, case study types were selected on a 

quantitative basis on meeting various typology criteria for an inner area, an intermediate 

area and an outer area of each of the five cities chosen for the CityForm‟s overall study. 

Land use attributes, facilities and density measures were amongst the key criteria that 

were considered elements of urban form; this was in addition to spatial accessibility 

measures which recorded shortest distances from each resident respondent‟s home 

address to the facilities investigated by this PhD study (see below). The survey was to 

serve several purposes within the CityForm Consortium‟s core research programme. 

Questions were designed for ease of completion but having regard to other official 

survey questionnaires. The sampling frame was a random sample of addresses within 

case study areas and the survey was administered by post with up to two reminder 
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letters. Table 4.1 shows the resulting response rates for each study area and for each city 

overall. As can be seen in Table 4.1 below, the highest response rate to the survey was 

in Sheffield followed by Edinburgh. The city with the lowest response to the survey, 

was Leicester. In descriptive analyses the results can be reweighted to represent the 

2001 Census population profile of the study areas in terms of household age and type 

composition.
22

 

 

 Table 4.1: CityForm Household Survey: Response Rates by City and Urban Location (%)  

 Frequency Percent Overall Central  

/Inner 

Inter- 

mediate 

Outer/ Edge 

Overall 4387 100 38% 31% 41% 41% 

Edinburgh 1074 24.5 41% 32% 41% 51% 

Glasgow 747 17.0 30% 28% 37% 26% 

Leicester 633 14.4 35% 24% 37% 43% 

Oxford  792 18.1 35% 38% 40% 27% 

Sheffield 1141 26.0 47% 31% 49% 60% 

       

 Source: CityForm Consortium Household Survey Questionnaire  

 

4.3.2. Urban Form, Services and Other Measures 

 

Census  

 

Data from the 2001 Census for the smallest unit available, Census Output Area (COA), 

is attached to the CityForm household survey dataset. The Census variables in the basic 

dataset includes both socio-demographic data and certain measures of urban form 

(density, dwelling type, storey height). Other urban form measures are attached to the 

survey based on Ordnance Survey Mastermap data as well as information gathered from 

a Site Survey undertaken by the CityForm team. These include the proportions of land 

area attributable to different elements (e.g. residential buildings, gardens, and green 

space), other urban form and quality measures derived from the Site Survey along with 

proximity to city centres and other socio-economic data such as components from the 

Indices of Multiple Deprivation (IMD/SIMD). 

Scottish Index of Multiple Deprivation 

The Scottish Indices of Multiple Deprivation (SIMD) are measures of a range of 

indicators of disadvantage compiled for Datazones. Datazones are a lower geographical 

unit and are groups of Census output areas (COAs) which have populations of between 

                                                           
22

 See Appendix 2 for a table displaying the socio-economic characteristics of the survey respondents 
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500 and 1,000 household residents with some adherence given to respect physical 

boundaries.
23

 The comparable geography in England and Wales is the Super Output 

Area (SIMD, 2009). The purpose of the SIMD is to identify small area concentrations 

of multiple deprivation across all of Scotland in a consistent way. It allows effective 

targeting of policies and funding where the aim is to wholly or partly tackle or take 

account of area concentrations of multiple deprivation (SIMD, 2009).
24

 Analysis of the 

SIMD was useful in that provided key statistical information about the case study areas 

in relation to low income (as a general measure of the existence of poverty), and, 

geographic access to services. Including findings from the SIMD in the research was 

mainly to provide a deeper understanding and/or insight into the CSA‟s social and 

economic contexts. While it is a useful set of data for examining a number of indicators, 

only income (as this provides an absolute measure of poverty) and geographic access 

are deemed relevant to the research themes of equity and access.  

Access Measures 

 

As noted from the literature in both Chapter 2 and 3, there are different measures 

available for accessibility. Standards were also identified which provide a value of the 

accessibility.  Barton‟s (1995) minimum accessibility standards by different population 

densities are normative accessibility standards. They are used here in this research to 

measure the adequacy of facilities in relation to distance to them from the household 

respondents. Density measures are available in the CityForm Survey. The accessibility 

measures used in this thesis are minimum distance measures. CityForm access measures 

were developed by the CityForm Consortium transport research group members and 

attached to the household survey by the researcher using a unique identifier for each 

respondent. The measures are continuous scale variables (see Chapter 5 and Appendix 1 

for description and further details) using minimum distance matrices calculated from 

the Integrated Transport Network Layer (ITN). Minimum distance measures are 

available for public leisure facilities, local corner shop (Scotland only); and 

supermarkets. Similarly, for the travel time measures, minimum drive and public 

transport time to the supermarket, and the city centre were also calculated from 

households‟ home address. The matrices were constructed containing the shortest 

network path from each survey respondent‟s address to each service. The distance to the 

nearest service from a respondent‟s home address and the number of service within a 

                                                           
23

 For information on the creation of the datazone geography, see Flowerdew et al, (2004) Accessed at 

http://www.scotland.gov.uk/Publications/2004/02/18917/33248  
24

 The base date of the information contained in the 2009 index, which includes improvements to this 

index, is from 2006.  
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specified distance could then be determined. Table 4.2 displays information on the 

CityForm access measures. 

 

Table 4.2: CityForm Access Measures  

Variable name Description 

DTCentre  Drive Time to Centre (mins) 

PTTCentre  Public Transport Time to Centre (mins)] 

MinDTSupermarket  Minimum Drive Time to Supermarket (mins) 

MinPTTSupermarket  Minimum PT Time to Supermarket (mins) 

MinDistCommunity  Minimum distance to Community centre (metres) 

MinDistFood Minimum distance to local food shop (metres) 

MinDistPublicLeisure  Minimum distance to public leisure (kms) 

DistCentre  Distance to Centre (km) 

MinDistSupermarket  Minimum distance to supermarket (kms) 

MinDistGrocer  Minimum distance to grocer etc (kms) 

       Note: These were attached to the CityForm Household Survey 

 

 

Usage of Services Measures 

 

The empirical method to test urban form impacts is through the analysis of frequency of 

use. Frequent use indicates access. Usage of a service may not however, express 

demand or preferences as some individuals may have constraints in access. Service 

characteristics may be inadequate even if proximity is good. In relation to spatial-

temporal constraints, opening times, individual routines and preferences, these can all 

affect frequency of use. The distributional outcome based on demand contrasts sharply 

with the concept of need. As noted in Chapter 3, demand as a potential basis for equity 

whether this is conceived as use (or complaints), can leave many people unaccounted 

for (Lucy, 1981, p.450; see section 3.4.5).  

 

In Chapter 3 it was also reported that where services are located close-by, people will 

use them in preference to other services located elsewhere (Barton, 2003; see section 

3.1.2). However, it should be remembered that this may not always be the case 

especially if proximity is used to determine distance and how this influences frequency 

of use. The empirical perspective assumes that frequent use indicates good access. For 

the purposes of investigating the use of services and whether urban form impacts on 

this, the CityForm Household Survey asked respondents how often they used  a range 

of services in their neighbourhood. As noted earlier, this PhD investigates usage and 

access to the local convenience store/corner shop, public leisure facilities and 

supermarkets. These services can be re-classified into utility (essential services) or 
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leisure (optional) services as identified in the PSE analysis by Fisher & Bramley (2006; 

see section 3.5.3). These are set out below in Table 4.3: 

 

Table 4.3: Services Asked About in the CityForm Household Survey 

   

Individual Service 

  Classification 

Utility Leisure 

Chemist    

Local Shop/Convenience Store    

Supermarket    

Post Office    

Bank/Building Society    

Restaurant/Café/Takeaway    

Pub    

Library    

Public Sports Facilities    

Community Centre/Venue for Evening Classes    

Facilities for Children/Young People    

 

In the survey respondents were asked: „Approximately how often do you (or your 

children in the case of facilities for young children) use the following services/facilities 

in your neighbourhood?‟: (1) Most Days, (2) At least once a week, (3) At least once a 

month, (4) Occasionally, (5) Don‟t use, and (6) Not applicable. The analysis of usage is 

considered on the basis of frequent use and less frequent use. Variables were combined 

in some instances, such as in the analysis of simple usage patterns. This was mainly for 

practical reasons to reduce the amount of variables considered but only after initial 

analyses of usage patterns.  

 

Neighbourhood Perception Measures 

 

 

It was noted in chapter 3 that perceptual space (Harvey, 1973) can affect the decision on 

whether to take advantage of the proximity to services. Perceptual space largely draws 

upon ideas about the different ways local environments can affect us psychologically 

(see section 3.2.2). The CityForm household survey also included a number of 

„perception‟ questions related to how respondents felt about neighbourhood 

environmental, safety and transport issues in addition to questions about development. 

These were analysed to gather evidence about perceptions of the neighbourhood context 

in which local services are located and analysed. Based on this some composite 

variables were constructed to provide a set of summary measures which combine 

responses to a number of detailed but related questions. An overall index from these 

composite variables was also constructed providing a measure of the various local area 

outcomes including quality of the local environment, the liveability of the area, 
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transport safety and convenience aspects, as well as the effects of development 

pressures. These are discussed in Chapter 5.  

 

 

4.4. Approach to the Spatial Framework 

 

Various choices were available about the spatial level at which urban form 

characteristics might be attributed to individuals. For instance, the CityForm project 

stipulated that this could be at any of the following levels: 

 

- Address of individual house/property 

- Street block  

- Sub-Area 

- Case Study Area 

 

For most analyses of CFS, attachment of general urban form and socio-demographic 

data was made at Sub-Area level. This is discussed further below.  

 

4.4.1. Case Study Areas 

 

Three case study neighbourhoods representing inner, intermediate and outer areas were 

identified to undertake the investigation of both the quantitative and qualitative 

analyses: Dalry in Edinburgh (inner); Pollokshields (intermediate) and Darnley (outer) 

in Glasgow. The basic rationale underpinning this selection was based on identifying 

areas that were well-served by local services and those that are least well-served. 

Accordingly, the practical issues of their selection were further informed on the basis 

that these areas are: 

  

 located not far from my home 

 multiple visits could be undertaken more frequently, because   

 the time and costs to visit them did not pose any difficulties 

  

While the bulk of findings are reported from analyses focused on these case study areas, 

some analyses such as the urban form characteristics (see Chapter 5) and frequency of 

use (see Chapter 8) look at the sub-area and other various spatial levels within these 

CSAs. Further detail on the selection of these sites is discussed in chapter five. 
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4.4.2. Sub-Areas 

 

Sub-Areas were defined by the CityForm Consortium and were based on knowledge of 

the areas and map inspection. They were intended to represent relatively homogeneous 

groupings of streets and blocks in terms of their urban form, housing type and 

characteristic street layout. Natural boundary features were respected in defining sub-

areas (see for example Jenks & Jones, 2009). However, as noted above, CF accessibility 

measures were attached at the individual address level. Each case study neighbourhood 

was divided into 6-7 sub-areas, giving a set of 98 in total (a few of which contain few 

households, being mainly non-residential land uses). Census and other neighbourhood 

data were apportioned to these units from source units, COAs or other geographies. For 

most general purposes, the sub-areas are the best units to summarise urban form 

characteristics and to use when analysing the relationships between urban form and 

other factors or outcomes. This is because they were identified on a basis of being 

relatively homogenous units in terms of built form.  

 

Therefore, the quantitative analyses do rely upon linkage at the sub-area level 

particularly with regard to the urban form variables used. Selection of sub-areas for 

comparative analyses in this PhD research was undertaken after site visits to the areas 

concerned and also visual inspection of maps. The criterion in selecting them was to 

select sub-areas that were not in close proximity i.e. directly contiguous/adjacent; that 

they had relatively similar sample sizes in population; and were heterogeneous as far as 

reasonably possible in built form e.g. housing form and/or density of dwelling.   

 

In Glasgow Darnley sub-area eight, which includes a large area of farmland included in 

the Darnley case study area, only one survey was returned. In contrast, in Glasgow 

Pollokshields sub-area four, the highest number of surveys was returned out of all 98 

sub-areas accounting for 182 respondents. As these are the extreme of the population 

counts, typical population numbers range approximately between 10 and 100. Two of 

the three case study areas, Dalry and Pollokshields contain the two highest sub area 

populations out of the 98 sub areas classified in the CityForm Survey (N=4388). These 

sub areas are Dalry West End (n=162) and, Pollokshields East (n=182). In noting these 

sub-area population samples for the CSAs, these samples are distinct from the Census-

derived population estimates for sub-areas which are much larger.  
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4.5. Approach to the Quantitative Analysis 

 

 

Data screening and preparation 

 

In preparing the data for analysis, continuous data were screened for normal 

distribution. The assumption of normality is most important if you wish to generalize 

the results of your analysis beyond the sample collected (Field, 2005, p.641). Since 

many statistical tests assume data are normally distributed, it is a good idea to check the 

distribution. For continuous variables, detection of outliers and extreme values were 

identified by calculating the averages using the mean and various other descriptive 

statistics (e.g. level of skew and kurtosis) with histograms and graphing boxplots also 

carried out. No variables were transformed. Where outliers existed, these were 

attributed an arbitrary maximum score. This accounted for only a small proportion of 

cases. To check the distribution of ordinal/nominal variables, using the mode as 

frequently occurring score was used. In relation to categorical variables, details on the 

computation of new variables (where this was appropriate to the analysis) is explained 

within sections of the relevant chapters.   

 

Statistical methods 

 

Various univariate, bivariate and multivariate statistics were calculated including 

crosstabs, correlation and logistic regression techniques. A range of composite and 

decile scores were calculated for certain variables and these are explained at the 

relevant sections in the thesis. Details on statistics and results are provided in the 

relevant chapters.   

 

4.6. Approach to the Qualitative Methods 

 

Residents 

 

The purpose of resident interviews was to explore how perspectives on their access to, 

usage of and quality of services might provide insights into the role of preferences and 

what this may reveal about equity. It was important to examine the role of these 

exogenous factors in reaching conclusions on the degree of equity achieved in the 

outcome of these. In exploring the role of preferences,  it was not possible/practical to 

look at all of the respondents, it was decided that this study would concentrate on two 

lifecycle groups in particular: families and older people. Other groups such as young 
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singles and childless couples, who may be an important part of the total population in 

some areas e.g. Dalry, are not covered in this part of the research. 

 

A main justification for this is that within the various literatures particularly in relation 

to stages of the lifecycle and transport as well as mobility issues, it was clear that in 

relation to transport and accessibility, these groups are often thought to be most at risk 

of social exclusion (Church et al, 1999; 2000; DETR, 2000; Gaffron et al, 2001; Hine & 

Mitchell, 2001; Lucas, 2001; SEU, 2003; see section 3.2.7). In addition, they also 

represent two very different life stages with specific needs and demands compared to 

other lifecycle groups, e.g. young people or single households. They are also more 

likely to have specific travel, leisure and shopping patterns. For the purpose of this PhD 

research, these were defined as either one or two parent households with children under 

16 years of age; older people were defined as those over the age of 60 years old. The 

fieldwork consisted of face-to-face interviews using a semi-structured questionnaire 

with a relatively short number of questions.  

 

On the basis of the core literature examined in both chapters 2 and 3, a number of broad 

themes are identified which could, it is argued here, affect residents‟ perceptions of 

access, usage and quality in terms of how these perspectives shape individual 

preferences to varying degrees and extents. For practical purposes and for ease in 

interpretation, Diagram 4.1 below attempts to identify how these themes may relate to 

the role of preferences by showing the connections. It depicts how the guiding themes 

and premise in this investigation can be viewed as a number of descending steps in the 

process of access, usage and quality: access to local services affects usage which in turn 

affects individual experience of the service (its quality). Subsequently, this experience 

may affect an individual‟s attitude and preference about the use of local or other 

services, which will also influence future usage behaviour. 
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Diagram 4.1: Guiding Themes and Broad Themes: How These May Affect 

Attitudes and Preferences in Using Local Services  

 

 

From these broad themes as identified from the literature, it was then possible to 

construct a number of over-arching sub-themes in developing a structure to the 

interview schedule. These sub-themes were broadly conceived as: 

 

 usage of a range of local services and elsewhere 

 preferences in access and use  

 constraints in access, usage and quality of services and location 

 benefits of access  

 

The detail of these sub-themes form part of the qualitative findings presented in chapter 

9. It is shown in that chapter how these sub-themes essentially capture to varying 

degrees and to different extents, the broad themes under investigation. A copy of the 

interview schedule is available in the attached CD. 

 

4.6.1. Residents: sampling 

 

In conducting the qualitative fieldwork, a stratified random sample of residents from 

each case study area was selected from the CityForm household survey, and identified 

on the basis of household composition. The criterion was to investigate and focus in on 

Access 

•Sustainability of the 
Community 

•Spatial Accessibility 

•Transport Accessibility 

• Individual Spatial-Temporal 
Constraints 

 

Usage 

• Service Characteristics  

• Proximity 

• Willingness to Pay 

• Cost 

• Mobility Tools & Options 

• Perceptions of Local Neighbourhood 

• Individual Spatial-Temporal 
Constraints 

Quality 
• Service 

Characteristics 

• Perceptions of Local 
Neighbourhood 

• Transport 
Accessibility 
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the research questions to explore and contrast responses between two key groups: it was 

decided to undertake interviews with two different lifecycle groups: older people over 

the age of 60 years old, and families with children under 16 years old. They were 

selected as the basis for more in-depth analysis of the case study areas.  

  

The letter specifically asked if interviewees used local services and if they fitted the 

family (i.e. children <16 years old) or older person criteria (i.e. >60 years old). The 

letter also explained what type of services the research was investigating i.e. food retail 

and leisure, whilst also explaining how „local‟ was defined for the purpose of the 

research i.e. 10-20 minute walk or half a mile. It was also explained in the methods 

chapter and chapter five (case study area profiles) that the principal decision in selecting 

the case study areas was taken on the basis (after site survey visits) of distinguishing 

between areas that appeared well-served by services and areas that are less well-served: 

Dalry is well-served Pollokshields is also well-served but slightly less so than Dalry, 

and Darnley is least well-served by local services both in comparison to the other cases 

study areas. Table 4.5 below shows the socio-demographic profile of the resident 

interviewees. Interview transcripts have been anonymised to respect confidentiality.  

 

As the particular focus of the CityForm contained relevant information on the 

household information, it was possible to identify them according to the criterion above 

and, through a unique identifier attached to the survey return. In accordance with data 

protection and ethical considerations, the only information to view was the address. It 

was decided that 30 interviews should be conducted: 10 from each case study area with 

5 interviews for each group. To achieve a minimum response rate, approximately 320 

letters were posted out (using mail merge) inviting respondents to take part with the 

option to return a stamped, addressed envelope back method, telephone and mobile text 

or email. Of all letters returned, potential interviewees were contacted by telephone to 

verify they fitted the criterion. Two older respondents were not sure if they „used‟ local 

services, but interviews were still arranged (discussed in chapter seven). The total 

number of interviews carried out was 24. These were all conducted in the respondents‟ 

home although they had the option of doing this at an alternative location. The financial 

cost of the printing and postage was covered by the CityForm Consortium. The 

following Table 4.4 shows the total number of letters posted and the response rates: 
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 Table 4.4: Resident Response Rate For Conducting Interviews 

CSA 

Lifecycle 

Group 

Number 

of Letters 

Number 

returned 

Response 

rate% 

Valid 

(n =24) 

Dalry  

(Edinburgh) 

Older 50 5 10 4 

Families 14 8 57 2 

Pollokshields  

(Glasgow) 

Older 78 12 15 5 

Families 62 7 11 4 

Darnley 

(Glasgow) 

Older 54 12 22 5 

Families 62 4 7 4 

 

Total 320 46 38 24 

     

   Source: CityForm Household Survey  

 

Some responses from the case study areas were not valid because they did not fit the 

criterion for selection. These respondents did not take part. As the table above shows, a 

total of 24 respondents were eligible and interviews were therefore set up with this 

group. Analysis was carried out Nvivo v.8 software. Data were transcribed, coded 

according to the questionnaire design with further coding of emerging themes also 

undertaken. Data exploration was then modelled and matrixes were used to explore 

patterns in responses.  

 

4.6.2. Identifying Stakeholders 

 

The purpose of the stakeholder interviews was to: 

1) To provide a cross-check/reality check on the findings from the access analysis and 

the household survey analysis  

2) To provide a better understanding of „why‟ certain patterns are observed – e.g. 

motivational insight  

3) To provide new information and insights on other related issues, for instance, the 

„supply side‟ of local services including the commercial, financial and planning 

considerations 

 

In terms of a technique for conducting social science research, the inclusion of local 

stakeholders as research interview participants should, potentially, not only be 

informative, but also representative of the organisation or place under investigation in 

the research. Whilst urban managerialist approaches as proposed by Pahl (1970; see 

section 3.1.1) suggest there are drawbacks to the basis on which a „manager‟ should be 

selected, this is supported by the need for analysing justice at the micro scale (Young, 

1995) both at the city level and the neighbourhood and the requirements for data 

collection. Supported by the contextual knowledge of aspects of services provision and 
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policy frameworks within areas, this approach would at least provide some weight in 

attempting to overcome this.  

 

Identifying local stakeholders for the second stage of interviews took a systematic 

approach. In the current research, the purpose of including stakeholder interviews then 

is threefold: firstly, in terms of the data collection and fieldwork stages of the research, 

conducting these forms an important part of the qualitative data by contributing to 

existing data already collected on the project; secondly, to gain deeper insight into and 

enrich my understanding and knowledge of, the research hypotheses through the lens of 

key actors involved in interventions which affect the case study areas and social groups; 

and finally, to uncover new information or understanding of issues that require further 

clarification and are specific only to practitioners in the field. 

 

The first step in identifying stakeholders was to use the broad themes underpinning the 

thesis. Using these broad themes, the type of stakeholders to be identified for interview 

was then considered. This was achieved by asking about the purpose of the stakeholder 

interviews; the nature of the information to be gleaned, level of the expertise available; 

the importance of the expertise they had; and whether access was possible. As the main 

themes of the research are planning, social justice, transport, retailing, leisure and 

recreation and policy, a cross-section of individuals representing these themes were 

identified and selection made based on the nature and level of the expertise held.  

 

Three types of stakeholders were identified political, local public, and private sector 

stakeholders. Relevant academic experts were also identified to provide further 

elaboration on key points of interest for example, transport. Access to the stakeholders 

was undertaken by email and interviews arranged. A total of 18 stakeholder interviews 

were carried out. All interviews were at the place of work and all interviews were 

recorded with permission. Not all data collected are presented in the research. However, 

this data was also written up and provided further contextual information pertinent to 

the themes of the research and research sites. Table 4.5 below displays information on 

the stakeholders consulted as part of this research. 
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Table 4.5: Stakeholder Interviews by Organisation and CSA  

Position 

Type of 

Organisation CSA 

Consultant (Transport) Private Sector n/a 

Retail Expert  Academic n/a 

Transport (Prof.) Academic n/a 

Chief Executive Retail Federation n/a 

Planner Retail (x2) Local Authority n/a 

Senior Officer 

(Transport) Local Authority 

n/a 

Member of the 

Scottish Parliament  

Scottish Parliament Dalry 

Senior Manager Leisure Dalry 

Manager Supermarket Dalry 

Local Resident 

Resident‟s 

Association 

Dalry 

Local Councillor Local Authority Pollokshields 

Area Manager Leisure Pollokshields 

Manager  Supermarket Pollokshields 

Local Councillor  Local Authority Darnley 

Local MSP Scottish Parliament  Darnley 

Manager Supermarket  Darnley 

Area Manager Leisure Darnley 

 

A number of different interview proforma for the questionnaires for the various 

stakeholders were designed.
25

 Questionnaires were semi-structured and different types 

of questions were asked depending on who it was being interviewed. This meant the 

questionnaires had to be adapted depending on the expertise of the interviewee. This 

provided some flexibility in scope and variety in gathering the primary data, allowing a 

wider exploration of issues identified in the literature across the main themes where 

necessary. These were transcribed, coded and recoded to reflect the themes emerging in 

the data.  

 

4.7. Conclusion  

 

To carry out this research project, it was necessary to clearly define the central research 

questions, how they were going to be researched in addition to how data were to be 

collected and analysed. This chapter has set out the theoretical considerations 

underpinning the strategy adopted for this research. It then went on the present the 

justification for the strategy adopted. The particular research methods used as well as 

the practical techniques and aspects involved in this process were also set out. The next 

chapter introduces a review of the main policy themes and profiles of the case study 

areas.  

                                                           
25

 See the attached CD for the Stakeholder Interview Guides 
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Chapter Five – Policy Review and Case Study Areas’ Profiles  
 

This chapter provides a policy review and profiles the case study areas selected for this 

study. The chapter is split into two parts. In the first part, a review of current policy on 

the compact city, accessibility, and the services investigated as part of this research are 

provided. In the second part, the chapter then introduces a detailed description and 

preliminary findings on the case study areas chosen for in-depth study. As noted in 

Chapter 1, providing the CSA area profiles in this chapter is an important part of the 

thesis due to the contextual importance of areas in the overall research design. Where 

appropriate, reference is also made to all the survey cities (i.e. each of their CSAs) – 

particularly when presenting the urban form measures, where results are also presented 

along with the thesis case study areas and this is indicated throughout. This is useful as 

it may help to support any conclusions that are inferred about differences and patterns 

between urban locations. The chapter has two main aims. Firstly, to provide a general 

description of the thesis‟ CSAs in order to engage the reader in gaining an overall 

picture of these research sites for this investigation. A second aim is to critically review 

the relevant policies particularly those related to the compact city and, the two service 

areas investigated in this research.   

 

The chapter presents a range of measures and findings from analyses of various sources 

including the site visit, documentary sources, the 2009 Scottish Index of Multiple 

Deprivation (SIMD), the CityForm Household Survey, and the Census 2001 with 

various other measures and variables that have been attached to the CityForm dataset 

(access measures, OS Mastermap etc.). Key statistical indicators of the socio-economic 

characteristics of the CSAs in this chapter, are drawn from both the SIMD 2009, and 

respondent characteristics from the CFS, rather than the Census. It should be noted that 

as explained in chapter four, the SIMD 2009 base data is from 2006. The CityForm 

Household Survey data on the other hand, was collected during 2005. It is possible that 

given much redevelopment has taken place since the 2001 Census, areas may have 

changed in terms of the urban form structural characteristics which are presented in this 

chapter. In this chapter the following characteristics of the CSAs are described, based 

on analyses of various data sources as identified above 

  

- General description of the case study areas 

- Deprivation levels 

- Urban form characteristics 
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Description of areas rely on a plethora of sources including documentary evidence such 

as published material, as well as observations made from visits to each of the case study 

areas and visual inspection of maps that were produced by the CityForm Consortium. 

Deprivation levels are sourced from the SIMD (2009) which it may be argued, 

adequately reflects current conditions as the base date for this data would seem to 

complement the timing of CityForm Household Survey data collected shortly before 

this i.e. during 2005. Data have been weighted in the most of the descriptive statistical 

analyses including bivariate and multivariate statistical tests. The weighting scheme 

adopted reflects the 2001 Census demographic composition.               

 

The chapter begins with the policy review. This is then followed by a description of the 

local urban context of the areas chosen. Key indicators from the SIMD which provide 

recent statistics on levels of deprivation within the CSAs are then provided. Following 

this, a summary of a variety of key statistical indicators which describe the structural 

urban form characteristics of the case study areas is then given. The aim of including 

these measures here is to help contextualize and explain findings within subsequent 

chapters where findings from more sophisticated statistical analyses are presented. 

 

5.1. Promoting Compact Cities: EU and UK Policy Background 

 

Returning to contemporary events, as research into sustainable urban forms grew, there 

has been a succession of various sustainable development strategies designed to 

influence how policy for cities can best incorporate the principles of sustainable 

development. These have shaped contemporary practice in urban development and 

planning. While the content, approach and emphasis within the UK strategies have 

changed and developed over time, particularly in the previous twenty years, two 

documents in particular can be highlighted. The detail of this is given below.  

 

5.1.1. EU Policy: The CEC Green Paper 

 

The initial case for the compact city was set out in the Commission of the European 

Communities Green Paper on the Urban Environment (CEC, 1990; henceforth CEC). 

The publication of the CEC report signalled in a new era of environmentalism quite 

different to earlier debates. It advocated „compact, mixed use cities with reduced car 

reliance, creating convenient and convivial localities‟, (Barton, 2000, p.14). Other 

commentators note how the CEC paper has broadened the debate beyond the existing 

focus on environmental issues (Bramley et al 2005a). The CEC paper‟s main and 
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arguably, its most influential hypothesis, was that the city as a whole must be seen as a 

project in itself, and, that cities, as opposed to the statistical concept of „urban areas‟, 

are projects for a new style of life and work (Welbank, 1996). This report talked of: 

 

…the failure of the periphery; the absence of public life, the paucity of culture, 

the visual monotony, the time wasted in commuting. By contrast, the city offers 

density and variety: the efficient, time-and-energy saving combination of social 

and economic functions, the chance to restore the rich architecture inherited 

from the past (CEC, 1990, p.19.) 

 

What is interesting about the CEC document is that while it takes as its main theme the 

need for environmental considerations to become more central in all policies, in all 

sectors, the document was not actually enshrined in any legislative EC policy. However, 

its themes were followed up in various ways including the later publication of the 

European Sustainable Cities project in 1996 (EC, 1996).  

 

5.1.2. UK Policy Background: The Urban Taskforce Report 

 

As the role of cities in sustainable development was to become more prominent during 

the 1990s, a refocusing of efforts via a renewal of policy on urban issues signalled in 

the urban „renaissance‟ agenda. While this was a comprehensive set of proposals 

predominantly focused on English cities, its remit and recommendations were also 

attributable to the whole of the UK. The approach was set out in the „Planning for the 

Communities of the Future‟, (ODPM, 1998) eventually culminated in the establishment 

of an urban taskforce. The taskforce had the specific aim of advising the government on 

how physical development could be used to achieve an urban renaissance or „rebirth‟ 

within the UK‟s towns and cities. Chaired by the architect, Lord Richard Rogers, this 

work of the taskforce saw the publication of the Urban Taskforce Report: Towards an 

Urban Renaissance (DETR, 1999) which called for a move „back to the city‟ (Lees, 

2003). The taskforce was faced with three specific urban challenges premised on: 

 

„The necessity for urban growth is an opportunity to reconfigure English cities 

and  communities and the UTF‟s report „Towards an Urban Renaissance‟ is a 

comprehensive package championing a holistic approach to urban regeneration‟, 

(DETR, 1999, p.1). 

 

 

The Three Urban Challenges of the Urban Taskforce were to tackle the challenges of,  

 

 The decline of regional inner-city areas and communities 
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 Making an official prediction of a requirement for 4 million additional 

households and, what it perceived as the problem of,  

 Suburban sprawl believed to be consuming greenfield sites at an alarming rate, 

and causing social and economic decline within inner-city areas 

 

This was closely followed up by the publication of the first Urban White Paper (DETR, 

2000) since the Policy for the Inner Cities in 1977 (DoE, 1976) which led to the Urban 

Areas Act in 1978. The aim of the UTF was to identify the causes of urban decline in 

England and to recommend, „practical solutions to bring people back into our cities, 

towns and urban neighbourhoods‟, (DETR, 1999, p.1).  

 

In relation to local services and facilities, the Urban Taskforce report characterises the 

continued urban/suburban experience as one of heavy dependence on separate zones for 

different uses. This, according to the UTF is thought to have undermined cities and 

town‟s social and economic cohesion as well as impacting negatively on the natural 

environment. For instance, the taskforce claims that, „Suburban housing is provided in 

large new estates in peripheral locations and that retailers have developed larger and 

larger edge-of-town shopping centres for a predominantly car-borne public‟, (DETR, 

1999, p.33). However, as mentioned in the introduction to this PhD, there is a lack of 

evidence of what settlement type and form affords the greatest sustainability. It is 

contestable therefore - in the UTF‟s criticisms of the suburban preference and 

corresponding economic activity patterns - to what extent its analyses rely upon 

empirical research evidence. Added to this, is the increasing evidence about emerging 

new urban landscapes within which debates on the „city‟ are now being redefined in 

addition to sustainable urban development debates.    

 

In relation to what this implied for local facilities, this was set within the context of 

challenges for improved urban design. For instance it acknowledges that a mix of 

activities within an area should serve to strengthen social integration and civic life and 

to do this, „…will mean concentrating a range of public facilities and commercial uses 

neighbourhood centres‟, (DETR, 1999, p.40). Related to this, it states that compact 

forms, „ensures that all parts of the city are within an acceptable distance from basic 

transport and social facilities‟, and that, „…the aim is to create liveable urban 

neighbourhoods designed to higher densities. Lower density stops people being within 

acceptable walking distances of facilities‟ (DETR, 1999, p.63). 
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While one of the main five themes of the report was the sustainable city, it also made a 

series of recommendations on other issues including how to „make cities and towns 

work‟ and „making the most of our urban assets‟; in other words, how to make cities in 

England better places. For the taskforce, the themes of „the sustainable city‟ imbued: 

 

 a compact form 

 a diversity of people 

 a variety of activities 

 connectivity 

 economic strength 

 ecological awareness 

 good governance and, 

 social inclusion 

 

(DETR, 1999) 

 

One of three central thrusts
26

 of both of these documents is the need to embrace 

environmental sustainability through the densification of the urban form. This reflects 

the influence of the compact city‟s ideal of higher density living. The UTF report 

recommended building densities of more than 50 dwellings per hectare (DETR, 1999)
27

  

and this has been adopted with planning for housing since although this has recently 

changed. This is discussed later. In drawing its conclusions, the ideal of the compact 

city is not only considered a desirable aim, but a necessary one by its advocacy of,  

 

 „Promoting more compact, mixed and integrated neighbourhoods‟,  

 

 whilst acknowledging that an,  

 

 „Urban renaissance involves many trade-offs. If we are to accommodate many 

more households in existing urban areas while still giving priorities to social 

equity and environmental responsibility, this will encroach on the desires and 

aspirations of individuals and existing urban communities‟. (DETR, p.46) 

 

 

However, what makes the Urban Taskforce report different from previous urban 

programmes - such as the renewal programmes of the 1970s and regeneration 

programmes of the 1980s is that environmental awareness is prevalent throughout its 

recommendations and statements (Lees, 2003). As such, the urban renaissance agenda, 

as typified under the previous New Labour government (1997-2010) goes beyond 

physical environmental objectives to include a whole host of concerns related to the 

                                                           
26

 The others being diversity and community. 
27

 Given the report was 10 years ago, recent evidence on progress or otherwise of the various 

recommendations is available – see for instance, the online regeneration magazine 14
th

 Dec 2009 

http://www.regen.net/inDepth/ByDiscipline/Policy/973651/Renaissance-revisited/  

http://www.regen.net/inDepth/ByDiscipline/Policy/973651/Renaissance-revisited/
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urban environment and urban living. The next section provides an overview of 

accessibility policy. 

 

5.2. An Accessibility Agenda 

 

Between 1998 and 2000, a series of studies (referred to above) were undertaken 

including on the specific concerns of different groups. The adoption of the accessibility 

concept given the increasing research on links with social exclusion and transport was 

first established by the former UK „New‟ Labour Government was set out in within the 

former 1997 Transport Manifesto and then formalised within UK and Scottish 

(National) Planning Policy 13/17 on Transport and Accessibility PPG13
28

, (DTLGR, 

2001); the equivalent in Scotland, was NPPG 17:3 and NPPG 17 (Scottish Executive, 

1999). However one of the most relevant and early government research linking social 

exclusion and access stemmed from the later established Social Exclusion Unit. 

Published under the Department of Health (DoH, 2000), (under the later established 

Neighbourhood Renewal Unit‟s series of 18 Policy Action Team (PATs) reports), PAT 

13 recognised the need to link retailing (and related service provision) within the wider 

social exclusion debate. In reviewing the problems and potential, the report,„Improving 

Shopping Access for People living in Deprived Neighbourhoods‟, found that where 

there were low rates of car access combined with poor public transport, this acted to 

severely constrain access to facilities. This was particularly important where a level of 

motorised transport is required to reach services. PAT 13 also found that people would 

rely on local corner stores as opposed to alternatives located elsewhere (DoH, 2000).  

 

In the later SEU 'Making the Connections' report, accessibility was viewed as not just 

about transport but can be influenced by decisions on the location, design and delivery 

of other services and by people's perceptions of personal safety (SEU, 2003). The 

'Making the Connections' report identifies four priority areas for accessibility planning: 

access to work, access to learning, access to healthcare and access to food shops (for 

fresh fruit and vegetables). The relationship between social inclusion and employment, 

education and healthcare are self-evident. The significance of access to food shops is 

that lack of choice of food can result in poor dietary habits, which in turn is associated 

with increased risk of developing coronary heart disease, type two diabetes, obesity or 

cancer (SEU, 2003, p.16). „Making the Connections‟ also refers to the importance of 

access to other social activities: „participation in social, cultural and leisure activities is 

                                                           
28

 Note, PPG13: Transport, was recently updated in January 2011 (DCLG).  
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very important to people's quality of life and can play a major part in meeting policy 

goals like improving health, reducing crime and building cohesive communities‟, (SEU, 

2003, p.16). 

 

5.2.1. Accessibility Planning 

 

The SEU (2003) report has since been the only government report where accessibility 

planning was first articulated as a mainstream policy agenda. The concept of 

accessibility planning is defined by Halden et al, (2005) as an „applied method‟ for 

measuring accessibility. To apply this concept in practice, it was also identified by 

Halden et al, that this can be usefully defined within a broader framework in which the 

context of people and services is situated (2005, p.4). Accessibility planning aims to, 

„promote social inclusion by helping people from disadvantaged groups or areas access 

jobs and essential services‟, (SEU, 2003). Accessibility planning has also been 

recognized by the government as offering a new direction on solutions to social 

exclusion issues in that it, „…offers a new way to find and solve local problems‟, (SEU, 

2003). This latter statement stems from the only major government report on 

accessibility which stated that accessibility planning calls for a multi-agency response. 

New approaches were set out in DfT guidance in the Accessibility Planning Guidance to 

ensure that there is a clear and systematic approach for identifying and tackling barriers 

that each group of people faces, particularly those likely to face social exclusion in 

access to jobs and key services (DfT, 2006). This was a crucial document because it 

fundamentally challenges the system focus approach, especially in relation to meeting 

the travel needs of socially excluded groups. A partnership between all relevant 

agencies has been recognised as the way to achieve this reflecting a multi-sectoral 

approach. This new approach was to be co-ordinated through Local Transport Plans 

within Local Authorities.  

  

In terms of accessibility indicators, proximity to services and convenience are used as 

proxies for distances and journey times. These consist of separate indicators using ranks 

of the values, and composite measures, which have been calculated based on the sum of 

these scores. The indicators use decile scoring to monitor accessibility change. 

Thresholds are used as the core indicator specification wherein the percentage of 

households with and without access to car within 15 and 30 minutes of a supermarket 

by public transport, walking and cycling are calculated (DfT, 2008). Added to these, the 

DfT report argues that accessibility is influenced by decisions on the location, design 

and delivery of other services and, by people's perceptions of personal safety. Key 
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questions the DfT report raises then, is can people get to key services at reasonable cost, 

in reasonable time and with reasonable ease? The concept of „reasonable‟ though, is not 

defined in the report. 

 

Statistically, the use of ranks and decile scoring based on ranking is used but this could 

distort data. This method can make it appear that lots of very similar places in the 

middle of the distribution are more different than they actually are – while failing to 

really show the extent of deviation of the more extreme places (i.e.10% of the 

distribution is „cut‟ from the top and bottom of the distribution (20%). The DfT 

guidance on accessibility planning report does not suggest equality of provision for 

transport. The initiatives adopt a perspective of equity in which a fair or just provision 

of transport should be aimed for, which is a redress to „undeserved inequality‟, 

(Titheridge, 2007, p.2). To illustrate this, in Scotland, the free public transport passes 

issued to people over the age of 60 is a policy emphasising the positive discrimination 

of other groups in order to meet the needs and desires of those thought to be at more risk 

of social exclusion.  

 

One criticism of these measures is that they have been widely criticised within the social 

equity/exclusion literature as being partial but insufficient explanation of the 

relationship between these two factors. The indicators have also been criticised for not 

going far enough in reducing inequities in accessibility. There is no setting of targets 

and benchmarks to measure the policy outcomes (Titheridge 2007, p.3). They envisage 

this as involving a definition of baseline levels of access in which an approximate 

benchmark could be stated: „Indicators are not the same as benchmarks and/or 

standards‟, (Titheridge, 2007, p.3). Accessibility standards are discussed further below.  

 

5.2.2. Scottish Context 

 

In Scotland, with political devolution in 1998, accessibility planning as an applied 

method for measuring accessibility improvement or change (Halden et al, 2005) has 

received less practical emphasis; but reference to accessibility is found within studies 

commissioned by the Scottish government exploring the relationship between transport 

and social exclusion (for instance, see Gaffron et al, 2001) and forms part of Scottish 

transport appraisal guidance (Transport Scotland, 2008). An accessibility agenda that is 

somewhat akin to England‟s 'Making the Connections' report, can be seen in the 

Scottish Government White Paper, „Travel Choices for Scotland‟ (Scottish Executive, 
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1998).
29

 This also viewed accessibility within the context of social inclusion. This 

articulated a policy framework for transport systems in Scotland. „Travel Choices‟ 

heralded important developments in policy with a clear focus on three key aims which 

were,  

 

 a strong economy; 

 a clean environment; and 

 an inclusive society.  

 

These aims were then initially translated into guidance issued in 2003 entitled, „Scottish 

Transport Appraisal Guidance‟, (Transport Scotland, 2003) which was subsequently 

updated and revised in 2008 (Transport Scotland, 2008). The aim of STAG is to support 

the Scottish Government‟s purpose in, …‟focusing the Government and public services 

on creating a more successful country, with opportunities for all of Scotland to flourish, 

through increasing sustainable economic growth‟, (Transport Scotland, 2008, p.5). 

STAG is designed therefore to support this purpose, „by providing a clear and robust 

framework to identify potential transport interventions‟, (p.5). In setting out what the 

guidance does, the guidance document states that, „STAG involves the appraisal of 

generated options which could potentially address identified problems and opportunities 

against a range of criteria, including value for money‟, (p.5).       

 

STAG is a document intended to provide transport practitioners working on Scottish 

based transport projects, or any other interested party, with access to the latest 

information and guidance that they will need when developing and assessing transport 

schemes and strategies (Transport Scotland, 2003). Accessibility and social inclusion 

were identified as one of five appraisal objectives. The appraisal guidance requires 

transport planners etc to focus on detailed qualitative and quantitative assessment of 

community and comparative accessibility (Transport Scotland, 2008). How STAG 

defines these is set out below in Box 5.1: 

 

 

 

 

                                                           
29

 Although transport appraisal is a devolved responsibility, STAG is based on national DfT NATA 

guidance and WebTAG technologies (See for instance Mott McDonald & Imperial College London, 

„Social Exclusion: Transport Aspects‟ Study, 2001). 
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Box 5.1: Definition of the Accessibility Appraisal Objective in Scottish Transport Appraisal 

Guidance 

Accessibility 

Community Comparative 

- Public Transport Network Coverage – 

a consideration of the impacts of an 

option on each group in society for a 

range of trip purposes; and 

 

- Local Accessibility – the measurement 

of opportunities to walk or cycle to 

services and facilities is required, 

including severance arising from 

proposed changes. 

 

Comparative Accessibility considers the 

distribution of impacts by: 

 

- People group – particular attention 

should be given to the needs of 

socially excluded groups with age, 

gender, mobility impairment, income 

group and car ownership factors of 

relevance; and 

 

- Geographic location – locations 

relevant to the local Transport 

Planning Objectives considered, for 

example community regeneration 

areas, areas of disadvantage and 

deprivation and rural areas. The 

appraisal should describe where 

impacts are occurring and compare the 

impacts within these locations with 

other areas. 

Source: Scottish Transport Appraisal Guidance, (Transport Scotland, 2008). 

 

Here we see how the adoption of accessibility as an objective in transport schemes has 

been conceived by the Scottish Government. What is interesting is that this conception 

differs a little from previous STAG issued in 2003. Most notable is that the guidance 

also recognises, unlike previously issued guidance, that accessibility has a further 

aspect, to quote, „It should be noted that there is also a further aspect to Accessibility – 

expressed or revealed accessibility i.e. the demand for travel‟, (Transport Scotland, 

2008, p.57). Unlike community and comparative accessibility though, the demand for 

travel, according to this guidance, states that, „…this is captured through Transport 

Efficiency Economic Analysis (TEE). This is completed as part of the economic 

appraisal where a monetary value can be provided for observed and forecast travel 

demand‟, (p.57). Therefore, travel demand is not included as part of a transport 

appraisal but instead, via assessment of the economic value and impact.  

 

As is shown in Box 3.1 above, in Scotland, accessibility objectives are configured 

within a wider policy framework of assessing transport and economic impacts as these 

affect land-use policy and proposed transport schemes. Unlike the DfT, there are no 

indicators as such. The relevance and significance of the Making Connections Report 

for this PhD research is that it acknowledges the link between access to services and the 

social exclusionary effects brought about by the transport system. However, Titheridge 

et al note that, „it does not advocate equal provision (transport) for all. Rather, the 
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framework and initiatives adopt a perspective of equity in which a fair or just provision 

of transport should be aimed for, thereby giving some redress to undeserved inequality‟, 

(Titheridge, 2007, p.2).  

 

5.3. Retail and Leisure Facilities: Development Planning Policy 

 

Arguably, the significance of the „hot debates‟ about retail and leisure access for this 

thesis, is that the role of planning is closely linked to issues examining urban form and 

access to services – as highlighted in earlier sections on urban form. In a Scottish 

context, the planning system as with much of the rest of the UK, has developed in 

recent years in responding to broader concerns and issues brought about by the need for 

all kinds of land use developments to be sustainable. In relation to the significance of 

planning for developments within locations such as towns for retail and leisure uses, it 

has been highlighted that one of the most difficult planning issues in this context, has 

been concerned with reconciling the implications of the growth in traffic with 

traditional ideas about town centres and urban growth (Cullingworth & Nadin, 2002). 

These concerns have been underpinned by a broader agenda calling for a greater focus 

on efforts where developments support existing provision and improvements in access 

to local facilities within existing town or local centres. More specifically, this agenda 

also extends to the quality of urban design in places including micro-level design 

aspects such as streets, landscape architecture and the built environment more 

generally.
30

  

    

5.3.1. Retail Context 

 

Until quite recently, the main focus of planning for retail was on controlling the number 

of additional out of town shopping centres, and directing development back to town 

centres and brownfield sites. In a Scottish context, this has in turn been reflected in the 

overhaul of the Scottish planning system over the previous four years as depicted in the 

Planning etc (Scotland) Act (2006). In relation to national retail planning policies, the 

Scottish government has revoked all previous and separate planning policy statements 

(including SPP8) that addressed the sector culminating in a consolidated Scottish 

Planning Policy (henceforth SPP) in 2010. The consolidation of the previous NPPGs
31

 

                                                           
30

 For instance, the Scottish Government has a recently published a general policy statement on the design 

of places in Scotland; see „A Policy Statement for Scotland: Designing Places‟, (Scottish Government, 

2008). Accessed at http://www.scotland.gov.uk/Topics/Built-Environment/planning/National-Planning-

Policy/Designing 
31

 NPPGs: National Planning Policy Guidelines 
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and SPPs into a single document is designed to provide a, „shorter, clearer and more 

focused statement of national planning policy‟, (Scottish Executive, 2010). Planning for 

development of leisure services also fall under retail development planning policy. As 

such, all developments that are leisure services are subject to the same planning and 

development control instruments as retail more generally. However, given this PhD 

investigates access to public leisure services, the way in which provision of public 

leisure facilities (and other services) are delivered to local communities in Scotland has 

undergone large-scale change in the last few years. Given this, it is possible to identify a 

number of key policy developments which do not fall under the remit of the changes 

which have been introduced within the broader planning system. The relevant policy 

developments as these relate to this PhD investigation are outlined below.  

 

While the general thrust of the prior SPP8 for retail (including leisure) development 

planning policy remain largely intact, it is important to briefly highlight the main 

features of the new policy statement governing the development planning of retail. The 

relevant policy now governing the Scottish Government‟s approach to retail and leisure 

development focuses on the importance of retail development in contributing to a town 

centre‟s economic growth and enhancement. Within SPP (Scottish Executive, 2010), 

town centres are regarded as, „…a key element of the economic and social fabric of 

Scotland, acting as centres of employment and services for local communities and a 

focus for civic activity, and make an important contribution to sustainable economic 

growth‟, (Scottish Executive, 2010, SPP: Section 52). In relation to the significance of 

this approach to urban form and access to services, SPP further states that, „Town 

centres should be the focus for a mix of uses including retail, leisure, entertainment, 

recreation, cultural and community facilities, as well as homes and businesses‟, 

(Scottish Executive, 2010, SPP: Section 52). This policy may be good for town centres, 

but, does it neglect the neighbourhood level or, suburban service centre or radial 

shopping streets?   

 

Local authority development plans are required to identify a network of centres 

implying the identification of a „hierarchy‟ of centres in which development should take 

place. Development plan policies in identifying a network of centres should be able to 

demonstrate the individual role of each centre and how each centre should support and 

be supported by the role of other centres (Scottish Executive, 2010, SPP: Section 53). In 

identifying a town centre and of relevance to this PhD research for instance, SPP states 

that, „…a diverse mix of uses and attributes, including a high level of accessibility, 

should be provided‟, (Scottish Executive, 2010, SPP: Section 54). Furthermore, and 
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reflecting perhaps the concern about wider debates which recognise the demise of 

diversity of facilities in traditional high streets as noted earlier, SPP also states how a 

diverse mix of uses and high levels of accessibility should be taken into account as 

these, „…can contribute to the qualities of character and identity which create a sense of 

place and further the well-being of communities‟, (Scottish Executive, 2010, SPP: 

Section 53).  

 

These concerns are further confirmed within SPP in that it identifies the role played by a 

number of key elements which it regards should be supported in creating successful 

town centres. The key elements it identifies are based on an approach which sees a 

move away from previous retail-led approaches to development. According to the SPP 

policy, this approach to retail development created „homogenous centres‟ which have 

not tended to reflect local circumstances thereby ignoring the importance in retaining 

the distinctiveness of local places. As such, the key elements which SPP believes will 

create successful town centres include supporting a range and quality of shopping, the 

role played by wider economic activity of both the daytime and night time economy; 

integration with residential areas, and, the quality of the local environment. 

 

Of further significance for this PhD topic, retail planning policy also states that 

development plans should remedy gaps and deficiencies in the provision of retail, 

leisure and other services through identifying appropriate locations for new 

development and regeneration (Scottish Executive, 2010, SPP: Section 56). 

Furthermore, as part of a broader strategy in developments for town centres, 

accessibility to services – for both people and goods delivery - is also considered to be 

an important part of strategies which improve town centres. As such, SPP states that, 

„All retail, leisure and related developments should be accessible by walking, cycling 

and public transport. Town and commercial centres should be accessible at all times to 

all sectors of the community‟, (Scottish Executive, 2010, SPP: Section 61).  

 

Retail policy also highlights how the perception of convenience is also important 

although it does not explicitly identify why, or in what context convenience acts to 

improve town centres. It appears to acknowledge that distance to services in relation to 

whether locations are „close to home or places of work‟ and that these locations are 

easily, „accessible by foot, public transport or car with available short term parking‟, as 

comprising what it refers to as convenience. Interestingly, while the focus on the 

importance of accessibility does not differ from previous statements about accessibility 

(as found in SPP8), the new policy does not mention any links with transport 
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developments. For instance, previous retail policy stated that, „where transport 

improvements are necessary these should be in place before developments begin 

operation‟. This links to transport appraisal guidance issued to transport authorities 

when assessing the contribution and impact of a development project on the transport 

system (See chapter 3).    

 

In adopting its approach, the sequential approach - as contained in previous Scottish 

retail planning policy (e.g. SPP8), is continued in the new SPP. This requires that in 

allowing development at specific locations, the sequential approach is to be used when 

selecting locations for all retail and commercial leisure uses „unless the development 

plan identifies an exception‟, (Scottish Executive, 2010, SPP: Section 62). The 

sequential approach is thought to allow a degree of „flexibility and realism from 

planning authorities, developers, owners and occupiers to ensure that different types of 

retailing, which serve different purposes, are developed in the most appropriate 

location‟ (Scottish Executive, 2010, SPP: Section 63). As such, town centre sites are 

considered first in proposals, edge-of-town centre sites, then other commercial centres 

and finally out-of-centre sites.     

 

5.3.2. Background to Public Leisure Services in Scotland 

 

As indicated above, all development proposals for leisure services falls within the 

broader retail policy. There is no specific leisure planning policy within the new SPP 

although access to open space, physical activity and the opportunities for sport and 

recreation is included as one SPP‟s „subject policies‟. Most of the policy dealing with 

this relates to the connection between access to open or green space and physical 

recreation opportunities, and, the quality and availability of the opportunities in which 

this can take place. In relation to public leisure services, SPP forms part of, and is 

further linked to, the wider ambition of the Scottish government to get more people 

participating in sport and sporting activities. Forming part of several broader public 

policy agendas (including public health) to both improve Scotland‟s competitive 

sporting outcomes whilst simultaneously promoting healthier lifestyles, the overall 

thrust of these agendas is that through focusing on the opportunities to good quality 

sporting facilities, this is perceived as one way to encourage more people to take part. 

 

Recent changes in terms of public leisure services are set against a background of wider 

policy streams affecting public leisure services including national sport strategies and 

government financial auditing. In relation to the former, changes have stemmed from 
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policy objectives from the Scottish Government in its attempt to address improvement 

and development in Scottish sport. In the latter, as a result of a combination of 

government departmental reviews of local authorities and services (e.g. Best Value), 

changes to the ways in which services are resourced and delivered into communities 

have been made . This has included major reviews of the financing of leisure activities, 

management of buildings and assets and the delivery of activities.  

 

Reflecting wider public health and societal challenges associated with increasing levels 

of obesity and sedentary lifestyles in particular, efforts have been made to address 

Scotland‟s sport culture and was formalised in government policy under the revised 

Scottish Government‟s Sport 21 strategy document: „Reaching Higher: Building on the 

Success of Scotland‟s Sport 21 Strategy‟, (Scottish Executive, 2007). This sets out a 

vision for how it would like to see sport improve and develop within Scotland and 

includes: 

 

 a vision for Scotland as a sporting nation 

 the importance of sport for individuals, communities and the nation 

 the national outcomes and priorities for sport 

 the roles and responsibilities of the key delivery agencies 

 principles for planning and delivery 

 the monitoring and implementation framework 

 

This strategy focuses on a number of national outcomes and priorities it has identified 

to achieve this. In relation to outcomes, two only are identified within the strategy: to 

increase participation and improving performance. Relevant to the current research is 

the focus on „increasing participation‟ as not being able to or wishing to participate 

may be linked to aspects of the urban form, access to facilities or even preferences 

generally.  

Research undertaken by the Scottish Government has shown for instance, that only 50% 

of the Scottish population participate in any kind of sport or physical or recreational 

activity and that this declines with age, as shown in the Figure 5.1 below (Scottish 

Executive, 2007). In understanding why participation in sport is low or why it does not 

feature in people‟s lifestyles in Scotland, the government identified a number of barriers 

which it seeks to overcome - if it is to achieve the outcome of increasing participation 

levels in sport. While the government has identified a host of barriers which it believes 

may explain low participation levels, barriers which are relevant to the themes of this 

research are:          
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 Lack of time 

 Women with children may have little leisure time and no child-care provision  

 A lack of transport is often an issue particularly in rural and disadvantaged       

communities 

 Poor quality facilities and access, can also have an impact  

 A lack of clubs and volunteers to generate sporting opportunities in 

communities. 

 
 

Figure 5.1: Participation in Sport by Age Group (Scotland) 

 

 

 

 

 

 

 

 

 

 

 

 

      Source: Scottish Executive (2007, p.28)  

 

Given these outcomes, the Reaching Higher strategy also set out four national priorities 

which it believes, „will build and sustain a sporting infrastructure enabling it to deliver 

the national outcomes‟, (Scottish Executive, 2007, p.28). These priorities are: 

 well-trained people 

 strong organisations  

 quality facilities 

 providing the player pathways 

The government states that, „…These are the building blocks, the components that 

when put together will help us rise to the challenges and enable us to reach higher. We 

should not underestimate their importance and the need for new approaches and 

partnership working‟, (p.28). Relevant to this research is the priority „quality of 

services‟ as poor quality services delivered in poor quality buildings may influence the 

propensity to use or preference an individual might have about using a service and how 

often, such as public leisure centres. Reflecting this, the Scottish Government 

acknowledges that quality facilities are fundamental to the strategy's delivery; for 

instance: „The availability, accessibility and quality of facilities influence whether 

people take part in sport, which sports they enjoy, how often they participate and how 

well they perform‟, (Scottish Executive, 2007, p.33). 
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Furthermore, in relation to quality facilities, an additional factor is the requirement of 

local authorities to undertake strategic reviews of existing community facilities as set 

out in the Scottish Government‟s asset improvement and management programme. This 

latter factor is enshrined in the „efficient government‟ agenda set out in „Building a 

Better Scotland‟, (Scottish Executive, 2004). This programme is now a major work 

stream in relation to more efficient and effective management of resources in the public 

sector. Audit Scotland for instance, now requires each council to report on a range of 

information, to demonstrate that it is securing „best value‟. This information is reported 

in relation to statutory performance indicators in which asset management is included 

(Accounts Scotland, 2009).  

 

The recently published Accounts Commission report entitled „Asset Management in 

Local Government‟ (Accounts Scotland, 2009), focused on the condition of properties 

owned by councils. This report found that across Scotland over a quarter of buildings 

were in poor or bad condition, and that 23% were not sufficiently suitable for the 

services being delivered from them. The report recommended that councils take a much 

more proactive role in managing their assets. This was later endorsed at the First 

Minister's
32

 Sport Summit, where it was declared that, „We [local authorities] must be 

more imaginative in the refurbishment, design and location of new buildings so they 

meet the needs of a wide range of sports and are sufficiently flexible to meet changing 

trends. Facilities should also be sustainable in financial and environmental terms‟, 

(Scottish Executive, 2007, p.33). 

 

 

5.4. Introduction to the Case Study Areas 

 

This section introduces the urban form and wider urban conditions of the case study 

areas: Dalry, Pollokshields and Darnley. It begins with a description of the local 

conditions and urban layout of the case study areas to support the rationale for the 

selection of the areas as research sites (see Chapter 4).   

 

5.4.1. Description of the Case Study Areas  

 

Before embarking on a fuller profile of the case study areas - which largely relies upon 

statistical analyses – it is useful to begin by examining the wider urban form context in 

                                                           
32

 Scotland‟s First Minister is the equivalent of the UK‟s Prime Minister. At the time of writing, Alex 

Salmond is currently Scotland‟s First Minister and is political party leader of the Scottish Nationalist 

Party.  
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which each of the CSAs are situated. Aspects considered here include a description of 

each area‟s physical characteristics such as layout and housing form, transport and 

development and the prevalence of services.  

 

Dalry 

 

The case study area of Dalry is situated West of Edinburgh city. As an „inner‟ location 

selected as a research site for this thesis, it does not form part of the city „central area‟ 

as defined by the Edinburgh City Local Plan (ECC, 2007). As a result, its selection as 

an inner case study location validates the classification criteria (developed by the 

CityForm project team) in identifying case study areas which are not „extreme‟ in 

geographical location (and other elements); in this case, Dalry is not too centrally 

located.  

 

Dalry in Edinburgh is approximately 43 hectares in area and lies just to the West/South 

West of the westernmost limit of the contemporary Edinburgh central business district 

(CBD) of the city (Census, 2001). It is characterized by medium density 3/4 storey 

tenement and traditional 2-storey terraced housing. Its physical characteristics include a 

linear street pattern dominated by a main thoroughfare, Dalry Road. Its topography is 

mainly „flat‟ indicating relative homogeneity within the area. This road stretches for two 

miles running from east to west (to neighbouring Gorgie), dividing the north part of the 

area, which has lower densities, from the south (bulk of residential 

dwellings/population).  

 

In terms of physical delineation, Dalry‟s residential neighbourhoods, both north and 

south, are non-contiguous with surrounding areas. Demarcation of neighbouring areas to 

the south of Dalry is defined by a busy commuter road, the Western Approach Road, 

which serves quick access to and from the city centre and west of Edinburgh. 

Pedestrians and cyclists are banned from using this road. The road is a dual carriageway 

distinguishing Dalry from nearby Fountainbridge and the area of Tollcross. Pedestrian 

access to and from Dalry to these areas is served by the Telfer underpass (or subway) 

which, although allows pedestrian access, is the only pedestrianised access route, 

thereby severely restricting north-south linkages and permeability. There are plans to 

improve pedestrian access between these areas (ECC, 2007). Lines of demarcation 

between the north of Dalry and neighbouring areas are defined by the main railway line 

(serving the Haymarket rail station interchange) including an adjoining railway goods 
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yards, and a busy main access (arterial) road, St John‟s road, restricting permeability for 

those living north of Dalry.     

 

Historically, Dalry‟s urban layout has been, and still is, strongly influenced by transport 

corridors. The railway network used to surround the area on three sides, leaving on its 

north-east side a bottleneck where Dalry is joining Haymarket and Morrison Street. This 

condition is still dominating the accessibility of the area. As mentioned above, 

Haymarket is a major spatial node within the city of Edinburgh. Dalry Road begins here 

and runs south-westwards, stitching together the urban fabric of the local 

neighbourhood of Dalry: from Dalry Road, streets branch off in north-west and south-

east direction leading into quieter residential zones. Regarding an urban typology, there 

is a notion of a block layout, particularly south-west of Dalry Road where Caledonian 

Crescent connects the ends of the street branches with each other, offering a choice of 

how to move towards the main road. Permeability is good in this particular area. Streets 

can be read hierarchically, with main roads and secondary roads. Three-way junctions 

nevertheless point towards an introverted street pattern. Cut off to the north by the main 

railway line, and south by the „Western Approach‟ main road, any relationship to the 

surroundings other than along Haymarket is made very difficult leaving no choice to 

cross over other than the pedestrian (Telfer) underpass, located just off Dalry Road.  

 

Like many inner urban areas in the UK, significant changes over the past 10-20 years 

have taken place with regard to social and economic regeneration, housing and 

development. However, in relation to aspects of its urban form, as an established World 

Heritage Site,
33

 the central area of Edinburgh city has to meet obligations to retain, 

maintain and manage its distinctive historical buildings, urban fabric and city skyline, in 

order to continue receiving this status. Furthermore, unlike most parts of the Old and 

New Town, Dalry is not a „designated conservation area‟. It does however contain some 

„B‟ status listed buildings, e.g. Dalry House.    

 

Dalry is one of the less affluent areas of Edinburgh with mostly private sector 

tenemental housing, rented and owned. There has been an increase in social housing in 

the area due to rehabilitation of stock and redevelopment activity. Traditionally, Dalry 

has been a less popular residential area of Edinburgh city but it has gained popularity in 
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recent years largely as a result of a housing-jobs imbalance within the city.
34

 In 

responding to housing and demographic pressures, ECC policy towards areas 

historically dominated by social housing,  has entailed a progressive introduction of 

tenure diversification (social mix) to alleviate demand for all house archetypes and 

which, it may be argued, Dalry has benefited from. In Dalry, an example of this may be 

seen through encouragement of more private renting to alleviate housing shortages 

across the city for student accommodation and one-two person households (and those 

classed as non-priority on housing registers). With its central location, Dalry is a more 

affordable option and viable alternative for certain demographic groups whose 

preference is to live in the central part of Edinburgh city (see profiling section below).   

 

In common with most UK cities, public transport links are fairly well established and 

Edinburgh is no exception. Edinburgh has a good bus service in terms of route density 

and frequency, although experience reveals that journeys can be slow. It also has quite 

good inter-urban rail services and a successful airport with many scheduled destinations. 

Dalry Road is a traditional radial road with mixed shopping along it. Bus stops are 

located in good proximity to the main residential areas located north and south of Dalry 

Road. The area is generally considered to be vibrant and has a large level of „footfall‟ 

due to the Haymarket rail station and Telfer subway. The case study area as a whole is 

serviced by eleven bus stops and the railway interchange of Haymarket (see above also) 

which is located within reasonable walking distance to the Northwest of Dalry. Since 

2008, a new tram line has been under construction designed to better integrate the 

transport network servicing the city and beyond. As one of Edinburgh‟s key transport 

nodes, this has seen the Haymarket/Dalry „stop‟ (used as a main hub) included in Phase 

One(a) which runs from Edinburgh Airport further to the west, to Newhaven in the east 

of the city (ECC, 2007). Of interest to the current research and Dalry in particular, 

according to the Council‟s City Plan, the tram, 

 

„…will have a major influence on travel patterns, secure the accessibility of the city 

centre and enhance the accessibility of key growth areas,”…and, “Higher density, 

mixed use developments will in principle be acceptable around trams stops‟, (ECC, 

2007, p.119).  
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 The Structure Plan (up to 2015), which provides strategic planning guidance to ECC and the other 4 

LAs of the city-region, has established that Edinburgh city alone requires 34,000 new homes (ECC, Local 

Plan, 2007, p.60).  
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Within the City Local Plan, there is one mixed-use development proposal in the Dalry 

area (Fountainbridge) including residential units, offices and a new shopping centre 

(2007, p.136). However, recent anecdotal evidence (2008-2009) suggests that the 

proposals are a source of controversy for local residents - mainly due to the 

accompanying proposals for the Lochrin Basin end of the Union Canal which flows 

east-west of Fountainbridge. Fountainbridge has recently been designated „a new local 

centre‟ (ECC, 2007). 

 

As might be expected of an inner area, Dalry has a diversity of retail provision - mostly 

small independent grocery, newsagent and ethnic shops with cafes, pubs and restaurants 

also provided. Three supermarkets are also in close proximity – one located centrally on 

Dalry Road and a new Sainsburys in Gorgie (2009) and a Tesco store located just out 

with the CSA. Public leisure facilities are supported by Victorian built swimming baths 

(Dalry Swim Centre) providing one pool nestled in the residential street of Caledonian 

Crescent; alternative private leisure facilities are located in the Fountainbridge area 

close by.  

 

In line with Scottish planning policy guidance issued to local authorities, planning 

policies adopt a hierarchical approach in the granting of consent for new retail 

development proposals. Priority is thus given to developments which can be integrated 

within existing retail and service facilities (see Chapter 2). In line with this, the 

sequential approach to development in the City of Edinburgh identifies Dalry as a 

designated „town centre‟. To some extent, this supports recent developments in 

retail/leisure planning policy change (i.e. SPP, 2010) to protect and recognise the 

importance of local centres (town centres) to the vitality and viability of a places and the 

relationship these have to ensuring quality of life more generally. In providing a visual 

representation of Dalry today (in 2010), Figures 5.1 and 5.2 below display photographs 

of the Dalry area and the map (Figure 5.2) shows the spatial boundary of the Dalry CSA 

as conceived by the CityForm Consortium.  

 

Photographs and maps are also produced in this section for the other two case study 

areas of Pollokshields and Darnley also. The photographs are intended to reveal each 

areas layout and design, as well as other features which best reflect the urban form 

typology given to each area as developed by the CityForm Consortium. The maps show 

the locations of different types of services in the areas as well as bus stops. Both the 

photographs and maps give an indication of what urban form characteristics, services 

and public bus transport routes one can expect to find there.  
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Figure 5.2: Photographs of Dalry Case Study Area 

Dalry – landmark building 

Dalry - residential street with higher density 

Dalry  - supermarket 

Dalry 

Dalry – Dalry Rd 

street corner 

Dalry - corner shop 

  

Dalry - mixed use 
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Figure 5.3: Dalry Case Study Area Location of Bus Stops and Services 
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Pollokshields 

Pollokshields lies approximately 4 miles south of the city centre of Glasgow and is 134 

hectares in land area (Census, 2001). As a leafy suburb largely developed in the mid-

19
th

 century, it has a strong civic tradition being endowed with parks, trees and 

dwellings of architectural importance. Its housing form and civic realm is highly 

characteristic of Edwardian and Victorian architecture reflecting its historical status as a 

burgh prior to boundary changes in 1891 when it became part of Glasgow city. Many 

well-known Glaswegian architects contributed to its development as the area contains 

villas designed, amongst others, by Glasgow‟s architect Alexander 'Greek' Thomson as 

well as residential flats by Charles Rennie Mackintosh. 

 

In terms of its urban layout, the area is constrained by railway lines on three sides with 

its south-west boundary confined by a main road with Pollok Country Park beyond. 

Nithsdale Road and Shields Road function as the main traffic arteries penetrating 

Pollokshields, whereas Dumbreck Road and Pollokshaws Road are running tangential 

along the edges of Pollokshields.  

 

East Pollokshields‟ urban fabric is characterised by a block structure and the local street 

network is defined by a grid of primary and secondary roads. Albert Drive acts as the 

main road, axis and commercial hub of Pollokshields and is lined by the short ends of 

longitudinal four-storey tenement blocks. Shields Road running north - south is a 

threshold in the area‟s urban fabric, marking the beginning of a looser and, far less 

densely populated residential area towards the west. The strong grid pattern of East 

Pollokshields seems to soften into a more organically grown layout, partially influenced 

by the diverse topography of the landscape. The western part of Pollokshields again 

follows a similar orientation to Pollokshields East with the difference of a much lower 

density caused by generous detached or semi-detached villas on generous plot sizes and 

more homogenous types of street. Within Pollokshields exists a good permeability, as 

the area offers numerous four-way and three-way intersections, never really losing the 

notion of a grid-like street circulation system right up to the boundary of the entire area. 

 

Pollokshields‟ neighbourhood topography is generally flat with a few sloping hills as 

the area reaches into the most southern part of the case study area. As noted above, 

Pollokshields is sub-divided into two main districts: West and East and this division is 

reflected in its different housing forms which characterize the area; for instance, 3/4 

storey tenement flats are concentrated in the East and semi-detached/detached housing 

is concentrated in the western part. Reflecting its „garden suburb‟ roots of the late-
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Victorian era, a substantial amount of the detached villas are conversions into basement 

and ground-level apartment flats. Reflecting its „garden city‟ heritage, both the west and 

east have tree-lined streets although in the west, as noted above, these streets are much 

more generous in width and layout.  

 

Located in the middle of the case study area is a large park, Maxwell Park which is a 

vast area of green space. The amount of green space is above average in this case study 

area reflecting its historical development. Anecdotal evidence suggests that the area‟s 

green space is an attractive urban asset reflected in the high level of demand (and 

pressure) for housing in the area from existing families and from outwith. The area has 

undergone recent developments with large-scale investment in the substantial social 

housing sector that exists in the area (Pollokshields east) by the local housing 

organisation, Southside Housing Association and private development. As such, the 

high level of green space in combination with its attractive, quality public realm and 

fabric is an urban asset highly valued by local people. Disputes between local residents 

and local politicians on urban infill and other development proposals which have 

threatened the green space areas in recent years has been a source of local conflict, 

community engagement and empowerment.   

 

As noted above, Pollokshields, as with many neighbourhoods in Glasgow, has a large 

amount of social housing but suffers from an acute overcrowding problem. This can be 

seen in the housing overcrowding indicator included within the SIMD housing domain 

rank (see section 5.2.3.). Here, several of the datazones score particularly poor in 

comparison to both the other two case studies, the other parts of Pollokshields (West) 

and nationally. As the area contains the largest concentration of BME groups, this could 

be a major factor in explaining poor scoring on the housing domain indicator for several 

of the datazones. Often BME groups adopt a communal living environment reflecting 

their cultural traditions. There are two main commercial areas located in the Eastern part 

of the neighbourhood providing a wealth of ethnic and traditional shopping outlets. 

These two thoroughfares are located on Albert Drive and Nithsdale Road. The former is 

dominated by ethnic food and clothing shops whereas the latter contains a mixture of up 

market but traditional shops including convenience retailing and services such as 

butchers, hairdressers, delis and chemists.  

 

Situated in between these two large thoroughfares, there is a listed-building status 

public library, and a Victorian local primary school. The layout appears to be conceived 

on Perry‟s „neighbourhood‟ unit principles wherein the primary school is located in the 
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central position: the school is surrounded and overlooked by residential and commercial 

premises. All the local shops are within less than five minutes walking distance for the 

majority of residents located in Pollokshields East sub-area. There is no public leisure 

centre with the nearest being located in a nearby district (Bellahouston Park area). 

Pollokshields has two main supermarkets: a Somerfield store located in the south east 

part of the area and a Morrisons store, located at the other side of the Pollokshields East 

railway station in a neighbouring district known as Crossmyloof. However, this store is 

also within walking distance from certain parts of the CSA e.g. East. There are no local 

shops or facilities in the Pollokshields West part of the case study area.   

 

Pollokshields has an old industrial core located to the southwards of Albert Drive, 

known as Eglington Toll. This industrial site adjoins the large Tradeston estate situated 

south east, which is a vast industrial and business use site stretching as far as Glasgow‟s 

main river, the River Clyde. This lies tangential to Pollokshields East railway line and is 

mostly bound by road and rail network although the Eastern part of the CSA lies to the 

north west of this industrial part. Some blocks of medium density housing are also 

located at this site.  
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Figure 5.4: Photographs of Pollokshields Case Study Area 

 

Pollokshields East -  main street towards centre 

Pollokshields East - industry along main street 

Pollokshields West  - large villas, high privacy Pollokshields West - leafy, quiet streets 

Pollokshields East -   mixed use on main street 

Pollokshields East -  one of several grocery stores 
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 Figure 5.5: Pollokshields Case Study Area Location of Bus Stops and Services 
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Darnley 

 

The CSA of Darnley is the outer CSA and is situated in south-west Glasgow. Darnley‟s 

selection as a CSA is distinctive in that it is positioned on the outer periphery of the 

Glasgow City local authority boundary. It is enclosed by two neighbouring local 

authorities, East Renfrewshire Council (south east) and Renfrewshire Council (north). It 

is located on a main arterial route between East Kilbride in the south of the city (A726) 

and to Paisley in the north (Renfrewshire).  

 

Darnley lies approximately 8 miles from the centre of Glasgow and is 483 hectares in 

area (Census, 2001). The physical form is characterised by low density suburban family 

housing (1/2 storey) typical of outer urban areas (concentrated in the southern and parts 

of the east of the area); and a small amount of flatted dwellings (refurbished 1960s deck 

access housing) situated in the north east part of the neighbourhood. Two (out of four) 

of the main residential neighbourhoods‟ street design lie tangential to a busy arterial 

road (A726) which acts to separate the neighbourhoods of Darnley Mains („old‟ 

Darnley) located to the north of the area (subarea: Darnley North East) and Southpark 

Village (subarea: Darnley South). These neighbourhoods are non-contiguous as a result. 

The other main neighbourhoods are located south east (Parkhouse estate) and north east 

(South Nitshill). The (A726) is a major commuter route servicing access to the south 

east districts of Glasgow (and to the M74 to the south east of Glasgow city) and also to 

junction 3 of the (M77) southward extension. The M77 links with Glasgow‟s M8 

motorway (westbound) and the areas of East Renfrewshire, East and South Ayrshire.  

Darnley‟s neighbourhood topography is mainly flat with gently sloping hills to the 

south-east. This part of the neighbourhood is known as Walkmill Glen and Darnley Mill 

and is surrounded by vast tracts of greenbelt which was formerly limestone and cement 

mines with various quarries situated nearby. The area is known locally as the 

„Darnley/Barrhead dams‟. As a greenfield release site, a new initiative, „Dams to 

Darnley‟ was set up in 2004 to utilize the green space as a country park which has seen 

investment in infrastructure, access and biodiversity.
35

 There are also plans for the 

establishment of a Local Nature Reserve beyond the Parkhouse estate.    

Darnley, as with many poor neighbourhoods in Glasgow, has a substantial amount of 

social housing. With significant investment in regeneration of the housing stock over 

the past 20 years, it has achieved improvements in terms of increased housing choice 
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 Dams to Darnley Country Park. Accessed at http://www.damstodarnley.org/index.php?id=11 (Dec 

2009). 

http://www.damstodarnley.org/index.php?id=11
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and, social mix.
36

 This saw the demolishment of the 1960s deck access housing which 

was substantial in the area. In combination with Glasgow‟s stock transfer programme to 

local housing associations, Greater Pollok constituency (which includes Darnley) was 

the first area of Glasgow to receive significant private sector investment as part of wider 

regeneration of the Greater Pollok area (and recent establishment of nearby Nitshill as a 

growth corridor). As an area with high levels of deprivation, population loss and poor 

local job opportunities, the wider area of Greater Pollok was accorded Social Inclusion 

Partnership (SIP) status in 1999.  

 

Prior to the regeneration programmes, Darnley had two small commercial cores located 

centrally in the residential areas of Darnley Mains (south-east sub-area) and a small 

number of retail and service units located in the north west part of the case study area 

(this is identified as South Nitshill on the maps provided). Both these commercial 

centres contained local convenience stores, newsagents, hairdressers, bakers, butchers, 

chip shop and Chinese food takeaways and Post Offices. It is not entirely clear from 

current data sources why these neighbourhood facilities are no longer provided. 

However, it is likely that with such large scale investment in the new housing across 

parts of the entire case study area (only a fraction of the original housing stock remains 

was renewed/refurbished and this is located in Darnley Mains) these businesses would 

have to have been closed prior to the demolition of the surrounding residential 

dwellings: almost all of the businesses were integrated into the original residential 

mixed use design development projects for Darnley in the 1960s. Anecdotal evidence 

suggests that given the social malaise which characterised the Darnley area, local retail 

outlets were often „magnets‟ for anti-social behaviour. 

  

Darnley Trading Estate and large retail outlets cluster around junction 3 of the 

southward extension of the M77 motorway (completed in 1997). The closure of Darnley 

Hospital in 1992 and the opening on the site of a £3 million 120-bed nursing home in 

1993 has also altered the employment opportunities for the local population and has 

become symptomatic of the regeneration of modern Darnley. However, there is a huge 

retail area with large chain stores outlets including Burger King, KFC and B&Q (DIY 

warehouse). As noted above, Darnley is least-well served in services, which stands in 

comparison to the other case study areas. It has no local convenience stores although it 

does have two supermarkets: Sainburys located in Darnley Mains adjacent to the main 
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 Although whether this has been achieved is questionable: Darnley Mains is still mostly occupied by low 

income households; whereas Southpark Village, Parkhouse and South Nitshill developments are all private 

family housing and executive flats. 
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road intersections; and Lidl, located furthest away from the main residential areas 

towards Nitshill in an older industrial park adjacent the A726 road. There are no public 

leisure facilities in Darnley although there is a small children‟s playground located on 

the Kennishead Road (located in Darnley south east).  

 

Darnley‟s urban layout is characterised by a patchwork of residential islands placed 

alongside the 4-lane Nitshill Road. The M77 motorway - as well as the railway - run 

tangential along the areas north and east side, whilst countryside (greenfield release site) 

contains Darnley to the south and west. Parkhouse Road is a main road off Nitshill 

Road connecting the area to Barrhead. A bird‟s eye approach to the overall area offers 

the notion of zoning. There is no main street marking a focus within the entire 

neighbourhood and creating an identity of the locale. The street layout follows a tree-

like pattern where the branches have no connection to each other, making the 

permeability and direct access of the area difficult or even impossible, and do not offer a 

choice for direction of movement. This can also be recognised in the area‟s total lack of 

four-way junctions. In addition, the secondary roads, the main roads of each cluster, 

seem planned in a random fashion, neither recognising directions of landmarks, the 

area‟s topography nor the orientation of the housing it serves. Often these roads show an 

indirect approach to intersections. Compared with the other two case study areas, this 

could have been influenced by the lack of an historic layout. Whist the M74 may have 

„opened up‟ Darnley in facilitating road network access to the wider city, it suffers from 

severance effects (heavy traffic flows) thereby reducing quality of life for local 

inhabitants, and more importantly, the safety of local children.  

 

The next section looks in more detail at deprivation levels within the CSAs to gain a 

fuller picture by drawing upon statistical analysis of the 2009 SIMD (Scottish 

Executive, 2009). 
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Darnley - typical street

Darnley - commerce is dominating the horizon 

Darnley – community centre Darnley - members only

Darnley - area with deck-access housing 

Darnley - main traffic artery

Figure 5.6: Photographs of Darnley Case Study Area
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 Figure 5.7: Darnley Case Study Area Location of Bus Stops and Services 
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5.5. Scottish Indices of Multiple Deprivation (SIMD) 

Analysis of the SIMD is appropriate for this research given the importance of this 

dataset for both national and local authority level approaches to tackling area-based 

deprivation. As access to services is considered an important government and policy 

concern in achieving social justice in society, a closer inspection of the CSAs using the 

SIMD may reveal important insights about the CSAs. This may support any 

explanations about equity in access and the impact of urban forms on usage frequency 

in the concluding chapter. SIMD is also more up-to-date than the 2001 Census. Details 

about this index were provided in Chapter 4.
37

  

Of relevance to access to services and urban forms, the two key domains of interest are 

the geographic access and income domains. Data here is described in terms of 

percentiles where this is appropriate, e.g. within the 10% most deprived, in order to 

gauge how deprivation levels within the case study areas and/or sub-areas compare 

nationally. As income levels are generally taken to be the best overall measure of 

poverty, the SIMD income scores for each datazone are also given. The SIMD data - 

including the relevant sub-areas of the CSAs to which the datazones approximate, is 

presented in Table 5.2.  

 

5.5.1. Levels of Deprivation: Geographic Access and Income Domains 

 

In calculating a measure of relative levels of deprivation of the case study areas, this 

section presents findings from both the income and geographic access domain rank 

figures. The geographic access domain has a completely different distribution or 

incidence from the other domains included in the SIMD which are more related to 

poverty and socio-economic disadvantage. Based on five indicators, the geographic 

access domain is used here to show how accessible the CSAs are to a number of key 

services using drive times, (see Table 5.1 below).
38

 As physical distance measures based 

on drive time to services, they do overlap somewhat with the CityForm access measures 

presented in Chapter 6.  
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 See Appendices 3-3.5 for SIMD (2009) Base Maps for Accessibility to Shops and Income for each 

CSA  
38

For details on the calculation of these indicators and other methodology 

see  (http://www.scotland.gov.uk/Topics/Statistics/SIMD/BackgroundMethodology). 

Accessed August 2010 (updated).  

 

 

http://www.scotland.gov.uk/Topics/Statistics/SIMD/BackgroundMethodology
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Table 5.1: SIMD 2009 Income and Geographic Access Domain Indicators   

SIMD Indicators 

Income Domain Geographic Access Domain 

Combined count of claimants on the 

following benefits: 

 

1. Adults and children in Income Support 

households 

2. Adults and children in Job Seekers 

Allowance households 

3. Adults in Guarantee Pension Credit 

households 

4. Adults and children in Tax Credit 

households on low incomes  

 

 

 

1. Drive time to GP surgery 

2. Drive time to retail centre 

3. Drive time to fuel station 

4. Drive time to primary school 

5. Drive time to secondary school 

6. Drive time to post office 

Source: SIMD (2009)  

 

Table 5.2 (see below) sets out the domain ranks for geographic access and income, (in 

addition to the housing domain) for each of the datazones as these pertain to the case 

study areas, and the corresponding sub-areas. As we would expect, some of the 

datazones will include several sub-areas indicating these sub-areas are considerably 

smaller in size than the datazone to which they are a part. Using visual inspection of the 

interactive mapping tool provided by the SIMD, the corresponding sub-areas are also 

provided for greater clarity.  

 

5.5.2. Income Domain 

 

Levels of housing deprivation often correlate with higher levels of income deprivation, 

particularly as a measure of the existence of poverty. Income deprived households 

appear to correlate with households experiencing housing deprivation within several 

parts of the Pollokshields CSA. Here, poor housing conditions coexist with high levels 

of poverty whereas within the more affluent parts of the area, such as Maxwell Park and 

some households located in the western parts, the opposite is true. This analysis 

confirms earlier analyses reported above that the CSA of Pollokshields is an area of 

socio-economic contrasts with some of the highest levels of deprivation coexisting with 

some of the more affluent households in Scotland. In Dalry, low ranking of housing 

deprivation does not appear to be as closely linked with income as none of the 

datazones appear to contain high levels of income deprivation. As reported earlier, the 

Dalry area has a high number of student and younger working households. This perhaps 

confirms the explanations given earlier on the existence of higher levels of housing 

deprivation in the area, i.e. overcrowding and no central heating. Poor housing 

conditions therefore exist in Dalry despite having a lower prevalence of income 

deprivation. In Darnley, only a couple of the datazones experiencing higher levels of 
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housing deprivation also contain higher levels of income deprivation. This is 

particularly true for the West and North West sub-areas of Darnley where households 

here are within the bottom 10% and 20% most income deprived households in Scotland. 

As such they are not untypical of many areas of social housing in Glasgow.  

 

5.5.3. Geographic Access Domain 

 

As might be expected from an inner city area, Dalry (calculated using drive and public 

transport times) is clearly one of the most accessible locations in Scotland where 

excellent access to these facilities (see Box 1 above) is indicated by the high rankings 

on this domain. Pollokshields also appears to be relatively very good, although a notable 

exception is streets within parts of the West sub-area. Geographic access here appears to 

be quite poor in comparison to other parts of the neighbourhood. Note that this part is 

actually the most affluent (of the Pollokshields CSA and all other CSA datazones) when 

considering levels of income deprivation. All of the Darnley area is quite poor for 

access generally, in comparison to the other CSAs. In particular, very low rankings on 

this domain are found within the CSA, with Darnley Central and South (South Park) 

sub-areas having poorer geographic access to key services than all the other sub-areas of 

both the Darnley CSA and, all the CSAs as a whole.  

 

It is interesting to note that another possible indicator of geographic access, „walk time‟ 

to these key services, is not calculated as an indicator of „geographic access‟ within the 

SIMD. The „geographic access‟ indicators are concerned only with drive time and 

public transport time to access what are essentially key important neighbourhood 

services. This SIMD domain is somewhat limited because it measures two modes: 

motorised travel time using the car and public transport and therefore, does not capture 

walk or cycle times (active travel) to access local services. The ability or opportunity to 

walk to services is important for accessing services as it allows basic mobility and 

access to essential services. This is particularly important for disadvantaged groups who 

may not have access to a car and who are socially, physically or economically 

disadvantaged (see Chapter 3). As such, poor walking conditions can cause physical, 

economic and social isolation for vulnerable populations (Litman, 2009). 
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Table 5.2: SIMD (2009) Overall SIMD Ranking, Housing, Geographic Access and Income 

Rankings by CSA/sub-area Datazone 

CSA/Data 

Zone 

Sub-area 

(approx.) 

SIMD 

 Rank 

Housing 

Domain  

Rank 

Geographic 

Access 

Domain 

Rank 

Income 

Rank** 

Dalry   

S01002058 

South East, South 

West & Central 3308 12 5748 

50-60% 

S01002068 West End 3552 23 6406 50-60% 

S01002073 West End 2529 13 6249 30-40% 

S01002079 East 2137 261 5697 30-40% 

S01002081 West End 3132 727 6179 40-50% 

S01002084 North West 4215 *458 *6258 40-50% 

Pollokshields   

S01003196 Maxwell Park 4465 4942 1524 50-60% 

S01003207 East 1760 37 5930 10-20% 

S01003210 Maxwell Park 4041 3604 5106 40-50% 

S01003211 East 2007 166 6343 10-20% 

S01003220 East 1320 241 6478 +10% 

S01003222 East 1504 29 6370 +10% 

S01003227 East 1674 39 6442 +10% 

S01003229   West 5450 5586 2168 70-80% 

S01003234 West 4121 4835 4654 50-60% 

S01003236 West 1415 59 6501 +10% 

S01003256 West 247 257 6012 +10% 

Darnley   

S01003037 

North West & 

Central       3944 1118 1288 40-50% 

S01003038 South Park 3581 3602 1416 40-50% 

S01003041 

Central & South 

Park 3404 3036 1274 30-40% 

S01003051 West 901 1498 2712 +10% 

S01003053 North East 2759 2123 3617 20-30% 

S01003058 North West 1052 90 2390 10-20% 

S01003062 

Industrial, West & 

Central 2138 617 1684 30-40% 
Source: SIMD Interactive Map, (Scottish Executive, 2009, http://simd.scotland.gov.uk/map);  

Note: *(2004 figures); **(Deciles: 10%, 20% etc; +10% implies within bottom 10% most deprived)  

 

 

5.6. Urban Form Characteristics 

 

This section introduces the main urban form measures which describe the structural 

characteristics of the case study areas. The statistics presented contextualize the 

particular features of the various CSAs assessed. As was mentioned in the methodology 

section in Chapter 4, the measures here are derived from two principal sources namely, 

Census data at COA level and OS Mastermap (at COA or sub-area level). In addition to 

the usual socio-economic and demographic variables (which are attached to the CFS 
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dataset and discussed below), the Census also yields certain elements of urban form 

which can be measured at COA level from Census data. These are:- 

  

 Density (Gross residential), measured variously in terms of population, households, 

dwellings („spaces‟), or habitable rooms  

 House type mix, expressed as the proportion of flats, detached, semidetached, or 

terraced houses 

 Presence of high(er) residential buildings, proxied by households whose lowest floor 

of accommodation is above various floor levels 

 Density of cars, relative to space, dwellings, or household (not included here) 

 

OS Mastermap can be analysed in terms of proportions of land area attributable to 

different elements such as green space, gardens and roads and their associated ratios. 

Proportion of green space and residential gardens for instance, are expressed as the ratio 

of area share to residential buildings. Other urban form measures and quality measures 

at the level of the neighbourhood (i.e. sub-area) have been made available from other 

sources, including the site survey. These provide measures of proportion of storey 

height of buildings and proportion of buildings in poor condition/run down.
39

  

 

In the CityForm research, a total of five cities were selected for research, three of which 

were English cities. The Urban Taskforce Report: Towards an Urban Renaissance 

recommended a desired benchmark of 50 dwellings per hectare in setting out its aim of 

higher density living in promoting a policy for compact city forms (DETR, 1999). This 

was also reflected in minimum density guidelines in English planning guidance (DETR 

2000), but there has subsequently been a retreat from this form of prescriptive policy. In 

calculating density, this can either be net or gross density. Residential density for 

instance, is usually expressed as dwellings per hectare. Net density is the immediate 

housing environment (buildings, plots, access streets and play spaces). The assumption 

behind „dwellings per hectare‟, unless specifically stated otherwise, tends to be net 

density. Gross density on the other hand, includes schools, distributor roads, parks, 

playing fields and community facilities as well as housing. It can be used to refer to the 

average density of whole neighbourhood or town (Barton et al, 2003). In the CityForm 

research, measures of net density are probably higher than the „designers‟ net density, 

(as in the reference to Barton et al density criterion above) because it does not include 

half of the access roads in selecting the denominator in calculating these. In general, and 

                                                           
39

The tables (and charts) are provided in the Appendices 4-4.1. These display the mean values (expressed as 

number or in percentage points) of key urban form Census and OS Mastermap measures for the CityForm survey 

cities by location, case study area, and the sub-areas. Urban location and the CSAs are discussed although some 

reference is also made to the other spatial levels. These are accompanied by charts to illustrate this information.  

 



 

 

146 

as shall be shown, the densities for most of the CityForm case study areas are relatively 

high. For reference purposes, urban form statistical tables and graphs are provided in 

Appendices 3 and 4. 

 

5.6.1. Location 

 

In Table 5.3 (see Appendix 3), as expected, inner locations have the highest mean 

number of (gross) dwellings per hectare at 63.0 with intermediate locations having only 

a slightly higher mean number (50.8) than outer locations (49.6). Density of population 

(this measure also includes size of household as well as occupancy rates of the housing 

stock, and not just urban form), is however, higher in intermediate rather than inner 

locations suggesting that there are more people living in these areas per hectare than 

inner locations, largely because of larger households living here. Detached dwellings 

are also much more prevalent in outer locations as may be expected reflecting the 

suburban characteristic of outer peripheral locations whereas in inner locations, the 

mean percentage of flatted dwellings is almost twice that of intermediate and more than 

four times that of outer locations.  

 

One to two storey housing is also a characteristic of outer locations where the mean 

value is 88.2% which is significantly higher than inner locations in which the average 

for this type of dwelling accounts for only 15.7%. Reflecting the presence of dwellings 

with building heights above floor level, the mean percentage of dwellings between 4-6 

storey is much higher in inner locations and is more than twice that of intermediate and 

with twenty times more than outer locations. The non-residential mixed-use indicator 

measures the proportion of mixed –use residential buildings with other non-residential 

uses on individual plots i.e. vertical mixed use with residential flats which have shops 

underneath, with the average size of the plot. This is distinct from a measure of the 

mixture of uses in the neighbourhood (i.e. land use mix) which would provide a 

measure of the proportion of industrial, leisure and other non-housing uses to land 

coverage. As may be expected, outer locations have a very low percentage of non-

residential mixed-use buildings with intermediate locations having slightly more. 

Correspondingly, only a small amount of land in inner locations is accounted for by 

gardens (10.5%), which contrasts with outer locations and to a lesser extent, 

intermediate locations. Inner locations also have a higher mean percentage of green 

space than other locations, but the absolute amount in hectares is much smaller. 
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5.6.2. Case Study Area 

 

Looking at Table 5.4 (see Appendix 3) for the CityForm case study areas, this table 

shows how the three case study areas studied in this thesis compare overall with 

comparable case study areas in each of the five cities. Looking at inner case study areas 

first, Dalry has a high number of dwellings per hectare relative to all the other inner 

areas, except the inner area of Oxford. Both are substantially higher than the mean 

average of 54.7 (dph). The mean density of people as measured by persons per hectare, 

is also considerably higher in Dalry (128 pph) than all the other comparable inner areas 

included in the CityForm survey and, as may be expected, all other locations. 

Correspondingly, the percentage of detached dwellings in Dalry as measured by the 

mean percentage of detached dwellings, is considerably lower (negligible in fact: 0.8%) 

here compared to comparable inner locations.  

 

The compactness of the Scottish cities i.e. Edinburgh and Glasgow as revealed by the 

average proportion of dwellings are almost three times the overall average for all areas 

included in the CityForm survey. As may be expected for their inner CSAs, there is a 

low proportion of area share of residential gardens (to residential buildings). In Dalry 

this is considerably lower than the averages calculated for comparable inner areas; only 

Calton in Glasgow has a much lower share than all inner areas and all the other 

locations.  

 

Looking at intermediate areas, we see that the case study area of Pollokshields has the 

lowest dwelling densities of all intermediate locations (35.4). However, on looking at 

the population density as measured by average number of people per hectare, we see 

that Pollokshields has the highest density of population compared to all intermediate 

locations, and except in the case of Dalry in Edinburgh, across all locations considered. 

Similarly, the density of population in Pollokshields is the highest of all intermediate 

areas and is much higher than the average across all locations. Again the high density of 

population in Pollokshields reflects the compact form of Glasgow city as typified in the 

dominance of the tenement housing form characteristic of this city; however, as noted 

above in Section 5.5 above, this area has the largest concentration of BME groups in 

Scotland and this is a significant factor in explaining high density of population found 

here.   
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This is further revealed in the average percentage recorded for flatted dwellings in the 

Pollokshields area which accounts on average for 82.8% of all dwellings. This is the 

highest proportion compared to comparable intermediate locations and is almost twice 

the average recorded for all locations in the CityForm survey. In contrast however to 

other comparable intermediate locations, the average proportion of dwellings between 

one and two stories in Pollokshields is quite small accounting for only 16.7%. However, 

the proportion of dwellings between four and six stories is quite large (47.9%) in 

comparison to all intermediate locations, and is almost twice the average recorded for 

all locations (24.6%).   

 

In looking at the proportion of area share in residential gardens (to residential buildings) 

in Pollokshields, we see that this is quite low in comparison to other intermediate 

locations. The proportion of area share of green space in Pollokshields (20.4%) 

compares favourably to the average across all locations (20.2%) although this is still one 

of the highest compared to the other intermediate locations, and is nearly three times 

that of Clarendon in Leicester (7.2%), the lowest of all intermediate locations.  

 

Looking at outer locations, and the project case study area of Darnley, the table shows 

that the average gross dwelling density (dph) in Darnley is considerably lower (20.4) 

compared to comparable outer areas of the cities. Only Corstorphine in Edinburgh has a 

lower average number of dwellings per hectare than Darnley (19.1). Both these outer 

areas fall considerable short of the average dwelling density across all locations taken 

together (54.7). As the map of the Darnley CSA showed (see Figure 5.6 above), Darnley 

contains significant areas of open land and business land uses.   

 

In Darnley CSA, dwelling density between the sub-areas is broadly similar although 

population density in Darnley North West/South Nitshill is low in comparison to the 

other sub-areas. Darnley South has the highest population density (61.1 pph), followed 

by Darnley north East sub-area (51.3 pph). The lowest population density is in the 

Towerholm part of the CSA where dwelling and population density is nil – indicating 

no-one lives here. This sub-area contains, on average, a large amount of green space 

(93.9%) and is characteristic of the Darnley CSA peripheral location of the city of 

Glasgow and the greenbelt. The large regeneration programmes in introducing family-

size dwellings in housing development is also evident in the sub-areas of Darnley South, 

North West/South Nitshill, Central and West sub-areas where 1-2 storey houses 

dominate. Only a small proportion of the deck access flatted dwellings remains in the 
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Darnley North East sub-area accounting for an average of 27.6% of all dwelling types in 

the CSA. In Darnley North West/South Nitshill sub-areas, while population density is 

low, this part is characterised by older housing forms typified by 1-2 storey flats. As can 

be seen, most of the sub-areas in Darnley have residential gardens and the area as a 

whole is characterised by larger swathes of surrounding green space. 

 

5.7. Conclusion  

 

This chapter gave an overview of current policies that are relevant to a study of urban 

form and services and profiled the thesis‟ CSAs. Accessibility as a planning and 

transport policy is less developed in Scotland but there are guidelines to appraise 

projects involving transport impacts. Retail planning considers the sequential approach 

in locating sites. Leisure policy is trying to raise participation in leisure and sport 

through targeting the barriers associated with access. The chapter then described each 

CSA. Identifying aspects and features of each area‟s wider urban, spatial and social 

contexts showed how each has developed in different ways in different historical 

periods. Each area has different types and quantity of local facilities. Darnley appears to 

have few facilities in comparison to the other areas. In terms of demographic make-up, 

each area has a number of distinctive characteristics not untypical of the urban locations 

they represent. For example, Dalry has a lot of students and younger households. 

Pollokshields is an area of contrasts in both urban structural and social characteristics. 

Darnley has undergone large-scale housing-led regeneration with family-sized 

dwellings in owner-occupation being a particular feature of this but some relatively poor 

social housing area remains within it.  

 

There were different overall levels of deprivation recorded between and within the 

CSAs. Dalry had lower overall levels of deprivation but had higher housing deprivation; 

Pollokshields has contrasting areas of high and low deprivation with particularly high 

housing deprivation levels and much poorer accessibility in the western (affluent) part; 

Darnley contains some quite poor areas. And geographic access ranges from poor to 

fair. As we would expect, significant differences are evident between inner, 

intermediate and outer locations in terms of density of dwellings, population density, 

housing form, residential gardens and green space. Data on urban form characteristics 

reveals the compact nature of the Scottish inner and intermediate locations. In Dalry, 

both dwelling and population densities were very high; correspondingly, the proportion 

of detached dwellings was negligible and a low share of land used for gardens. 
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Pollokshields has low dwelling density for an intermediate location but has a high 

population density, reflecting the household size and rates of occupancy in this area. 

This area has a very high proportion of flatted 3-4 storey dwelling types and a low share 

of land in residential gardens offset by higher public green space. Darnley is typical of 

an outer area with a lower dwelling density and poorer access.   

 

In general, the particular urban form elements and characteristics, as well as 

demographic patterns, appear to be representative of the urban form typologies of inner, 

intermediate and outer locations as defined by the CityForm Consortium (see chapter 4). 
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Chapter Six – Perceptions of the Local Neighbourhood and Spatial 

Accessibility to Local Services  

 

This chapter introduces the first of four chapters on the research findings into 

perceptions of the neighbourhood and spatial accessibility to services. Findings on local 

neighbourhood quality and how this may relate to equity in access are introduced. Most 

of the data here is presented by way of summary measures using a number of composite 

variables which were constructed to reflect the underlying dimensions these 

neighbourhood aspects were intending to capture. This is followed by a snapshot of the 

socio-demographic profile of the CityForm Social Survey respondents. Preliminary 

findings on a central theme of equity in access: spatial proximity and time to access 

services are then set out.  

 

6.1. Exploring Local Neighbourhood Perceptions of the CSAs 

 

As noted in the introduction to Chapter 5, a range of measures and findings from 

analyses were presented. Findings and results in the current chapter are almost all 

drawn from the site visit, and from analyses of the CityForm Household Social Survey 

and attached variables. In this chapter, the following key aspects are addressed 

including: 

 

- Indicators of local neighbourhood quality 

- Socio-demographic profile of the CityForm Household Survey respondents 

- Accessibility to local services  

 

6.1.1. Indicators of Neighbourhood Quality in Accessing Services 

 

As noted in the research methods chapter, a number of composite measures were 

constructed from the perception measures included in the CityForm Social Survey. 

These were defined on a judgemental basis and factor analysis was not carried out on 

the underlying data. However, in ensuring at least some degree of construct validity 

with these new variables, a number of interrelated themes as mentioned in the literature 

review, were identified which relate to equity in access.  

 

These themes reflect the view (assumption) that aspects of the perceived quality of the 

local environment may directly or indirectly affect the access to or usage of local 
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services. Local environmental conditions including litter and other low level incivilities, 

but also feelings of safety can act to shape experiences of access. Perceptions of quality 

of the local environment and provision within neighbourhoods might influence usage of 

local facilities. Furthermore, even if this notion is overestimated in terms of frequency 

of use, it is acknowledged in a variety of literatures that some areas (e.g. inner 

city/locations or deprived estates) do suffer disproportionately from poor quality 

environments where shops and other services may be located (Hastings et al, 2005).  

 

Measuring perceptions of local neighbourhood quality is not readily available or 

quantifiable from objective measures. This uses measures which are based on individual 

subjective interpretations and perceptions about quality. Survey methods are often used 

to question respondents‟ views or rating on a set of related themes which can then give 

weight to the construct validity of the concept to be examined. In the CityForm 

household survey, this has been achieved by asking respondents to rate - using a 

traditional Likert scale or to what extent they agree or disagree with a statement 

providing insights into what individuals‟ prize or dislike about their local 

neighbourhood. 

 

Constructing the composites was based on a number of relevant questions which invited 

respondents to tick a box on a scale from 1 to 4/5, indicating (strong) 

agreement/disagreement with a statement or not a problem/problem or very good/very 

bad for instance. Each individual element was first reduced to a dichotomous (or 

„dummy‟) form (i.e.1 vs. 0). The related elements were then added up to give a score, 

for example, the composite good environmental amenity is the score across seven of 

these indicators of local environmental quality aspects. For good environmental 

amenity, this single element included positive scoring on: rated general appearance of 

the area, street lighting and condition of other homes/gardens within the neighbourhood 

(Q18.2, 3 & 7 = 1 or 2); how much of a problem noise is from neighbours, disturbance 

by children or youngsters, litter and graffiti, amount of traffic (Q19.1, 2, 4 & 5 = 1 or 

2). The maximum possible score here would be 7. Similarly, those that were negative 

were computed in the same way. As this part of the research is interested in exploring 

the views of those with contrasting perspectives, neutral or ambivalent responses such 

as „neither good nor bad‟, „don‟t know‟, „neither agree or disagree‟ and „no effect‟ 

generate a neutral score on this index but were still computed as a part of the composite 

indicators. 
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Environmental amenity is one of a number of composites which were constructed in a 

similar way, covering the following aspects of local neighbourhood conditions: 

 

- Good/poor environmental amenity measures the lower-level environmental 

aspects and quality of features reported by households. This indicator is 

measured by positive and negative rating on general appearance of the area, 

street lighting and condition of other homes/gardens within the neighbourhood; 

plus, positive and negative rating on how much of a problem noise is from 

neighbours, disturbance by children or youngsters, litter and graffiti, and amount 

of traffic; the maximum composite score for each of these variables is 7 

- Good/poor liveability measures general perceptions of what the neighbourhood 

has to offer in terms of services, open spaces and levels of crime. This indicator 

is  measured by positive and negative rating to the neighbourhood as a place to 

live, open spaces and parks, provision of shops, and provision of recreational 

facilities; plus positive and negative rating on how much of a problem crime is 

in the area; the maximum composite score for each of these variables is 6 

- Use of local facilities measured by use of 11 local services used at least once a 

month (see methods chapter for list of services); the maximum composite score 

for this variable is 11 

- Positive/negative development pressures is designed to gauge what residents‟ 

perceptions are of what is identified in this measure as „development pressures‟ 

facing their area and the effect, specifically, of what more house building might 

have on services, house prices, pollution levels and so on. This indicator 

measures responses indicating (strong) agreement/disagreement to whether the 

building of more houses would be a good thing, plus the rated effect of building 

more houses on appearance of the area, provision of local services, provision of 

public transport, green space, on-street parking; and if this would have an 

increasing/decreasing effect on traffic levels, property values and pollution; the 

maximum composite score for each of these variables is 9 

- Quality of local public transport provision measures residents‟ perceptions on 

the quality of local public transport provision. This indicator is measured from 

responses to indicating (strong) agreement/disagreement to general statements: 

easily reach public transport services on foot, feeling safe and comfortable 

waiting for public transport services in the neighbourhood, reliability and 

frequency of public transport in the neighbourhood and public transport goes 
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when and where I want it to go; the maximum composite score for each of these 

variables is 4. 

 

In interpreting the results, high scoring on the positive measures e.g.: good 

environmental amenity, indicates a positive response to the questions, whereas high 

scoring on the negative measures e.g.: poor liveability or negative development 

pressures, indicates a negative outcome (or disagreement with the statement) to the 

(negative) measure.  

 

 

6.2. Local Neighbourhood Perceptions: Results 

 

 

6.2.1. Case Study Areas: All Survey 

 

In the tables presented below, findings from the CityForm Survey respondents to these 

various neighbourhood aspects questions are presented. The composite measures of 

good/bad environmental amenity, liveability and use of facilities are displayed first, 

followed by composite measures for perceptions on development pressures and local 

transport quality aspects. The overall indexed outcome scores of these composites are 

then presented. The tables are presented by case study area of the whole survey, and a 

summary of results for urban location. 

 

As shown in Table 6.1 below, we see a clear pattern in the scoring for „good 

environmental amenity‟ with all outer case study areas scoring higher, excepting the 

case study area of Blackbird Leys, than the mean average (3.8). This is the only outer 

area with a higher than average dwelling and population density characterised by the 

prevalence of multi-storey tower blocks in this area (see Chapter 5). The higher scoring 

within the outer case study areas is perhaps not unexpected given that these outer areas 

of the city tend to be characterised by family-sized suburban housing where there is a 

preference for better quality local environmental amenity that these areas often provide, 

e.g. due to lower residential densities. For instance, large suburban housing estates are 

often located on the periphery of the city where local populations tend also to be more 

homogenous in demographic make-up (e.g. middle-income households). Arguably, this 

may reflect to some extent, a shared sense of identity and values about a particular 

lifestyle choice, and therefore preferences in residential location. It is also worth 

pointing out that poverty and socio-economic circumstances are often strongly related 

to household tenure nowadays and these may in fact have a stronger influence on social 
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outcomes than urban form (see for example, Bramley et al, 2006); and this is borne out 

- to some extent - in the following sections.  

 

Table 6.1: Mean Composite Scores of Environmental Amenity, Liveability and Use of Facilities  

by CSA (All Survey) 

Case Study 

Area 

Good 

Environmental 

Amenity 

Poor 

Environmental  

Amenity 

Good 

Liveability 

Poor 

Liveability 

Use 

Facilities 

Dalry 2.9 1.5 3.5 1.8 4.7 

Restalrig 3.8 0.9 3.7 1.5 4.9 

Corstorphine 4.9 0.5 4.1 1.3 4.9 

Calton 3.4 1.3 3.1 2.0 5.5 

Pollokshields 3.5 1.5 3.7 1.7 5.2 

Darnley 4.1 0.6 2.8 2.5 3.4 

Oxford 

centre 3.8 0.9 3.6 1.6 4.8 

Oxford north 4.7 0.5 4.4 0.9 5.0 

Blackbird 

Leys 3.0 1.4 2.8 2.3 3.9 

Shef centre 3.3 1.3 3.2 1.8 5.5 

Sheff mid 3.8 0.7 3.4 1.6 4.1 

Sheff outer 5.3 0.2 4.3 1.1 3.9 

Newwalk 2.9 1.6 2.9 2.1 5.3 

Clarendon 4.2 0.6 4.4 1.0 5.6 

Birstall 4.6 0.5 4.1 1.3 5.1 

Total 3.8 1.0 3.6 1.7 4.8 

Legend:   - Inner CSAs  - Intermediate CSAs   - Outer CSAs 

Source: Author‟s analysis of CityForm Household Survey  

 

Inner city areas tend to be less homogenous in demographic make-up, and as previous 

research revealed, these areas are almost always characterised by reduced local 

environmental amenity and quality. For instance, previous research on local 

neighbourhood quality has shown that concentrations of more deprived communities 

and higher residential and population density areas, tend to have poorer local quality 

environments which place additional demand on mainstream LA environmental 

services in these areas. It is not clear if problems are a result of service provision, or 

whether poorer areas are just dirtier generally due to minor incivilities by the 

inhabitants (see Hastings et al, 2005). Generally we see this confirmed by lower scoring 

on the good and higher scoring on the poor environmental amenity measure, for the 

inner case study areas. Note also how Pollokshields as an intermediate case study area, 

and Blackbird Leys – an outer area, do not score particularly well on poor 

environmental amenity, with both scoring similar to inner areas whilst scoring higher 

than the average for this measure. Furthermore, the intermediate area of Oxford North 

scores particularly with scoring similar to outer locations. This is perhaps to be 

expected given this CSA is generally a very affluent neighbourhood. As might be 
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expected and in line with the findings on the CSAs above, „good environmental 

amenity‟ scores display the highest differences between urban location and in 

comparison to the other measures overall. This measure is highest in outer locations (n 

= 1435) (4.3/CI = 4.21-4.40 and lower in inner locations (n =1528) (3.2/ CI = 3.15-

3.32). These results suggest that residents in outer locations perceive their 

neighbourhoods as having quite good quality of environmental and neighbourhood 

features.  

 

As found with good local environmental amenity, scoring for „good liveability‟ tends to 

be higher within some of the outer case study areas, except in the case of Darnley and 

Blackbird Leys where both areas score 2.8, which is below the average score for this 

measure (3.6). Both these outer areas achieve the lowest score for „good liveability‟ of 

all case study areas. According to the Census (2001), both these case study areas 

contain the highest percentage of lone parent households with dependent children out of 

all the case study areas: Darnley has 12% and Blackbird Leys with 17%. There is quite 

a high level of social renting in these areas also although there are almost twice as many 

social renters in Blackbird Leys than Darnley. While no direct evidence is presented 

here, claims are often made in academic literature and within dominant policy 

discourses e.g. the „underclass‟ (see Murray, 1990) that a correlation exists between 

levels of lone parenthood and incidences of crime and criminality. These are social 

problems which are more often than not, concentrated in more deprived communities. 

This may have implications for equity in access to local services as certain urban 

locations may not encourage usage of local services due to these „liveability‟ aspects in 

experiences in getting to them.
40

 A similar picture emerges for „poor liveability‟ where 

both Darnley and Blackbird Leys achieve the highest scores out of all the CSAs, scoring 

2.5 and 2.3 respectively.  While these two case study areas do not score particularly 

badly in comparison to the mean, it is noteworthy that respondents in these two case 

study areas have quite a negative view of what their neighbourhood has to offer them in 

terms of perceptions of crime as a problem, provision of shops, recreational facilities, 

and open parks and spaces, scoring as much as twice that of comparable outer areas. 

Interestingly, by comparison, none of the inner CSAs score badly on this measure and 

intermediate CSAs achieve the best scores out of all CSAs.  

 

                                                           
40

 I live in a fairly deprived area and the quality of the liveability aspects is very poor; I don‟t actually 

enjoy walking from my home to access the local shops as it is filthy, drunks, poor pavements, damaged 

signage, and potholed roads although the local shops are fine (as are the owners/staff).  
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With reference to „use of facilities‟, as might be expected, inner CSAs (n =1528) overall 

score particularly well (5.2/CI = 5.04-5.29); whereas outer locations (n = 1435) overall, 

use approximately 4 services (4.2/CI = 4.05-4.33). Therefore, inner locations on 

average use more services at least once a month than the other two locations. Some 

CSAs use almost half of all the eleven services asked about. The inner CSAs of 

Newwalk, Calton and Sheffield score above the mean average (4.8) using on average 

more than five of their local services. However, note that the intermediate areas of 

Pollokshields, Oxford North and Clarendon also tend to score quite well; whilst the 

outer CSAs of Darnley, Blackbird Leys and Sheffield outer score quite poorly on this 

measure. However, in the inner areas of Dalry and Oxford where the number of services 

used at least once a month were lower in comparison to other inner areas and some 

intermediate areas, urban form aspects may also have a role in addition to the 

significance of demographic characteristics. For instance, while lower levels of family 

households in inner city areas may result in a lower number of services used or even a 

lower range of local services being provided e.g. children‟s facilities, these households‟ 

proximity to city centre services may result in fewer local services being used less 

frequently. As further discussed below, the absence of a wide range of local services in 

inner areas, may also be an explanatory factor here which suggests that inner areas may 

not have as many local services – or at least, the ones used in the CityForm Household 

Survey, as is often assumed, particularly by compact city advocates.  

 

Table 6.2: Mean Composite Scores of Development and Transport Quality by CSA (All 

Survey) 

Case Study Area  

Development 

Positive 

Development 

 Negative 

Good  

Transport  

Quality  

Poor  

Transport 

Quality 

Dalry 1.9 4.3 3.5 0.2 

Restalrig 1.1 4.4 3.3 0.2 

Corstorphine 0.8 5.4 3.5 0.2 

Calton 2.5 3.5 3.1 0.3 

Pollokshields 1.2 5.0 3.0 0.5 

Darnley 2.3 3.5 2.3 0.9 

Oxford centre 1.0 4.7 3.1 0.3 

Oxford north 0.8 5.7 2.6 0.6 

Blackbird Leys 1.4 4.6 3.1 0.4 

Shef centre 1.6 3.7 3.2 0.3 

Sheff mid 0.9 5.3 3.3 0.3 

Sheff outer 0.8 5.9 3.4 0.2 

Newwalk 1.6 3.8 2.9 0.4 

Clarendon 0.7 5.4 3.3 0.2 

Birstall 1.0 5.9 3.0 0.4 

Total 1.3 4.7 3.1 0.4 

  Legend:   - Inner CSAs  - Intermediate CSAs   - Outer 

  Source: Author‟s analysis of CityForm Household Survey  
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Darnley CSA scores the lowest of all the CSAs included in the survey reflecting the 

area‟s general lack of local services accessible to residents in Darnley. The mean values 

reveal that almost all respondents within the CSAs use less than half of the eleven local 

services identified for this survey. As a result, due to the many different reasons why 

local services may not be used, it is difficult to provide any firm conclusions on this 

finding except perhaps that for some residents at least, certain types of services are not 

appropriate i.e. facilities for children/young people or are unavailable at the level of the 

neighbourhood e.g. bank/building society. Residents may in fact use these services - 

perhaps in the city centre, while at work or when meeting obligations that present the 

opportunity to undertake activities elsewhere. More detailed analysis of usage is 

provided in Chapter 7 where logistic regression modelling work on usage is presented.  

         

Table 6.2 above displays the results for the composites measuring residents‟ perceptions 

of local development pressures and the quality of local public transport provision. In the 

former, the maximum possible score for this measure is nine. Looking at development 

pressures perceived as positive or negative, this measure gauges residents‟ perceptions 

on whether they had strong agreement/disagreement on whether the building of more 

houses in their area would be a good thing and, what the rated effect of building would 

have on the appearance of the area and so on. Inner areas overall score higher and 

intermediate locations scored the lowest on the positive measure. Overall, intermediate 

locations score the highest (5.1), outer locations (5.0/CI = 4.81-5.08) and inner locations 

(4.0/CI = 3.8-4.08) on the negative perceptions measure. We see that the mean score for 

the positive aspects of this measure was 1.3 and 4.7 for negative aspects.  

 

Only two CSAs score particularly high in comparison to other CSAs: Calton (inner) 2.5 

and Darnley (outer) 2.3. This may suggest there are development issues in these areas 

that residents‟ perceive will have positive or „salutary‟ benefits (Pinch, 1985) in relation 

to pressures on existing urban amenities in their area, more so than all the other CSAs. 

Perhaps, residents within these CSAs believe that existing urban amenities may be 

increased or the quality of these and the area generally, may improve if more housing 

were to be built. In other words, in articulating local demand for more services or 

improved services, could this perception stem from an expression of anticipated 

problems due to increases in local population? Both these two CSAs comprise a total of 

three CSAs scoring the lowest on the „good liveability‟ measure discussed above (see 

Table 6.1 above) with Calton scoring 3.1 and Darnley scoring 2.8 from a maximum 

possible score of six. This may suggest a desire by residents for wider investment in the 

neighbourhood areas‟ amenities and quality overall. In other words, there could be 
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general dissatisfaction with the nature of existing services and quality of 

neighbourhood. 

 

In terms of the significance this has for access to services, it may in fact support wider 

claims of the compact city advocates that urban intensification, whether building at 

higher densities or through infill development, is both necessary and desirable if 

compaction is to be achieved - as set out in the Urban Taskforce Report (DETR, 1999). 

The implications this has for access to services highlights one of the compact city 

claims that in compact cities, residents have better access to services and facilities 

because more services can be provided as they can be supported by a higher density of 

population. Whether this is supported in practice is of course a contested issue 

particularly for peripheral parts of cities and wider urban landscapes. Here the trend has 

been toward car-oriented large housing development projects often unsupported by 

local amenities.     

 

Looking at negative aspects of this measure, the majority of CSAs show disagreement 

perceiving that the building of more houses in their area is not a good thing and that the 

effects will result in negative types of pressures, which Pinch refers to as „noxious 

disbenefits‟ (1985, p.81). This is more commonly known as NIMBYism. 
41

These are 

generally similar to the indicators used in the development pressures composite measure 

described above. In supporting this finding, Adams et al in a discussion on the potential 

for local opposition to brownfield development note that this opposition, „should not be 

underestimated‟, referring to an earlier belief of the TCPA (1997), that, „…the new 

urban agenda is likely to make residents more rather than less determined to defend 

existing urban amenity and protect themselves against what might be viewed as over-

intensification‟, (2002, p.227). This may have implications for urban locations where 

pressure for housing can put additional pressure on existing services and urban 

infrastructure. This can act to reduce or increase opportunities in access to local services 

for existing populations as more pressing demands are met. For instance, as part of the 

UK government‟s broader approach to the decentralisation of government powers, and 

reflecting these realities, the new UK Coalition Government announced in 2010 the 

removal of „gardens‟ in the definition of previously developed land and, the removal of 

a national minimum housing density to 30 dwellings per hectare. These proposals are 

set out in revisions to the Planning Policy Statement: Housing (PPS3) (DCLG, June 

                                                           
41

 NIMBYism: Acronym for „not in my backyard‟ and usually describes individuals or communities of 

interest who object to a local planning proposal for some kind of development i.e. mental hospitals, 

prisons etc. 
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2010).
42

 So people may welcome further development, but only where there is some 

guarantee that existing amenities will be improved or increased, and/or where existing 

conditions are poor and any development is likely to be an improvement (see Frey, 

1999).  

 

In relation to local public transport quality indicator, the majority of CSAs reported that 

local public transport quality was good in that out of a maximum possible score of 4 

almost all CSA respondents scored around 3. The mean for this measure was 3.1. The 

two outer areas of Darnley and Oxford North scored the lowest of all CSAs scoring a 

mean of 2.3 and 2.6 respectively. There is quite a positive response to this question, in 

relation to other measures used here. This perhaps indicates that these CSAs are 

relatively well-served by public transport as well as feeling relatively safe and 

comfortable when waiting for public transport services in the neighbourhood. However, 

it is questionable whether this is a true indication of general satisfaction given the high 

rates of car ownership found in survey responses (see Section 6.3, Table 6.7). Indeed, it 

could well be that many households are satisfied but do not in fact rely on public 

transport provision. The next section gives an overview of the various socio-economic 

and demographic characteristics of respondents from the CityForm Household Survey.  

 

6.3. CityForm Survey Respondents (Scotland) 

 

This section provides a snapshot of the socio-economic characteristics of the three CSA 

survey respondents and benchmarks these with the overall corresponding city. In 

presenting the data for both CSAs and respective cities in Table 6.3 below, this is 

derived from the CityForm Household Survey respondents only; therefore, the data have 

not been reweighted to reflect Census derived estimates of these characteristics. 

However, the weighted figures were also analysed to account for where large 

differences may have occurred between 2001 and 2005 reflecting the time differences 

between data in the Census and CityForm surveys. The following variables were 

selected: 

 

 Age of respondents 

 Sex of respondents 

 Economic status 

 Total household Income 

 Car ownership: number of cars 

                                                           
42

 See for example, http://www.communities.gov.uk/statements/corporate/pps3statement. Accessed Oct 

2010. 

http://www.communities.gov.uk/statements/corporate/pps3statement
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 Household composition 

 Number of people in household 

 

 

As can be expected, the pattern of household composition in the three urban form types 

display established trends in household composition and location typically found in the 

UK. A common characteristic of UK cities and elsewhere is that young, childless 

professionals prefer to reside in the city whilst young families and older people often 

prefer to reside in inner suburbs or outer suburbs at the city boundary (Bramley et al, 

2007). From the respondent characteristics, the distribution of the variables age and 

household composition in Table 6.3 appear to confirm this demographic trend. Within 

the Dalry inner case study area there are more, younger age groups and respondents 

with no children (either at home or at all), whereas in the intermediate and outer areas of 

Pollokshields and Darnley, there are more families and older age groups.  

 

Looking at economic status, over half of respondents in each of the case study areas 

were employed/self-employed. Within Dalry, more respondents were in full-time 

employment than respondents across the city of Edinburgh as a whole; in Pollokshields, 

fewer respondents were in full-time employment than respondents across the city of 

Glasgow as a whole. The next highest economic status category was retired persons 

which constituted more than 20% of respondents; fewer respondents in Dalry were 

retired than compared to respondents across all the CSAs of the city of Edinburgh; 

Pollkshields had the highest number of retirees across all three CSAs with many more 

than across the city of Glasgow as a whole; Edinburgh city as a whole had many more 

respondents who were retirees compared to Glasgow city respondents.  

 

The percentage of households with access to two or more cars in the sample increases 

with distance from the city centre although in Glasgow, the Pollokshields intermediate 

case study area has a higher proportion of households with two or more cars than the 

Darnley outer case study area. This can be attributed to the much higher levels of 

household income in Pollokshields than in Darnley. Household size also increases with 

distance from the city centre, although in Darnley in Glasgow, household size is slightly 

lower than in the intermediate area of Pollokshields. 
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Table 6.3: Socio-economic Characteristics of Thesis CSAs and Corresponding City (proportion) 

 

  Case Study Areas 

  Dalry Edinburgh Pollokshields Darnley Glasgow 

Sex 

Male 0.35 0.39 0.44 0.40 0.44 

Female 0.65 0.60 0.56 0.60 0.56 

Total 297 1060 275 213 738 

Age 

16-24 yrs 0.13 0.05 0.02 0.03 0.07 

25-34 yrs 0.35 0.18 0.17 0.10 0.21 

35-44 yrs 0.15 0.17 0.24 0.30 0.26 

45-54 yrs 0.11 0.16 0.18 0.24 0.18 

55-64 yrs 0.09 0.16 0.13 0.14 0.12 

65 yrs+ 0.17 0.29 0.26 0.20 0.18 

Total 299 1067 276 213 741 

Economic 

status 

full time – 

employed 0.52 0.40 0.38 0.41 0.44 

part-time - 

employed 0.05 0.09 0.09 0.12     0.08 

self 

employed 0.05 0.04 0.12 0.02 0.08 

unemployed 0.02 0.01 0.00 0.03 0.02 

retired 0.20 0.35 0.29 0.23 0.20 

looking 

after 

family/home 0.02 0.04 0.08 0.07 0.06 

full time 

student - 

college 0.07 0.03 0.01 0.02 0.05 

long-term 

sick 0.06 0.04 0.02 0.10 0.06 

Other 0.01 0.01 0.01 0.01 0.01 

Total 298 1067 275 212 740 

Total 

household 

income 

<10,000 0.23 0.18 0.17 0.32 0.22 

10,000-

19,999 0.24 0.22 0.17 0.22 0.17 

20,000-

29,999 0.19 0.18 0.14 0.16 0.14 

30,000-

49,999 0.23 0.23 0.23 0.24 0.26 

50,000-

79,999 0.09 0.14 0.16 0.05 0.13 

>80,000 0.02 0.06 0.14 0.01 0.07 

Total 222 795 218 148 581 

No. of cars 

No cars 0.54 0.33 0.18 0.33 0.33 

1 car 0.40 0.48 0.51 0.42 0.46 

2 or more 

cars 0.07 0.20 0.30 0.25 0.21 

Total 300 1074 278 216 747 

Household 

composition 

1 adult 

under 60 0.38 0.21 0.13 0.19 0.26 

1 adult 60+ 0.14 0.16 0.16 0.12 0.12 

2 adults 

both under 0.33 0.21 0.20 0.15 0.23 
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60 

2 adults at 

least one 

60+ 0.05 0.18 0.14 0.14 0.10 

3+ adults 0.03 0.08 0.09 0.10 0.08 

1-parent 

family with 

child (1<16) 0.02 0.03 0.05 0.02 0.05 

2-parent 

family with 

child 0.02 0.13 0.11 0.21 0.14 

Other 0.02 0.02 0.02 0.01 0.03 

Total 290 1046 294 462 725 

No. of people 

in household 

 1.58 2.04 2.47 2.44 2.14 

Total 288 1041 268 217 727 

 Legend:   - Inner CSA  - Intermediate CSA   - Outer CSA 

 Source: CityForm Household Survey – Survey Respondents (unweighted). 

 

In comparing analyses of the unweighted and weighted data, the only noticeable 

differences are male sex and full time employment (Pollokshields); full time 

employment (Dalry). The most marked differences were in proportion of household 

income particularly, within the middle-higher income brackets (i.e. £30,000+) where 

proportionate differences varied between as much as 5 and 8%. Car ownership also 

varied (Edinburgh, Glasgow and Pollokshields). The largest proportionate difference 

was within household composition and in particular, proportion of one parent 

households in Darnley (children <16 yrs) and 2 parent households with children 

(Pollokshields and Darnley) and to a lesser extent, households with 2 adults both of 

whom were under the age of sixty years old.   

 

6.4. Accessibility to Local Services 

 

Given the profiling characteristics described above, this section presents summary 

statistics on the physical accessibility measures. The results presented below are used as 

direct measures to see whether accessibility of distance and travel time to services might 

display direct evidence of varying degrees of inequity in access as an outcome in its 

own right – whether this affects the propensity to use or frequency of use of services or 

not. The aim of this section is to build upon the profiling characteristics presented above 

by taking into account what is already known about the urban structural characteristics 

within the urban locations. As before, reference to results from wider analyses of the 

survey is indicated throughout. The hypothesis that spatial proximity or time to travel to 

and use services can influence the frequency of use of services is considered and tested 

further in Chapter 7. 
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6.4.1. CityForm Access Measures  

 

As noted in the research methods (see Chapter 4), the measures used in the following 

analyses were developed by the CityForm Consortium transport research group. The 

type of measures developed are referred to as space-time (or constraints-based) 

accessibility measures. These consider the effect of distance and time in evaluating the 

ease with which an individual can participate in activities (Ferguson, 2005). In 

computing the various statistical results presented and discussed below, this draws upon 

the research work carried out by the CityForm Consortium members. Based on this 

research, this allowed the researcher to construct various input variables which draw 

upon the research data produced by the CityForm Consortium transport research group 

members.  

 

Data and methods 

 

The measures developed by the CFS adopt an origin accessibility perspective, and 

provide a measure of relative accessibility. This measures the accessibility between two 

zones (or places): the measures derived begin from the respondent‟s home address to the 

destination. The separation between zones is measured in terms of distance, travel time 

(or cost) reflecting the degree of travel deterrence between zones (also referred to as 

travel resistance or impedance) (Ferguson, 2005). Travel deterrence is calculated on the 

basis of the shortest network path
43

 between the respondent‟s address to the nearest 

service facility. The temporal measures are similarly calculated using the drive and 

public transport time although only results for the „supermarket‟ are presented here. The 

unit of measurement for the access measures developed for the CFS is continuous (scale 

variables) (Ferguson, 2005).
44

  

 

We would expect a wide distribution of values to reflect the variation between the 

distributional pattern of service provision (or location) and the respondent‟s home 

address. As discussed in the literature, the provision of public services (public leisure 

services for instance) is subject to significant local authority discretion, while the 

private services (local convenience stores and supermarkets for instance) will be subject 

to market forces and a variety of external demand factors (Fisher & Bramley, 2006). 

Different patterns of provision will emerge therefore, which will involve policy 

                                                           
43

 Using the ITN and OS Mastermap; an alternative measure is the straight line distance, often referred to, 

„as the crow flies‟ distance.  
44

 See Appendix 1 for detail on the how the accessibility measures were derived. 
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assumptions about catchment populations and appropriate accessibility standards 

(Barton, 2003), as discussed further below.  

 

Indicator calculation 

 

In order to measure equity in terms of physical accessibility, average measures are 

compared for different groups/areas, as well as looking at within-group/area variations. 

Bearing in mind the above assumptions and the differentiation of urban location 

characteristics between and within local areas, typical access measures are continuous 

(distance and time or other) measures and can be analysed using statistical methods 

appropriate to continuous measures, although care should be exercised about examples 

of such measures where distributions are skewed or outliers present. The researcher 

considered whether skew or outliers could pose a problem for this analysis and the 

conclusion reached was that these measures are sufficiently robust to skew and 

outliers.
45

 

 

The approach taken was firstly to conduct careful inspection of the frequency 

distributions and then recalculate measures after the data exploration. To get a snapshot 

of the distribution of values for the various measures of access, data were screened 

using simple descriptive statistics in conjunction with graphical displays of the data (e.g. 

boxplots and histograms). To control for the undue influence of extreme values or 

outliers in subsequent correlation and logistic regression (see Chapter 8), any extreme 

values or outliers present in the data were attributed an arbitrary maximum value. Some 

cases were also treated as missing values (ensuring that this did not constitute more than 

10% of cases). As the screening revealed, very few cases required this meaning the data 

generally met the various assumptions of parametric tests. More specific detail on this is 

provided in chapter 8.    

 

In the following discussion various summaries from rank and threshold measures for 

each service calculated from the raw data is provided. Descriptive summary measures 

using the median (as a measure of the central tendency of the distribution) along with 

measures of spread and range are also used to provide a summary of the overall 

accessibility of the thesis and other CityForm CSAs. These different measures were 

calculated based on similar approaches found within specific accessibility literature 

                                                           
45

 The researcher consulted with the PhD supervisor who advised that given the nature of the accessibility 

measures, there were likely to be a few outliers present. This is to be expected of data such as this as it is 

highly unlikely that the location of services from households, as measured by physical distance, would be 

equidistant for all cases.  
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(DfT, 2008; Handy & Niemeier, 1997; Ferguson & Woods, 2009). As equity in access 

is partly about the relative experiences of different socio-economic groups, findings are 

also presented for car owners and non-car owners as well as different income groups for 

the thesis CSAs. In analyses and presentation of the findings, the CSA survey 

respondents were subdivided into car owners and non-car owners whilst for the different 

income groups, CSA survey respondents were recoded into three categories: those 

whose total household income was below £10,000, income between £10,000-£20,000 

and then households with middle incomes or higher (>£20,000). The next section 

reports the results from the accessibility to services analyses. 

 

6.5. Spatial Accessibility Measures: Results 

 

Accessibility Standards 

 

In the literature, some normative standards of accessibility to local facilities that 

households in urban areas should reach were highlighted. These it was reported, have 

been used by public policy efforts to illustrate examples of services and facilities that 

should be available at the local, neighbourhood, town and city level (DETR, 1999). In 

order to provide a point of reference for the threshold data presented here, the table 

presented in the literature review which set out these accessibility standards, is 

reproduced below. Following the spatial measures results, a shorter summary of drive 

and public transport times is given.  

 

Table 6.4: Normative Minimum Accessibility Standards  

Local facility 

Illustrative catchment 

populations (to be 

adapted to local 

conditions and policies) 

Minimum reasonable accessibility standards at 

different gross densities (assuming bendy 

routes) 

40ppha 60ppha 80ppha 100ppha 

Local Shop 1,500 500m 400m 400m 300m 

Leisure Centre 24,000 1,900m 1,500m 1,300m 1,200m 

Supermarket/ 

Superstore 24,000 1,900m 1,500m 1,300m 1,200m 

(Source: Barton et al, 1995, p.98) 

 

As reported in the Chapter 3, these standards illustrate that larger facilities will have 

larger catchments, so less people will be able to walk to them. The mean population 

density of the three case study areas was for Dalry: 128 (ppha), Pollokshields: 106.3 

(ppha), and for Darnley: 50.3(pph). The mean population density (whole survey) was 70 
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persons per hectare. As noted above, based on prior specification, data were firstly 

ranked into incremental thresholds for access distances to local supermarkets and 

grocery stores (Scotland only), and public leisure facilities (all survey). The „local shop‟ 

is referenced with grocery store.  

 

The descriptive summary measures provides a summary account of findings from the 

median and inter-quartile range statistics computed for various services for the survey 

and project CSAs. In presenting the data, data is presented for all survey CSAs on 

findings for spatial proximity to public leisure facilities and supermarkets whilst for 

convenience stores (grocery store), data is presented for the Scottish CSAs only. Table 

6.9 below shows case study area summary statistics for access to all local services in 

each case study area.  

 

To gain a fuller picture of spatial (origin) accessibility to the services of interest, the 

charts presented below show the median (M), 1
st
 and 3

rd
 quartiles (Q1/Q3) for the thesis 

case study areas. The line graphs (Figs. 1-3) show the median, upper and lower quartiles 

values of the minimum distances to each of the services by case study area (thesis CSAs 

only). The minimum and maximum values are also given. The charts illustrate the 

variability in access between the case studies by giving some indication of the centre, 

spread and shape of the distribution. The individual quartiles Q1 and Q3 (given with the 

median) are more informative in the case of a skewed distribution because they portray 

the unequal spread of the two sides of the distribution. Since Q1, M, and Q3 contain no 

information about the tails, a fuller summary of the shape of a distribution can be 

obtained by giving the highest and lowest values. These are also provided beneath each 

table.    

 

6.5.1. Supermarket Access 

 

Case Study Area 

 

Table 6.5 shows results from the analysis of distances to the local supermarket. This 

revealed that both inner city locations have good access to a local supermarket. Physical 

access to a local supermarket, as measured by distance to this facility, is within 1km for 

the majority of households in both Dalry and Calton with only a small proportion of 

respondents in Calton (10%) having access of between 1-2km to their nearest 

supermarket. In the intermediate CSAs of Pollokshields and Restalrig, there is slightly 
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more variability in access within Pollokshields. The nearest local supermarket for the 

majority of respondents (88%) is between half a kilometre and 1.5km. For some though, 

the nearest local supermarket is as much as 2km away. As may be expected, the outer 

area of Darnley shows quite good access to a local supermarket reflecting the locational 

trends for larger types of superstores within outlying suburban areas. However, out of 

all CSAs presented here, Corstorphine shows the greatest variability where physical 

access to the supermarket for a large proportion of respondents is between 500mtrs and 

1500 metres. For quite a significant proportion of residents (28%) the nearest local 

supermarket is between, 1.5km-2.5km.   

 

Table 6.5: Distance (Mtrs) to Local Supermarket by Scottish CSAs (%) 

Location 

Case Study 

Area 

Distance (Mtrs) to Local Supermarket (N=1903) 

<500 

500-

1000 

1000-

1500 

1500-

2000 

2000-

2500 

Total 

(n) 

        

Inner 
Dalry 49 51 . . . 339 

Calton 48 43 9 1 . 359 

Intermediate 
Pollokshields 1 46 42 11 . 287 

Restalrig 33 67 . . . 279 

Outer 
Darnley . 60 40 1 . 312 

Corstorphine 10 32 30 18 10 327 

Note: Per cents may not add up to100 due to rounding 

 

In terms of the above accessibility standards as defined by Barton et al (1995), we see 

that for Dalry, accessibility in terms of distance to a local supermarket for respondents 

included in the CityForm Household Survey using these access measures, is indeed met. 

With a mean population density of 128 (pph), all respondents live within 1000mtrs of a 

supermarket indicating a good level of accessibility. For Pollokshields, where the mean 

population density was 106.3 (pph), accessibility is still good although for some 

households, they must travel a little further than these standards recommend. In 

Darnley, with a mean population density of 50.3 (pph), again the accessibility to a local 

supermarket given the density of population, is very good and in fact, possibly exceeds 

the minimum standards as recommended (approximately 1500-1900mtrs).  

 

The variability of access to specific services/facilities within each case study area (as 

measured by the inter-quartile range)
46

 can be expected to vary according to population 

density (pph) which typically decreases with distance from the city centre (Ferguson & 

                                                           
46

Interquartile Range: IQR = Q3 – Q1; this is a distance between the 1
st
 and 3

rd
 quartiles and is a simple 

measure of spread that gives the range covered by the middle half of data. A simple numerical measure of 

spread such as the IQR, is useful primarily as a description of symmetrical distributions. 
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Woods, 2009). As shown in the median and IQR statistics in Table 6.11 below 

(presented at the end of this section), while this generally appears to be the case here, 

there are a number of exceptions here where the median distance to the nearest 

supermarket is lower for the outer case studies of Blackbird Leys and Birstall in 

comparison to the intermediate case studies of these cities (Oxford North and 

Clarendon). Here residential densities would be typically higher. Possible explanations 

for this is that often public housing estates located at the outer areas of city boundaries 

have access to local „district centres‟ which also serve other areas not necessarily 

located within the city authority. In addition, the proliferation of newer out-of-town 

supermarkets facilitated by retail planning policies during the late 1980s and 1990s, also 

provide good access if individuals located on the outer edges have access to a car. 

Conversely, the median distance to the local supermarket is higher for the inner case 

study area of Sheffield in comparison to the intermediate case study of this city. 

Population densities are much higher in this intermediate area (81.7pph) as is dwelling 

density in comparison to the inner area of this city. Access to a local supermarket is 

better in the intermediate area of this city.  

 

A final point worth mentioning is no variability in access was found in the city of 

Glasgow, between the Pollokshields intermediate CSA and Darnley, outer CSA. The 

recorded median distance was 1000mtrs despite substantial differences in population 

density in which Pollokshields‟ (106 pph) is more than twice that of Darnley (50 pph). 

One possible explanation for this is that Darnley CSA has a supermarket located 

centrally in the area, which may explain why no difference is recorded for the median 

distance between the intermediate area of Pollokshields and the outer CSA of Darnley. 

There are several possible explanations for these findings. One is the popularity and 

influence of supermarkets in all locations reflecting how their presence over the past 20 

years has increased. It is probably not too surprising that excellent spatial proximity to 

them would be what we might expect to find. Moreover, despite the often assumed 

preference for supermarkets to locate on the outskirts of town, normally in different 

types and sizes of retail parks, supermarkets are increasingly adept at securing locations 

in local district centres or more established shopping precincts. Additionally, the 

generally good accessibility found in inner locations most likely reflects the growth in 

„metro‟ sized stores: units tend to occupy a smaller floor space given their 

„metropolitan‟ locations, as well as the current trend towards securing in-town sites. As 

such, there are very little inequities to speak of between different locations using Barton 

et al‟s „normative‟ standards.    
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Figure 6.1 below shows the variability in access to a local supermarket within and 

between the CSAs. As might be expected, Dalry has very good access with very little 

difference within the CSA as revealed by the median, Q1 and Q3 values. The minimum 

and maximum values of Dalry further confirm that for all other Dalry respondents there 

 

Note:- Min/Max values (mtrs): Dalry:0/800; Pollokshields: 500/1800; Darnley:500/1900 

 

is excellent spatial proximity to a local supermarket. In Pollokshields, a rather different 

picture emerges. The median value is much higher than Dalry and the values of Q1 and 

Q3 reveal that for many here access is generally good. However, there is some degree of 

inequity in spatial proximity within the CSA as proximity is as little as 500mtrs and for 

others, 1800mtrs. Spatial proximity within Darnley tends to be slightly better for 

residents here than in Pollokshields although like Pollokshields, there is a large 

difference in access for some residents - as revealed by the minimum and maximum 

values. Therefore, greater inequities are found between Dalry and the other two CSAs in 

access to a local supermarket but this is also true for access within the areas of 

Pollokshields and Darnley.  

 

Car Ownership and Income Groups 

 

In relation to particular groups and accessibility of supermarket, findings showed that in 

Dalry, all respondents have access to a supermarket within 1 km. In the Pollokshields 

CSA, unlike Dalry, distance to the local supermarket is within 2 km with many more car 

owners (44%) than non-car owners (9%) having access between 1-2 km. In Darnley, 

60% of car owners and 61% of non-car owners, have access between half and one 

kilometre. The remaining 40% for each group have access between 1-1.5 km. In Dalry, 

no large differences were found between the different income groups. In Pollokshields, 

44% of the lowest income and 60% middle-higher income groups have access between 
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 Figure 6.1: Minimum Distance (Mtrs) to Local Supermarket by Thesis CSAs 
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1- 2 km and unlike Dalry, no income groups have access that is less than half a 

kilometre. In Darnley, 64% of low income households (<£10,000) have access lower 

than half a kilometre and 36% have access between 1-1.5 km. These figures were 

compared favourably with those on slightly higher incomes (£10-20,000). Compared to 

the lowest income group, fewer people (around half) within the middle or higher income 

group have access between half and one kilometre.  

 

6.5.2.. Grocery Store 

 

Table 6.6 below shows the population density of the Scottish case study areas. As there 

is no accessibility standard given for access to a grocer shop using Barton et al‟s model 

(1995), and, given there are access measures available for this service for the all 

Scottish CSAs as calculated by the CityForm Consortium‟s transport group, only the 

threshold distances for these CSAs are presented below in Table 6.7. 

 

   Table 6.6: Mean Population Density (pph) of Case Study Areas (All Survey)  

Inner  

CSAs 

Density  

of  

People  

(pph) 

Intermediate  

CSAs 

Density  

of  

People  

(pph) 

Outer  

CSAs 

Density 

of 

People 

(pph) 

Dalry 128.0 Pollokshields 106.3 Darnley 50.3 

Calton 59.4 Restalrig 81.2 Corstorphine 45.8 

Mean 70.5  70.5  70.5 

Note: Population density (pph) are Census (2001) derived estimates 

 

Table 6.7 below displays the minimum distances shown here in 500 metre increments, 

to the local shop for the CSAs. Looking at inner areas first, we see that both Dalry (128 

pph) and Calton (59.4 pph) have reasonably good accessibility, with almost all 

respondents living within 400mtrs of a local food shop. Looking at intermediate areas, 

wide variability exists within the Pollokshields (106.3 pph) area which has a high mean 

population density. Accessibility appears to be quite good with over 60% of respondents 

having food shop access within 400mtrs which falls slightly short of the recommended 

300mtrs; in Restalrig (81.2 pph), over 80% of respondents have good accessibility as 

recommended by the accessibility standard of 400mtrs. Looking at outer areas, the table 

shows that for Darnley (50.3 pph), access to a local convenience store is very poor for 

almost all respondents; only 20% of respondents here have access to a grocery store that 

is within 600mtrs; the minimum reasonable accessibility standard for this population 

density is between 400-500mtrs. There is also considerable variability in access; this is 

also true for the CSA of Corstorphine with a mean population density similar to Darnley 
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in Glasgow (45.8 pph), although almost three times as many (60%) respondents here 

live within 600mtrs of a local food shop. The better accessibility in Dalry and 

Pollokshields can be explained by the tenemental housing form which tends to dominate 

both these areas as there is a good degree of mixed use with shops provided on the 

ground floor. There is no „convenience‟ store in Darnley and this probably explains the 

poor accessibility here. A conclusion we may draw here is that in the case of Darnley, 

which has undergone significant regeneration, this area is poorly served. In other words, 

distance to a local food shop for Darnley households, fails to meet the normative 

standard of accessibility.  

 

 Table 6.7: Minimum Distance (Kms) to Local Grocery Store by Scottish CSAs (%) 

Minimum Distance (Kms) to Local Grocer Shop  (N=1882) 
 

Case Study 

Area 

<0.5k

m 

0.5-

1km 1-1.5km 1.5-2km 2-2.5km 

Total 

(n) 

Inner Areas 
      

Dalry 100 . . . . 339 

Calton 100 . . . . 359 

Intermediate 

Areas       

Pollokshields 74 18 9 . . 266 

Restalrig 100 . . . . 279 

Outer Areas       

Darnley 17 5 44 32 2 312 

Corstorphine 53 34 13 . . 327 

 

Particular attention can be made with respect to grocery stores where the data for these 

exhibit considerable variation in the median distance between the cities and within the 

cities. For instance, as Table 6.9 below shows, the median distance to the nearest local 

convenience store (grocery stores) for the outer CSA of Darnley is more than six times 

that recorded for the inner and intermediate case study areas of the city, and almost 

three times the median distance recorded for the outer CSA of Corstorphine in the city 

of Edinburgh.  

 

As the chart in Figure 6.2 reveals, very little variability exists in the distribution of 

values within the inner Dalry CSA. Interestingly, there is a similar distribution of values 

displayed for the Pollokshields intermediate CSAs revealed by Q1 and the median 

although for Q3, the spatial proximity to a grocery store is higher than the comparable 

quartile in Dalry CSA. There is also a considerable variability in the overall distribution 
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within the Pollokshields CSA: spatial proximity to a local grocery store is as little as 10 

meters and for others, this over 1200 meters. Like the Dalry inner area, spatial 

proximity as revealed by the median and quartile values within the outer CSA of 

Darnley reveal little variability; however, as revealed by the minimum and maximum 

values, considerable differences in spatial proximity exist between some of the Darnley 

residents: the nearest grocery store is over 2km for some residents in this outer CSA. As 

the chart shows, there is less of a difference between the inner and intermediate CSAs in 

spatial proximity to a local grocery store, than there is between both these areas and the 

outer area of Darnley.   

 

  Figure 6.2: Minimum Distance (Mtrs) to Local Grocer Shop by Thesis CSAs 

 

Note: Min/Max values (mtrs): Dalry:0/470; Pollokshields: 10/1240; Darnley:30/2020  

 

Car Ownership and Income Groups 

 

All respondents in Dalry have access to a grocer shop within 600 metres and there was 

very little difference between non-car owners and car owners. Around 60% of all non-

car owners and 42% of car owners in Pollokshields have access to a grocery store that is 

less than 200 metres with a further 21% of both groups having access that is between 

200-400 metres. This indicates that Pollokshields have better access to a local store than 

Dalry respondents. In Darnley however, quite a different picture emerges. Non-car 

owners (which constituted 30% of the Darnley CSA sample), a large variation exists 

within this group in that a quarter of have access less than 200 metres whilst another 

fifth have access between 600-800 metres and another further fifth with access between 

800-1000 metres. Over a quarter (27%) has access exceeding 1 kilometre. Looking at 

car owners, accessibility is worst for this group than non-car owners. Only 7% of car 

owners have access less than 200 metres. For 50% of car owners in Darnley, the nearest 

grocery shop is between 600 metres and 1 kilometre, with the remaining 35% having 
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access that is 1 kilometre or more. Taken these results as a whole reveals that the best 

access is found in Pollokshields, followed by the inner area of Dalry with Darnley 

residents having the poorest access of all three CSAs. In Dalry there is very little 

difference between income groups. In Pollokshields, 75% of the lowest income group 

(<£10,000) and 74% of the next highest income group (£10-20,000) have access to a 

grocery store that is within 400 metres or less. The widest variation in access is within 

the two higher income groups (£10-20,000 & >£20,000) where scores are distributed 

across the full range of measures i.e. where access is between 600 metres or more than 

1200 metres. In Darnley, where low income households account for almost half the 

entire sample (49%), the majority of all income groups have access that is between 600 

and 1200 metres. Taken as a whole, Darnley appears to have the worst access for all 

income groups, with Dalry income groups having better access overall than both 

Pollokshields and Darnley.  

 

6.5.3. Public Leisure Facilities Access 

 

Given the national interest within policy in Scotland in accessibility of leisure centres, 

(Scottish Executive, 2007), it was useful to include the English survey sample for this 

service in the results presented here. This decision was also based on the fact that unlike 

supermarkets and grocery stores, which are essentially utility services, public leisure 

facilities, as well as private gyms and sports clubs, are leisure-type services. Access is 

perhaps not as important, as being able to access a proper food store or supermarket. 

Using the service is largely determined by preference whereas we could argue that we 

need to eat as this is essential for human survival however crude this rationale appears! 

Also, on inspection of the distance data, this revealed that this service appeared to be 

located quite randomly in that it was difficult to distinguish a pattern between and 

within the different urban locations.  

 

In Table 6.8 below, spatial proximity to public leisure centres are shown in half a 

kilometre increments. Looking at inner areas first, we see that in Dalry (128 pph) almost 

all respondents have access to a public facility within 1.5km; the recommended 

accessibility standard for this density of population is approximately 1200mtrs 

indicating that Dalry has reasonably very good access. Calton (59.4 pph) and Sheffield 

(52.6 pph) also have relatively good access with almost all respondents here having 

access within the recommended 1500mtrs (or 1.5km); looking at Oxford Centre CSA 

(68.8 pph), respondents here have poor accessibility to a public leisure facility as more 
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than 80% of respondents have access that is between 3-4km; this falls considerably 

below the minimum accessibility standard (1300-1500mtrs) for this density of 

population. Newalk appears to have the best accessibility with a low density of 

population (36.2 pph), access to a public leisure centre for all respondents in this CSA is 

within 1.5km which more than meets the minimum standard (1900mtrs). 

 

Almost all the intermediate areas appear to have quite good levels of accessibility to a 

public leisure centre with the exception of two CSAs. For Pollokshields (106.3 pph) - a 

high density intermediate area, access to a public leisure centre for all respondents is 

between 1.5-3.5km which fails to meet the minimum standard of 1200mtrs. Oxford 

North also has poor levels of accessibility given the density of population in this CSA 

(79.8 pph); here the minimum standard is within 1300mtrs. In Clarendon (96 pph), a 

minimum reasonable accessibility standard is given as approximately 1200mtrs; 

however only about a quarter of respondent access meets this minimum with most 

having access between 1.5-2.5km.  

 

Compared to the inner and intermediate CSAs, outer areas appear to display much more 

variation in accessibility to a public leisure facility. In Darnley (50.3 pph), accessibility 

is poor as no respondents have access within the recommended minimum standard for 

this density of population which should be approximately 1700mtrs. In Corstorphine 

(45.8 pph), with slightly less density of population than Darnley, accessibility is quite 

good with a majority of respondents having access within the recommended minimum 

of 1900mtrs; In Blackbird Leys (73.3 pph), accessibility is also very good as most have 

access between 1300-1500mtrs; In both Birstall (45.4 pph) and Sheffield (45.6 pph) 

outer areas, there is extremely poor accessibility to a public leisure centre as no 

respondents have access within the minimum accessibility standard of 1900mtrs; 

Sheffield appears to have the worst accessibility (relative to density of population) out 

of all CSAs with the nearest public leisure centre located more than 5km away. No 

decile scores are presented for the survey CSAs. On inspection of the data results 

however, this revealed similar information as presented in the threshold measures 

above. 
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       Table 6.8:  Minimum Distance (Kms) to Public Leisure Centre by CSA (%)  

 

 
Minimum Distance (Kms) to Public Leisure Centre (%) (N=4385) 

 

Case Study 

Area 

<0.5k

m 

0.5-

1km 1 - 1.5km 1.5 - 2km 2 - 2.5km 2.5 - 3km 3 - 3.5km 3.5 - 4km 4 - 4.5km 4.5 - 5km >5km 

Total 

(n)  

Inner Areas 
            

Dalry 48 21 26 4 . . . . . . . 339 

Calton . 36 57 7 . . . . . . . 359 

Oxford 

Centre . . . . 2 11 53 33    242 

Sheffield 

Centre 23 38 38 1 . . . . . . . 287 

Newalk 4 67 29 . . . . . . . . 302 

Intermediate 

Areas             

Pollokshields . . . 13 71 14 2 . . . . 285 

Restalrig 5 33 36 26 . . . . . . . 278 

Oxford Nth . . 18 42 40 . . . . . . 277 

Sheffield Mid 6 65 28 . . . . . . 1 . 332 

Clarendon . 3 23 49 26 . . . . . . 251 

Outer Areas             

Darnley . . . . . 17 53 24 6 . . 312 

Corstorphine . 6 15 48 31 . . . . . . 328 

Blackbird 

Leys . 50 22 24 . 1 2 . . . . 325 

Sheffield 

Outer . . . . . . . . . 4 96 251 

Birstall . . . . 4 24 22 31 . . . 217 



 177 

 Looking at median and IQR statistics for public leisure facilities, the prevalence of this 

service in serving small populations is not as common where the physical distance to 

this type of facility appear to be quite random in comparison to utility-type services. 

However, in the case of some outer lying public sector housing estates, good proximity 

in geographical access to public leisure facilities is not uncommon. In looking at the 

data in Table 6.9 below, these points are confirmed here where similarly wide variation 

(as shown in access to local convenience stores above), in the median distance to local 

public leisure facilities is exhibited in the city of Sheffield where the median distance to 

this facility in the outer CSA is quite extreme (5.5 kilometres) compared with the inner 

and outer case study areas of this city, and compared to all case study areas of the other 

cities. This median distance to a public leisure facility stands in sharp contrast to the 

comparable outer case study of Oxford (Blackbird Leys). In this city, the median 

distance to the nearest public leisure facility for the inner case study area is higher than 

both the intermediate area and the outer case study areas. Note that in Blackbird Leys, 

the median distance (1km) to a public leisure facility is considerably lower than almost 

all of the other case study areas in all cities.   

 

As with access to the local food shop above, accessibility to public leisure facilities 

varies as distance from the city centre increases. The “inner” CSA of Dalry reveals a 

median of 600mtrs but displays more variability, as revealed by the Q1and Q3, in 

spatial proximity than the other two CSAs. Furthermore, the minimum and maximum 

scores reveal that for some, access to public leisure facility is perhaps on the same 

street whereas for others, this is much further. This is to be expected as Dalry Swim 

Centre is located within a 3-4 storey residential street and has a prevalence of 

residential mixed use facilities in this residential area. Both Pollokshields and Darnley 

have less variability within their areas although distance to a leisure facility is much 

further. An explanation for this is that none of these areas have a local leisure facility, 

unlike Dalry. Access is conferred by travel out with the area to neighbouring district 

centres. However, while there is less variability (as revealed by the Q1 and Q3), on 

looking at the minimum and maximum scores, we see that for some residents, spatial 

proximity is almost twice that of other residents in the area. In both, spatial proximity is 

as much as 4km. Therefore, there is more inequity within these CSAs than compared to 

Dalry, in access to public leisure facilities.  
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Figure 6.3: Minimum Distance (Mtrs) to Public Leisure Facility by Thesis CSAs 

 
Note: Min/Max values (mtrs): Dalry:0-1600; Pollokshields: 1840-3390;  

Darnley: 2540-41 

 

 

Car Ownership and Income Groups 

 

 

Findings for Dalry revealed that there was little difference between non-car owners and 

car owners in terms of distance to a public leisure facility. This was similar in 

Pollokshields where for the majority of respondents (79% for non-car owners and 87% 

of car owners) access is between 2-3 km. This is much further than similar groups in 

Dalry. In Darnley, access is poorer here compared to both Dalry and Pollokshields as 

the minimum distance for all respondents is between 2.5 -3 km. However, non-car 

owners here tend to fare better than car owners where almost 30% of the former group 

has access between 2.5-3 km. For car owners this figure is only 12%. In Dalry there 

were no large apparent differences between the three income groups. Again, access is 

better for all income groups in Dalry (less than 0.5km) compared to Pollokshields and 

Darnley. In Pollokshields however, access is much poorer with the majority of all three 

income groups have access between 2-3 km. In Darnley, like Pollokshields, access for 

the majority of all the income groups is between 3-4 km which is worse than both 

Pollokshields‟ and Dalry income groups. As a whole, whilst there are slight variations 

between the different income groups within each CSA, access appears to be the poorest 

for Darnley income groups, followed by Pollokshields whilst all income groups in Dalry 

appear to have the best access as measured by total household income.  
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  Table 6.9: Median and Inter-quartile Range Statistics for Access To Services in the CityForm Household Survey CSAs 

 Edinburgh Glasgow Oxford 

 
Dalry Restalrig Corstorphine Centre Pollokshields Darnley Centre North Blackbird Leys 

 
Median IQR Median IQR Median IQR Median IQR Median IQR Median IQR Median IQR Median IQR Median IQR 

Minimum distance  
To Convenience Store (m) 200 170 200 170 500 540 200 160 200 400 1300 500 . . . . . . 

Minimum distance  

To Local Supermarket (m) 500 400 700 400 1100 800 600 400 1000 300 1000 300 711 806 1380 449 1041 1040 

Minimum distance  

To Public Leisure (m) 600 900 1100 600 1900 460 1100 420 2200 320 3300 430 3320 540 1800 570 1000 790 

 Sheffield Leicester       

 Inner Middle Outer Newwalk Clarendon Birstall       

 Median IQR Median IQR Median IQR Median IQR Median IQR Median IQR       

Minimum distance  

To Local Supermarket (m) 1261 393 504 296 3857 574 698 706 1546 426 704 400       

Minimum distance  
To Public Leisure (m) 700 770 800 420 5500 240 1000 190 1700 560 3400 770       
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 6.5.4. Time Measures Results 

 

The temporal access measures reported in Table 6.10 below show the mean, standard 

deviation and median minimum drive times to a local supermarket for all survey CSAs 

and urban location. The same measures are given for the minimum public transport 

time to a local supermarket for the Scottish CSAs/urban location only. While 

thresholds (or ranks) of the data were computed, it was felt that the descriptive 

statistics below offered a better summary of the travel time data. Analyses of the data 

reveal that all case study areas have a minimum drive time to a local supermarket 

within 10 minutes. The maximum value was just over 9.5 minutes. This indicates that 

with car access, there is excellent proximity to a local supermarket across all locations. 

As with similar findings noted above, inner areas had the best mean drive time at 2.13 

minutes and for intermediate areas, this was slightly more at 2.34 minutes; and for 

outer areas as maybe expected, this was almost 4 minutes – approximately twice the 

mean time as inner areas.  

 

Looking at the results for minimum public transport time to a local supermarket, there 

is a significant difference in the minimum time compared to drive time. Mean values 

are almost 8-10 times higher for some areas if using public transport, than if taking 

other forms e.g. car. This means that for those without car access for example, the time 

taken to access the nearest supermarket if taking public transport is much longer. In 

Dalry there is a degree of variation in time taken as revealed by the values of the 

standard deviation and median in comparison to the mean time. The standard deviation 

is quite large relative to the mean and the median is almost half the mean time. This 

indicates there is considerable deviation in the distribution of scores from the mean: 

more people would appear to have reasonably good public transport time to a local 

supermarket and fewer people have a much longer time. Similar findings on this issue 

are discussed in Chapter 7. Calton reveals a mean value of 10 mins and a median of 8 

mins indicating little difference in public transport time to a local supermarket within 

the CSA as a whole.  

 

Pollokshields reveals a mean value of 37 mins and a median of 43 minutes; the 

standard deviation of 3 mins is relatively low in comparison to the mean indicating 

that the mean time is a good indication of transport time for the CSA as a whole with 

little variation within the CSA. A similar picture emerges for both Darnley  and 

Corstorphine where the mean and median are broadly comparable and a small standard 



 181 

deviation relative to the mean value; again, the average time is a good indication of the 

average time by public transport within the CSA as a whole.   

 

 
Table 6.10: Mean, Standard Deviation & Median of Minimum Drive and Public Transport 

Time to Supermarket (mins) by CSAs (All Survey) & Urban Location  

CSA 

Minimum Drive Time 

Supermarket (min) 

Minimum Public 

Transport Time to 

Supermarket (min) 

Mean 

Std.

D Median Mean Std.D Median 

       

Dalry 1.86 1.59 1.11 13.74 11.76 6.68 

Calton 1.70 1.23 1.27 10.05 7.48 7.62 

Oxford C 1.52 0.26 0.46 . . . 

Sheffield C 2.93 1.32 2.57 . . . 

Clarendon 3.95 0.45 3.96 . . . 

Inner Locs 2.13 1.61 1.76 11.84 9.95 6.68 

       

Pollokshields 3.70 1.03 3.74 36.97 11.92 42.60 

Restalrig 1.81 0.93 2.14 23.12 15.22 29.00 

Oxford 

North 
1.52 0.86 0.88 . . . 

Sheffield 1.09 1.32 1.02 . . . 

Newalk 3.46 1.44 3.70 . . . 

Mid Locs  2.34 1.41 2.28 30.08 15.31 36.60 

       

Darnley 3.43 0.48 3.29 37.14 2.62 36.40 

Corstorphine 4.30 0.90 3.56 41.99 3.68 39.40 

Blackbird 

Leys 
1.39 0.90 0.85 . . . 

Sheffield 

Outer 
7.91 0.39 7.80 . . . 

Birstall 0.97  0.96 . . . 

Outer Locs 3.59 2.45 3.29 39.63 4.02 36.40 

       

 

These findings would seem to support the spatial-temporal theories of movement as 

well as the role of transport in influencing accessibility of locations: quicker access is 

conferred to those who have access to a car than those who must rely on public 

transport modes. Lengthy bus journeys in accessing essential services impose a time 

constraint on these individuals more than car-owners as they must factor in a longer 

time to access the supermarket. This would seem to illustrate how transport‟s role in 

accessibility can constrain access.  
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6.6. Conclusion 

 

Indicators of local neighbourhood quality find some important differences between areas 

in how individuals perceive certain features of their neighbourhood. Compared to outer 

locations of the city, inner locations of cities tend to have poorer environmental quality 

and liveability, whilst transport convenience may be better and, more services on average 

are used. Liveability aspects were rated better in outer locations and transport was rated 

lower than in inner areas. As may be expected, usage (at least once a month or more) of 

more services was found in inner areas mainly due perhaps to the existence of more 

services there as one would expect. However, these results do not mean poor 

neighbourhood quality causes a lower number of services to be used, as some services 

may not be appropriate or available. All we can say at this stage is that, some areas have 

lower quality neighbourhood features than others and that lower quality neighbourhood 

environments may play a part, as intervening variables in subsequent analyses and 

explanations of differences or inequities in service access and usage.  

 

The findings from the various access measures revealed that urban location does in fact 

support hypotheses that urban locations have differential spatial proximity to local 

services with those in inner locations generally having closer proximity than those in 

intermediate or outer urban locations. To support the data, distances were benchmarked 

with minimum accessibility standards and according to these criteria very few areas fail to 

meet the minimum reasonable standards. There seems to be general evidence, using 

thresholds as standards, that there is equality between areas but more inequality within 

areas. However, as reported in the literature, it is physically impossible to have services 

distributed in such a way that these will be „equidistant‟ from all households. Further, it is 

not yet clear how accessibility influences usage of local services and conclusions about 

usage and access will need to consider the influence of attitudes and preferences which 

may undermine the applicability or assumptions of „normative‟ accessibility standards: 

are these too prescriptive and do they assume these are the types of local services 

everyone needs access to and want to use?        

 

From descriptions of Dalry‟s urban context, this revealed how this is an area well-served 

with services and has high(er) rates of mixed-use facilities. As may be expected then, 

access overall for all services considered, tends to be very good here. The accessibility 

findings would seem to support the compact claim that in compact cities there is better 

access to services than other settlement types – if measured by spatial proximity to them. 

The findings for Pollokshields are consistent with the description of Pollokshields as an 
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area of „contrasts‟ with high levels of deprivation coexisting alongside high levels of 

affluence. Spatial proximity in access is good for some of the poorer parts of the CSA 

(East) which is characteristic of a compact form (tenements and mixed-use) and poorer 

for the more affluent parts (e.g. west) where there is less availability of provision. 

Generally, there are inequalities in access that are more apparent within the Pollokshields 

area and access overall is more inequitable here when compared to the areas of Dalry. In 

Darnley, spatial proximity to local services was good for some services (e.g. local 

supermarket) for almost all the CSA, but poor in comparison to the other urban locations 

for the remaining other services. This CSA typifies an outer location and as a low density 

area, spatial proximity to some services within the CSA are much better (e.g. grocery 

store) for some but not all residents.  

 

Other statistical measures to determine access show, as might have been expected, that 

there are wide variations in the median values for all services and, as the minimum and 

maximum values showed, differences are apparent within CSAs. Accordingly, as reported 

in the literature, this would seem to suggest that we might expect differences in the 

patterns of service use within CSAs. Again, this is explored later in Chapter 7. Given that 

equity can also be about the relative experiences of differences between different socio-

economic groups, distances recorded for different car ownership and income levels were 

also compared for each CSA. This showed that few differences exist between car 

owners/non-owners and between different income groups. However in relation to the 

temporal measures for drive and public transport time, the findings show that access to a 

local supermarket is within 10 mins for all CSAs. In contrast, when public transport is 

used, this is almost 10 times longer. This would seem to suggest that for those who rely 

upon public transport to access the local supermarket, a time constraint is evident as 

people must allocate a lot more of their time to access this basic essential service. Access 

appears to favour car ownership whereas local public transport seems highly inefficient 

(inequitable) by comparison.    
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Chapter Seven: Systematic Determinants of Service Usage 

 

This chapter builds on the findings of Chapter 6 by addressing the quantitative 

relationships between the main themes of usage of services, urban form and access. It 

provides an assessment of the main findings from the secondary analysis of the CFS 

dataset and is organised into three main sections: frequency tables highlighting 

frequency of use of local services, correlations between usage frequency and 

accessibility to local services; and logistic regression models to identify whether 

elements of urban or other factors are significant predictors of being an infrequent user 

of local services, while controlling for other socio-demographic influences. Tables and 

illustrations are used to present the findings. 

  

7.1. Frequency of Use of Local Services 

 

This section presents the usage frequencies for the local convenience store, local 

supermarket and public leisure centre. As noted in the literature, in their analysis of the 

Poverty and Social Exclusion (PSE) Millennium survey, Fisher and Bramley (2006) 

considered the use and adequacy of local services and how that related to deprivation 

and exclusion. In contrast to the PSE survey, the CFS asked respondents how often they 

use a particular service/facility.  

 

As mentioned in the methods chapter (see Chapter 4), the CFS asks respondents on the 

frequency of use of a range of services in their neighbourhood and showed how these 

services were classed into utility (essential services) or leisure (optional) services. While 

information was asked on all of these services in the survey, this chapter presents 

findings on usage for local shop/convenience store, the supermarket and public sports 

facilities
47

. 

                    

In the survey, respondents were asked: „Approximately how often do you (or your 

children in the case of facilities for young children) use the following services/facilities 

in your neighbourhood?‟ Permissible responses were: (1) Most Days, (2) At least once a 

week, (3) At least once a month, (4) Occasionally, (5) Don‟t use, and (6) Not applicable. 

The variables selected for the analysis are shown in Table 7.1 below. To construct the 

bivariate tables for tests of significance and association, and, in order to provide ease of 

analysis in using the tables, the six response categories for the service frequency of use 

variable (see above) have been collapsed to form a total of three categories using a 
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 See Appendix 5 for the list of services asked about in the CityForm survey. 
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combination of the six categories (given below). The rationale for this was mainly, as 

mentioned above, in assisting with the analysis but also after subsequent reanalysis of 

distribution patterns for the frequency of use data. 

 

 Most days AND at least once a week = recoded to „at least once a week or more‟. 

 At least once a month AND occasionally = recoded to „at least once a month or 

less‟. 

 Don‟t use AND not applicable = recoded to „don‟t use or n/a‟. 

 

 

              Table 7.1: Service Type and Grouping Variables: ‘How Often  

              Do Respondents Use Local Services?’ 

Service Type Groups 

Frequency of 

Use of: 

 

 Shop 

 Supermarket 

 Public leisure 

facilities 

 Location (all 

survey) 

 Case Study Areas:  

- Dalry,  

- Pollokshields and  

- Darnley 

 

 

 

Description of statistical methods 

 

 

In this section, bivariate tables are used (although not all are presented) which reveal the 

usage frequency distributions, and how these differ between groupings. The frequency 

statistic used to report the frequency of use is the mode. This is the most frequently 

occurring response category in the distribution of data and is an appropriate descriptive 

statistic to report when the measurement level is an ordinal variable. The terms mode 

and modal response are used interchangeably to report the results. Where there is a bi-

modal response category i.e. when two categories share the same value and when then is 

a plurality in the distribution and the mode does not contain the majority of responses, 

but is the most frequently occurring value, this is indicated. As a reminder, the 

frequency distributions for general usage patterns presented in the simple frequency of 

use data draw upon all permissible responses included in the CFS. Urban location and 

case study areas are presented in the bivariate tables of frequency of use only. The 

collapsed response categories are used in the measures of association findings and are 

reported in that section. Cumulative percentages are also presented e.g. a frequent user 

may be described as those using „at least once a month or more‟ which includes all the 

usage frequency thresholds higher than this e.g. „most days‟, „at least once a week‟. This 

is also true for the reverse i.e. less frequent users.  
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After a summary of the cross-tabulations of frequency of use, measures of statistical 

significance using Chi-square are then presented here. Chi-square (denoted by 2 ) tests 

whether two variables are independent and - as with other measures of statistical 

significance - the administration of a chi-square test begins with the rejection of the null 

hypothesis, that is, of no relationship between the two variables being examined 

(Bryman & Cramer, 2009). To gauge the substantive significance (effect size) of the 

Chi-square, Cramer‟s V is used as a measure of the association. This is a nominal 

symmetrical measure which takes into account sample size and degrees of freedom 

whilst restricting the test statistic from 0 to 1 (Field, 2005). As Chi-square measures 

may indicate that there is a relationship between two variables, it does not indicate the 

strength or direction of the relationship. Using the contingency tables, both column and 

row percentages are given as these will reflect patterns in the data far better than the 

frequencies themselves (because these frequencies will be dependent on the same size in 

different categories) (Field, 2005). The statistic for strength of association (Cramer‟s V) 

is displayed within the tables along with the Chi-square test statistic and degrees of 

freedom. The statistics used in this chapter cannot prove causation, only provide 

supporting evidence for a theoretical model.  

 

7.1.1. Urban Location 

 

This section presents findings on the frequency distributions for frequency of use of the 

various services by urban location, distinguishing inner, intermediate and outer 

locations. Discussion and presentation of results is organised by service type under each 

grouping variable e.g. urban form location etc.    

 

Corner Shop/Convenience Store 

 

For usage of the local convenience store we would expect inner urban locations to use 

this more frequently due to spatial proximity and perhaps because this location often has 

a higher number of stores to choose from. As was found in chapter 6, lower levels of car 

ownership exists in inner areas and so frequency may be higher due to lifestyles which 

might walk or use public transport to access and use of local facilities. For intermediate 

areas, we may expect frequency to be less due to lower densities and/or provision. 

Although it is quite common for „corner shops‟ to be available in inner suburban 

neighbourhoods, outer locations of the city are often dominated by large housing estates 

and high car-dependency. This allows access to facilities further afield (e.g. 

supermarkets) which we may presume is very common. Less frequency of use of local 
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shops might be because they are not within walking distance, are absent or access is not 

a pleasant visit. 

 

In general these expectations of usage seem to be the case here. In all urban locations, 

the most frequent response was „at least once a week‟ although results show that there 

was a multi-modal response as this did not achieve a majority of scores in any of the 

locations (i.e. over 50%). In outer areas, there were fewer people using the store „at least 

once a week‟ compared to inner and middle locations. For those in outer locations, the 

cumulative percentages reveal that less than half of individuals (48%) in outer locations 

use their local shop at least once a week or more (48%) whereas in inner and middle 

locations, more individuals (70% and 64% respectively) are frequent users. In all 

locations, there is a high propensity to use the local shop at least once a month or more 

This is generally quite high with 74% of inner locations, 78% of intermediate areas, and 

57% of outer areas using their local shop once a month or more. As suggested earlier, a 

slightly higher number of individuals living in intermediate urban forms than inner 

locations use their local convenience store once a month or more. This may reflect that 

there is a higher prevalence of corner shops in these suburbs compared to inner 

locations, although this figure is only slightly higher (4%).  

 

Supermarket  

 

As an essential utility service, supermarkets are the main service for purchasing 

household groceries. We would expect a high numbers to use this service and to be 

frequent users and this is the case here. The mode in all three urban form locations is at 

least once a week. For all locations, half of respondents are weekly users or more. 

Cumulative percentages reveal 78% in inner urban locations, 71% in intermediate areas, 

and 70% in outer locations are at least weekly users of their local supermarket. There is 

a high degree of homogeneity in the frequency of use of the local supermarket across 

the three urban locations implying very little difference in numbers using this service 

and frequency of usage. As might be expected, more people in inner areas use a local 

supermarket compared to the other locations. Only very small percentages were found 

in the other categories - notably the „don‟t use‟ category, which contained very few 

scores across all three locations. 

 

Public Sports Facilities 

 

As an „optional‟ service, i.e. non-essential local service, research evidence from the PSE 

survey (see Fisher & Bramley, 2006 in chapter 3) found that usage rates for public 

sports facilities in 1999 had declined by approximately 10% compared to 1990 figures. 
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There was also a decline in those who regarded public sports facilities as „essential‟ 

local services. Results here would seem to support this other evidence. 

  

The mode for frequency of use of public sports facilities was „don‟t use‟ for all three 

locations. For inner locations, 48% of individuals here do not use local public sports 

facilities; for intermediate areas this was 43%, and for outer areas, 42%. Unlike findings 

on usage frequency for supermarkets and local convenience shops – which are 

considered „essential‟ local neighbourhood facilities (Fisher & Bramley, 2006), public 

sports facilities are not used frequently. Explanations for this weak relationship with 

urban location is that the propensity to use an „optional‟ local facility, may be 

determined by individual preferences or desires: not everyone chooses a public leisure 

facility as a leisure pursuit; time to undertake the activity could be an issue and quality 

and preference for type of activity are all exogenous factors, as are income, car 

ownership and age/type of household which can influence the results.  

 

As reported in Chapter 6, the spatial proximity to public leisure facilities was quite 

random in terms of the distribution within intermediate and outer areas: comparable 

urban locations had quite distinct differences in spatial proximity. These results here 

would seem to support literature by the Scottish Government (Scottish Executive, 

2007). This finds that participation in sporting activities and use of local facilities 

declines by age but that participation can also be about the availability, quality and 

accessibility of services to encourage participation. In linking accessibility to these 

usage findings, other research literature found that variations in bus service availability 

access, was not associated with systematic differences in level of use of these sports and 

cultural destinations. Furthermore, despite differences in bus service availability, no 

relationship was associated with this and usage of the service (Stradling et al, 2005). In 

other words, whether an individual has a preference to use the service is also an 

explanatory factor here. Given this previous evidence, it is perhaps to be expected that 

we would find low usage rates in the CityForm Survey for this service.  

 

A notable finding of the distribution of values is the concentration of responses within 

the less frequent categories. Taking the cumulative percentages, for those in inner 

locations, 73% use sports facilities (at least) once a month or less, whilst for 

intermediate locations this is 62% and for outer areas, the proportion is 64%. Use of 

public sports facilities contrast sharply with the frequency of use of the utility (essential) 

services noted above which were frequently used: the pattern is reversed here in that 

few people are frequent users of public sports facilities. 
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7.1.2. Case Study Areas 

 

Corner Shop/Convenience Store 

 

We may expect more frequent usage of a local shop in Dalry and Pollokshields due to 

better spatial proximity and availability due to their higher population and building 

density form. We may expect lower frequency of use in Darnley as this area is less well 

served in terms of the prevalence of local facilities. The result would seem to confirm 

this. The modal response category for each of the three case study areas is different.  

 

In Dalry, 38% of respondents use their local shop at least once a week; in Pollokshields, 

42% of respondents use their local shop most days. As was discussed in chapter 5, 

Pollokshields has an abundance and diversity of local retail outlets including ethnic food 

shops. In interpreting this finding, more people in Pollokshields use their local shop 

than people in Dalry - and they use it more frequently. In contrast to Dalry and 

Pollokshields, the modal category for Darnley was not applicable: 43% of respondents 

in Darnley indicated this and a further 22% indicated that they don‟t use their local 

shop. This confirms the prior expectations noted above. There is bi-modal distribution 

in all three case study areas indicating that none of these modal categories contained the 

majority of responses (i.e. 50% or more). As each of the modal categories is different 

across the case study areas combined with a plurality in the responses, this suggests that 

there is a good deal of variability in the frequency of use of local shop between and 

within the three case study areas. Again, exogenous factors may explain this finding 

such as age/type of household and economic status e.g. working people may use their 

local shop less often than other types of status. 

 

Supermarket 

 

As with urban location, we could expect more frequent use of a supermarket as this is 

an essential local service. In contrast to the pattern of responses in frequency of use of 

the local shop above, a majority in both Dalry and Pollokshields use their local 

supermarket at least once a week. Over half (56%) of respondents in Dalry use their 

local supermarket at least once a week, and in Pollokshields, 50% use their local 

supermarket at least once a week. In both case study areas, there is a modest minority of 

respondents who are more frequent users of their local supermarket, accounting for a 

quarter (25%) of respondents in Dalry and a fifth (20%) of respondents from 

Pollokshields. In both case study areas, 70% or more respondents are (81% in Dalry) 
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very frequent users of their local supermarket (with respondents indicating most days or 

at least once a week). The mode for frequency of use in Darnley is most days, 

accounting for 41% of responses. Like Dalry and Pollokshields, a high proportion of 

respondents (79%) in Darnley are very frequent users of their local supermarket, (as an 

edge of city area, supermarkets often act as substitutes for corner shops) although unlike 

Dalry and Pollokshields, there is more of an even split between those that use the 

supermarket most days and those who use the supermarket at least once a week 

(41%/38%).     

 

The prior expectations of in usage frequency of the local supermarket in Darnley 

however, were not certain. This uncertainty was largely due to the prevalence of low 

income households influencing usage - as revealed in the SIMD analyses. For instance, 

the Sainsbury supermarket is regarded as being a more expensive supermarket relative 

to other leading supermarkets. This was a feature that was further borne out by the 

findings on resident‟s perspectives on access (discussed below). That frequency of use 

of the supermarket was higher in Darnley could be explained by lower car ownership 

levels - although these were not as low as Dalry (as one would expect of an inner area). 

Given the centrality of its location relative to the main residential neighbourhoods in the 

area, for some local residents at least, being able to walk to use this supermarket for less 

bulky shops may encourage them use the store more often.  

 

Public Leisure Facilities 

 

In a similar finding to urban location, the modal category for case study areas Dalry and 

Pollokshields for frequency of use of public sports facilities is „don‟t use‟. In Dalry, 

almost a half (48%) of respondents do not use their local public sports facilities. In 

Pollokshields, 41% don‟t use their local public sports facilities. In contrast to Dalry and 

Pollokshields, the modal class for Darnley was „not applicable‟ with 38% of 

respondents in Darnley indicating this. However, almost as many respondents (34%) in 

Darnley also indicated that they don‟t use public sports facilities. The pattern of the 

distribution of scores across the three case study areas revealed a concentration of 

responses in the less frequent categories, However, Dalry tends to fare better than the 

other two case study areas with fewer people (8%) indicating „not applicable‟. One 

explanation for this may be due to demographics as more single person households, and 

less elderly populations, live in inner areas such as Dalry. In fact, just under a half 

(45%) of respondents in Dalry use their public sports facilities more frequently 

(occasionally or more) than Pollokshields or Darnley (34% and 28% respectively).   
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However, as an „optional‟ or „aspirational‟ service, this is quite distinct from essential 

food retailing therefore the pattern of provision as found from the earlier accessibility 

analyses would seem to suggest that this service can either be very close to residential 

areas or, located at some distance. This would seem a logical conclusion given the 

historic tradition of Victorian provision in, mainly, central city areas e.g. Dalry, and, the 

more dispersed provision which may be found across all other locations of the city, 

especially in outer estates, in recent times. One explanation for the latter is perhaps due 

to regeneration programmes and other investment in leisure services in more deprived 

outer parts of cities delivered by neighbourhood renewal policy during the past decade.    

 

From analyses of statistical significance and association (not shown)
48

, there is an 

overall general pattern in usage frequencies for the three services, with slight 

differences in usage rates at a variety of spatial levels. Generally though, irrespective of 

urban location, usage of the supermarket was very frequent and usage of the local 

convenience store also displayed similar usage patterns with respondents indicating that 

they are fairly frequent users of their local corner store. Most respondents indicated very 

low usage of public leisure facilities. Secondly, associations measuring the strength of 

the relationship between locations and frequency of use (using nominal measures of 

association) were weak but relationships were found to be significant at the 

conventional level of significance (except for public leisure). In the next section, 

frequency of use is examined using correlation tests to explore the strength and 

direction of the relationship between the usage frequencies and various spatial and 

temporal measures of access.  

 

7.2. Frequency of Use and Accessibility to Local Services 

 

This section addresses the strength of the statistical relationship between frequency of 

use and the various accessibility measures.  

 

 

7.2.1. Correlations between Frequency of Use of Local Services and Accessibility  

 

This section presents summaries of the results from the statistical analyses on 

correlations between frequency of use of services and the accessibility measures. Using 

Spearman‟s rank correlation coefficient to test the strength and direction of this 

relationship, summary findings on the relationship between spatial proximity measures 
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 See Appendix 5 for tables of significance and association between frequency of use and different urban 

levels. 
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and temporal measures are provided. Summary findings are presented by each service.  

 

As identified from the background and core literature review, a convincing case is made 

that sustainable urban forms such as compact forms, are characterised - amongst other 

things, by better accessibility to local services than other urban forms (Burton, 2003). 

This is due mainly to the physical accessibility and economies of scale making service 

provision more viable in higher density forms. As such, compact forms were found to 

promote some social equity outcomes with accessibility to services identified as one 

aspect (Burton, 2003). Accessibility was defined as an „attribute of people and places, 

rather than goods and services‟ (Halden et al,2005). Literature also highlighted that 

distance of facilities from people‟s homes, can make access to facilities difficult, 

especially when they have no access to a car (Church et al, 1999; Smith et al, 2006). It 

was also stated that there is dearth of research evidence to support the claims that 

compact urban forms have better access to facilities. However, it is not clear whether 

accessibility influences frequency of use of local services.  

 

7.2.2. Hypothesis 

 

The findings above appears to suggest that irrespective of urban location, frequency of 

use is high usage of the local supermarket, quite high usage of the local convenience 

store and relatively low usage of public leisure facilities. Chapter 6 revealed there were 

differences in spatial proximity to a number of services between the different urban 

locations. Spatial proximity to services was hypothesised to be an outcome of equity in 

access – whether this influenced frequency of use or not. The distance and time taken to 

access essential and utility services vary by location, but it is not clear to what extent 

variability within and between locations influences frequency of use of local services.  

 

There are several ways in which distance to (and time) services and frequency of use of 

them could be related. The specific hypothesis is that there is a (negative) relationship 

between distance to services and frequency of use of services – that is, as distance to the 

service increases, frequency of use will decrease; and this also applies to the drive and 

public transport time measures. This is a directional hypothesis and to test this 

statistically in correlation requires a one-tailed test. The conventional level of 

significance is p<0.05 implying that the model can explain some of the variation in the 

data and, correctly predicts that a genuine effect exists in the population sample (Field, 

2005). The number of cases used for each test is generally considered large enough to 

be statistically significant at the 0.05 and 0.01 levels. In other words, there is the 
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potential of the model to produce evidence of a relationship between frequency of use of 

services and distance to local services (or time taken to reach them), and this 

relationship could not have arisen by chance (sample error).   

 

7.2.3. Approach to Statistical Method 

 

Unlike the Chi-square test above, measures of correlation measure both the strength and 

direction of the relationship between a pair of variables (Bryman & Cramer, 2009). Two 

types of correlation can be distinguished: measures of linear correlation using 

interval/ratio variables and measures of rank correlation using ordinal variables. The 

correlation technique selected is Spearman‟s rank correlation coefficient. This is an 

appropriate correlation test for analysing the strength and direction of relationships 

between two or more variables where one of these is ordinal (frequency of use) and one 

is interval (access measures).  

 

Statistical Method 

 

Spearman‟s rho (indicated by sr ) is common in research findings and interpretation of 

results is similar to the more popular approaches mentioned above (i.e. Pearson‟s r). 

The computed coefficient will vary between -1 and +1 and provides evidence on the 

strength and direction of relationships. Data has to be rank ordered (even ordinal 

variables despite when these have some logical sequence) first in order to carry out the 

test. The test works by first ranking the data and then applying Pearson‟s equation to 

those ranks (Field, 2005). This was undertaken in SPSS for both variables and new 

variables were created for all the access measures and three services. 

 

The frequency of use variable has six categories of usage (see below). As a reminder of 

the frequency of use categories and coding in the CFS, permissible responses were: (1) 

Most Days, (2) At least once a week, (3) At least once a month, (4) Occasionally, (5) 

Don‟t use, and (6) Not applicable. As the last two categories would indicate that 

frequency of use would be zero, these were excluded from the new variables created. 

This reduced the number of categories to 4. Using the transform function in SPSS, the 

rank cases procedure was selected. Values for each variable were then rank ordered with 

the lowest value in the access measures assigned rank 1. The frequency of use values 

were ranked in descending order to reflect the scaling of the original variable coding i.e. 

occasionally was 4; this was the highest value in the coding scheme, so this this was 

assigned a rank 1.  
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7.3. Correlation Test Results    

 

Results of the correlation tests are presented below in each table. In the tables, where 

the relationship was insignificant, these are shown by a point marker. For comparison 

with other locations, the remaining three other Scottish CSAs are also included.  

 

7.3.1. Frequency of Use of Service by Minimum Distance to Service 

 

Table 7.2 displays the correlation statistic and the corresponding level of significance 

between frequency of use of the three services by minimum distance to services.  

 

Corner Shop/Convenience Store 

 

There was no overall correlation between distance and frequency of use. Bearing in 

mind data is only available for the Scottish sample, several explanations may account 

for this finding. One explanation is that the frequency of use patterns revealed most 

respondents in both Dalry and Pollokshields used their local shop most days or at least 

once a week. This would seem a reasonable explanation as both these areas have a good 

level of provision of, and proximity to, local food shops. Another explanation is that the 

majority of Darnley residents indicated either „don‟t use‟ or „not applicable‟ and these 

categories were excluded in the computation of the ranked frequency measures. Also, 

Darnley does not have a local corner shop that people can use. This is fairly conclusive 

evidence that accessibility makes a difference to usage.  

 

There was a negative relationship between distance to the local convenience store and 

frequency of use for the Pollokshields CSA ( sr = -.13, p = <.05). While this strength of 

this relationship is very weak it is nonetheless a very significant one. One explanation 

for this finding is that the distance to the nearest local food shops for Pollokshields 

residents was much higher (>.5km) and frequency of use lower, for respondents in the 

West sub-area compared to the (East), where the majority of small food shops are 

located. The hypothesis that as distance increases, frequency of use decreases is correct 

for this CSA.  

 

That is a positive relationship between distance to the convenience store and frequency 

of use of this facility for intermediate locations ( sr = .11, p<.01) indicating that as 

distance increases, frequency of use also increases. This was highly significant. An 
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explanation for this is perhaps explained by the very little variability in distances within 

the Scottish intermediate locations, (except within the West part of Pollokshields). 

Proximity for all of the Restalrig respondents and remaining two-thirds of Pollokshields 

was below <.5km. High numbers of very frequent usage was also a pattern found for 

these two CSAs and the survey intermediate locations as a whole - which was even 

higher than inner location rates. Distance is apparently not a factor in influencing 

frequency of use (within Scottish intermediate locations).  

 

Supermarkets 

 

The data earlier revealed high frequency of use for the local supermarket within almost 

all locations. As might be expected then, there was generally no relationship found 

between distance to this service and frequency of use for this service. The overall 

correlation result ( sr = -.08, p<.01) while highly significant, confirms earlier findings 

which showed that access to local supermarket was within 5-10 minutes‟ drive for all 

CFS respondents and, that frequency of use was generally high for all locations. That 

there is some correlation indicates an inverse relationship between distance to the 

service and usage, albeit this is not very strong. The data in the table further reveal a 

small but significant negative correlation in intermediate and outer locations. This is 

perhaps to be expected in that potential distances and variation in distances are more 

significant in more suburban settings. No correlation was evident within inner locations.  

 

In Dalry, the hypothesis is correct as may be expected, wherein as distance to the 

supermarket here increases, frequency of use decreases ( sr = -.13, p<.01). Findings on 

Dalry would suggest this would be predicted as this may reflect the higher reliance on 

walking to the supermarket in which case the distance effect will operate over shorter 

scale distances (and therefore the correlation coefficient will be numerically larger). 

Earlier results showed for instance, how almost all of those that used the local 

Somerfield, the mode of transport was to walk or cycle. This may reflect two features of 

the Dalry area as an inner CSA location: that parking is a problem in the area; therefore 

those without a car who live a little further afield from the store, and wish to use the 

service, do so less frequently whether they have car access or not. Furthermore, the 

spatial layout of the Dalry is also quite flat in parts and there is availability of 

surrounding facilities in nearby districts. However the spatial layout is also strongly 

influenced by transport corridors where historically, the railway network used to 
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surround the area on three sides. This condition still dominates the accessibility of the 

area.  

 
Table 7.2: Correlation of Frequency of Use of Service by Minimum Distance to Service for  

Whole Survey, Thesis CSAs and Urban Location  

 

 Service 

Spatial Level Area Group 

ΔLocal Food 

Shop 

Local 

Supermarket 

Public Leisure 

Facilities 

     

Whole Survey  . ***-.08 . 

     

 

 

Case  

Study  

Area 

Dalry . ***-.13 . 

 

Pollokshields **-.13 . 

***.3

2 

Darnley . . *-.18 

Calton . . . 

Restalrig **.12 **.10 

***.2

4 

Corstorphine . **-.08 . 

     

Location 

Inner . . . 

Intermediate ***.11 ***-.08 **.07 

Outer . ***-.08 

***-

.12 

Note: based on Spearman‟s rank correlation ( sr ); ***significant at the 99% level; 

** significant at 95% level; *significant at 90% level; (one-tailed); Δ Scotland 

sample only. 

 

There was no correlation between distance and frequency of use for Pollokshields or 

Darnley. Frequency of use was found to be slightly lower in Pollokshields but data 

analyses (not shown) found high usage of other stores for main grocery shopping. 

Relatively speaking, there were no big differences in the minimum distance to the 

supermarket within Darnley and almost all respondents indicated frequent usage.  

 

In exploring whether distance to the supermarkets may be in competition with usage of 

local shops, there were significant relationships found.
49

 Distance accounted for 4% of 

the variance in usage (p<.01) for the survey as a whole but no significant relationship 

was found for the CSAs. For inner urban locations, as distance to the supermarket 

increased, usage of the local shop decreased with distance accounting for 6% of the 

variance in usage frequency, and was very significant (p<.05); for intermediate 

locations, as distance to the supermarket increased, usage of the local shop increased  

(p<.01) with distance accounting for 20% of the variance in usage; for outer locations, 

as distance to supermarket increased, frequency of use of the local shop also increased; 
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 In examining this, variance was calculated based on Pearson‟s correlation tests for this particular data.    
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however distance here accounted for only 8% of the variance in usage (p<.01). The 

implications of this finding suggest that local shops may act as a substitute for a local 

supermarket and correspondingly, supermarkets may in fact be in competition with local 

shops i.e. to the extent that local shops may be put out of business. This would seem to 

confirm some of the literature about the relationship between supermarket‟s competitive 

practice and the prospects this may pose for negatively impacting on existing local 

shops in particular locations (see OFT, 2008).  

 

Public Leisure Facilities 

 

 

As might be expected, as there were high frequency rates of don‟t use for public leisure 

facilities, this reduced the amount of information used to calculate the correlation test 

statistic. No significant relationship was found across the whole survey sample between 

distance to this service and frequency of use. While the cut-off for level of significance 

was .05, in Darnley, there was quite a significant negative relationship between distance 

and frequency of use ( sr = -.18, p>.05). As distance to this service increases, frequency 

of use decreased. For outer locations, a highly significant relationship was found for 

outer locations, although this relationship was very weak ( sr = -.12, p<.01). A positive 

relationship was found for Pollokshields in that as distance to this service increased, 

frequency of use increased ( sr = .32, p<.01). An explanation for this is that in 

Pollokshields, just over 40% indicated they did not use this facility but just under a third 

used this service occasionally or more (i.e. once a month or more). There are no 

facilities in Pollokshields although the West sub-area, distance to the nearest facility (in 

nearby Bellahouston) is perhaps closer for some parts of the CSA than other parts (i.e. 

East). There is much higher residential density in Pollokshields East than the Western 

part. We could infer that people here are more frequent users although they have to 

travel further to access this facility, than other residents located nearer the facility.  

 

7.3.2. Frequency of Use of Supermarket by Public Transport and Drive Time (Min) 

 

This section presents the results for minimum public transport and drive time and 

frequency of use of the local supermarket. As the findings in Chapter 6 revealed, there 

was very little difference between all locations in drive time to supermarket, with all as 

mentioned above within 5-10 minutes‟ drive. However, public transport time was as 

much as 8-10 times the time as was for drive time in access to the nearest supermarket. 

It is therefore not clear how this difference in transport mode might influence frequency 
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of use especially for those with no car access. Table 7.3 displays the correlation statistic 

and the corresponding level of significance for the whole survey, CSAs and urban 

locations. 

  

Table 7.3: Correlation of Frequency of Use of Supermarket for Minimum Public  

Transport Time and Minimum Drive Time for Whole Survey, Thesis CSAs and Urban  

Location  

 

Note: based on Spearman‟s rank correlation ( sr ); ***significant at the 99%  

level; ** significant at 95% level; *significant at 90% level;(one-tailed); 

ΔScotland sample only  

 

 

As might have been expected, for the whole survey, only a low correlation was evident 

between the minimum public transport time and frequency of use of the local 

supermarket although it was still highly significant ( sr = -.07, p<.01); For Dalry, a fairly 

weak relationship between the minimum public transport  time to a local supermarket 

and frequency of use was found indicating that as public transport time increased, 

frequency of use decreased ( sr = -.11, p<.05); in Pollokshields, there was a weak 

relationship although this was still quite significant ( sr = -.09, p>.05); but in Darnley, a 

weak positive relationship was found between the minimum public transport time to a 

local supermarket and frequency of use and was highly significant ( sr = .14, p<.01). As 

public transport time increases, frequency of use of the local supermarket increases. 

This is perhaps to be expected in Darnley as public transport services within this CSA is 

regarded as quite poor; the local supermarket is centrally located in the area so is within 

walking distance for many of the surrounding estates and as previous analyses had 

shown (not discussed here) most users drive. This may explain why frequency of use is 

not influenced by the public transport time to reach this store. It is also worthwhile to 

note that, a third of those who used the nearby Tesco store, took public transport. These 

may be poorer residents who have no access to a car and who prefer Tesco to Sainsbury 

Spatial 

Level Area Group 

ΔMinimum Public 

Transport Time 

Minimum 

Drive Time 

    

Whole 

Survey  ***-.07 ***-.04 

Case 

Study 

Area 

   

Dalry **-.11 . 

Pollokshields *-.09 . 

Darnley **.14 . 

Location 

   

Inner . **-.05 

Intermediate **-.08 . 

Outer ***-.12 **-.06 
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because it is less expensive and, is located in the large Silverburn Shopping Centre in 

the nearby district of Pollok. With regard to Scottish sample of outer locations overall, 

only a very weak but highly significant relationship, was found between transport time 

and frequency of use ( sr = -.12, p<.01)    

 

7.4. Logistic Regression: Analyses of Usage  

 

This section introduces findings from more sophisticated statistical analyses addressing 

frequency of use by way of logistic regression techniques. Results from two services are 

presented: less frequent users of local supermarket and, less infrequent users of the local 

food shop. The results for the less frequent use of public leisure facilities logistic 

regression model were not readily interpretable suggesting model misspecification, 

measurement problem(s) an omitted variable(s) or, a complex set of interactions beyond 

the scope of the current project, and so these results are omitted from this section. The 

basic rationale for selection of these is set out below. Following this, the statistical 

approach to the tests is then set out. 

  

Infrequent Users of Local Services  

 

While it is accepted that it may make more intuitive sense to have selected frequent 

users of services for logistic regression tests, infrequent users were deemed more 

interesting for this research for reasons set out below. In the following logistic 

regression results, less frequent users are cases who indicated that they used services 

„once a month‟, „occasionally‟ and „don‟t use‟. In prior analyses, the definition (or 

distinction) between what were described as „frequent‟ and „less frequent‟ users were 

defined differently. In these prior analyses, „once a month or more‟ were treated as 

frequent users whereas „occasionally or less‟ were defined as less frequent (or 

infrequent) users. Those surveyed who indicated „not applicable‟ are omitted from the 

overall sample.  

 

In the following logistic models, a wider definition of „less frequent‟ users for inclusion 

in the logistic regression was considered more appropriate. The main reason for 

widening the scope of less frequent users through including more of the categories that 

fall into this group, was to improve the performance of the model and as such ensured a 

good ratio of cases to variables as well as sample size. Admittedly however, to define 

accurately what a frequent user of a local service is on a consistent basis, when 
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conducting different statistical tests is a rather arbitrary judgement. Daily or once a 

week usage is certainly frequent.  

 

The decision to examine less frequent users – over frequent users - took into 

consideration results from the previous analyses contained within chapter 5 on local 

neighbourhood perceptions, the previous sections above on usage frequency tables and 

the correlation results. The results within the frequency tables on frequency of use of 

local services revealed that there were general similarities between the different urban 

locations: supermarkets and local convenience stores were used often, with slight 

differences within CSAs. This part of the research is interested in less frequent users.  

 

7.4.1. Statistical Approach 

 

 

Logistic regression methods are a suitable technique for this type of analyses because 

the outcome of interest, infrequent users of the service - is a binary variable (discrete) 

with both categorical and continuous predictor variables (Field, 2005; Tabachnick et al, 

2001; SPSS, 1993; Garson, 2009). Unlike linear regression which predicts the value of a 

variable Y from a predictor variable ( 1X ) or several predictor variables ( Xs ), logistic 

regression predicts the probability of Y occurring given known values of ( 1X ) (or Xs ) 

(Field, 2005; Garson, 2009). As the outcome of interest is infrequent user and therefore 

a binary variable with a number of predictor variables, the logistic regression equation 

from which the probability of Y is predicted is given by equation in Box 7.1: 

 

Box 7.1: Logistic Regression Equation  

 

 

 

Note: Adapted from Field, (2005, p.220) 

 

in which P (Y) is the probability of Y occurring (i.e. the probability that a case belongs 

in a certain category), e is the base of natural logarithms. That is, unlike linear 

regression, logistic regression expresses the multiple linear regression equation in 

logarithmic terms and thus overcomes the problem of violating the assumption of 

linearity (as required for linear regression i.e. the equation of a straight line (Field, 

2005). The bracketed portion of the equation has the constant ( 0b ), predictor variables  
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( Xs ) and the coefficients (or weight) attached to each predictor ( 1b ) also called 

parameter estimates (Garson, 2009).  

 

Binary logistic regression was used to determine the association between key measures 

of urban form, accessibility and local neighbourhood aspects, and two related outcome 

measures: less frequent users of local corner shop/convenience store and, less frequent 

users of the local supermarket. Before some of the more general hypotheses about 

relationships between urban form and usage are discussed, an explanation of the 

variable coding is necessary. 

 

7.4.2. Variable Coding 

 

The dependent outcome variable is used as the outcome of interest in that the model 

seeks to establish from a set of independent variables, which of these help to predict this 

outcome, given the observed values. The outcome in this case is infrequent users. 

Infrequent users of services were defined and coded one (1) from the grouped category 

(the survey question) as a binary variable for cases whereby service use was indicated as 

„at least once a month‟, „occasionally‟ and „don‟t use‟. All other categories (or groups) 

were coded zero (0). Predictor explanatory variables that were categorical were also 

coded as binary (or dummy) variables. For those that had only two categories or groups, 

these were simply computed as dummy-variables (0 vs. 1 responses e.g. male: no, or 

female: yes). Other categorical variables were automatically declared as indicator-

variable using the SPSS logistic regression procedure, „Define Categorical Variables‟ 

where the last category (reference by default) was of interest. However, this procedure 

also allows the choice of coding scheme to be selected and permits the imputation of 

categorical variables where there are more than two categories (if each of the groups 

within the category were not previously recoded into individual dummy variables). The 

indicator-variable coding scheme was used for most of the explanatory variables. 

  

With categorical variables, the only statement that you can make about the effect of a 

particular category is in comparison to some other group within that particular 

categorical variable (SPSS, 1993, p12). This method requires a „reference category‟. 

This has effectively the same emphasis as in dummy-variable coding in that it allows 

the computation of the odds-ratio or, the likelihood of membership within the outcome 

occurring (i.e. dependent variable) in comparison to some other group within the 

categorical variable (i.e. the reference category). The „Contrast‟ subcommand in the 

logistic regression procedure was used to specify the type of contrast when using 
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categorical variables as in „Indicator‟ or „Simple‟ contrast. „Indicator‟ was used for 

indicator variables which indicate the presence or absence of category membership and 

by default in SPSS, this is the last category. For flexibility in imputation, „Simple‟ 

contrast was specified whereby each category of the independent variable except the last 

is compared to the last category. This type of contrast allowed the researcher to specify 

a different category other than the last as the omitted reference category (SPSS, 1997). 

Where these types of contrast were specified, the „reference category‟ used for each 

categorical variable is given below the tables of results.   

 

A number of continuous variables were also available. These mainly relate to urban 

form measures calculated as proportions, percentages, logs or ratios which were 

previously calculated by the CityForm Project Consortium, mainly for sub-areas.  

 

7.4.3. Selecting Predictor Variables 

 

In specifying the predictor variables, a number of sub-sets were identified based on 

previous research papers that were published by the CityForm Consortium (see Bramley 

et al, 2009a). This gave the researcher a good idea of which variables has already been 

used in prior logistic regression modelling. In order to produce a parsimonious model, a 

two-stage analysis was conducted. Related variables were entered sequentially in 

thematic blocks (e.g. all control variables, then all urban form variables). Only variables 

which reached conventional statistical significance (p<.05) were retained and entered in 

the next block of analysis, i.e. backwards elimination. The thematic blocks of variables 

entered were: socio-demographic controls (e.g. gender) urban form (e.g. density of 

dwelling); accessibility measures (e.g. distance to local food shop) and local 

neighbourhood aspects (e.g. access to open spaces and parks, transport convenience and 

so on). Only the final models are shown in the accompanying tables. The overall aim of 

the models is to gauge the relative importance of the explanatory variables to the 

outcome of interest.  

 

As previous data results have shown, there are apparent relationships between urban 

form location and frequency of use of local services. Despite the weakness of these 

relationships, it is important when interpreting evidence of the impact of urban form 

elements and other neighbourhood aspects that logistic regression models „control for‟ 

the influence of other relevant variables. Variables related to individual or household 

characteristics (attached to the CityForm survey, see chapter 4) can mediate the effect of 

urban form on infrequency of use largely due to the complexity of how individuals 
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interact with the urban system and, social organisation generally. For example, there are 

many factors which may affect relationships between the propensity to use local 

facilities and the urban form and physical accessibility of these facilities. Because of 

this, it was important to take account of these in the models. To use the terminology of 

experimental science, while our primary interest is in the relationship of physical 

accessibility on usage, we need to control for a number of other factors which might 

otherwise confound this relationship.   

 

7.4.4. Socio-demographic Controls 

 

Variables which represent socio-economic composition of neighbourhoods such as the 

SIMD poverty scores, as well as total household income, are not utilised in this part of 

the analysis mainly due to missing values. For instance, over a third of the income data 

is missing from survey responses. A number of socio-demographic controls were 

imputed to each of the models. This was important so as to take account of „intervening‟ 

or exogenous factors that could influence service usage outcome. Within the dataset, 

many variables which are attributes of the individual or household level were available 

and selection of them was on the basis of logic, and what was gleaned from prior review 

of the literature.  

 

A number of general type of socio-demographic controls were identified which might 

be expected to exert an influence on being an infrequent user. Broadly these were (1) 

economic status i.e. unemployed, retired (2) or classification of employment according 

to social class banding (e.g. „A‟ and „B‟, from the Census); (3) household composition 

i.e. elderly; being male; couple families etc.; (4) Car ownership was also controlled.  

Most of these controls were defined as 0 vs. 1 dummy-variables. It was therefore 

prudent to examine them in terms of their individual contribution to the outcome and, 

critically, to include them in the model so that the estimation effect of accessibility 

makes allowance for the simultaneous influence of these other factors. Thus these 

control variables are not discussed in detail as part of the results although they are 

discussed in places where relevant. 

 

7.4.5. Urban Form 

 

In addition, various aspects of urban form, other than accessibility, were included as 

further explanatory variables. These included: housing type i.e. bungalow, terrace, etc.; 

proxy measures for building height (e.g. floor level 1-2, 3-4, 5); access to/no access to a 
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garden; city/urban location characteristics i.e. inner, outer locations. Higher density 

areas are thought to promote better access to facilities, given the greater proximity and 

assumed viability of services in inner city areas (Burton, 2003; Barton, 2003). However, 

it is not clear if different densities would in practice significantly predict the likelihood 

of being an infrequent user of local services, particularly when already including 

accessibility in the model. As set out in chapter 5, urban form measures revealed the 

structural characteristics of different urban locations used for this project. For the 

logistic modelling, the measurement level of urban form characteristics is the 

neighbourhood „sub-area‟ unit (as described in chapter 4). Selection of explanatory 

variables included various continuous variables including :urban form measures 

included density of residential development expressed as dwelling, floor space or 

population densities (gross); and OS/Land Use Mastermap area share ratios as (again, 

measured at the sub-area level) as proportions of residential gardens, green space, and 

non-residential mixed-use to residential buildings.  

 

7.4.6. Access Measures 

 

 

Given that the theoretical importance and relevance of these measures in relation to 

frequency of use have been described in detail elsewhere (see chapters 5 and correlation 

results section above), they are not described in further detail here. As a potential 

component for a measure of equity, accessibility measures are used here as explanatory 

factors in predicting infrequent usage of local services. Using the various threshold 

measures (as used in chapter 6), most were computed using the reference category 

procedure described above e.g. <.5km vs. .5km-1km) where the reference category here 

is .5km for example (the shortest distance). Although the continuous access measures 

are available, using the banded measures was considered more appropriate in logistic 

regressions due mainly to the precision of the statistic to produce evidence of these 

small differences e.g. and in the expectation that the data reveal non-linear effects.  

 

7.4.7. Local Neighbourhood Perceptions 

 

As above, perceptions of local neighbourhood quality have been described elsewhere in 

the thesis (see chapter 6). These aspects included a number of dimensions to this theme 

which were asked about in the CFS and are an important element in exploring a wider 

conceptualisation of equity in access. For example, perceptions about the quality of the 

local neighbourhood would be considered by a respondent as part of their access 

experience, as well as being ordinarily resident in the neighbourhood. As discussed in 
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chapter 6, the quality of one‟s neighbourhood may affect the experience people have in 

accessing and using local services. In the logistic regressions, the various measures 

which were described in chapter 6 are tested, along with some other similar measures 

not previously discussed. Measures include local environmental aspects such as 

perceptions of litter, quality of open spaces and parks, opportunities for recreational 

activities and availability of local shops, transport safety and convenience. These are 

arguably an important aspect of access: the felt qualities of the access experience can 

potentially influence whether someone would use or use a local shop more or less 

frequently, for instance. The measures were inputted using indicator coding with 

reference categories specified.  

 

7.5. Logistic Regression Results: Usage of Local Services  

 

In the following sections, a summary of the findings from the logistic regression 

analyses is presented. Tables are shown at the end of the chapter. In interpreting the 

logistic regression results (as shown in Tables 4 and 5 in Appendix 6), the odds ratio is 

reported for each variable and abbreviated as „OR‟. In explaining odds ratios, these are a 

ratio of two odds, comparing two groups such that the log-odds (i.e. the logit link 

function or logits calculate changes in the log odds of the dependent variable i.e. the 

event occurring, and not changes in the dependent itself as in linear regression as 

Ordinary Least Squares does. The ratio in logistic regression is the increase (or decrease 

if the ratio is less than one) in odds of being in one outcome category when the value of 

the predictor increases by one unit (Garson, 2009). The coefficients, B, (or parameter 

estimates) are the natural logs of the odds ratios; odds ratio = Be  (i.e. the log odds are 

converted where the natural logarithmic base e is raised to the bth power: odds (event) = 

exp (b) = odds the binary dependent variable is 1 rather than 0 (Garson, 2009). In the 

SPSS output, exp (b) is expressed as Exp(b) and it is this that refers to the odds ratio.  

 

In interpreting the proportionate change in odds, odds ratios greater than 1 indicate that 

as the predictor increases, say by one unit, the odds of the outcome occurring increase. 

Conversely, when the odds ratio has a value less than 1, this indicates that as the 

predictor increases, the odds of the outcome occurring decrease (Field, 2005, p.225-

226). In illustrating this, when B=0, Exp(b)=1, therefore an odds ratio of 1 corresponds 

to an explanatory variable which does not affect the dependent variable. An Exp(b)>1 

means the independent variable increases the logit and therefore increases odds (event), 

and if Exp (b) is less than 1.0, then the independent variable decreases the logit and 

decreases odds (event) (Garson, 2009). For example, an odds ratio of 1.5 shows that the 
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outcome of 1 is 1.5 times as likely (or 50% more likely) with a one unit increase in a 

predictor; that is, the odds are increased by 50%. An odds ratio of 0.8 shows that an 

outcome of 1 is 0.8 times as likely (or 20% less likely); 1 – 0.8 = 0.2) with a one unit 

increase in the predictor; the odds are decreased by 20% (Tabachnick et al, 2001, 

p.259). Note that coefficients (as in linear regression) are interpreted in the context of 

the other predictor variables. So, for example, the probability of being a less frequent 

user of the local shop as function of distances to the shop is interpreted after adjusting 

for all other predictors (Tabachnick et al, 2001, p.549).   

 

7.5.1. Infrequent Use of Local Supermarkets 

 

In Table 4 (see Appendix 6) shows the final model capturing the significant associations 

between urban context and infrequent use of local supermarket. Only three of twenty 

control variables were significant predictors of infrequent supermarket use: having no 

garden access decreased odds, whilst being in a single person household or being in 

work increased the odds, of being an infrequent user of the local supermarket. 

 

No residential urban form variables were associated with infrequent use of the local 

supermarket and accordingly this block was dropped from the final model. However, as 

the following confirms, access measures were highly significant. This implies that urban 

form in broader sense affects service use mainly via accessibility.  

 

Access measures were strong predictors of supermarket use. Higher minimum time to 

the city centre via public transport was strongly associated with infrequent use of the 

local supermarket. Those respondents living a minimum public transport time of 

between 15 and 60 minutes from the city centre were almost half as likely (OR 0.45) to 

be infrequent users compared with those under 15 minutes; whilst those living a 

minimum public transport time of more than 60 min (up to 75 min) from the city centre 

are more than half as likely (OR 0.59) to be infrequent users compared to those living 

less than 15 min public transport time to the city.  

 

Assuming that it is inner locations where it is very likely that minimum public transport 

time from the city is 15 min or less, then those living nearer to the inner city are much 

more likely to be less frequent supermarket users (at least once a week or more), than 

those living further from the city centre of town as measured by minimum public 

transport time (i.e. between 15 min and 1 hr.). In other words, the latter are almost half 

as likely to be infrequent users in comparison to those whose minimum public transport 
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time to the city centre is 15 min or less. Those living nearer to the city via public 

transport time that is 15 min or less, are more likely to be infrequent users (at least once 

a month or less) due perhaps to the prevalence of larger supermarkets located out with 

inner locations. For instance, family households with car access may use local 

supermarkets less frequently (incidentally in the latter, usage frequency of local 

convenience stores was highest in inner locations) and may prefer to use a range of 

other food shops more frequently and thereby use a local supermarket less frequently 

and instead prefer to use a supermarket that is not local.  

  

Access measures as measured by minimum drive time to the local supermarket were 

directly associated with infrequent use: each minute drive further from the supermarket 

was associated with a 10% increase in the odds of infrequent use. In other words 

respondents who live closer to supermarkets will use them more often.  

 

Several variables relating to local neighbourhood aspects were significantly associated 

with infrequent supermarket use. Those rating the attractiveness of the local 

neighbourhood as „fairly bad or very bad‟ were 1.5 times as likely as those who rated 

the attractiveness of their area as „very good or fairly good‟ to be infrequent 

supermarket users. Respondents who rated the provision of local shops as „fairly bad or 

very bad‟ were almost 1.5 times as likely as those who felt that provision was „very 

good or fairly good‟ to be infrequent supermarket users. In both cases here, this would 

suggest that those who think their neighbourhood is not very nice or think that shop 

provision is poor, are in fact more likely to be an infrequent user of the local 

supermarket, than those who think their area is quite nice or local provision is quite 

good.  

 

A variable measuring one of the development pressures (i.e. the perceived effect of 

building more houses on the provision of local services) was significant. In rating 

whether this effect as either positive or negative - based on the prospect of more house 

building in the area - affecting the provision of local services, decreased the odds of 

infrequent use by approximately 27% in comparison to those rating the prospect of 

more house building affecting the provision of local services as having no effect. 

However, taken together, this variable appears to have no net effect in the sense that 

those who perceived the effect as either positive and those that perceived the effect as 

negative have similar impact. We may assume from this that respondents who perceive 

this kind of development as either „positive‟ or „negative‟, are more frequent 

supermarket users.  
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Another - albeit tentative interpretation - may be that both groups (positive and 

negative) are more engaged with local neighbourhood issues in terms of their access 

experiences which would correlate with using local shops/supermarkets more often. It 

suggests evidence of the fact that there is an even split in the perceptions held by 

residents. This particular prospect affecting local provision of services from further 

housing development in the neighbourhood can be quite controversial (see chapter  6, 

section 6.2.1.). For instance, in revisiting the findings in Chapter 6 on neighbourhood 

aspect, some areas such as Calton (inner Glasgow CSA) and Darnley (outer Glasgow 

CSA) scored high mean scores of the effects of development: that is, they disagreed 

with the statement that the building of more housing would have a negative effect on the 

provision of local services. However some other areas, e.g. Pollokshields (intermediate 

location) indicated the opposite.  

 

Households who spent less than 25% of their household food budget locally were over 

three times more likely to be infrequent supermarket users than those who spend a 

greater proportion. In general, this latter finding may suggest that those who spend a 

much higher proportion (e.g. between a quarter and half (25-50% or more) of their 

weekly household food budget locally, are less likely to be infrequent users.    

 

Model Fit and Most Important Variables  

 

A crude indication of the relative importance of each variable can be assessed by 

looking at the Wald statistic. The Wald test statistic tells us whether the b-coefficient for 

that predictor is significantly different from zero. If the coefficient is significantly 

different from zero then we can assume that the predictor is making a significant 

contribution to the prediction of the outcome (Y) (Field, 2005, p.224). The Wald statistic 

evaluates the contribution of an individual predictor to a model and, „is a function of the 

logistic regression coefficient divided by its standard error‟, which is analogous to the t-

statistic in linear regression (Tabachnick et al, 2001, p.539; Field, 2005).  

 

Using the Wald as a guideline, by far the most important variable was amount of 

household food budget spent locally, (recognising however, that this does not 

necessarily mean it is the most important in terms of amount of difference accounted 

for); followed by minimum public transport time to city centre and then the 

attractiveness of the local neighbourhood with the remaining variables making a 

significant, but relatively minor contribution in explaining infrequent use. The model 
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accounted for a significant amount of variance (Nagelkerke R
2
 = 0.15), although the 

overall model fit was at best fair with 82.0% of cases correctly classified. 

 

7.5.2. Infrequent Use of Local Corner/Convenience Store 

 

Table 5 (see Appendix 6) shows the second model, this time exploring the associations 

between urban context and infrequent use of local corner shop/convenience store. Only 

five of twenty control variables were significant predictors of infrequent shop use; being 

in social housing, living on the basement floor level or being male decreased the odds of 

infrequent use; while being in a single person household increased the odds, of being an 

infrequent user.  

 

Three urban form variables were associated with infrequent local food shop use. 

Dwelling density was strongly associated with infrequent use. Respondents living in the 

higher density locations are 60% more likely to be infrequent users of the local corner 

shop (OR 0.60 for density >70 dph vs. 40-70 dph). So, those in lower density locations 

are more likely to be frequent users. The proportion of disused and residential buildings 

(sub-area unit level (COA) have some effect on usage of local food shops. Each per cent 

of local buildings classified as disused in a neighbourhood increased the odds of 

infrequent local corner shop use by 2.1%, while the equivalent per cent for areas with 

more residential buildings significantly decreased the odds by 4.9%. This suggests that 

living in locations with more disused buildings decreases, while living in more 

residential locations increases the likelihood of being an infrequent user of the local 

convenience store. This would seem as one would expect. 

 

Access measures as measured by distance from the city centre was associated with 

infrequent use. Those fairly close (less than 2 km) were less likely (OR 0.60), and those 

slightly further (between 2-3 km) were also less likely (OR 0.64) to be infrequent local 

corner shop users than respondents living furthest (>5.0 km) from the city centre. This 

suggests a linear pattern with those very close (<3.0 km) using local shops more 

frequently, and those furthest from the city centre (>5.0 km) using local shops less 

frequently. As found in the frequency tables earlier, intermediate locations were tended 

to be more frequent users of their local convenience store than the two other urban 

locations. 

  

Minimum distance to a local supermarket was significantly associated with infrequent 

use of the local corner shop: each kilometre further from a local supermarket was 
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associated with a 7% decrease in the odds of infrequent use. In other words, those living 

closer to a local supermarket will use a local corner shop less often. Several variables 

relating to local neighbourhood aspects were significantly associated with infrequent 

use of the local food shop. Respondents rating the provision of local shops as „fairly or 

very bad‟ or „neither good nor bad‟ were 1.7 times and 2.2 times respectively, more 

likely to be infrequent users than those who rated provision as „very good or fairly 

good‟. This is a clear finding and generally supports evidence about the role of 

perceived local neighbourhood quality as found in the supermarket model above.  

 

Respondents who reported litter and graffiti was a serious problem were less likely (OR 

0.72) than those who considered it only a minor problem, to be infrequent users of the 

local corner shop. Those who considered a lack of parking as not a problem were more 

(1.23 times) likely, and those who considered this a serious problem less likely (OR 

0.84) to be infrequent local corner shop users than respondents who thought it only a 

minor problem. These are interesting findings as they run contrary to expectations. One 

explanation may be that frequent users of the local convenience store make people more 

aware of minor inconveniences (litter/graffiti/parking). While this reveals reverse 

causation here, another factor to consider here is car ownership where car owners and 

non-car owners may have different views about parking availability. Perceptions based 

on experiences for instance can be influenced by the time of day local shops are used 

and the availability of parking at the time of day.    

 

Those who disagreed that waiting for local public transport was safe and comfortable 

were 1.7 times more likely to be infrequent users of their local corner shop than those 

who „strongly agreed‟. This is an indication of a sense of lack of safety or security in the 

neighbourhood vicinity of the local shop, and thus this finding is consistent with 

expectations. Those who „neither agreed nor disagreed‟ that public transport „goes 

where and when I want it to go‟ were 1.5 times more likely to be infrequent local food 

shop users than those who strongly agreed with the proposition. These people may be 

those who are not familiar or who do not engage with the neighbourhood very much i.e. 

they do not use the buses or the local shop much. Finally, households who spent less 

than 25% of their household food budget locally were 1.17 times more likely than those 

who spent a greater proportion, to be infrequent local food shop users. This is consistent 

with the supermarket model.  
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Model Fit and Most Important Variables  

 

Using the Wald as a guideline, by far the most significant variable was rated provision 

of local shops, followed by distance to the supermarket, then proportion of residential 

buildings, distance to the city centre with the remaining variables making a significant, 

but relatively minor contribution in explaining infrequent use of a local food shop. The 

model accounted for a significant amount of variance (Nagelkerke R
2
 = 0.14), although 

the overall model fit was at best fair with 68% of cases correctly classified. 

 

No urban form variables were associated with being an infrequent user of the 

supermarket although accessibility - variously measured by distance and time measures 

did predict the likelihood of being an infrequent user. This means that urban form in a 

broad sense does affect service usage. Neighbourhood aspects, and in particular, 

negative perceptions of local neighbourhood predicted usage: those living in a 

unattractive neighbourhood and those rating the provision of local shops as bad, 

predicted a likely outcome of being an infrequent user of the local supermarket 

compared to those who perceived the opposite. Urban form variables were found to be 

significant predictors of usage of the local convenience store. Residents in higher 

density locations (>70 dph) were more likely than those those living at a lower density 

(between 40-70 dph) to be infrequent users. Areas - with more disused buildings 

decreases the likelihood, whilst more residential locations increases the likelihood, of 

being an infrequent user. Accessibility to the local corner shop was also found to predict 

the outcome. A linear pattern was found with distance to the city centre: those living 

close (3 km or less) were less likely, than those living furthest (>5.0 km) to be 

infrequent users. Similar findings to supermarket usage were reported for 

neighbourhood aspects. In relation to low level incivilities of the neighbourhood, the 

results suggest that those who are more frequent users are more perceptive to these 

incivilities. Finally, those who perceived safety and comfort problems with local public 

transport were more likely to be infrequent users.   

 

7.6. Conclusion  

 

This chapter examined the systematic determinants of usage in three ways. Firstly, it 

examined simple patterns in usage frequencies. The simple cross tabulation findings 

appear to suggest that despite the urban location, there were few large differences in 

frequency of use for the three services examined. The statistical significance as 

indicated by the Chi-square test statistic confirmed that there is a relationship between 
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urban form location and frequency of use of all services although the strength of this 

association was very weak, but still highly significant.  

 

Secondly, using rank correlation methods, the extent of the relationship between 

accessibility of services and frequency of use were then presented. The hypothesis was 

that as distance to services increased, frequency of use decreased, indicating that the 

relationship would be negative. This was found to be the case generally although in 

some instances this relationship was positive. In exploring whether there was any 

correlation between distance to the supermarket and frequency of use of the local shop, 

there were significant relationships found for the whole survey, and for all three urban 

locations. No significant relationship was found for the whole survey between distance 

to public leisure facilities and frequency of use of this service. While the cut-off for 

level of significance was .05, in Darnley, there was quite a significant negative 

relationship between distance and frequency of use. As distance to this service 

increases, frequency of use of this service decreased.  

 

Logistic regression models were then presented to ascertain which aspects of urban 

form and a variety of other measures such as neighbourhood quality aspects, predicted 

the outcome of being an infrequent user of local supermarket and local convenience 

store. Findings revealed that no urban form variables but some access variables, 

including public transport time to the city centre, and, minimum drive time to the local 

supermarket, were significant predictors in explaining infrequent use of the local 

supermarket. Some urban form variables including density and proportions of disused 

and residential buildings were significant predictors in explaining infrequent use of the 

local shop. In both models, neighbourhood quality aspects were found to be significant 

predictors in explaining infrequent use.  

 

In concluding this chapter, the overall impression from these analyses is that the 

relationship between urban form elements and frequency of use of local services is not 

very strong. A more logical conclusion is that broader aspects of urban form, mainly via 

accessibility to services, are more influential predictors of access and usage of local 

services. Simple indicators which capture perceptions of neighbourhood quality, by 

measuring how an individual rates their local environment, seem quite important in 

influencing usage of services. It may be suggested that there has been a decline in the 

provision of local retailing services at the spatial scale of the neighbourhood and a 

general acknowledgment that the „liveability‟ of neighbourhoods does affect how 
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people may use, and behave within, their local area (given the choice of alternatives for 

many households). 

 

The implications for equity in access to local services are that, the further an individual 

lives from a service, the less frequent they can or will use it. This chapter has shown 

that through adopting frequency of use as an empirical method, usage analysis lends 

support to the equity interpretation of accessibility measures because accessibility 

affects usage frequency. That is, the accessibility of services does make a difference to 

the consumption options of households. The methodology adopted in this chapter and in 

chapter 6 has, it is argued here, been shown to work. This is therefore an approach 

which could be rolled out more widely in other surveys which seek to examine the 

social and spatial context in which services are accessed and used e.g. the Scottish 

Household Survey.  

 

The next chapter presents the findings from some of the qualitative interviews. 

Perspectives from the stakeholders are representative of both the broader themes of this 

research e.g. accessibility, as well perspectives which draw upon stakeholders‟ specific 

insights into retail and leisure services as found within each of the CSAs.   
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Chapter Eight: Stakeholder Perspectives 

 

8.1. Introduction 

 

This chapter presents findings from the stakeholder interviews. As explained in chapter 

4, stakeholder interviews were undertaken to provide a cross-check on findings from the 

access and household survey analyses; to provide further insight  „why‟ certain patterns 

are observed in usage of services and, to glean new information on other related issues, 

for instance the „supply side‟ of local services including the commercial, financial and 

planning considerations.  

 

Using accounts from a variety of stakeholders, the chapter has two core themes: 

accessibility as this applies to broader urban form issues i.e. transport, planning, and 

then, service access issues from the perspective of those involved with providing local 

services. The national stakeholder accounts are set against the background of the policy 

context within which accessibility is understood in this research, and help to provide 

further insights into the evolution of policy. Various stakeholder perspectives are 

incorporated throughout the discussion in this regard. These include transport experts, 

retail experts and providers as well as managers responsible for services (see chapter 4, 

Table 4.5 ). In the second part - which addresses service access issues more specifically 

in local contexts, stakeholder perspectives of those working within food retailing and 

leisure services within the thesis cases study areas is provided.  

 

8.1.1.   Accessibility: Themes and Issues 

 

Overview 

 

In the literature, accessibility was defined as „an attribute of people and places rather 

than transport modes or service provision, and describes integrated systems from a user 

viewpoint‟ (Halden et al., 2005, p.2). A main development of this approach within the 

UK was identified as accessibility planning. The concept of accessibility planning was 

defined by Halden et al., (2005) as an „applied method‟ for measuring accessibility. To 

apply this concept in practice, it was also identified by Halden et al., that this can be 

usefully defined within a broader framework in which the context of people and 

services is situated: “the ease of reaching or being reached” (2005, p.4). Accessibility 

planning has also been recognized by the government as offering a new direction on 

solutions to social exclusion issues because, „it offers a new way to find and solve local 
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problems‟, (ODPM, 2003). This latter statement stems from the only major government 

report on accessibility. 

In the following discussion, the perspective of a variety of stakeholders is set out. A 

number of themes are addressed including a review of how accessibility is currently 

understood and the current policy context. The position of accessibility as currently 

conceived in transport appraisal guidance is then reviewed. The challenges for an 

accessibility policy in practice are then highlighted. In particular, outstanding issues as 

revealed by various perspectives on transport and, the potential of the field of 

psychology to bring about improvements in accessibility and therefore changes in 

accessibility are explored. Given the implications this has for access to services, the 

significance of the normative approach and how this relates to retail provision from a 

planning policy perspective, is also examined. Finally a brief overview of some of the 

outstanding challenges for accessibility is given.    

How is Accessibility Understood? 

 

As accessibility is essentially about „attributes of people and places‟, (Halden et al, 

2005), several perspectives were expressed about the transport sector‟s understanding of 

the link between accessibility and the nature of the relationship between transport and 

people. One perspective questioned whether the transport sector is „really‟ interested in 

accessibility due to a perception that improved access would result in a loss of financial 

return to the sector. Two misconceptions thought to prevail within the transport sector 

were highlighted in this regard. First, improvements in accessibility may imply people 

would travel less. This is thought to stem from the long-standing concept of increasing 

mobility which does not make clear whether more or less travel is preferred. As more 

travel by certain modes e.g. car, is unsustainable, this has been one of the most 

controversial transport policy aims in recent years: 

 

You see in transport we only make any money if someone gets in a car or on a bus or on 

a train, so if we improve access people travel less and so although policy in transport 

talks about sustainable travel and all that, transport really isn‟t interested in access…  

(Consultant Transport) 

 

This is thought to be related to the allocation of transport funding which is increasingly 

dependent on local authorities or other bodies demonstrating accessibility change. For 

instance, Scottish transport appraisal guidance (STAG) issued to local authorities 

requires local authorities to provide appraisal of projects whether they are transport or 

development related and report on the impact of changes in accessibility. This requires 
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transport planners or their consultants to quantify accessibility improvements in, for 

example, accessibility to jobs as well as assessments of what accessibility change will 

have for increases in traffic. A second misconception concerns reference to the 

possibility of the transport sector taking the lead on accessibility (and the accessibility 

planning framework to develop measures and analysis). Several views from 

stakeholders noted that the sector still continues to be more transport system focused 

e.g. the network, as opposed to people focused. This may confirm that accessibility as 

conceived within the transport sector is not quite yet viewed as an attribute of people 

and places: 

  

In the profession [transport] they‟re not people focused - more system focused. It‟s all 

about buses and trains and not about people at all…  

(Consultant Transport) 

 

As the literature identified, developments within the sector highlight how psychology 

attempts to characterise this relationship between people and transport modes or service 

provider. This is defined as a relationship based on exchange and reliability (Straddling, 

2007). Using psychology is significant for achieving a deeper understanding of concepts 

of equity in access because having unreliable transport systems can prevent the 

opportunity to travel to reach services. For instance, while the transport sector correctly 

identify that transport reliability is important to modal choice of users, it is 

psychologists who question the underlying processes of why reliability is important.  

   

Policy Issues 

There are significant challenges demanded by an accessibility (planning) policy for the 

transport sector. These include issues of governance and regulation, funding, cross-

departmental working and culture, expertise and skills, sustainable development and 

land use planning. A main shortcoming of delivering an accessibility planning policy in 

Scotland was identified. For instance, Transport Scotland, the Scottish government‟s 

transport agency, was viewed as having limited powers to enact a more robust policy 

role. This is because the agency tends to deal with large infrastructure projects, 

networks and funding. Therefore, there is less impetus to better understand and develop 

policy which reflects new approaches in the field of accessibility planning. How 

accessibility is currently understood by planners working within local authorities 

requires accessibility changes to be empirically quantified in demonstrating compliance 

with the appraisal process as set out within STAG. Planners are viewed as finding this 

difficult. This is discussed later in considering outstanding challenges for accessibility.  
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Transport Scotland has very limited powers indeed; they have no policy role… if 

transport does get a bigger say in policy then it really would be a powerful place, your 

big water board type Scottish water type organization…but it‟s not come to that.  

 (ConsultantTransport) 

 

The current absence of a „home‟ for taking forward accessibility planning policy is 

further confirmed by a political reluctance at national level to effectively challenge the 

complexities and accessibility planning policy objective would involve. Reasons for this 

reluctance however, were not made explicit by respondents although issues related to 

data surrounding accessibility measurement, were raised. One reason for this, as 

identified in the accessibility literature, is that the concept of accessibility provides a 

basis for making trade-offs between land use and transportation policies (Handy & 

Neimeir, 1997).  

 

Given the potential of transport psychology to assist with the challenges of accessibility, 

as the literature demonstrated, it was important to determine how influential transport 

psychology theories configured in national transport policy approaches. Stakeholder 

views suggested that transport policies and national strategies of government are 

significantly influenced by traffic psychology e.g. in the case of road safety and 

speeding. However, although psychologists are interested in how individuals interact 

with aspects of the transport system, the influence of psychological processes 

underpinning these interactions are not in themselves, reflected in current policy so far. 

As such, policy is somehow dislocated from social science approaches in understanding 

travel behaviour.  

 

It‟s both half full and half empty. Traffic psychology as opposed to transport 

psychology has had - and still has - an important influence on all sorts of aspects on 

road safety. Transport psychology has had less influence.  

(Transport Expert) 

 

This may due to the traditional view and role of transport planners as „number 

crunchers‟ as was reported by one stakeholder. Accountability is still limiting progress 

as the emphasis is still on producing statistics on travel demand and developing 

indicators and not, on wider policy aims. For example, so many different sectors depend 

on the transport sector for achieving these wider aims. This is because the dominant 

policy aims are often about economic development. As the provision of „big‟ 

infrastructure is without doubt linked to economic development strategies, 

infrastructure projects are valued both for their intrinsic value but also for their alleged 

economic benefits. It would be safe to argue therefore, that these aims drive transport 

policy and planning much more than sustainability or social/accessibility issues. In 
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Scotland, the recent development of the M74 motorway extension in Glasgow is 

perhaps one example.   

The many themes of this research on urban form and equity in access to local services 

serve to illustrate the importance played by wider policy aims such as transit-oriented 

developments (TODS). 
50

This advocates that higher density forms with more mixed use 

developments would both reduce the distances to travel to reach more opportunities and 

allow greater travel options for different modal choices in reaching these opportunities. 

This is because economies of scale allow more options of transport mode. Lower 

density forms with a separation of land uses imply greater reliance on transport systems 

to access opportunities in destinations further away from the origin of travel. Equity in 

access could therefore be achieved for different groups thereby contributing to social 

inclusion policies. 

 

The implication for urban forms and achieving equity in access to local services is that 

this may depend on transport experts gaining more expertise, in order to influence 

national policy agendas; policies could reflect the links between urban forms (places) 

and the reasons why and the way people travel, to reach local services in these places. 

This can limit accessibility planning in relation to how experts may approach the issues 

involved. Reflecting this, distinctions in approach are between category and spatial 

approaches in capturing the differences of the issues faced by people and places. Halden 

et al (2005) suggest that while there are limitations to both, a comprehensive view is 

necessary which should incorporate both. Not to do so will mean little influence is made 

in improving accessibility to services for individuals. 

 

Stakeholder accounts also revealed that one of the main difficulties for national 

government steering policy in this direction was the inability of politicians to challenge 

or influence social behaviour. However, this may also be due to the fact that greater 

understanding of social behaviour or „behaviour realism‟ (Torrens, 2000, p.61) as this 

relates to transport systems, is still to be incorporated within the transport profession. 

Traditionally, as accounts above revealed, the sector has been interested only in how the 

network system functions and improving mobility to assist people in accessing 

transport. More research may influence government transport policy which would 

reflect an understanding of accessibility as this relates to people and places. Transport 

psychological research has had some „marketing‟ influence in shaping the broader 

                                                           
50

 For one of the first to examine TOD approaches to urban development, see Dittmar et al, (2003), „The 

New Transit Town: Best Practices in Transit-Oriented Development‟;  for how this has moved on, see 

also Duany et al, (2010) „The Smart Growth Manual‟; and Jan Gehl‟s, „Cities for People‟, (2010)  
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agenda of transport policy and strategies - particularly in relation to travel plans, travel 

choices and modal shift. 

 

Transport appraisal 

 

As with any policy development, it requires funding to delivery its aims. Funding for 

developing improved accessibility planning is via cross-sectional policy mechanisms. 

There is no lead department or local authority department receiving a one-off capital 

funding grant to distribute funds to those agencies (or partners) that claim to deliver 

improvements to accessibility. One of the reasons given for this current financial 

arrangement is the way in which government is traditionally organized. For instance, as 

previously mentioned in the literature review, the DfT has overall responsibility for the 

implementation of accessibility planning in the UK. Funding for improved accessibility 

projects remain with transport authorities who then issue Transport Appraisal Guidance 

(in Scotland this is known as STAG) to local authority departments. Transport planners 

then appraise projects that meet with the stipulated criteria or, as is perhaps more 

common, is issued to consultants who may have the expertise to conduct the appraisal. 

In reference to what STAG actually means in practice, one stakeholder had mixed views 

on what it involved. Commenting on his experience of STAG, one positive view was 

that it forces a comparison of options:  

 

It can be helpful if used correctly as it essentially forces a comparison of options 

including public transport for any transport scheme. It ensures benefits - including 

accessibility – are measured and compared option against option and that is all good. 

On large projects it does help decision making by comparing options on a framework 

basis. 
(Senior Transport Officer) 

However, as is revealed below, this particular stakeholder also raised concerns about 

STAG. Accounts revealed that the reality on a UK-wide basis is that while the transport 

authorities do in fact recognise accessibility planning as a concept, difficulties for 

service providers and transport authorities to work much more closely together to 

achieve accessibility planning in practice remain.  

 

It‟s while they‟ve got the Department for Transport that runs a £20 billion programme, 

it‟s very difficult for somebody who‟s promoting a joined up policy with health to be 

anything more than 0.01% of priority down there somewhere in the cistern because 

they‟re busy sorting out the network. A minister‟s priority is governed by non-profit 

priorities of government. 

(Transport Consultant) 
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Normally, funding criteria for policy development and implementation within public 

services stipulates that a number of conditions must be fulfilled for receipt of additional 

monies for new policy streams. Usually this requires that agencies or departments 

would need to develop „a priori‟ policy proposals detailing how the policy aims will 

support or contribute to the stated outcomes. In the context of accessibility, proposals 

from individual service areas would need to be aligned to appraisal criteria contained 

within the overarching transport appraisal guidance issued to local transport authorities. 

However, this can be particularly problematic for service areas unused to conceiving of 

accessibility criteria. In one account, the trade-off aspect of accessibility (Handy & 

Neimeir, 1997) was reported within the context of regeneration schemes with the recent 

failure of the Glasgow Airport Rail Link (GARL) project cited as an example: 

The actual decision making becomes too focused on economic performance, that is, 

standard transport economic rate of returns. This can mean that the value of 

regeneration can be played down.  

(Transport Officer) 

This account would also seem to confirm earlier accounts about transport being too 

system-focused and not people focused and the misconception that improved 

accessibility may imply less money for the sector. For instance, STAG stated how, 

„STAG involves the appraisal of generated options which could potentially address 

identified problems and opportunities against a range of criteria, including value for 

money‟, (Transport Scotland, 2008, p.5). Given the view expressed above, does this 

indicate that financial investments and hence accessibility considerations, are based on a 

short-term view? That is, Transport Scotland as the Scottish Government agency, 

demands a quicker return on any investment made? This would seem to conflict with 

the overall principles of regeneration which often adopt, in theory, a long term strategic 

view. This is considered necessary in order for the economic and social prospects of 

areas to flourish and be sustained.  

 

8.1.2. ‘Accessibility’ Policy: Challenges 

 

As described in the Chapter 3, gauging accessibility is based on theories of travel 

behaviour whereby travel is treated as a derived demand. In other words, travel demand 

is driven by what goods, services or activities people need or want to consume and 

where they have to go to do it. The transport system shapes how they might get there 

and how much time they should allow (Stradling et al, 2007b). Literature also 

highlighted that where quantifiable measures are not in themselves adequate enough to 

reflect the accessibility of communities then measures can be combined with qualitative 
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evaluations. This would allow a much richer understanding of the accessibility 

characteristics of a community (Handy & Neimier, 1997). In ensuring that accessibility 

improvements represent real behaviour, the behavioural approach was identified as an 

attempt to assess the value of individual travel needs as expressed through „observed‟ 

behaviour; for instance, using travel surveys to assess destination choices provides 

information on travel distances, patterns and modes to assist transport planners in 

assessing infrastructure supply, demand and capacity.  

 

However, behavioural approaches also recognise that this „revealed‟ behaviour might 

not adequately reflect the actual measure required: „preferred‟ behaviour. This may 

relate to what Giddens refers to as „forced lifestyles‟ wherein, habits and customs 

become routinised and thus give material form to a particular narrative of self-identity 

(1991). In other words, the choices of transport options available condition the lifestyle 

choices individuals make. It also supports the earlier point about the difficulty for 

politicians to change social behaviour: this can be uncomfortable because this would 

question lifestyles and hence, self-identity.      

 

Given the significance of the built environment and land use planning to urban form and 

service access issues, there is a close relationship between individual elements of urban 

form e.g. density and spatial layout, accessibility change and travel behaviour. As 

highlighted above, information which seeks to clarify and understand behaviour can 

make accessibility improvements which are representative of this „real‟ behaviour. This 

was highlighted as the greatest challenge to improving accessibility for people and 

services. Through empirical research, the „softer‟ aspects of transport issues and travel 

decisions, such as lifestyle choices, values, personal experience and emotions may 

potentially offer new insights into our understanding of travel behaviour and habits.  

 

In elaborating this argument, it would seem appropriate to have information which 

represents the psychological processes that underpin individuals‟ transport behaviours. 

Transport psychology as highlighted in the literature, addresses the relationship between 

individuals and transport. Improvements in accessibility can be therefore be made which 

are based – in addition to quantitative measures, on a more comprehensive assessment 

of people‟s need to travel;  how they can get to the destination to carry out the activity; 

and, how they would prefer to get to their destination. The significance of this for urban 

form and equity in access to services can be illustrated by way of an example: if access 

to a local convenience store is required (obligation) and that store‟s destination is 

beyond reasonable walking distance (destination accessibility), then the obligation is 
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subsumed under the opportunity in getting there. Preferences (inclination) in the choice 

of transport mode to access the service, is therefore determined by the options available 

to the individual and the opportunities via the transport system.  

 

As it is, there is still a lack of clear evidence on whether changing the built environment 

leads to behaviour change or whether this is individual lifestyle choices people make 

about where they live, work and leisure - which determines and shapes the habits and 

routines they adopt. It remains a moot point if spatial aspects of land use planning 

design and form of built environments reduce the demand for travel. The implications 

for urban form and equity in access to local services could be that more services could 

be located in one place thereby allowing greater equity within and between different 

urban locations:   

  

On the transport side policy, you‟ll find a majority of Scottish and UK drivers would 

like to use their cars less, would like to cut their car use for a variety of reasons… 

 

In Scotland, as a percentage of all CO2 emissions, transport emissions accounted for 

24.4% in 2006. Disaggregating the total transport figure, road transport is the sector 

with the greatest emissions and in 2006, this was equivalent to70% of all Scottish 

transport emissions during this year (Scottish Government, 2009, p.7-8). This would 

seem to suggest that investment in transport infrastructure that seeks to reduce modal 

preferences based on the car for example, could influence better urban forms through 

creating more pedestrianised city centres and by investing in green infrastructure. This 

would transform the transport opportunities available to individuals: 

 

Look, politicians could transform transport opportunities: if you build green 

infrastructure, it [modal shift] will come; remember geography is the single most 

important influence on human behaviour – movement and exchange spaces are 

combined already! 

(Transport Expert) 

 

In the context of urban form and access to services, individuals make decisions on what 

service or activity they need or want access to. Within the literature, Stradling et al 

(2007b) identified this decision as an „obligation‟ in that individual travel and transport 

decisions vary depending on the obligation an individual has. A source of frustration 

was that politicians could do more in leading by example to influence and tackle the 

challenges posed by the ambiguities between travel behaviour, and lifestyles choices:  

 



 223 

That‟s partly because all the social policy going back to obligation, opportunity, inclination, 

what can politicians do? Well to change the pattern of obligations means changing lifestyle. 

Politicians are freaked about that so the question I always ask politicians is what are politicians 

for? Are they to lead or to follow? What we really need is some example setting by the UK‟s 

transport ministers.  
(Transport Expert) 

This would seem to pose a difficult challenge for enacting accessibility change. Good 

accessibility to local services is often determined by the dominance of auto-dependent 

lifestyles where car ownership allows access to wider set of opportunities and 

destinations facilitated by transport systems such as the road network. As the literature 

noted, there is still a large reluctance by car owners to adapt their lifestyles and thus 

switch their travel choices, to active travel modes such as public transport, cycling and 

walking. As transport psychology theory suggested, an individual‟s travel and transport 

decisions will vary depending on the „opportunities‟ available to them: „how can I make 

these journeys?‟  

 

In light of this, one view was that government could have a much more pivotal role in 

transforming the opportunities available to individuals in their transport mode of choice; 

that is, they could enact behaviour change by modifying the choices available through 

removing unsustainable opportunities created by the transport system, and hence 

government: 

 

The government could have a big influence on opportunities, for example, funding or 

not funding bus routes; big infrastructure projects create the travel opportunities that 

people have, so they could be nudging behaviour change by choice editing. 

(Transport Expert) 

 

As commented in the literature, mode acceptability varies with personal preferences and 

that these inclinations will influence mode choice and thus mode share and time spent 

traveling (Stradling et al, 2007b). It was also noted that the popularity of the car over 

other transport modes has received the most research attention. As inclinations are 

based on ones preference in how they would like to make a journey, one possible route 

for government in influencing a change in lifestyle could be through greater 

campaigning and advertising of what is deemed socially unacceptable. For instance, an 

analogy was made by the respondent to the successful drink-driving and smoking 

advertising campaigns of the 1980s and 1990s in challenging unacceptable social norms 

and practices.  

  

Clearly, current policy can be seen as an articulation by the transport sector in 

identifying priorities in tackling climate change; these are well known and involve 
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adaptation solutions to combat and mitigate the effects of CO2 emissions brought about 

by car dependency. However, modal shift was identified as an aspect that government 

has been slow to accommodate in enacting lifestyle changes to bring about more 

sustainable modes of travel. In this context, two examples were cited which are believed 

contributed to an ignorance of the reality of modal use: the role of the media and 

national survey findings. In the former, reference was made to the Daily Mail 

newspaper in their branding of motorists as a distinct group within society. Reference 

was made to survey findings from both the Census (2001) and the British Social 

Attitudes surveys: in the former, a third of people interviewed do not have access to a 

car, whereas in the latter, findings showed that, contrary to popular belief, most 

„motorists‟ are in fact multi-modal in their transport options: 

 

In fact…a number of things we‟ve shown is that most motorists are already multi 

modal…count up the number of different modes, so for motorists how many reported 

just one mode? One point one per cent. So, most motorists are already multi modal. The 

government should have public information campaigns… 

(Transport Expert) 

 

 

For instance, in identifying which particular group should the government target 

through public information campaigning, the response was that all of the population 

should be targeted. This was premised on the fact that as our transport needs change, we 

will try to meet different obligations when entering into different stages of the life-

cycle, for example, young, family and older stages: 

 

The obligations that you have to meet at different stages of the life cycle, changes. 

That‟s how you get transport to change. Lifestyles do change over time (…) the general 

point is that transport means change during the life cycle…  

  (Transport Expert) 

 

8.1.3. Towards Accessibility Change? 

 

It was also noted that analysis of measures need to be representative and comprehensive 

enough in reflecting real behaviour if land use and transport choices are to be 

sustainable. To ensure representativeness of real behaviour in selection and analysis of 

change, two approaches were highlighted in the literature: normative and behavioural 

(discussed above). In relation to land use planning, this adopts a normative approach.  

Planning objectives are set based upon assessments in designating land for particular 

uses. For example, retail planning has specified catchment populations using threshold 
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values to warrant planning permission, and impact assessments on local shops and 

businesses and other factors are also examined in this context. In terms of accessibility, 

this is understood according to retail planners to be a fundamental aspect of policy: 

Well I think accessibility is, in a sense, of people who access services through transport 

modes. It underpins our policies in terms of the location of shopping or leisure 

uses…it‟s one of the main reasons why location and retail development is a really 

important issue…   

(Planner Retail) 

 

As set out in Chapter 5, retail planning policy in Scotland adopts the sequential 

approach. The objective underpinning this policy is that this approach supports 

development in „existing accessible locations or in locations where accessibility can be 

improved‟. Given this, planning stakeholders were asked how this is translated into 

retail planning approaches within the context of retail provision. Accounts revealed that 

accessibility in this context for retail planners is assessed normally only for larger type 

retail stores; development control officers are often required to work with transport 

planners to assess the accessibility of a location for a development and therefore „makes 

this call‟. As retail planning is primarily concerned with local catchment thresholds, 

impact assessment and capacity issues, it is perhaps understandable that accessibility - 

from a transport perspective - is not entirely within their domain of interest. Exceptions 

may be when retail studies from investors showed that access would be 90% car-

dependent: this would be regarded a „problem‟ for retail planning.  

  

However, the objective of policy is still quite significant for urban form and equity in 

access to local services. This is because of the typology of urban forms as conceived in 

this research: inner, intermediate and outer locations. Inner locations of the city are high 

population density areas with economies of scale in transport and services achieved: this 

not only permits shorter distances between origin and destination to undertake activities 

and thereby less travel distance and time is required; but this also allows greater choice 

in facilities to access, including transport choices. Therefore access to facilities and 

accessibility within these areas are deemed to be more equitable than other types of 

urban form. If retail development is to be supported in the ways suggested, policy 

presupposes that retail planning already identifies a priori if a location is „accessible‟ or 

where „accessibility can be improved‟. Accessibility in this sense does not seem to be an 

important part of the decision-making process in the location of retail: 

 

I don‟t want to say accessibility isn‟t important but I‟m not quite sure how important it 

would be when the planning officer makes his decision…it‟s interesting because 
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accessibility is in the retail policy [city plan], but it‟s not one we tend to give a lot of 

weight to… 

(Planner Retail) 

 

Comments alluded to the fact that if their own criteria e.g. purchasing power, is met and 

therefore retail applications „tick all the boxes‟ or, if there is some kind of regeneration 

benefit, then these are generally considered more important. However, if an 

intermediate or outer location of the city characterised by lower population density, is 

less clustered in terms of land use patterns and diversity of activity; has poor „public‟ 

transport accessibility; low purchasing power and therefore market failure, it remains a 

unclear how private investment in retail is facilitated by retail planning policy in these 

urban forms. This is important for urban form and equity in access to local services 

because there are many locations in cities where this is the case. Where investment into 

these areas has taken place, this has, by and large, stemmed from property-led 

regeneration programmes.  

 

As it is, the perspective of one planner is that the sequential approach appears to be a 

rather blunt instrument for enabling investment in retail floor space in town centres and 

retail cores, but also in locations where there is the „best‟ public transport accessibility. 

This has effectively meant that investment in other designated „centres‟ is suppressed in 

order that restrictive physical city centre or town centre floor space can be invested in 

first. Local centres are not attractive to investors generally due to existing market failure 

there or as suggested because the planning policy facilitates strategic retail growth and 

development investment to established centres. From these perspectives, one cannot 

help but get the impression that retail/leisure development confirms a particular 

dilemma for the government. On the one hand, it encourages healthy competition in 

presenting choice for the consumer by facilitating retailers via the regulatory planning 

system; whilst on the other hand, allowing communities (or particular locations of 

cities) to fend for themselves. This prospect may be particularly acute for those places 

where market opportunity is not on the retailer‟s radar.  

 

Outstanding Challenges of Accessibility 

 

At present, the lead on public policy development, implementation and progress 

measurement on accessibility specifically, remains with transport authorities. The trade-

offs required, current funding arrangements, combined with the lack of political will, as 

the respondent points out below, provides an explanation as to why the mainstream 

planning sector has not yet clearly articulated how it might begin to take on the complex 
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challenges accessibility planning poses: 

 

Each time we get around the loop we get a little further but quite why it seems so 

difficult for say, you know, planners to quantify access in a way that they can make it 

something meaningful is unclear…  

(Transport Consultant) 

It appears that one of the main obstacles preventing greater adoption of accessibility 

planning within the planning sector is the apparent level of complexity in the 

computation and amount of data that measures of accessibility require – particularly if 

measures are to be used for the purposes of policymaking. In this case, the transport 

appraisal guidance would be the appropriate policy guidance. However, only one 

stakeholder (senior service director) could comment on the STAG specifically in 

relation to his direct experience with the guidance. From his perspective, as mentioned 

earlier above, STAG is useful as it enforces appraisal of options. However, one other 

concern which he highlighted was the complexity of the guidance in making decisions 

against all options considered. For example, this can further result in unnecessary delays 

and in an increase in the costs in the process: 

 

It can become an academic exercise for consultants who with a complex guideline to 

follow can really make a meal of it rather than use it as a simple decision aiding tool. It 

gets even worse when two consultants argue over input to STAG assessments thereby 

delaying decisions and increasing costs.  

(Transport Officer) 

 

This account would appear to confirm the earlier points that there is a relatively slow 

take-up of accessibility planning tools within the planning sector. Clearly as the 

stakeholder indicates, the complexity of translating STAG guidelines within the 

decision-making process appears to be a significant issue – even for those assigned with 

the task (transport planners). A combination of the absence of professional 

competencies and the difficulties in quantifying measures which demonstrate and 

identify how improvements to accessibility are being made, is a challenge for this 

planning profession. For example, when asked, two retail planners were unfamiliar with 

accessibility planning but were nevertheless familiar with the concept of accessibility as 

a general concept that is embedded within the retail planning policy. For one 

stakeholder, he believed that relatively unfamiliarity of accessibility as an 

administrative planning framework in his experience was simply an „organisational 

cultural issue‟ adding that: 

 

I think maybe there‟s an organisational cultural issue. Transport planners in my 

experience tend to be [pause], well, technical people. I don‟t want to say inward 
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looking but they do…they‟re number crunchers most of the time – the ones I‟ve came 

across. 

(Planner Retail)          

 

Given the inherent complexities and tensions involved in accessibility as an 

administrative planning framework, discussions within central government are believed 

to be taking place. It was reported that the aim of these discussions is find ways on how 

government could be re-organised to reflect new funding arrangements between 

different government departments. This would allow an accessibility policy to develop 

within an administrative planning framework across different discipline departments.  

The implications for urban forms and equity in access to services is that if in conceiving 

of accessibility is to remove the barriers and constraints that prevent people from 

accessing services, then improvements and change will largely be determined by a 

greater commitment from various government departments, experts and political will. 

The ease in which an individual can reach their destination to access services, is 

intermixed within a complex system of transport and planning considerations. 

Representation and measuring every individual‟s behaviour (observed and preferred) 

does seem to illustrate the comprehensive approach demanded by those advocating an 

accessibility planning framework. Until a framework for the improvement in 

accessibility is embedded within these systems, this comprehensive approach will not be 

realised. The potential therefore, for achieving greater equity in accessibility to services 

between different urban locations, will therefore diminish as a result.    

 

8.2. Local Stakeholder Perspectives: Case Study Areas 

 

In this second part of the findings from stakeholder interviews, a number of themes 

related to service access issues are discussed. As the rationale for including 

stakeholders‟ perspectives in this research was set out at the beginning of this chapter, 

this is not further elaborated here. The findings summarise perspectives on service 

access issues from those working at either a more senior level in the delivery of services 

or those who hold senior level positions at the area-level. This part of the research is 

interested in what issues local stakeholders raise about their services and the CSAs.  

 

The aim is to explore how services themselves might contribute to equity outcomes. As 

such the perspective of local service providers provides further insight and explanations 

into patterns of why services are used or otherwise. As distance to local services provide 
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a quantifiable measure of spatial proximity to services and therefore for some residents, 

inadequate access in this context may prevent residents from using the service. The 

usage experience of services and, the quality of the service experience may also 

influence the frequency of use of services: service characteristics themselves, from the 

perspective of the potential user, may prevent them using the service (Lucy, 1981).  

In the case of supermarkets, a general overview of the service is outlined then issues and 

aspects gleaned from each stakeholder account are discussed. Two main themes in this 

regard are discussed: local issues to do with access and location and, aspects about 

general trends and local preferences. For leisure stakeholders, aspects related to the 

delivery of public leisure facilities, usage and access to them within the CSAs are 

discussed. Findings from local supermarkets are presented first, followed by leisure 

services. 

 

8.2.1. Supermarkets 

 

This section provides an outline of some general points that were identified from 

interviews. First, a short description about the local supermarket in each area is 

necessary. 

 

Each of the stores in the CSAs are different in size reflecting the different urban 

locations in which they are situated. As we would expect of an inner location, the 

supermarket in Dalry is the smallest supermarket with a floor space of 10,500 sq. feet 

and this opened in 1985. The customer base not only serves the local residential 

population, but also captures a good mix of customers – mainly commuters to central 

Edinburgh. The Pollokshields store serves the local community of Pollokshields and 

nearby residential districts. The store opened in 1991 and has a floor space of 18,000 sq. 

ft. The supermarket in Darnley serves the local community and also services a wider 

customer base that extends to nearby south Glasgow. This store also in opened in 1991 

is 43, 800sq ft. in size. All the stores identify with their local customers in terms of 

quality assurance and service aspects through conducting surveys which are on average, 

undertaken twice per year. These surveys are usually undertaken by professional market 

researchers. None of the stores target any particular group in terms of products, offers or 

marketing and claim they target „everybody‟. The Darnley and Pollokshields stores have 

corporate „social responsibility‟ strategies with some emphasis given to, amongst others, 

projects to achieve national and community environmental sustainability objectives. The 

Dalry store did not appear to have such a strategy in place although it did have a 
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„customer plan‟ that was described as being more than an „operational plan‟. Like the 

other stores, it also supports charities. 

 

All store stakeholders identified similar industry and consumer trends including those 

related to the „credit crunch‟. In the former, this involved in the main, a return to basic 

price products and in-house brands with a renewed emphasis on the development of 

new products in this regard. With regard to the latter, consumer trends are of course 

reflected in industry trends to an extent; however, several other main themes of 

relevance to this research and highlighted in all interviews was the increasing 

importance attached to convenience. This is very much a subjective concept and so is 

loosely defined in this research as meaning issues such as saving time or within 

acceptable proximity which may imply, within walking distance. Another main theme 

that emerged was the changing preferences and lifestyles of customers. These are 

discussed below. Prior to this, some issues on the location aspects can be highlighted. 

 

8.2.2. Access and Location   

 

Given the significance of urban location to this study and the central theme of 

accessibility for service access issues in particular, the context of location was explored 

with stakeholders. Information was sought in terms of locational preference the 

company has in order to explore any issues about location and access. Some views that 

were expressed relate to both a business and community perspective. In drawing the 

contextual aspect of location, the issue of convenience was also identified. Convenience 

is a slippery notion in that it is hard to define but may broadly relate to savings in time 

and/or good spatial proximity to a service. This is explored further below. 

 

Location was viewed by the stakeholder in Dalry as a key strength and gave competitive 

edge over rivals because of the rise in popularity of local convenience. The company 

„wants to be on the high street‟ and „is always looking for sites‟. As an inner location, as 

noted above, about 95% of the Dalry store‟s footfall is passing trade, revealing the 

importance of convenience to the business: 

 

People are thinking about Aldis and Lidl – they‟re [Aldi/Lidl] still „trading up‟ despite 

the credit crunch. This shows you the strength of the convenience position…we‟re 

taking from the bigger guys.  

(Supermarket Manager) 
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In questioning whether he thought there could be any potential difficulties for 

supermarkets in acquiring land for inner city sites, he felt that there were certainly 

„none‟ for the vintage companies (the „big 4‟) although the Office for Fair Trading 

would be watchful of how many could be in a site.  

 

Similarly, the competitive trend towards convenience for inner city supermarkets was 

further confirmed by the Darnley stakeholder. He referred to the closures of inner 

location „gastro pubs‟ in industry market responses to this trend and in particular, the 

influence and wider impacts of consumer lifestyles and preferences for convenience 

food shopping which had seen the market return to urban locations characteristic of 

previous decades: 

 

 I think we‟ve gone full circle with the market going out of the town and back in.  

(Supermarket Manager) 

 

The stakeholder also made a passing reference to the fact that Darnley is a poor area (as 

revealed in the SIMD analysis) and that an on-going policy for the company was trying 

combat the „price image‟ often associated with this supermarket. The stakeholder 

reported that he did not know why Darnley was chosen as a site for the store although 

one of its competitive successes was the price of convenience food adding that:  

 

We have a stigma about it being more expensive but for milk and bread we are the 

cheapest. 

(Supermarket Manager) 

 

Reference was also made to Darnley‟s poor public transport and, the area‟s general 

reputation as unsafe. Given this, in highlighting his employee‟s difficulties in 

accessibility of the store, these issues have caused problems in recruitment and staff 

retention: 

 

It‟s been an issue… terrible. The bus service to this store is terrible and there‟s only one 

train station there but you wouldn‟t stand there yourself after 6 o‟clock at night. For 

that reason, people are not prepared to take the train here. So transport makes it a very 

difficult area to get to unless you have your own car. 

(Supermarket Manager) 

 

 

This account highlights a potentially important interaction between perceived 

neighbourhood safety and this particular service location in Darnley. It also confirms 

evidence in chapter six on the importance of perceptions of local neighbourhood quality 

and safety aspects in the experience of accessing local services. For instance, more than 
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any of the outer areas included in all the CityForm CSAs (excepting Blackbird Leys in 

Oxford) and, in comparison to all other CSAs, respondents in Darnley scored higher 

(higher than average scores) in the negative measures of perceptions of the 

neighbourhood. Darnley residents more than other areas scored poorly in terms of these 

quality aspects including environmental amenity, liveability and local transport 

convenience measures (see section 6.2.1).        

 

In Pollokshields, a similar issue was also reported albeit, this was about the transport 

difficulties of another social group in the nearby district centre of Pollokshaws. A mini-

bus (not Dial-a-Bus) has been privately hired to transport older residents to his store 

because the bus routes had changed in that area. According to this stakeholder, this 

particular group of elderly people could not access their usual store due to revised bus 

routes which meant elderly people had to walk for some distance to access their nearest 

supermarket. In effect, the Pollokshields store had „picked up‟ this other locations 

customer patronage. However, while he acknowledged that the opening of the Tesco 

„Xtra‟ in nearby Silverburn Shopping Centre had not much of an „effect‟ on his sales or 

customer „catch‟ adding that „it is very much a big shopping centre‟. This theme is 

discussed further below. However, this stakeholder indicated what he believed was a 

loyal customer base whereby his returning customers‟ patronage was attributable to 

convenience. Here the traffic management context of the location was highlighted in 

this regard: 

 

It‟s quite easy. The traffic lights don‟t cause a huge problem. You get in-get out, a pretty 

good set up.  

(Supermarket Manager) 

 

There are different perspectives about the significance of location and what this reveals 

about simple notions of access for supermarkets located within different urban localities 

of the city. The accounts revealed that issues of competition are indeed important with 

respect to market trends in location. What is striking about the accounts is that the issue 

of convenience and location are intermixed with issues about consumer preferences and 

needs. The next section will explore some of these wider consumer and lifestyle factors 

that were identified in interviews.   

 

8.2.3. Consumer Trends and Preferences 

 

Given the close (and indeed, highly important) relationship between supermarkets and 

the fickle consumer, industry and consumer trends of both the market and society are 
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often reflected both in the location of supermarkets and, the ways in which 

supermarkets respond to customer preferences. Both are crucial factors in the 

competitive practices of the industry and private markets generally. Customer 

preferences in what people buy, why they visit a particular store for instance, are 

important for exploring equity in access to local food retailing and urban forms. For 

instance, as found in the literature, residents and even neighbourhoods can be defined 

by the type, choice and availability of what food is in the local supermarket, reflecting 

the idea that, „You are where you live,‟ (Forrest, 2004).  

 

Equity in access outcomes between different urban locations may be less about urban 

form elements within locations or service location and instead, be about how services 

respond to users of their services. What and how they provide a service will often be in 

response to wider lifestyle choices. These choices are reflected by and identified from, 

consumer shopping habits and differences between the changing nature and level of 

household needs. These in turn can illuminate for the current research, how local food 

retailing has engaged and responded to these changes, and how these could affect, (or 

even complicate!) judgements in assessing broader equity in access outcomes to 

services issues.  

 

Table 8.1: Supermarket Managers’ Rating on What Attracts Local People  

to Their Store 

In order of importance, what do you think attracts 

local people to this store? 

  CSA 

  

Dalry 

 

Pollokshields 

 

Darnley 

Service Aspect Score 

Convenience 

Proximity 
 

1 1 1 

Location  1 1 1 

Customer Parking  3 2 4 

Opening Hours  1 3 3 

Quality of Products  1 2 3 

Range of Products  2 2 2 

Cost of Products  3 1 2 

Choice/Variety   2 2 2 

„Own Brand‟  2 2 1 

Shopping 

experience 
 

3 3 3 

Home Delivery  3 n/a 4 
Note: 1=very important; 2=important; 3=has some importance; 4=little  

or no importance 
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In addressing these issues, a Showcard displaying a Likert Scale was issued to 

stakeholders to explore the importance of what particular service aspects they thought 

attract local people to their store. The discussion which follows is framed around the 

stakeholder responses to this question. The purpose of the question was to glean a 

deeper insight into these issues from the stakeholders‟ perspective. The results are 

shown in Table 8.1 above. The table displays each stakeholder‟s response to the 

question indicating the level of importance each attached. 

 

As Table 8.1 shows, convenience and proximity and location both score as very 

important for all stakeholders in terms of what they viewed attracts local people to the 

store. This is particularly interesting because each of these supermarkets is situated in 

very different urban locations. In Dalry for instance, convenience was identified as a 

major trend driving change within the store nationally. With 29 stores, it has only 3 with 

what are called „convenience kiosks‟ and change within the store is to respond to the 

needs of customers which were reported as having „changed‟ in as little as five years. 

This particular store has had to change the internal layout as well as choice of food and 

product (e.g. sandwiches and ready-meals) to accommodate these new needs which 

were actually identified from their surveys. These new needs were thought to be driven 

by wider lifestyle changes including an increase in the pace of life and „the speeding up 

of everything‟: 

  

Customer needs have changed. Where once we were a destination shop - now it‟s all 

about convenience people…our products are developed to reflect that…over a period of 

four or five years it‟s given us a range and footage. Convenience is a high profit margin 

and we‟re already – with respect to convenience - in the sector that everyone‟s moving 

into.  

(Supermarket Manager) 

 

While this may not appear as revelatory, the distinction was that the change in needs 

was thought to have occurred quite dramatically i.e. less than five years. This 

stakeholder had worked for the company for over 25 years.  

 

Wider societal issues now see the traditional housewife spending less time in the home 

more than ever. This is reflected in employment figures in which women have 

accounted for the growth in employment figures during the past 50 years (Hewitt, 

1993). It could be the case that society - more than ever – is characterised by the cash-

rich/time-poor dichotomy. Convenience can cost society as much as it costs the pocket - 

as the Dalry account reveals above for instance. 
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Whilst the perspective of convenience in Dalry was reported in terms of product and 

location, the importance of distance as a factor of convenience was a theme that 

emerged from Darnley and Pollokshields accounts. Darnley has very little convenience 

retailing, so it is perhaps not surprising that convenience and proximity were rated as 

very important by this stakeholder. He illustrated the point quite well that despite 

consumer preferences in store choice or product, location in terms of convenience and 

acceptable proximity, appeared to him to be the definition of convenience: 

 

I think location, convenience, and in terms of proximity to one‟s house has a big part to 

play. For instance, would you pass a Sainsburys to go to Tesco, would you pass a 

Sainsburys to go to Morrisons? I don‟t know – it all depends.  

(Supermarket Manager) 

 

In discussing convenience in these contexts, it is perhaps worth considering how close 

these perceptions or definitions of convenience are to the notion of accessibility as 

defined in this research. Undoubtedly, convenience can be as much about convenience 

in time savings where one destination choice may meet the obligation needs of 

individuals; for instance, the location may have a diversity of retail thereby reducing the 

need for multiple journeys (e.g. attractiveness of the destination); or, convenience may 

involve individual perceptions on the distance to reach the service by active travel 

modes such as being within an acceptable walking distance (e.g. 10-20 mins); 

convenience for individuals may also mean where shops or other services are located in 

relation to temporal factors of lifestyles, for instance, where opportunities arise when 

travelling to and from destinations such as the home and workplace. Convenience then 

for the individual possesses subjective meaning but the subjective nature of these 

interpretations of convenience can be constrained or even diminished by the degree to 

which accessibility facilitates convenience for individuals. This means that to a large 

extent, while convenience is a subjective interpretation, this in fact relies upon the 

accessibility that is facilitated which then acts to influence the type of convenience 

which matters to different individuals.          

 

Another example again raised by the Darnley stakeholder was in highlighting the 

difference between shopping for food and shopping for comparison goods (e.g. clothes). 

A „dig‟ at rival chains was also made by the Pollokshields stakeholder in this regard 

arguing that as food shopping consumers, „we don‟t go and buy a fridge do we?‟. 

Convenience in this context becomes quite a distinctive attribute of food retail: people 

will travel to browse whereas for food, this is entirely different. Here a passing 

reference is made perhaps to the British adoption of the American „shopping mall‟: 
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It‟s all about shopping habits: are people prepared to get in an escalator to get their 

food? Generally, food you know what you want, do you want to get in an escalator 

when you‟re in a hurry?  

 

You go to Debenhams and around the other shops and the last thing on your mind is do 

you want to get some chicken? The last thing you want to do is that. Food shops are off 

the list.    

  (Supermarket Manager) 

 

From the table, we can also see that both Pollokshields and Darnley indicated that 

opening hours had some importance but according to the perspective of the Dalry 

stakeholder, opening hours was very important perhaps reflecting the stakeholders 

understanding of convenience in this inner location of the city. The different scores 

could be that while the pace of life has speeded up generally, those without access to a 

car in the city makes opening hours more important to people here than perhaps in other 

areas as the table suggests. Often the bigger stores in the outskirts are open very late 

(even 24 hrs.) and custom is assured at all times - facilitated of course, by the private 

car. However, opening hours may also reflect other issues about Dalry. There may be an 

absence of comparable choice in relation to what a supermarket can offer; and that local 

people attach value to having a supermarket here. In other words, opening hours 

become a bit more important for food shoppers in the inner city: proximity is good but it 

is no good if the store is closed.  

 

From the table we see that quality was a service aspect that scored differently from all 

stakeholders: Dalry scored this as very important in attracting local people to his store; 

Pollokshields scored it as important whilst Darnley scored this as having some 

importance. On closer inspection of the scoring and given the knowledge about these 

urban locations, there is some kind of pattern emerging. For instance, the Dalry store is 

not one of the „big four‟ stores, and as shall be seen in the residents‟ perspectives (see 

Chapter 9) it is perhaps unsurprising that „quality‟ is from his perspective, very 

important in gauging what attracts locals to his store: this store is generally considered 

to have the poorest of quality and the researcher draws upon her own experience, and 

research findings from the resident perspectives in this regard.  

 

In the case of Pollokshields, this stakeholder identified quality as something which is 

attracting people to shop at the store – but is not as important. Pollokshields has in fact a 

very good range of delicatessens and other local food retail in the area. Darnley‟s score 

here is also quite revealing. This store is generally regarded as having - if not superior - 

quality, compared to its 3 big rivals. But from this stakeholder perspective has only 
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some importance. Darnley is quite a poor area with some affluent households. Note for 

instance that on cost, this stakeholder indicates important but on own brand, indicates 

that this is very important in attracting local people to the store. Perhaps the local people 

of Darnley appreciate this store‟s superior quality in own brand food and is therefore 

attracted less by other market leading brands. As noted earlier, this store is trying to 

tackle its expensive image. Finally, it is perhaps not surprising to find that the 

Pollokshields stakeholder believes cost is very important in attracting local people to his 

store. While the researcher cannot be certain here, this is interpreted that the cheap cost 

of products is very important in attracting locals to this store: according to the SIMD, 

Pollokshields contains a datazone that is within the 5% most deprived areas in Scotland 

(see Chapter 5, section 5.2.1.).   

 

Three other aspects which stakeholders agreed in terms of importance for local people 

were: range of products and availability of choice/variety and finally the shopping 

experience. Only one stakeholder expressed a view on this and this was Pollokshields. 

Here this has some importance in attracting local people, and in particular, the older 

generation. According to the surveys, „this is what they enjoy about the visit‟. It was 

also noted that the store does not get too many customers with young families perhaps 

because they prefer to go to Tesco. However, this was largely explained as a result of 

the local demographic of the area (high older population). As the following account 

shows, convenience plays a part in the shopping experience for family groups:  

 

A lot of customer feedback is that they like the size of the store it‟s not too big, you can 

get in here and around here in about 45 minutes whereas you go to some of the big 

stores you need to take a packed lunch! Most people tend to be there for most of the 

morning, maybe need a cup of tea and sit down, we don‟t have that here.     

(Supermarket Manager) 

 

Further mention can be made in relation to other service aspects. Availability of 

customer parking scores differently for each area in that a distinction between the three 

urban locations is evidenced. In Dalry, availability of customer parking is thought to 

have some importance in attracting local people to the store and perhaps, this is to be 

expected from an inner location. Pollokshields rated this as important and this confirms 

other accounts about parking and traffic issues generally in this area; and Darnley as 

having little or no importance – again, reflecting the tendency for reliance on the private 

car in outer areas: it‟s not that important for attracting local people. 
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In summing up, the three stakeholders were asked their views on what they understood 

by the „death of the British High Street‟ debate. Of course, as food retailers, all were 

only too aware of the attention this issue has received by the media and government 

(e.g. OFT Competitive Commission). Two stakeholders, Pollokshields and Darnley, 

expressed the view that this was related to wider social changes such as lifestyle and the 

necessities of two parent households to both work, coupled with family obligations and 

time constraints. Clearly, this was in reference to the changed nature of traditional 

shopping habits of a by-gone era: high street shop essentials such as the butcher, bakers, 

local grocery and cobbler were all part of a housewife‟s daily routine where basic 

necessities had to shopped for in the absence of the fridge-freezer revolution. However, 

the Dalry stakeholder was perhaps more sympathetic adding that: 

 

I would say we‟re part of killing them off too. Over a period of time, the big guys have 

taken from us. They want both. Tesco recognised this before any of the others. 

(Supermarket Manager) 

 

The Pollokshields stakeholder did go on to illustrate this debate, drawing on his own 

personal experience when attempting to buy a loaf at his local bakers:  

 

If the bakeries wanted to succeed they would have stuck their act to 3 o‟clock in the 

afternoon. I tried to get a loaf at ten to three at the bakers at Hamilton, none left. I went 

down to Morrisons, bought bread there, but I‟ve been in the bakers.  But the baker 

didn‟t want to bother his backside making bread.  He‟s quite happy with his profits, 

whatever. That‟s his choice. I was there to buy a fresh crusted loaf at ten to three. So 

the bakers forced me to go to the supermarket.  

 (Supermarket Manager) 

 

This example perhaps captures quite well the conundrum faced by the both the 

government, the retail federations and the British consumer in deciding whose interests 

are best served in food retailing. As Boris Johnson, the Mayor of London was recently 

quoted as saying, “The British are perhaps at their most hypocritical when it comes to 

food retailing”.
51

  

 

While this short Showcard exercise is admittedly a rather crude research tool in gauging 

stakeholder‟s perspectives, it would appear to be quite a good indication of what they 

believe attracts local people to their store. The issues raised and themes explored draw 

out knowledge of some of the preferences people have as well as revealing aspects of 

                                                           
51

 Date unknown; however Johnson had some influence in lobbying for the recent OFT Competition 

Commission Report. He himself commented at the time that, “I shouldn‟t do it, but I love going down to 

my local Tesco Metro”, (Notting Hill, London).  
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service access characteristics as explored through motivational insights of service 

providers. It therefore remains to be seen to what extent these stakeholder‟s perspectives 

provide a benchmark for further exploration of resident preferences. Resident 

preferences are a main theme in Chapter 9 in which the CSAs‟ residents‟ perspectives 

on access to local services are explored in detail. 

  

8.2.4. Public Leisure Facilities 

 

As explained in Chapter 3, recent changes in terms of public leisure services are set 

against a background of wider policy streams affecting public leisure services including 

national sport strategies and government financial auditing. These policy streams have 

been developed against a background of significant social challenges including that 

society is leading more sedentary lifestyles with changing perceptions on what leisure 

means for individuals. An overarching goal of policy is however, to focus efforts to 

promote social justice within communities by removing the barriers and, improving the 

mechanisms by which people can access activities. It was also highlighted in that 

chapter, that research undertaken by the Scottish government showed that only 50% of 

the Scottish population participate in any kind of sport or physical or recreational 

activity (Scottish Executive, 2007). In understanding why participation in sport is low 

or why it does not feature in people‟s lifestyles in Scotland, the government identified a 

number of barriers which it seeks to overcome and set out a number of priorities in 

tackling these barriers.  

Of relevance to the current research, one these priorities were the „quality of services‟. 

As the government‟s own statements suggested, „The availability, accessibility and 

quality of facilities influence whether people take part in sport, which sports they enjoy, 

how often they participate and how well they perform” (Scottish Executive, 2007, p.33). 

In other words, there is a recognised link in the relationship between the availability (or 

absence of provision), the accessibility of provision and, the quality of provision. Whilst 

there were other barriers to participation identified, this relationship was viewed as 

being one of the fundamental aspects in identifying barriers to participation. In other 

words, the propensity to use or a preference to use a public leisure facility and how 

often, is largely determined by tackling the issues that may affect the relationship 

between these key aspects. Drawing on stakeholder accounts, the following discussion 

attempts to shed some light on these issues from the perspective of stakeholders 

involved with public leisure service provision.  
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8.2.5. Public Leisure Facilities in the CSAs 

Public leisure facilities have been undergoing strategic and operational changes. This 

has meant they are now increasingly provided where they can be most „effective‟. This 

is reflected within new approaches by both Edinburgh Leisure and Glasgow Culture and 

Sport where provision is now more often within larger units i.e. big leisure centres. 

Crucially then, the inevitability of this is that public leisure facilities are less „local‟ for 

particular areas. As chapter 5 highlighted, there are no „large‟ public leisure facilities in 

either Darnley or Pollokshields. Residents wishing to use swimming baths for instance, 

have to go out with the neighbourhood to access these. Dalry however, does have a 

public leisure facility, the Dalry Swim Centre. In the discussion here, this is mainly to 

show stakeholders‟ perspectives in the context of the wider changes at a broad strategic 

level. Issues stakeholders identified that were relevant to the case study areas are 

discussed against this background to wider strategic change.   

As Sport Scotland represents all of Scotland, the overview of wider strategic and 

operational policies presented below, are similar for all three CSAs. While Edinburgh 

Leisure is distinct from Culture and Sport Glasgow, the general emphasis in approach 

and policy was evident in both cities. Both organisations for example, have undergone 

financial re-organisation and restructuring and, both organisations are tasked with the 

challenge of increasing participation, the review of facilities and provision and a wider 

enabling role.   

 

Glasgow City Council formerly managed the delivery of leisure and recreational 

services throughout the city. In 2007, after a Best Value Review (a government 

evaluation to highlight areas that are doing well and areas which could improve), the 

council moved the delivery of its services to charitable status and Culture and Sport 

Glasgow (thereafter C&SG) was established. The rationale which underpinned this 

move was a re-evaluation of the entire structures and delivery mechanisms of the 

council‟s sport and leisure provisions. Underpinning this, three main drivers were 

highlighted from interviews. These were: 

 

 Financial 

 Targeting services more effectively 

 Government role changes 

 

In relation to the first point, the move to charitable status has been heavily weighted 

towards identifying other sources of finance which charitable status confers, for 
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instance, to access external funds much more easily, grants and other charitable bodies. 

In relation to the second driver, it was recognised that under previous structures, there 

was very little involvement by local communities on what the services should be in their 

areas. This is perhaps a surprising point in that presumably this is the role for local 

government. Under the new structure, there has been a greater move towards the 

decentralisation of provision in order to deliver and provide leisure services that are 

more responsive to what local communities would like to see in their areas. On the third 

point, this has involved the identification of what the actual role of local government 

services should be in enabling and other organisations (e.g. voluntary sector) who can 

deliver leisure services also.  

 

The reorganisation of the city council‟s previous leisure and culture and recreational 

services, has seen the older structure of „service development teams‟ removed. Under 

the old arrangements and reflecting the above points, previous delivery was about 

delivering sport and physical activities programmes within communities and not, within 

mainstream venues. New area structures emerged and were implemented in 2007. This 

brought increased staff team capacity and a bigger role for community learner workers 

to engage local people. An investment plan is in progress which is underpinned by a 

commitment to see where the company will need to expand. A strategy was also in 

progress in order to identify what the level of need is, how much and where resources 

will be targeted and how this is going to be achieved.  

 

However, there are no plans to invest in either Pollokshields or Darnley. This is because 

of wider asset management improvement programmes are still underway across the city. 

This basically reflects the „effective‟ leisure service provision approach as identified 

above and explains why local residents in both these CSAs have to use public leisure 

facilities that are not in any sense, local. There are no public leisure centres in either 

Pollokshields or Darnley. In both areas, the facilities that C&SG manage are the local 

library (Pollokshields) and the community centres. The company also has access to the 

local primary schools. Local residents in Pollokshields mainly use the Bellahouston 

leisure facility, which was described as having „a big level of provision‟ there. Darnley 

residents access both Pollok Leisure Centre and Bellahouston Leisure Centre. The 

community centre in Darnley is recognised as being over-subscribed with after-school 

clubs and toddler groups wishing to use the facility.  

  

The main thing for Darnley is basically the lack of facilities down there that they‟re 

able to access. 

(Area Manager) 
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Under the new structures and financial re-organisation, Glasgow City Council is 

currently reviewing selling off its property to assist with C&SG‟s strategy objectives. 

However, an issue highlighted by stakeholders was that current economic conditions 

meant selling of council property to developers was difficult. In all likelihood, this land 

is probably earmarked for housing development. The implications of this could entail 

the loss of green recreational space:  

 

At this present climate however, it‟s very difficult to sell off land to the developers, to 

get that income generation to be able to spend on these additional facilities the 

communities are crying out for so that‟s what is happening just now. 

(Area Manager) 

 

The organisation has a service level agreement with the Glasgow City Council and this 

requires that C&SG operate and manage the individual area divisions according to pre-

defined service standards, costs and delivery of activities. In querying this further, there 

has been a shift away from previous models of service provision and delivery where 

service providers were predominantly viewed as the „experts‟ in what communities 

wanted for their areas. Instead, one of the major changes that have taken place is to 

establish with communities (working via the Community Planning Partnerships (CPP) 

and Health Partnerships (CHP) and „reference groups‟ i.e. community councils for 

example), what local needs and interests actually are. Priorities for service delivery are 

then identified in partnership with other sectors i.e. voluntary and or private. 

 

Underpinning this approach has been the steering of government and local government 

policy to decentralise provision and delivery in order to be more responsive to local 

communities and to add benefit in the process. Again, with respect to Pollokshields and 

Darnley, progress remains almost absent as there is a shortage of suitable facilities in 

both areas. 

 

Stakeholders believed that there is now much more consideration given to the planning 

mechanisms that underpin local provision and delivery. For instance, area managers 

now work with a variety of agencies at the local level such as the health board, 

regeneration agencies and much greater variety of people. This has meant that provision 

can be targeted by identifying the links and pathways between what others provide and 

what C&SG can provide. However, it was felt by this stakeholder that more could still 

be done especially in relation to promoting a greater diversity of provision: 

  

I still think there is more that can be done in my view, in terms of doing that, we have an 

issue or a question around facility based services such as our libraries, our sports 
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centres how they can tailor the way they deliver their services more. There's a little bit 

more to local need than, they tend to have a very much one provision printout, this is 

arguably the Glasgow Club, it's the same in the 14 buildings it‟s the same policy and 

things like that. 

(Area Manager) 

 

For instance in Pollokshields, the Glasgow Club (leisure card) has no significance as no 

traditional leisure services such as swimming pools, keep fit and so forth is available 

there. Residents must access the Bellahouston facility to use these types of leisure 

services. Again, this is also the case in Darnley where difficulties have meant services 

are unable to be delivered out of community centre facility. In Dalry, the cost of 

maintaining the Victorian building was seen as costly not just because of its historic 

design, but also due to low usage of the facility. Furthermore, its design effectively 

means that it is not suited to providing alternative leisure pursuits. This is also an issue 

in Glasgow. As population density has decreased since Victorian times, the location of 

swimming pools in the central parts of these cities mean that usage is much lower than 

what it was: 

 

It needs real strategic planning and policy and none of the government parties 

agree…Dalry is a nice little pool and it is our worst used facility in Edinburgh by miles 

– surprisingly, because of the density of the population…the reality is not meeting the 

need and it‟s not encouraging people to go and practice. I have five other Victorian 

pools and all of them are busier so you make a pure business decision for how long it 

should be there.   

(Senior Manager) 

 

In Dalry, there is also an issue about the profile of those that do use it. For instance, 

there have been requests from different older groups who would like to have „swim 

times‟ for them only. For example, it was reported by this stakeholder that while they do 

have a swim time for the 65-75 year old group, requests have been made to facilitate 

slightly younger groups than this i.e. 55 year olds. For this stakeholder, this was an issue 

about „image‟ in that the younger group will not „be seen‟ with 75 year olds. This was 

reported to have stopped some Dalry residents from using the facility. 

 

C&SG have also recognised that there are „issues‟ in Darnley relating to the lack of 

provision of leisure services. The stakeholder believed that the main leisure centre 

Darnley residents are using is Bellahouston noting that this facility is the busiest leisure 

centre in Glasgow. Transport issues were recognised as a problem in getting to 

Bellahouston involving having to take two buses although for the nearby pool at Pollok, 

due to the opening of Silverburn Shopping Centre, „public transport had improved‟. An 

interesting point was also raised in relation to accessibility and usage of leisure centres. 
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The Dalry stakeholder recognised that the maximum travel time people are prepared to 

do to reach a leisure facility is fifteen minutes by any mode of transport. This statistic, 

he argued is not just for the city of Edinburgh but UK wide.  

 

The most people are prepared to travel on a regular basis is fifteen minutes and once 

you hit that fifteen minute barrier you get an exponential fall.  

(Senior Manager) 

  

This perhaps confirms findings on the accessibility measures in chapter 6 where 

distance to a public leisure facility rarely met the accessibility standards for a number of 

locations. As chapter 7 also reveals, frequency of use of the public leisure facilities is 

very infrequent. However, in saying this, the relationship between spatial proximity and 

frequency of use are not convincingly borne out in correlation tests (see chapter 7). 

 

There was also some criticism about how local provision and delivery can be identified 

that reflects local needs given the dominance of the larger „city-wide‟ programmes, such 

as the Learning to Swim programme. For instance, the stakeholder noted that in 

Pollokshields in particular, where there is large BME community, there are specific 

cultural issues which are not taken into account perhaps „as well as it might do.‟ There 

are also parts of the city that have very poor quality buildings and the contrasts between 

different areas of the city in relation to this can be quite large. This was regarded as a 

critical element in the review of leisure facilities and the asset management programme 

as set out in the Sport 21 strategy. 

  

How do you identify local issues and local needs and local provision, through some of 

those city wide programs? We have an issue around I suppose the „equality‟ of the 

buildings, what's there, what's here, we've got this community centre that was really 

busy but it was actually an old school in pretty poor quality. 

(Area Manager) 

 

Usage of facilities has gone up across the city. In relation to particular activities for 

instance, swimming has remained relatively constant for over ten years (and confirmed 

in the Sport 21 document, Reaching Higher). Health and fitness were described as 

having „exploded‟ with gyms and fitness suites, aerobics classes seeing the biggest 

growth. Lots of provision is available across city in public and private facilities in 

responding to the demand and preferences for these activities as this is the main focus of 

people who want to stay healthy and fit.  

 

From interviews with both C&SG and Edinburgh Leisure, it was evident that 

underpinning the strategies of both companies was the focus on targeting those who do 
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not access sport or leisure of any kind. Reflecting this, the problem of non-participation 

rates across the country are indicative of why non-participation is central objective of 

Sport Scotland:   

 

There are 15% who use no matter what even if a leisure centre is disgusting and staff 

rude, and they‟ll come 5 times a week. Then there‟s the 60-65% who are ad-hoc users 

and then there‟s the 20% that won‟t participate – no matter what you do. 

(Area Manager) 

 

This group are not affected by millions of pounds of marketing or advertising so it‟s our 

job to target that 20% because we need to see what it is that‟s limiting their access, for 

instance, Do they need additional support? “What we do is go out and say, what is it 

that you want? 

(Area Manager) 

 

In querying what their perspective was on why it is that participation is low in Scotland, 

and what barriers some people may have in accessing local facilities, it was reported 

that availability of facilities and the appropriateness of existing facilities to meet 

demand was one reason. Another reason was simply lifestyle and culture. A preference 

not to use would seem perhaps a realistic interpretation given the public health policy 

concerns about the link between sedentary lifestyles and the nation‟s increasing obesity 

„epidemic‟. Furthermore, declining usage of public leisure services has been a longer 

term trend since the 1990s as revealed in the literature (see below). When asked if cost 

might be a factor, this was not reported. This finding would seem to support this same 

research which found that less that 5% of households were unable to use public (and 

private services) because of cost, compared with around 25% who could not use due to 

lack of availability (Fisher & Bramley, 2006). 

 

In questioning what he thought attracted people to Bellahouston for instance, the main 

one was the opening hours as the centre is open from 6.30am. It would suggest that if 

there is demand for this opening time, then services have responded to meet this. It 

could also relate to response in changing lifestyle preferences where time is at a 

premium. This was then followed by quality of the service, the variety and choice it 

offered and the range of facilities which included wet and dry multi-use halls. 

Availability of parking facilities was also thought to be a reason. Due to the popularity 

of Bellahouston in the south-west of the city, C&SG were trying to provide solutions in 

encouraging Glasgow Club Members to use facilities elsewhere and consultations were 

currently underway with members. For example, 60% of its daytime use is before 9am 

and that this usage was mainly people swimming before beginning their work: 
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Actually there‟s all these new opportunities around for people which are actually closer 

to people; in Darnley, people will be able to access Pollok as its easier just because of 

the public transport routes that are in place now for Silverburn. They don‟t need to go 

to Bellahouston now for their swim or whatever it is they want to do. 

(Area Manager) 

 

However, this perspective does not adequately compensate those that may want to go to 

Bellahouston. That they „don‟t need to go‟ is somewhat dismissive of a lack of local 

availability, individual preferences and choice – if not quite paternalistic in tone. For 

instance, is there a pro-rich bias in usage here in that Bellahouston is relatively close to 

a number of more affluent neighbourhoods than Pollok – which is very deprived. It 

would suggest this as 60% of daytime use is accounted for by workers going for a swim 

before 9am. This process is identified in the literature as „area effects‟ whereby area-

level processes influence the socio-economic trajectory of areas: is it better to be poor 

and live in a poor area or more affluent area for example (Fisher & Bramley, 2006). 

This would seem to confirm other literature where in a year twice as many households 

with car access used a public leisure facility than those with no car access (Stradling et 

al, 2005). However, this is an issue in which quantification of this relationship would be 

necessary. As Chapter Six showed, there were few differences between different income 

groups and car owners/non-owners.    

 

In responding to the pressures on the demand for the use of the centre, the area team 

were currently reviewing what Pollok swimming pool could do. Currently, Pollok pool 

does not open until 9am and therefore did not provide the opportunity for working 

people - in particular those employed at the Silverburn centre - to access the facilities 

before this time.  

 

People are going before work to swim and use the gym at Bellahouston but in Pollok, 

where people are working at Silverburn, they don‟t have the opportunity to access the 

facilities at these times. 

(Area Manager) 

 

Due to the popularity of Bellahouston leisure centre, this is creating some difficulties in 

terms of the quality of the service provided and as a result, the area team were looking 

for solutions to resolve these. Main problem highlighted by the manager was that the 

building, while it had received extensive refurbishment in recent years, „was not fit for 

purpose‟. 

 

It‟s not fit for purpose that‟s the thing: the reception desk is here and the front door is 

here [signals three-dimensionally!]; and if you‟re at the end of the queue, you‟re 
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outside…Bellahouston is quite comprehensive but it‟s just not big enough – that‟s the 

only thing. If it was the same size as Scotstoun‟s, it would be fabulous. 

(Area Manager) 

 

As the above findings suggests, both strategic and operational changes are taking place 

in public leisure services. Whilst this has entailed a reorganisation in the distinction 

between provider and deliverer, there are also huge challenges in public policy efforts to 

improve participation in sport generally. Changes at the local level can be characterised 

by the financial costs of delivering services, the targeting of particular groups to 

improve participation and the enabling approach to introduce other providers in 

delivering services. Against this background of change, local public leisure facilities 

provision and therefore access, is now determined by an approach that emphasises 

„effective‟ provision. This has been driven by financial considerations and 

reorganization. On the basis of this, local access in this context appears to have been 

removed and/or remodelled on policy assumptions that determine what an appropriate 

level of adequate provision is for communities.  

 

8.3. Conclusion  

 

An important finding from the national stakeholder accounts reveal that there is no UK-

wide policy on accessibility with no lead agency at local government level having 

overall responsibility for delivering accessibility improvements. On reflection, this 

finding appears not only to be the most challenging feature for investigating 

accessibility in practice (i.e. in conducting the current research), but also for actual 

practitioners who may wish to improve accessibility as part of their service development 

or improvement. Furthermore, while the merits of the potential for an administrative 

planning framework to deliver accessibility, as identified within the literature, appear to 

fill this gap in situating an accessibility policy, this also appears to be a particularly 

challenging aspect of accessibility. Developing accessibility measures hold the prospect 

of improving approaches to better understanding accessibility change. However, the 

complexity of accessibility is that measures require comprehensive data and up-to-date 

information on people‟s „real‟ travel behaviour. This data accumulation process and the 

competencies it demands, is thought to be a particular challenge by those involved with 

the task of appraising options in all transport projects. No retail planners were familiar 

with the term accessibility planning although one stakeholder from a local authority did 

have direct experience of the appraisal process as set out in Scottish Transport Appraisal 

Guidance (STAG). 
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There are also calls for the transport profession to become more people-focused in 

better understanding the relationship between transport and human behaviour. 

Currently, criticisms tend to point towards the sector as being too inward-looking, 

focusing instead on their traditional remit of transport systems and quantification of 

numbers. This is believed to undermine the potential of accessibility to be fully 

developed within a broader framework, which incorporates multi-departmental working, 

new funding and skills development. The field of transport psychology appears to offer 

one solution in bridging the gap between what is currently measured i.e. observed 

behaviour, and what could be measured, i.e. „real‟ behaviour. Transport psychology as a 

relatively new development however, is not currently articulated within current 

approaches to better understand the relationship between transport systems and an 

individual‟s travel behaviours. As such, decisions about transport policy are still firmly 

rooted in traditional approaches adopted by transport experts: policy still tends to focus 

on improving mobility through analysis of travel patterns, instead of the reasons for why 

people travel. This is thought to be a major weakness in current approaches to transport 

policy and therefore systems.  

In relation to the case study areas stakeholders, the significance of access and location 

from the perspective of those providing local food retailing was explored. These 

perspectives revealed that access to and location of, facilities are strongly influenced by 

households as consumers of their products. Preferences are expressed and services in 

responding to these avail themselves of information to meet these. This was revealed in 

the short questionnaire in which some similarities in the patterns of responses of what 

attracts locals to their store were presented. The importance of location, proximity and 

convenience were found to be very important – again suggesting how broader lifestyles 

tastes and habits will matter to how often services are used. Differences between the 

locations in what attracts locals to their stores - as revealed by the stakeholders‟ 

responses, revealed some insights into the social context of their areas. A crude 

indication of the characteristics of the different urban locations was also revealed 

especially with factors such as car parking.  

The overriding challenge for public leisure facilities is in providing facilities that are 

responsive to local demands and, are fit for purpose. In the context of the case study 

areas, local provision is either absent or, is unsuitable, or is under threat from the 

possibility of closure. As these perspectives reveal, Darnley and Pollokshields residents 

must travel further into larger nearby districts where service provision is over-stretched. 

Existing infrastructure is being assessed under an asset management programme which 
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involves either the demolishment of out-dated infrastructure, sale or, refurbishment, in 

order to improve the quality of buildings to participate; but this is also financially 

driven. Until this process is complete, local access to public leisure facilities remains 

somewhat elusive for large sections of the population generally. In terms of the 

implications this poses for equity in access in my case study areas, it would appear that 

the drive for more „effective‟ provision means provision will be delivered in larger 

centres where facilities are driven by economies of scale. Accessibility will remain an 

issue for Darnley and Pollokshields. Equitable outcomes, i.e. where demand and need is 

met, as well as equality with other areas, will be particularly challenging to achieve in 

these case study areas where there is and has never been, traditional public leisure 

centre provision to speak of.  
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Chapter Nine – Residents’ Perspectives on Local Services 

 

9.1. Introduction  

 

This chapter presents the main findings on residents‟ perspectives on local services. It 

addresses what residents‟ perspectives on local services reveal about individual 

preferences in accessing and using local services and how these may influence usage. 

To explore what residents‟ perspectives revealed about local services, the main findings 

are organised and discussed under the main themes explored in the key literature 

chapters. The guiding themes of the research: access, usage and quality were used to 

construct the various questions, reflecting the key themes identified from the relevant 

literature. In setting out the approach to this research, it was stated (see section 4.2.3.) 

that the guiding premise in this investigation is that access to local services affects usage 

which in turn affects individual experience of the service (its quality). It was argued that 

subsequent to this, this experience may affect an individual‟s attitude and preference 

about the use of local or other services, which will also influence future usage 

behaviour.
52

  

 

9.1.1. Examining the Role of Preferences 

 

The justification for exploring the role of preferences in examining equity in access to 

local services was discussed in chapter 4 (see section 4.2.1). One of the main reasons for 

undertaking qualitative interviews is that although it is possible to examine the impact 

of urban forms, as chapter 6 and 7 has shown, quantification of this alone for examining 

equity in access is insufficient. This is because how frequently a person uses a service 

may have little to do with quantitative elements of urban form. As a result, to gauge 

whether certain elements of urban form influence equity in access, it is important to 

appreciate the perspective of residents in their ability to access local services. There 

may be no relationship at all: individuals may be less or more frequent users of local 

services despite the characteristics of urban location. Other factors which may shed light 

on access to services and the frequency of the use may relate to attributes of the services 

themselves, such as the quality of the service, or, even the experience of the access in 

trying to gain access (i.e. local neighbourhood perceptions). As it is unclear what it 
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 A copy of the interview schedule is available in the CD.    
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could be, exploring residents‟ perspectives would allow the research to determine what 

role residents‟ individual preferences have.  

 

Preferences as Equity 

 

In Chapter 2, it was reported that the crucial element that is missing in conceptualising 

definitions of equity is in its relationship to the existence of choice (Le Grand, 1991). 

For Le Grand (1991), distributions that are the outcome of factors beyond individual 

control are considered inequitable, distributions that are outcome of individual choices 

are not (Le Grand, 1991, p.87). This assumption can create problems in conceptions of 

equity as choice because we cannot prove incontrovertibly that a preference was beyond 

individual control. In this line of argument therefore, Le Grand is linking processual 

concepts of equity with end state/outcome concepts. It is, therefore, clear that 

judgements about process and choice are strong drivers of different views people may 

hold about equity in practical welfare policy contexts (e.g. the priority afforded to 

different types of welfare benefit claimants). 

 

A more significant idea in examining the role of preferences in equity outcomes is that 

the factors beyond individual control act as constraints which act to limit the range of 

possibilities over which individuals can make their choices (Le Grand, 1991). These 

possibilities are bounded by constraints, which Le Grand defined as choice sets. In other 

words, inequity in choice sets is also similar to the idea that equity requires equality of 

opportunity: even if there is equality of opportunity to all people in the distribution of 

resources, outcomes may in fact appear inequitable. This is another way of arguing that 

however equal the opportunities, „one would always expect to observe some differences 

in outcomes owing to differences in preferences, talents, effort and luck‟, (World Bank, 

2006, p.76). Put another way, some individuals may have the same resources but they 

may not have equality in choice sets. Lucy (1981) argued that while preferences are also 

a potential basis for equity judgements, these can complicate the concept of demand. 

For him, demands express preferences, „but all preferences are not expressed through 

use of a service‟, (p.450). 

 

Based on the above, in analysing the role of preferences, the three main equity 

principles that must be considered are the existence of choice, equality in choice sets 

and demand. To provide a judgement on the observed outcomes, the issue of choice is 

important as while access (i.e. distribution of resources) may be equal, the ability to 

exercise choice may be constrained due to factors beyond an individual‟s control. The 
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problem with this, as Le Grand (1991) has contended is that it is difficult to prove which 

factors are beyond individual control. For instance, if choices are constrained, it would 

be necessary to identify what these constraints are before a judgement about equity can 

be made. Equality in choice sets from which an individual can exercise their choice 

must also be taken into account. Finally, while demand may express preferences, an 

individual may not use a service despite a lack of or absence of constraints. There could 

be other explanations for why a service will not be used. It would therefore be necessary 

to examine alternative explanations for not using or, infrequent usage of a local service.  

 

Before the findings are introduced, the chapter begins with a table displaying the socio-

economic and demographic profile of residents that were interviewed (see Table 9.1 

below). This is useful as it provides the findings with some contextual information 

about the respondents who agreed to take part in the resident qualitative interviews.  As 

discussed earlier (see Chapter Four) potential interviewees were contacted if they 

responded to the criteria contained in the mail out letter. As Table 9.1 shows, most 

interviewed families had at least one car, and often more than one, except in Dalry 

where one family did not have a car. For the older group, a majority had access to a car 

but several did not, particularly in Dalry. We can also see that in the main, the family 

groups were in employment and were married and all had children as per the criteria for 

selection. In contrast, the older group were in the main retired and the majority of this 

group tended to be older than 60 years of age. A considerable amount of this group, 

were in fact, in their seventies.  

 

In terms of ascertaining resident‟s perspectives on their preferences in access, usage and 

quality of local services, a number of broad themes were identified from the literature 

which were then used to help develop and frame the interview questions (see chapter 4, 

section 4.6, Diagram 4.1).  From these broad themes as identified from the literature, it 

was then possible to construct a number of over-arching sub-themes in developing a 

structure to the interview schedule. These sub-themes were broadly conceived as: 

 

 usage of a range of local services and elsewhere 

 preferences in access and use  

 constraints in access, usage and quality of services and location 

 benefits of access  

 

On the basis of the core literature examined, the themes were then used to help construct 

the interview questions. In what follows, qualitative accounts based on the data gathered 
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from residents are discussed and presented which provide insights into these themes 

based on residents‟ perspectives. 

 

Table 9.1: Socio-demographic characteristics of Dalry, Pollokshields and Darnley resident 

interviewees 

Case 

StudyArea 

Life-

cycle Name 

Household 

Composition Age/Sex 

Economic 

Status 

Car 

Access 

No.of 

Cars 

Dalry 

(n=6) 

Family Carol 

Married, 1 

child 34/Female 

Self-

employed/pt No 0 

Family Julie 

Married, 1 

child 43/Female Employed/pt Yes 1 

Older Isobel Single 60/Female Retired Yes 1 

Older 

Sandra 

 Single 63/Female Retired Yes 1 

Older Mary 

Married 

couple 72/Female Retired No 0 

Older Liz Single 62/Female Retired No 0 

Pollokshields 

(n=9) 

       

Family Susan 

Married, 3 

child 46/Female Housewife Yes 2 

Family Mike 

Married, 1 

child 47/Male Employed Yes 2 

Family Mo 

Married, 4 

child 46/Male Employed Yes 1 

Family Gillian 

Married, 1 

child 40/Female Student p/t Yes 2 

Older Max Single 74/Male Retired Yes 1 

Older Janet 

Married 

Couple 67/Female Retired Yes 1 

Older Paul 

Married 

Couple 77/Male Retired Yes 1 

Older Agnes Single 83/Female Retired Yes Scooter 

Older Aileen 

Married 

Couple 65/Female Retired Yes 1 

Darnley 

(n=9) 

       

Family Joe 

Married, 1 

child 46/Male Employed Yes 2 

Family Lorna 

Married, 2 

child 38/Female 

Employed 

p/t Yes 2 

Family Maggie 

Married, 1 

child 48/Female Employed Yes 1 

Family Jan 

Married, 2 

child 39/Female 

Employed 

p/t Yes 2 

Older Irene Single 77/Female Retired Yes 1 

Older Tom 

Co-habit 

Couple 71/Male Retired Yes 1 

Older Janis 

Married 

Couple 78/Female Retired No 0 

Older Rena Single 74/Female Retired Yes 1 

Older Phil 

Co-habit 

Couple 78/Male Retired No 0 

Total N=24        

        

Note: Sex of respondent refers to the household member interviewed for the study. 
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9.1.2. What Services Do Residents Use?  

 

To introduce the interviewee to the main themes of the research, it was useful to open 

the interviews with an icebreaker question. The purpose of using an icebreaker was 

twofold. Firstly, to make interviewees feel at ease before more probing questions were 

asked, and secondly, for the purposes of gathering some contextual data that could be 

useful for the data analysis stage. The icebreaker question was interested in finding out 

from respondents about the services they used in their local area. Using this icebreaker 

question allowed the research to obtain a quick snapshot of the range of local services 

available, and are used, and what services residents used elsewhere. In this way, 

responses could then be tabulated to provide some simple statistical information as well 

as some general information on the places residents‟ were travelling to use services. 

Although it must be reiterated here that this research is only interested in local services, 

gathering this contextual information allowed the research to then use this data as a 

basis for understanding and contextualising different responses in the preferences and 

perspectives that were gleaned in subsequent questions. For example, were services 

used locally and elsewhere because they were provided/not provided locally; or were 

certain preferences for usage more to do with individual routines and therefore more 

convenient? A Showcard was used to assist residents in the responses they gave. In this 

Showcard, the list of services included
53

 were selected on the basis that they represent a 

broad mixture of a possible range of local retail and leisure opportunities which can and 

are, provided at the spatial level of the neighbourhood or at the slightly higher level of 

the district: a secondary centre which is perhaps similar to a traditional town centre (i.e. 

within 10-20 minute walk or half a mile of the home). The results/responses are set out 

in Table 9.2 below. This shows both the variety of services included on the Showcard 

and the different responses of residents. Respondents were asked:- 

 

1. Of the following local services here, can you tell me which ones you 

use?  

 

As might be expected, local food retail such as convenience stores and supermarkets are 

used more than any other service given in this list. This indicates that these are essential 

services which are used more than other types of services that may not be considered as 

essential. Just over half (54%) of those interviewed use a local convenience store (13) 

and 83% use their local supermarket (20). Interestingly, only two respondents (Dalry 

family/no car; older/car) indicated that they use the local public leisure centre. Looking 

                                                           
53

 See Question Two part of the Residents‟ Questionnaire 
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at the other local services that residents use, we see that specialist shops were used by 

46% of respondents (11); the local park (42%); theatre (21%) and children‟s swing 

parks are used by 33% of respondents. The findings here on usage would seem to 

confirm the patterns of usage discussed in chapter 7.  

 

Table 9.2: Local Services Used by Case Study Area and Lifecycle Group (number of respondents) 

Case Study Area 

 Dalry Pollokshields Darnley 

Service 

Lifecycle Group 

Families Older Families Older Families Older 
Total 

(N=24) 

Local convenience 

store                          2 3 3 5 0 0 13 

Local supermarket 2 3 4 4 4 3 20 

Specialist shops e.g. 

butchers, bakers 2 1 3 5 0 0 11 

Public Leisure centre 1 1 0 0 0 0 2 

Park 1 0 4 5 0 0 10 

Children‟s swing 

park/recreational 

services 1 0 3 2 1 1 8 

Sports ground/facility 0 0 1 0 0 0 1 

Local clubs held in 

local venue e.g. arts 

centre 2 0 1 3 1 0 7 

Cinema 2 2 0 0 0 0 4 

Theatre 0 0 2 3 0 0 5 

Other types of retail, 

leisure services 1 1 0 1 1 0 4 

        

 

Given this simple information above, it is useful to remind ourselves at this point, why 

people might not use or infrequently use local facilities. Generally, these may include 

whether individuals have the propensity to use (appropriateness) or not using a local 

service because it is it simply not provided locally. Economies of scale may be relevant 

when considering services that are provided on efficiency grounds i.e. local cinema 

complex or a theatre perhaps. Various constraints in accessibility and urban form 

(spatial, environmental, distance) as well as specific individual preferences may 

influence further whether a local service will be used or not. For instance, those that can 

afford membership of a local private facility instead of the local public facility may be 

preferred for various reasons; and they may choose to use a particular service (public or 

private) elsewhere. Issues such as those related to service characteristics will also affect 

choices, where these exist, on whether to use a locally provided service. The spatial-

temporal paths of individuals may indeed conflict with opening times or quality of the 

service. The configuration of the service (whether it is clustered with other services will 

also be subject to policy assumptions about catchment populations and accessibility 
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standards (Barton et al, 2003). Thus, the configuration of the service may also affect 

whether people access a local service; for instance, services co-located with other 

services permit greater opportunities for access by reducing the number of trips required 

to visit services which in turn may contribute to an individual routines and the value 

they attach to convenience. These themes and issues are explored in more detail in 

subsequent sections below.  

 

9.1.3. Are Residents Using Services Located Elsewhere? 

Based on the above, the research then asked about how frequent use of local 

convenience retail and public leisure services were. This found that in the main, 

convenience retailing such as the local grocery store and the supermarket were 

frequently used by all respondents i.e. at least once a week or more. Leisure services 

were not frequently used where they existed i.e. Dalry. Both of these usage patterns 

support the quantitative findings on usage patterns reported in chapter 7 (where for 

instance, the modal category on leisure frequency question was „do not use‟). 

Obviously, in Darnley, no respondents were frequent users of a convenience store as 

there is not one locally available. From this simple information, it was useful to explore 

if services were used „elsewhere‟ by residents, given the high level of car access across 

all these survey respondents.  

Respondents were asked about usage of services elsewhere. This question was asked 

irrespective of whether the service was available locally or not. Showcard one was 

shown again to respondents to remind them of the list of services. Only two respondents 

used local convenience retailing (store and supermarket) elsewhere whereas for 

supermarkets, four used „elsewhere‟ and for public leisure facilities, eight use 

„elsewhere‟. In looking at those who „don‟t use‟, eleven respondents do not use their 

local convenience store. As previously mentioned, all nine respondents from Darnley do 

not use their local convenience store due to the absence of a convenience store in the 

area. One family (car owner) in Pollokshields West did not use their local convenience 

store. Two respondents used a „convenience‟ store elsewhere. These were both older 

groups: one from Dalry (female/car) and one from Darnley (male/no car). Of the four 

respondents who did not use their local supermarket, the case study areas of Dalry and 

Pollokshields each contained one older group respondent (car owners) whereas Darnley 

had two (one with no car access). All four respondents used a supermarket „elsewhere‟.  

Twenty-two respondents do not use a local public leisure facility. Of those, nine used a 

public leisure facility „elsewhere‟. Only two respondents (Dalry family/no car access 
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and older/car access) used their local public leisure facility. A total of thirteen 

respondents (more than half the sample) do not use public or private leisure facilities 

either locally or elsewhere.  This finding also supports the earlier quantitative findings 

in the frequency of use of local public leisure facilities. There is also some wide 

variation in the distribution of this service as revealed in analyses of the spatial access 

measures (see section 2.5.3). In the sections which follow, the main themes relating to 

the perspectives and preferences respondents have about their local services are 

explored. Reference to the key literature is made in gleaning what residents‟ 

perspectives were in considering in what way access, usage and quality may influence 

their preferences and therefore the role these play in equity outcomes. 

 

9.2. Accessibility 

In chapter 2 (section 2.1), it was reported that urban forms can influence the 

accessibility of a location. For instance, Stanilov (2003) argued that accessibility is a 

determinant of land use and that the distribution of activities also impacts on 

accessibility. He argues that the, „rate of accessibility is directly related to the rate and 

intensity of land use in the area‟, (p.784). Others, such as Srinivasan (2002), have 

claimed that higher street density and intersection density promotes better pedestrian 

access and connectivity. This was generally found to be the case in Pollokshields and, to 

an extent, Dalry. Where services are located, how they are spatially distributed within 

these forms can impact on the accessibility of the location. Therefore the ease in which 

individuals can reach these locations and thus access services becomes important. It was 

also reported that whilst there are various definitions of what accessibility is, it can 

basically be defined as a measure of how easily a destination can be reached from a 

given origin: „Accessibility is an attribute of people and goods rather than transport 

modes or service provision, and describes integrated systems from a user viewpoint‟, 

(Smith et al 2005, p.13). Accessibility is discussed here in relation to a number of 

themes pertaining to this idea of accessibility as an attribute of people and goods. 

 

This research explores equity in access at the spatial scale of the neighbourhood. 

Statements or judgements about the degree of equity in access residents - when based on 

analyses at the level of the neighbourhood, must consider the impact of neighbourhood 

urban form (e.g. using Galster‟s (2003) attributes). These attributes include the 

environmental (e.g. local topography and street scene issues e.g. environmental amenity 

and quality and safety), structural (design and layout of residential and non-residential 
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buildings, scale, state of repair etc.), and infrastructural characteristics which are 

specific to individual neighbourhoods (design and layout of local streets, roads, paths, 

landscape features). These can influence residents‟ perceptions of access to local 

services.  

In light of these definitions and issues, in probing how residents perceived their 

accessibility an initial question for residents was to ask how easy or difficult it was for 

them to access local services. This was an open-ended question, with no choices (show 

cards) or prompts used. The aim was to gain insights into how respondent‟s interpreted 

„access‟ in the context of usage of local services. As expected, there was a general 

identification of reasons which would determine if a service was easy or difficult to use. 

Interestingly, no respondents reported that using local services was difficult: all 

respondents felt that in using their local services, this was „easy‟. A summary of the 

responses displaying the reasons why and the number of times mentioned, for each 

lifecycle group within each of the CSAs, is given in Table 9.3 below.  

 
Table 9.3: Reasons Why It Is Easy to Use Local Services That I Use by Case Study Area and 

Lifecycle Group (number of times reported) 

CSA 
   Lifecycle 

  Group 

Reasons Why It Is Easy To Use Local Services That I Use 
Can 

Walk 

Proximity Conven Good 

Bus 

Got 

Car 

Car 

Parking 

Able 

To 

Dalry 

Family 1 1      

Older 2  2 2   1 

Pollokshields 

Family 2 2    1  

Older 4 3   1   

    Darnley 

Family 3 1  1 2 1  

Older 2  1  1   

Total  14 7 3 3 3 2 1 

         

 

The most common reason why local services are „easy‟ to use were because they can 

walk to facilities; other less common reasons were proximity, convenience, car access, 

good bus service, car parking availability, and because they are „able to‟ (good physical 

mobility). Some respondents gave more than one reason for local services being easy to 

use; for instance, proximity (maybe acceptable walking distance) and convenience 

(which could mean time saving also i.e. linked trip) whilst others mentioned „can walk‟ 

and because they have „access to a car‟. This suggests that respondents were able to 

identify a range of choices and/or benefits which they perceived as contributing to 

„easy‟ use of local services. Several respondents defined „within walking distance‟ as 

twenty minutes. 

 

As Table 9.3 shows, the most frequently reported reason making local services „easy‟ to 

use was being within walking distance (14). This was followed by proximity to local 
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services (7), with the convenience of local services, a good bus service, and having car 

access all reported three times. Availability of car parking (2) was not a significant 

factor despite the relatively high number of respondents within each of the case study 

areas having car access (19/24). As Table 8.1 in chapter 8 revealed, convenience and 

proximity and location both score as very important for all stakeholders in terms of what 

they viewed attracts local people to the store. These issues are now explored in more 

detail below under the main themes to which these pertain. 

 

9.2.1. Proximity 

 

In the literature, Harvey had argued how there is general agreement that both 

accessibility and proximity are important features of the urban system (1973; see section 

3.2.1). However, it was also noted that while these concepts may appear as one and the 

same thing, they are in fact distinct. Proximity is a relative concept whereas 

accessibility as measured in current practice, (i.e. distance measures which capture 

proximity and convenience) have been criticised within the social exclusion literature as 

a partial but insufficient explanation in the relationship between these two factors 

(Church et al, 2000; Lucas et al 2001, SEU, 2003).  These are proxy measures of 

distance and time taken to reach services by various modes of transport including drive 

time and public transport). As will be discussed in more detail below (see section 9.3), 

the idea of perceptual space can affect the decision of individuals to take advantage of 

proximity to services (Harvey, 1973). While some residents have good proximity to 

their local services (convenience retail), some choose not to use them for reasons related 

to service characteristics such as cost, spatial-temporal constraints or opportunities 

elsewhere, as well as preferences about product choice. 

 

As Table 9.3 shows, services are easy to use because they are in close proximity and, 

because they are within walking distance. These appear to be valued by residents (this is 

based on the assumption that walking is valued because it is easy to use local services as 

opposed to difficult) across all case study areas. This further suggests that using local 

services where these are provided, and, are within reasonable walking distance may 

facilitate greater use of local services (Barton, 2000).  Proximity is thus promoting ease 

of use of local services. It also supports but does not confirm, existing research that 

those who live in walkable neighbourhoods do tend to walk more for transport than 

walking for recreation i.e. without a specific purpose in mind (Lorinne du Toit et al, 

2007).  

I = What about the local services? 
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R = They are a bit nearer. Also encourage local shopping, I can walk to them. 

      (Pollokshields Older/car) 

 

It‟s a nice walk, easy walk and pleasant; it‟s easy due to the proximity. 

(Pollokshields Older/car) 

 

Perceptions of proximity implied for residents in each case study area were broadly 

similar and more often than not, different residents described in different ways what 

proximity implied for them. For instance, the language used involved descriptions such 

as „close-by‟, „nearby‟ and „it‟s right around the corner‟, „because of the closeness‟, „it‟s 

about the close proximity‟, „it is handy and in walking distance‟, „it‟s handy – that‟s the 

only reason‟, „location‟, „because of where it is – no other reason‟, „because they are 

near‟. While most indicated that proximity was in fact attributed to the fact that they 

could walk, a few respondents in Pollokshields revealed that their perception of 

proximity was in fact related to car access. This was more true of this case study area 

than any of the others. Again a distinction was also evident here in relation to where 

about within this case study area the resident lived. Those that lived in the western part 

of the neighbourhood were more inclined to view proximity as this related to car access; 

whereas those living in the eastern part more often cited „within walking distance‟ and 

did not mention the car. Bound up with all of those who cited proximity, in addition to 

walking distance, was the idea of convenience. This was true for those residents who 

cited both walking distance and for those who viewed proximity in relation to using the 

car. All of the family groups used the nearest supermarket citing convenience as the 

main reason, proximity, range of special offers and facilities. This was less true for 

older groups. Both lifecycle groups in Darnley stated this. Darnley has a lot of family-

type housing.  

 

It‟s easy because it‟s walkable - we can send the children down. It‟s handy and it‟s got 

a petrol station as well. 

 

Very easy; good parking, takes a minute to get there by car, it‟s also handy if you want 

to walk it.  

 

If we didn‟t have the car, it‟s in walking distance, it‟s 20 minute walk. 

 (3x Families Darnley/car) 

 

(…) It‟s the convenience and I like using it for Abbey - it‟s an activity for her - she pulls 

the trolley round. It‟s close.                                                   (Dalry Family/car)  

It‟s a nice walk, easy walk and pleasant; it‟s easy due to the proximity. 

(Pollokshields Older/car) 
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What this finding suggests is that convenience is a very subjective concept and depends 

very much on the spatial-temporal routines of individuals(discussed further below). For 

example, as noted above, residents that indicated they use services elsewhere, even if 

local services are provided, were in the main, related to reasons such as meeting their 

obligations that were out with the case study area. However, the findings do not reveal 

if the respondents do actually walk, or whether they quite often still use the car. What 

this does reveal is that subjectively, the services they had in mind are within walking 

distance for them. This shows why perceptions of access in this context are quite 

important. Moreover, while residents acknowledge proximity, it was not immediately 

apparent from this initial line of questioning whether, despite their proximity, this meant 

they used them in all contexts. This is examined in more detail under the themes below.  

 

9.2.2. Mobility 

 

In chapter 3, mobility was discussed in relation to perspectives on transport accessibility 

(see section 3.2.3). Transport accessibility is not however confined to a narrow 

definition, that of  purely automated transport functions. Transport is taken to generally 

mean here movement by any mode. It was noted in chapter 3 that the mobility of 

individuals is largely dependent on mobility tools and options they possess. In general, 

the mobility tools and options of some residents would seem to support this. For 

example, there were exceptions to the value of walkability in ease of use of services in 

the case of older people living in Darnley and Dalry but less so in relation to 

Pollokshields.  

 

As an outer area, Darnley typifies car-oriented development design and the level of 

personal mobility was a significant determinant in whether people would use the local 

supermarket. For instance, one older respondent‟s (Janis) personal mobility constraints 

were compounded by the fact that with no access to a car, the local topography (gently 

sloping/hilly) and the location of the local bus stops presented multiple difficulties in 

using the local supermarket. More importantly however, this particular respondent could 

not access the local supermarket due to poor personal mobility (and her elderly husband 

who had no mobility). For Janis, access to facilities in Darnley was difficult for a 

number of reasons: her personal mobility constraints, the location of the local bus stops 

and the local topography; and a lack of provision of local facilities which could be used. 

However, it did become clear in later questions that even if local services were 

provided, this particular respondent would not be able to access them given the 

constraints this individual identified i.e. personal mobility constraints. This respondent 
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was dependent upon a local Dial-a-Bus scheme (discussed further below in section 

9.2.3). This reflects that despite the proximity of local services to Janis, her choice to 

use local services was constrained due to her personal mobility constraints.  

 

As Darnley has undergone significant development, the location of bus stops here was 

an issue and would seem to confirm the difference between historic centres and more 

modern development of places as suggested by Barton (2003). Having bus stops on 

routes that permit ease of use of public transport services may act to exclude individuals 

from accessing opportunities and activities: bus stops and their specific location may be 

placed on the road network but how this „spot‟ relates to the residential environment can 

restrict access for some. As was found in the literature on transport and social exclusion, 

for some elderly or physically impaired people, transport services via the lack of bus 

stops may contributes to their social exclusion and lack of social integration (see Lucas 

et al, 2001). Services in historic centres are normally at the hub of local bus routes.  

 

The location of bus stops was however, an issue in Pollokshields and this is discussed in 

the perspective on local transport accessibility discussed below.  In contrast, and as a 

different older respondent in Darnley testified, (Phil) being in general good health was 

an important factor in describing his use of local services as easy to use – and something 

he was only too aware of: 

 

R = The Sainsbury‟s that you use, is it easy or difficult for you to use that and why? 

I = It‟s easy for me - I‟m a fit person, it‟s only quarter of a mile away 

 

R = So it‟s within walking distance for you? 

I = Yes 

                                                                                              (Darnley Older/no car) 

 

No family respondents reported any personal mobility issues and this further confirms 

the literature that our transport needs change as we try to meet different obligations 

when entering into different stages of the lifecycle. The lack of mobility tools or options 

in this circumstance can restrict the exercise of choice. This reflects what Smith et al 

referred to when suggesting how people‟s relationship with transport is dynamic when 

making transitions through the various stages of the lifecycle (2006; see section 3.2.3).   

 

Research has also showed that households without access to a car can have difficulties 

in accessing services (Hine and Mitchell, 2001; Lucas et al, 2001; Ruston, 2002; DfT, 

2006). There is evidence of a pattern between the CSAs in relation to the reasons given 

by family respondents for using the local store. For instance, in Dalry, one of the 
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respondents cites the fact that she has no car access as a reason, whereas another 

mentions she cannot drive as a reason – despite having access to a car. For Julie, gaining 

access to a larger store meant she would need to be able to drive somewhere else, 

perhaps out of the local area where the larger supermarkets are located. Not being able 

to drive implied she had to use her local store even although her preference was to go 

elsewhere.  

 

I don‟t drive. If I could drive I would go to a bigger supermarket. 

                           (Dalry Family/car)  

 

Julie‟s mobility was not allowing her to access stores further out with the area. Her 

inability to drive restricted her movement which is determined by the where services are 

distributed and therefore located in the urban system. Her choice was restricted to local 

services only due to having no car access.              

 

I = Is it easy or difficult to use these services? 
R= Yes, I have car, but it wouldn‟t be easy to go to the supermarket if I didn‟t have a car.   

      (Pollokshields Older/car) 

 

Those residents who used services elsewhere were largely facilitated in doing so due to 

having access to a car. In particular, older residents in all 3 case study areas used 

supermarkets elsewhere indicating their reliance on the private car to reach these 

facilities. For some of those respondents, using alternative stores was as much to do 

with meeting family obligations they had out with their local neighbourhood which 

meant they took up the opportunity to use services located elsewhere. For Rena, a 

Darnley resident, many reasons for using her local supermarket for her main shop were 

reported and highlighted what were many positive aspects about her local supermarket. 

Rena did however enjoy using other supermarkets elsewhere and acknowledged that her 

level of mobility was due to the fact that she had access to a car allowing her to access a 

wider set of shopping opportunities elsewhere. However, it was clear to Rena that while 

her reasons for visiting these other stores was because she had obligations for being in 

these other areas, the car and the mobility it conferred on her in meeting these 

obligations, was very apparent to her:   

 

I = Is Sainsbury‟s where you do your main grocery shopping? 

R = Yes, but sometimes I go to Tescos at Pollok, at Silverburn but if I didn‟t have a car then I 

would need to use Sainsbury‟s which is convenient. I also pick up shopping sometimes when 

I‟m in Kilmarnock, and I have a friend in Gourock and sometimes I go shopping with her so it‟s 

because I‟m mobile, but take away my car and I don‟t know what I would do. 

(Darnley Older/car) 
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Furthermore, the concept of a main grocery shop, as typical of families for example, 

was less a necessity for this group. When asked if this was where they did their main 

grocery shop, only three (one from each CSA) reported that they used their local 

supermarkets for doing a main grocery shop with the majority of residents preferring 

instead to use alternative supermarkets elsewhere. Of those that used their local 

supermarket for their main grocery shop, proximity to the supermarket, as discussed 

above, appeared to be the main reason. In this way, older respondents appeared to be 

more „fickle‟ in their consumer choices, partly, as a result of their mobility, and, the fact 

that most of them were retired. This reveals that the spatial-temporal patterns of this 

group contrasted with family groups (discussed further below). Family groups who used 

local supermarkets (majority), cited convenience more than the older groups.  

 

9.2.3. Perspectives on Local Transport Accessibility 

 

In the literature, it was reported that the concept of travel as a derived demand was 

strongly associated with travel behaviour and that travel demand is strongly driven by 

what goods, services and activities people need or want to consume and where they 

have got to go to do it (Garling, 2005; Troy, 1999; see Figure 3.1). There was certainly 

evidence that this was the case across the three CSAs. For example, due to relatively 

good mobility for the majority of residents, services that are located out with the CSA 

could be accessed both by bus (in the case of Dalry) and by car (as was the case in 

Darnley and Pollokshields).  A notable theme which emerged from interviews was the 

use of local bus services to access these neighbouring districts. However, as was 

reported above, the location of bus stops could be an issue for physically impaired 

people. 

 

Two older groups were found not to use local services, one of which was a resident in 

Darnley. Janis in Darnley depended on the locally subsidised „Dial-A- Bus‟ scheme 

provided by the local transport authority (SPT). „Dial-a-Bus‟ is designed to help people 

who have difficulty using standard buses to access local facilities and amenities and can 

be used for: 

 shopping 

 visiting friends 

 attending local clubs 

 doctor and health centre appointments 

 hospital visiting (excluding hospital appointments) 

 getting to local rail services 
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In the case of this resident, „Dial-A-Bus‟ was clearly a service providing a life-line in 

getting to access services and friends. The scheme permits the patron to phone and book 

the service which provides a return trip from her home to shopping facilities and local 

clubs. As mentioned in section 9.2.2 above, Janis could not access the „local‟ 

supermarket due to poor personal mobility. Another factor was the local topography of 

the residential scheme where they lived which was generally quite „hilly‟. This situation 

was compounded by the fact that they had no access to a car either:   

 

I = Do you use local services? 

R = No. If we want to get a newspaper, we have either to walk from here to Sainsburys or to the 

garage on Nitshill Road. They took our local services away quite a few years ago, with a post 

office and everything… 

 

I = Do you use Sainsburys at all? 

R =  The only way we can go anywhere now is with „dial a bus‟ and that gets us from door to 

door, because we have to climb hills to get to buses, and none of us is fit enough to do that 

anymore. 

(Darnley Older/no car) 

 

While the Dial-A-Bus facilitated access to a range of local facilities within the wider LA 

area, it did not take people to the nearest local supermarket. For Janis, Tesco in 

Silverburn (Pollok) had a wider choice whereas she enjoyed the homely atmospheres 

and facilities offered by Morrisons in Newlands. The service allows a degree of 

flexibility in both the timing and duration of the trip to most of the major commercial 

hubs in wider Greater Pollok and areas further south of the city. However, this service is 

restricted to the local authority area so does not provide trips to Barrhead (Renfrewshire 

LA) which is closer than Newlands, Silverburn (both Glasgow city) and Paisley 

(Renfrewshire LA). This suggests that the service provider, in this case, Dial-a-Bus 

determined where she went and when, although this service allows people to book in 

advance of travel. This may not be Janis‟ preferred choice and would seem to confirm 

what Lucy (1981) argued. Preferences are also a potential basis for equity judgements 

but these can complicate the concept of demand: all preferences are not expressed 

through use of a service (1981, p.450). This does not mean that this respondent did not 

want to use local services  - she could not use them for circumstances that were beyond 

her control. 

 

I= You said you don‟t use the local supermarket? 

R = The supermarket, we don‟t use that one, because we go to others, with „dial a bus‟.  

(Darnley Older/no car) 

 

Respondents also referred to the availability of a good local bus service to facilitate 

usage of services in the wider area and this was mentioned by Dalry and, to a lesser 



 266 

extent, by Darnley respondents. In the latter, some respondents indicated that there was 

a good bus service to neighbouring districts of Glasgow city including East Kilbride. 

However, frequency was not thought to be as good and if you wanted to go to districts 

that were nearby but not within the Glasgow city boundary, services were non-existent 

i.e. to Barrhead (East Renfrewshire) or to Paisley (Renfrewshire). Bus connectivity and 

frequency to Silverburn shopping centre was generally agreed to have improved 

accessibility to the Greater Pollok area. This was also a view expressed by the leisure 

manager in chapter 8 where he believed the opening of the Silverburn shopping centre 

had saw local bus service frequency improve. It would further confirm retail planning 

policy insofar as accessibility for new developments is considered in tandem with the 

location and existing transport services e.g. capacity to meet increased demand.  

 

For those with personal mobility constraints, such as Liz in Dalry, the proximity, 

location of bus stops and bus routes in Dalry, allowed Liz to access a wider range and 

choice of facilities, than those provided in the local area. Bus services to the city and 

surrounding districts of Dalry were considered „very good‟ by all respondents, 

particularly those who relied on the bus network to take them to services located 

elsewhere.  

 

Because they‟re all in walking distance and I can take a bus to the supermarkets even though 

they‟re between four and six blocks away.   

                                                                                         (Dalry Older/no car) 

In a similar way to Janis in Darnley who depended on the local Dial-a-Bus scheme, Liz 

viewed the local bus service as providing a life-line, giving her an opportunity for social 

engagement which reduced her social isolation – a common issue faced by single older 

people. In fact, Liz‟s move to a house with a good bus route which facilitated her access 

and usage of local services - had in her words, „transformed her life‟, giving her 

independence and, improving her health and mental well-being. Mary, an older Dalry 

respondent also used Marks and Spencers in the centre of Edinburgh and Tesco located 

on the western outskirts of the city at the Gyle shopping centre. Mary does not have 

access to a car and uses the bus to do her shopping. Clearly, living in close proximity to 

the city centre gave Dalry respondents a wider choice in destinations and facilities 

which are conferred when living in close proximity to a city centre. This would seem 

entirely appropriate as transport systems are often well-developed in central city areas. 

However, for one Dalry respondent (Isobel) who lived on the edge of the CSA, local 

access to Dalry could only be achieved by taking 2 or 3 buses. While she had good 

proximity, factors related to her personal mobility, the topography of Dalry, in addition 
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to perceptions about her access experience, influenced her preference and indeed, 

shaped her attitude about whether to use Dalry‟s local services. This is discussed further 

below (see section 9.2.4).  

This general positive perspective is in contrast to Darnley and Pollokshields Given 

Darnley is bounded by two other neighbouring LAs, the lack of availability of local 

transport to neighbouring towns is particularly noteworthy. In both Darnley (and 

Pollokshields to an extent), residents complained that while there was a relatively good 

bus service, access to bus services was restricted in the main, due to the location of the 

bus stops. As noted above, while this was may have acted to restrict usage for less 

mobile respondents (i.e. difficulties in walking), the perception was that buses did not 

enter many of the residential schemes and instead routes were confined to the center of 

the neighbourhoods. On inspection of the maps in chapter 5, this would further seem to 

confirm this finding (see Figures 5.3 & 5.5).  

Bus service use to be every 25minuntes; now it‟s once per hour and you can wait for 55 

minutes for a bus from town to Pollokshields or Mosspark. 

(Pollokshields Older/car) 

 

Three issues can be identified here about transport accessibility. These are time, 

physical and geographic. This would seem to confirm Church et al (1999) who argued 

how physical and geographic exclusion were two of the seven categories of transport 

exclusion (see section 3.2.7). It also supports conclusions from research by Lucas et al 

(2001). Interestingly, no respondents in any of the CSAs mentioned the cost of transport 

services. To a greater extent in Darnley than Pollokshields, what is more revealing is the 

distinction between mobility which can prevent access to facilities and, characteristics 

of the transport service provided, which can prevent access to destinations of choice. 

There was only one respondent with a physically mobility issue in Pollokshields but she 

had access to a mobility scooter. It is not clear if due to the compact nature of 

Pollokshields and prevalence of local provision, this mode of transport was more 

conducive to these types of urban forms than car-oriented developments such as 

Darnley. However, that shops were in co-located with other shops certainly helped in 

the case of Pollokshields.     

 

If I couldn‟t walk so well I could not get my scooter into the local shops.  I couldn‟t get into the 

Co-op as all the pavements are not drop down.  The only place I can get into with my scooter is 

the bank. You‟ve got to have a dropped pavement to get around. I couldn‟t manage any of the 

local shops with my scooter.  Otherwise, I park up and walk into the shops.   

(Pollokshields Older/scooter) 
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9.2.4. Spatial and Temporal Perspectives 

 

Spatial-temporal perspectives on local services are discussed here in relation to the 

individual as well as the spatial environmental context of the CSAs. Both constraints 

and opportunities in spatial-temporal perspectives are highlighted in this regard. In the 

literature, accessibility constraints can include spatial, temporal, environmental and 

informational (Halden et al, 2005). It was also reported how conceptually, an 

individual‟s space-time path (Hägerstrand, 1970) can be illustrated by how a person 

navigates their way through the spatial-temporal environment. This idea was also 

related to the concept of person movement as a situated within a „field of contacts‟ 

(Kofoed, 1970; see section 3.2.4). In the latter, three main factors are thought to affect 

person movement and included the increased social and economic welfare, changes in 

transport, social and personal mobility and, structural change within the urban form. As 

it is interesting to see what daily routines residents within the case studies have, at the 

end of the chapter, graphs are provided showing what time of the day respondents used 

the supermarket and the reasons for using at particular times of the day are given for 

information purposes. Reasons for the usage times are displayed so provide insight into 

the „stable rhythms‟ of movement which are thought to characterise certain stages of the 

lifecycle (Kofoed, 1970).  

 

Findings from the data reveal that these concepts were generally applicable to the 

preferences residents indicated in both their use of local services and, services they 

accessed elsewhere. Generally speaking, individual routines were firmly established 

based on the need to meet obligations located elsewhere. This was true for both older 

and family groups. Opportunities to access and thus use services elsewhere could be 

taken where these arose in meeting obligations. However, constraints were also evident 

in relation to accessing local services that were within good proximity of the household 

(see for instance section 3.2.2). Evidence reveals that spatial and to a lesser extent, 

temporal factors help to shape preferences and explanations for why local services may 

be used, the frequency of use and, service use elsewhere. 

 

By far the most popular reason given by older respondents in the „Before 12am‟ 

category was routine. As might be expected, getting up early in the morning was quite 

common for this group who enjoyed a trip to the supermarket before 12. For Irene in 

Darnley, her trip to the supermarket was scheduled around her twice-weekly health 

appointments in Barrhead where she normally requested her preference for times 

between 10.30 and 11.30am as that suited her best. Irene preferred to do her shopping in 
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the morning as she could then plan ahead if she wanted to do something later. For Mary 

in Dalry, she just liked getting out early in the morning and so the trip to the 

supermarket fits in with the routine of the day. For Janis in Darnley, time was of the 

essence with the Dial-a-Bus facilitating the trip. If they left it later in the day a detour 

around the various areas for the collection of others was not something that appealed to 

Janis. It was also apparent in Janis‟s case that she found her routine exhausting as she 

was responsible for caring for her very frail and elderly husband. It would appear that 

for Janis at least, going to the supermarket before 12 was not just about preference, but 

her obligations to others meant it was an imperative. For family groups two main 

reasons for using the supermarket were because it was quieter at this time of the day and 

as may be expected, fitted around their family responsibilities. For instance for Julie in 

Dalry, she found that not only was using the supermarket in the morning quieter but also 

because it was easier to do these things with her toddler daughter because her daughter 

„had more energy then‟. For Susan in Pollokshields, she found that because it was 

quieter, she could get round the aisles quicker and, reflecting this, avoided Saturdays 

also. Lorna in Darnley used the supermarket not only before 12, but after school and 

sometimes in the evening aswell all in one day! The close proximity and convenience 

the local Sainsbury store offered, meant Lorna could use the store at several times 

throughout the day which was fitted around her other familial responsibilities and 

overall daily routine.  

 

Constraints are primarily ease of access – we would prefer not to use the car. We could 

walk to these facilities but you can‟t walk back from Morrisons with shopping.  

(Michael Polloksheilds Family) 

 

…Distance to Morrisons with shopping bags; the time to get there, it‟s 15 minutes to 

walk there and 15 minutes back. I could end up using a city centre Express shop enroute 

to University etc. 

(Gillian Pollokshields Family) 

 

Within the older groups who provided reasons on using the supermarket between 12-

6.30pm, reasons related again to routine but also because they wished to avoid morning 

rush hour traffic and because it was quieter during this time of the day.  Liz, for 

instance, in Dalry had a routine which was linked to specific health problem. This 

required her staying at home most of the morning and usage between 12-6.30pm was 

dictated by this. As might be expected, for family groups, using the supermarket at this 

time was fitted around other obligations such as after the school run pick up at 3pm. 

While it is not clear in the current research whether these visits were for a main shop, 

the fact that visits were combined with other obligations provided the opportunity to go 
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at this time. For instance, in both Pollokshields and Darnley, most of the mums that 

took part in the research worked part-time so there is no reason to suggest that a visit to 

the supermarket as part of the school run was not for the main grocery shop. Other 

reasons mentioned by family groups was that the supermarket visit was on the way 

home from work and so provided a level of convenience. In addition, like an older 

respondent in Dalry, avoiding the early morning rush hour was also seen as a reason by 

one respondent in Pollokshields, describing the area as „choc a block‟. 

 

For some, using alternative stores elsewhere was as much to do with meeting family 

obligations they had elsewhere which conferred an opportunity to use this supermarket. 

Darnley respondents are, in the main, using local specialist shops such as butchers, 

bakers, convenience stores, fruit and vegetable shops elsewhere. The range of areas 

mentioned by respondents included Thornliebank, Barrhead, Newlands, Shawlands, 

Renfrew and Paisley, whilst the range of shops mentioned included bakers, butchers, 

newsagents and fruit and vegetable stores. A theme that emerged was that because no 

such facilities as these exist in Darnley, respondents were more inclined to access and 

hence use these types of services whilst undertaking their obligations elsewhere.  

 

(…) For specialist services like butchers, I have to travel further away. If I want 

something in particular, I‟ll probably end up buying in supermarkets because there is 

no butcher nearby… (…) There‟s one favourite, it‟s not Glasgow, we use down in 

Renfrew. It‟s not our services. It‟s somebody else‟s services we are using.  

(Maggie Darnley Family) 

 

It may also be that the concept of the big „main shop‟ did not seem as applicable or 

relevant to older residents. Older residents seem to be the more „fickle‟ consumer, 

opting to shop in many different stores of choice. However, they also had obligations to 

family and other things such as hospital, leisure centre and using services such as 

libraries and clubs. Having slightly more time (most of them are retired) with access to a 

car allowed them to reach opportunities in destinations elsewhere. They had very 

detailed knowledge of the product quality, range, price etc. compared to family groups 

who used elsewhere. This illustrates that families may have less time, which explains 

why they have less detailed knowledge about different stores. Most family groups used 

their local supermarket for their main shop. In fact, the most often cited reason why this 

was so, and unlike older groups, was convenience. A stakeholder indicated what he 

believed was a loyal customer base whereby his returning customers‟ patronage was 

attributable to convenience. Proximity was important to this group also. In general, most 
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of the responses related to their time and routines during the day i.e. when taking and 

collecting children from school and other activities associated with family obligations. 

Unlike the older group, families had less time to explore as many supermarkets 

elsewhere – hence why so few used supermarkets elsewhere.    

 

While no direct question was asked about this, older respondents were very forthcoming 

in explaining the percentage share of their total grocery spend they gave to 

supermarkets. In fact, it was equally distributed amongst several retailers, even although 

they also stated a preference for the store they liked best (note that in findings in 

Chapter 8, not all stakeholders reported that they had a 100% loyal customer base from 

the local areas). This reveals that no overall loyalty to any one of the retailers was 

demonstrated. Chapter 5 discusses the sequential approach of Scottish retail planning 

policy which tries to strike a balance between the need to protect local centres and to 

ensure competition between food retailers; consumers are thought to benefit from this 

competition (i.e. through consumption options and lower prices). This aspect was also 

revealed in the supermarket stakeholder perspectives about the patronage of their 

customers. The findings also confirm findings from the survey analysis (not shown). 

This showed that - and perhaps reflecting industry trends generally - that no 

supermarket has a majority of customer patronage. Older residents also revealed some 

sentimentality with using older, more established stores such as the Co-op and Scotmid. 

These are long-established supermarkets which, in comparison to the „big four‟, have 

arguably, had a historical presence on the high streets of small towns and 

neighbourhoods located within larger districts for example.  

 

It‟s Sainsbury‟s I use. But we actually spread it if you talk about groceries. My partner goes to 

M&S and others. And now there is Silverburn. We get on the motorway and we are there in 5 

minutes. And there, there is Tescos, M&S, etc., but locally it‟s Sainsbury‟s we use. 

 

We are spending equally…So it‟s difficult to say where we do our major shop. We don‟t spend 

£60 a week in Sainsbury‟s - we don‟t do that. It is divided up depending on what we are doing. 
(Darnley Older/car) 

 

Another frequently mentioned aspect (as mentioned earlier) of the neighbourhood which 

residents identified as constrained their access was local topography and, spatial design 

and layout. This was reported more often in Darnley than in Dalry or Pollokshields and 

the nature of their constraints differed depending on the case study area. The most 

common constraint for both Dalry and Darnley was topography, particularly from the 

older respondents who were perhaps less mobile. Nevertheless the importance of 

topography should not be underestimated. This is because, their personal mobility 

constraints (as was mentioned above in accounts) were often compounded by the 
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combined factors of poor location of bus stops and bus routes which meant to reach 

shops, would require more than one bus. If required to carry shopping bags, these 

combined with the local topography were often the main constraints for this group. 

 

The experience of using local facilities for one particular older respondent in Dalry 

revealed while walking „down the hill‟ is fine, walking „up the hill‟ with heavy 

shopping bags was just too much of a difficulty and impractical. To get to Dalry, would 

also require two or three buses. It was „easier‟ for her to take the car to access shops 

elsewhere. Therefore, while for some respondents, Dalry had good transport 

connectivity, this depended where in the area you lived: proximity via walkability for 

some residents is difficult due to the general topography in some parts of the 

neighbourhood. For some residents, walkability to the local shops gave you choice 

whereas if you were less mobile, this could restrict your choice. This would seem to 

confirm the distinctions between social and physical space can determine whether 

proximity can be taken advantage of (Harvey, 1973).  

In Pollokshields, both older and family groups reported the nuisance of „double parking‟ 

and how this was considered unsafe. This supports earlier accounts when certain 

respondents avoided using the local supermarket and other shops at rush-hour because 

the local area is „choc-a-bloc‟ at these times. This is not surprising. The CSA is bounded 

by three railways thereby restricting passage of across-town traffic flow entering from 

different directions to reach other neighbouring districts i.e. Shawlands, Crossmyloof, 

Queenspark (south) and Mosspark and Govan (north). The nearby M8 offers a major 

junction here also. There is clearly an issue here about temporal constraints due to the 

physical environment which impacts on the time available to individuals to spend in 

their destination. In this case, commuter traffic is constraining usage at certain times 

thereby restricting the choice of individuals as well as feelings of safety.  

 

It‟s unsafe due to the parking and crossing the main road and round the side street, 

dangerous for the kids. There‟s also the collection of rubbish and double parking. The 

parking is atrocious. A lot of that is people unloading and delivering to the shops. It can 

cause chaos. 

                                                                             (Pollokshields Family/car) 

 

The shop sits on the corner of two main streets and this can be inconvenient and busy 

roads, sometimes the fruit and veg is strewn over the pavement. That‟s the things I don‟t 

like about it. 

(Pollokshields Family/car) 

   

For Darnley respondents, almost all identified a qualitatively different set of aspects that 

they were keen to report about the location of their local food facility. In contrast to 
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both Dalry and Pollokshields respondents, the spatial layout and design of access roads 

and pathways of the facility location, were identified. No detail on such things as street-

scene nuisances, were mentioned (discussed further below). This may reveal the sensory 

impact of big infrastructure on the senses: big, busy and noisy roads would make 

anyone aware that they were in such a place – especially when doing a routine pop to 

the shop. In relation to the spatial aspects, one long-standing resident did not value the 

siting of the store indicating, in her mind, that it was „built on the wrong side of the 

road‟. This view was confirmed by other respondent accounts in referring to the 

difficulties posed to access the store once entry has been gained onto the actual site 

from all directions by foot. For instance, the store is built in the southern part of the 

CSA on an artificial but slightly raised embankment adjacent to, and offset from, the 

four-lane arterial A726 commuter road. This is a very busy road serving access to the 

southern districts of the city of Glasgow and the wider Glasgow conurbation of 

Lanarkshire, Ayrshire and Renfrewshire (see chapter 5). Generally, issues such as 

safety, visibility to road users and a lack of accessible pedestrian crossings were the 

most common obstacles or constraints reported by respondents. Urban design aspects of 

Darnley are not pleasant and this was mentioned in the description of the area in 

Chapter 5. This may be attributed to Darnley‟s absence of a historic layout. 

 

In Dalry, the Telfer underpass which connects Dalry to Foutainbridge leisure facilities 

and the nearby shopping district of Polwarth, was a feature of the location/environment 

that Dalry respondents did not value. Almost all residents reported that they would not 

use this in the evening. One family respondent felt it was a just a „dark enclosed space‟ 

in the evening. As was reported in chapter 5, Edinburgh City Council is focusing efforts 

to make enhancements in this access route in order to improve permeability and 

connectivity. This indicates that while the Telfer underpass permitted connectivity to 

neighbouring districts, and therefore avoiding the need to take two or three buses, the 

accessibility in relation to perceptions of safety was constrained in this area. That it was 

of concern to locals and the council would seem to support these first-hand accounts. 

The Western Approach Road interrupted permeability between two neighbourhoods 

where the only access to each was via the Telfer Underpass. Here is a classic example 

of the effect of spatial urban design where connectivity and permeability has not been 

considered. While there may be access via the Telfer underpass, it was not conducive 

for creating a sense of safety at night. This is discussed further below. 

 

Well down there, Dalry I think a) there would be difficulty parking and b) if I wasn‟t 

parking yes I might walk there but it‟s difficult to get there with public transport. I‟d 

need two or three buses. And if I walked back up the hill with bags of shopping it‟s not 
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an option. 

(Dalry Older/car) 

 
R= The hills is my biggest constraint. When you are driving a car you never feel the hills. 

I= So the topography of the area can be quite limiting? 

R= It can be 

I= Even if a shop was located at the top of the road? 

R= It still would be difficult. It would leave my husband absolutely breathless. 

(Darnley Older/car) 

 

However, family respondents in Darnley also noted aspects relating to the general 

traffic and road layout around the local supermarket. These were aspects that Darnley 

residents did not value (as reported earlier). 

 

The only thing is to walk across that road to get into it, I wouldn‟t send anybody 

younger than my daughter., it‟s not ideal, there‟s no safe way to cross the road 

basically, the access road into Sainsbury‟s, there‟s only one road in from this side, 

people going from Southpark village have to go the long way in. 

(Joe Darnley Family) 

 

These spatial-temporal perspectives reveal how two different lifecycle groups have very 

different routines in relation to service use. Older people have more time, shop widely 

and are retired. Family groups tend to have obligations related to their children. Spatial 

movement was restricted in Dalry even although there is good connectivity. For some 

parts of the CSA, there is walkable environments but the topography and unattractive 

structure inhibits wider use of the Telfer underpass. In Pollokshields, double parking 

can cause hazards for pedestrians and motorists. Due to the existence of shopping 

facilities and the geographic location to neighbouring areas, the compactness of 

Pollokshields‟ mixed-use design of housing and shops within the tenemental form, 

effectively suggests that space is an issue of concern. How this space is shared between 

the traffic and pedestrians is not entirely clear although it would almost certainly be 

regulated by traffic control measures such as restrictive and designated parking areas 

within the neighbourhood and, the main shopping precincts of the area. Darnley‟s 

spatial layout in some residential parts can make it hazardous to access the local 

supermarket. The nature of the residential areas are designed to support cars and the 

main arterial route severs linkages between the different parts of the CSA.  

 

9.3. Service Characteristics 

 

In this section, the findings on what residents valued and did not value about their local 

supermarket, grocery shop and leisure services is now presented. Service characteristics 

can play a large influence on residents‟ attitudes and hence, preferences to use local 
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services. In the literature, it was reported that in any examination of services it is 

necessary to distinguish between those that provide or deliver services and those that 

use or receive them. It therefore implies that there is a relationship for responding to a 

need or problem of a community, individual or household (Desjardin et al, 2002; see 

section 3.1.1). If services are not provided or if they do not provide what individuals 

want, individuals may wish to leave their community in preference to a community 

elsewhere. This links to ideas about the sustainability of communities (discussed further 

below). Services, in theory, should be responsive to local needs and tastes and this may 

include cultural or ethnic preferences. Moreover, it was reported that some 

neighbourhoods can be defined by the type, choice and availability of what food is in 

the local supermarket. This is thought to reflect the idea of „you are where you live 

(Forrest, 2004; see section 3.1.2).      

In the main, aspects of service characteristics related to convenience retailing, 

supermarket use and public leisure facilities (Dalry only) were highlighted by all 

residents in each of the three CSAs. A diverse range of service characteristics were 

highlighted. These are now presented below. 

Almost all of the respondents mentioned facilities, range or special offer products as the 

main features they enjoyed about using the local supermarket in Darnley (Sainsburys). 

This would seem to chime with the Darnley stakeholder in this regard. He reported that 

„own brand‟ was important in attracting local people to his supermarket. These brands 

are often cheaper than other similar products. Although the stakeholder was aware that 

„Darnley is poor area‟, and that this store is generally known for its quality, and, being 

rather more expensive than other competitors, Darnley respondents felt that their local 

supermarket was not responsive to customer requests. For instance, one respondent 

went as far as to say that the store did not identify with Scottish preferences for 

particular food stuffs. Another view was that the store took local patronage for granted 

„because there is nothing else around about them‟ citing the „higher prices‟ of the store. 

This seems to chime with earlier findings from chapter 8 where the company was 

generally trying to combat its „expensive‟ image. Note for instance that on cost, the 

stakeholder indicated this was important. Perhaps the local people of Darnley appreciate 

this store‟s superior quality in own brand food and is therefore attracted less by other 

market leading brands.  

We know from instance that based on analyses of the SIMD (2009) (see Table 5.2) and 

the area profiles presented in chapters 5 and 6 that there are low income households in 

Darnley. Like some of the older Darnley group, the family groups who used a 
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supermarket elsewhere for their „main‟ shop did so because they thought the local 

Sainsburys was too expensive. Joe for example, mainly used Sainburys as a local 

convenience (noted earlier) where he would buy milk and bread for his elderly 

neighbours as well. For Irene in Darnley, the local Sainsbury store was too expensive 

and instead used the Tesco store in Barrhead. Irene did use the local Lidl, which is 

cheaper, but only very rarely as a local „convenience‟ visit. This chimes with the 

stakeholder findings in Chapter 7. As other accounts reveal, people in Darnley are 

shopping in cheaper stores, for certain products, but most used a store elsewhere for the 

main shop. Unlike the stakeholder‟s perspective as revealed in chapter 8, some are 

„bypassing‟ their local store to access cheaper stores further away (see chapter 8). On 

the whole, Darnley respondents tended to have little to say about what they did not 

value about the facility itself – perhaps reflecting the general consensus that they were 

both grateful but contemptuous at the same time in having a local supermarket which 

we could argue, met their basic needs (e.g. basic food essentials).  

 

In summarising what residents valued and did not value, this reveals that there are some 

qualitatively different attitudes between older residents and family groups in Darnley. 

Older respondents tended to mention aspects such as the quality, cleanliness and 

friendliness of staff as well what the facility generally offered e.g. tearoom, petrol 

station, welcoming atmosphere and the availability of car parking. Some did, however, 

feel that Sainsburys in general was expensive, they did offer competitive prices. This is 

perhaps reported by older groups as they tended to shop in many supermarkets. In 

shopping elsewhere, older residents noted that other stores drew their custom based on 

range of products, cheaper in price, wider choice and the homeliness and atmosphere of 

these other supermarkets. Older respondents did not value the higher prices, the 

changing layout which can produce impulse purchases and the restrictive floorspace at 

certain times of the year making aisles „cluttered‟ to navigate.   

 

I = What do you value or don‟t value about Sainsbury‟s, what about the facility itself? 

R = It seems to be welcoming, it‟s big enough but not too big to be impersonal. It‟s not as 

though they gush over you but there is a nice atmosphere in it. Had I also mentioned the 

cleanliness of it? 

I = Are these things important to you? 

R = Yes 

                                                                                            (Rena Darnley Older) 

 

In relation to family groups, there were similarities in relation to older groups but some 

differences. Unlike older respondents, the most frequently mentioned aspects were 

special offers, range and choice although the facilities generally were also frequently 
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mentioned by family groups here i.e. tearoom and petrol station. Similarities included 

cleanliness and the welcoming atmosphere. Interestingly, no family groups mentioned 

staff but they did mention the quality of service and that you could be „guaranteed‟ you 

get what you need‟. Family groups that used supermarkets elsewhere cited the expense 

as the main reason for using a store elsewhere for their main shop.  

 

Unlike Darnley respondents, no respondents in Pollokshields mentioned facilities, range 

of products or special offers. Similar to Darnley residents, in Pollokshields, almost all 

respondents acknowledged that „higher prices‟ was something they did not value about 

their nearest supermarket. However, in relation to the supermarket in Pollokshields, a 

few respondents thought cost constrained their usage. This was noted in relation to the 

size of the store „quite cramped‟ which had a limited choice compared to larger stores 

elsewhere. Prices and the change of staff was not valued by older groups in relation to 

the supermarket. The local Lidl store‟s layout was also described as „depressing‟. 

Family groups alluded to the lack of „proper quality‟, „lack of choice‟, „poor customer 

service‟. This perhaps reveals how they compare their experience of the supermarket 

with local independent stores, discussed next. 

 

My husband likes it [Morrisons] a lot. It has improved. You can get butcher meat there and my 

husband likes the butcher. We like it because the meat is good quality and it‟s convenient and 

it‟s not too busy.                   
(Aileen Pollokshields Older) 

 

Local convenience stores were held in high regard by both groups in Pollokshields. In 

Pollokshields, for all respondents, some negative aspects related to the compact nature 

of the shops wherein the small size of local shops meant that buggies could not be taken 

in; products were often difficult to reach because they were located on high shelving 

and cost was also mentioned in particular by a few of the Pollokshields‟ respondents. 

While they acknowledged that generally, prices can be higher in smaller stores, prices 

tended to be disregarded due to the range, quality and diversity of what shops had to 

offer. Older respondents in particular, valued the relationship they had with owners who 

were described as „friendly‟, „trusting‟, „obligatory‟, „helpful‟ and „inviting‟. Family 

groups valued local traders because they could get „anything they needed‟, offered a 

„personal service‟, were open late and combined, the diversity and range offered in the 

area meant they had access to a wide variety of products, including ethnic preferences 

i.e. Halal meat and fruit and vegetables not normally available in the supermarket. Some 

family groups felt that some of the smaller food stores were „dirty‟ but this was only 

reported by a couple of people. Opening times, the quality of products, as well as the 

general cleanliness of local independent grocery stores, were also raised by both 
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respondent groups, but by no means all. This suggests that respondents may be willing 

to accept this trade-off in maintaining the pleasure of local independent retailing.  

 

While on the whole no negative views were reported about ethnic shops, some of the 

ethnic food shops were not valued by several respondents because they were „dirty‟; 

although this was not found to be true for those that actually used these to buy Halal 

meat for instance. Specific qualities of local services were also referred to by a number 

of Pollokshields respondents. Again this was evidence of how residents appreciated 

what they had and were generally supportive of what the area had to offer them. For 

instance, Janet bought both chicken and lamb and Max also bought lamb from the local 

Halal butcher. They preferred to use this type of shop to others, whilst Mo used the 

Halal butcher for religious reasons. This was an aspect mentioned by the supermarket 

stakeholder who was also „trying to get this [Halal meat] in‟ following customer 

requests.  

  
I = Are there anything you don‟t value about these shops? 

R = There is a few Halal shops that I wouldn‟t go to, not that clean. But no real complaints. 

(Pollokshields Older/car) 

 

Older respondents in Dalry described their local supermarket on Dalry Road as „filthy 

and rubbish‟, „scruffy‟, „expensive‟ and „poor quality‟. Carol felt that local shops were 

„too small‟ although she appreciated that if they were bigger, they would „be like 

supermarkets‟. This latter perspective was also mentioned by Pollokshields‟ 

respondents.  In Dalry, an older respondent enjoyed using the local Scotmid. Of the 

local supermarkets, this was her favourite and she liked the layout and friendliness of 

the staff. This respondent walked to this store although she did have car access. Older 

respondents were more likely to report that the supermarket does not „cater for single 

people‟.  

 

I use Scotmid, it‟s the opening hours, the inside of the shop, and it‟s friendly; it's my 

favourite. I think I'm fortunate because I have my health - I can walk. 

(Sandra Dalry Older) 

 

I've never liked Somerfield, but I do like the layout and sometimes it's not so bad, but it 

really looked scruffy and I don‟t always think the quality is that good. And they‟re 

expensive.  

(Mary Dalry Older) 

 

In contrast, another respondent in Dalry reported that she used the local Somerfield 

reluctantly commenting that she disliked it: the quality was not good but it was „handy‟. 

For Julie in Dalry, many positive aspects were highlighted about her local supermarket 
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(Lidl) and saw the experience as an activity in itself for her young daughter (toddler). It 

was also apparent that Julie had tried the alternative local supermarkets such as 

Somerfield which, like Mary in the older group, she disliked also. This was mainly 

because she felt the quality of their products did not justify the prices they charged. 

Furthermore, Julie also liked to support local independent retailers but while a new fruit 

and vegetable shop had just opened in the area (Morrision Street), the quality had been 

disappointing, forcing her to buy it instead at Lidls. This contradicts what the 

supermarket stakeholder reported for this case study area: quality was one of the most 

important factors - in his mind, in attracting locals to his store. He was the only 

stakeholder who reported this as very important (see chapter 8). However, the layout 

was also something she liked about this store (and something this same stakeholder had 

recently changed in response to customer feedback), in addition to the offers which she 

would see advertised on TV. This was a „pull‟ factor in giving her a reason for visiting 

the store. This respondent walked to use this store: 

 

I use Scotmid, it‟s the opening hours, the inside of the shop, and it‟s friendly; it's my 

favourite. I think I'm fortunate because I have my health - I can walk. 

    (Sandra Dalry Older) 

 

I've never liked Somerfield, but I do like the layout and sometimes it's not so bad, but it 

really looked scruffy and I don‟t always think the quality is that good. And they‟re 

expensive.  

(Mary Dalry Older) 

 

Similar to what was reported in Pollokshields above, the small size of the stores was not 

valued by most of the Dalry groups. As discussed in Chapter 5, both of these CSAs 

have medium to high density tenement housing. There is therefore a higher prevalence 

of residential mixed-use facilities where shops occupy the ground floor of these 

residential blocks. However, there was evidence that family groups in Dalry were 

conscious of „supporting small shops‟, they were generally „inexpensive‟ and offered 

„good quality‟ as well as friendly staff.  

 

Although this research is interested in public leisure centres, the relative sparsity of 

local public leisure centres in urban neighbourhoods meant that respondents were asked 

about the range of different leisure activities that respondents could use. Respondents 

were asked about the local leisure facility they use most often, the reasons for using the 

facility, when they use them and travel mode. Only residents that used local public 

leisure facilities or private facilities are discussed here. In fact, it is only Dalry 

perspectives that are reported here.  
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In Dalry, in relation to the public leisure facilities, Dalry is served by the Dalry Swim 

Centre. Only one respondent said that they used this. Two other Dalry respondents used 

the local private facility located at Fountainpark development which borders the CSA 

boundary (400 metre „buffer‟ zone). This private facility was valued by both these 

respondents with the older user reporting that she valued the fact that „they were tuned 

into an older clientele‟, had „good access hours for older people‟ and that they offered 

„alternative activities‟ such as spa treatments. Liz for instance, had been encouraging the 

facility to offer activities that would be attractive for the older clientele and had found 

them generally accommodating of her suggestions. The lack of a toddler pool meant that 

young children „had to be held up‟ in the water which spoiled their overall enjoyment of 

the visit. For one family, this had been a main reason why they joined the private 

facility in nearby Fountainbridge. Older respondents mentioned that they did not use the 

Dalry pool because they would prefer to go as part of a special session for older people. 

This seems to chime with the leisure stakeholder interview in Chapter 8 who had 

received requests for a particular older age group that is younger than is currently 

offered, i.e. up to 75 years – which Edinburgh Leisure cannot deliver (see Chapter 8).  

For Carol in Dalry, various reasons were given for using the private facility, including: 

employer subsidy towards the monthly membership cost (£44 per month) for the 

respondent‟s husband, the lack of a children/toddler pool in the Dalry Swim Centre; the 

availability of crèche facilities and a café which sold healthy food. The private facility - 

in contrast to Dalry‟s Swim Centre - certainly was more conducive in meeting Carol‟s 

needs.   

 

We don‟t use the council ones – it‟s quite limiting – there‟s no childrens pool so you've 

got to hold them up and that‟s why we joined Fountainpark; they've got a creche, a 

baby children‟s pool and a soft play area. Again, important for us is that the cafe sells 

healthy food.  

                                                                                                 (Carol Dalry family) 

 

In a similar vein to the family that used Fountainbridge, Carol felt the crèche service 

they offered was „safe‟ allowing her to participate in an activity while her daughter was 

being looked after. Other aspects were that the facility offered „a range of activities‟ that 

her family could participate in, it was „well-equipped‟, and „good quality‟. Julie, who 

used the Dalry Swim Centre valued the fact that staff were „nice and friendly‟, the 

facility was „clean‟, „quite empty‟ and the „opening times‟ suited her. As her account 

reveals, a plus aspect of the Dalry Swim Centre was amongst other things, „quite 

empty‟. This was also reported by the leisure stakeholder in Chapter 7 who reported that 

of all „his Victorian centres‟, this was the most under used in the city which he found 

surprising due to high population density of Dalry. 
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I = And the leisure facilities? 

R = They are brilliant. Clean. Quite empty…great opening times. When we are moving, that 

will be probably one of our biggest losses, because it‟s just around the corner and the staff is 

nice. 

(Julie Dalry Family) 
 

In Dalry, only one older respondent reported using local leisure facilities. Liz reported 

that she used the Fountainpark private facilities and various reasons were given relating 

to ameliorating her multiple health problems. 

 

9.4. Sustainability of the Community: Evidence and Dimensions 

 

This section concludes the findings on residents‟ perspectives by addressing the wider 

theme the role of preferences have in relation to a sustainable community dimension. 

The aim here is to present findings that provide evidence on the benefits and constraints 

that local service access issues may have in relation to the each of the case study areas. 

The findings draw upon questions related to perceptions of the neighbourhood in terms 

of the location in which their experience of access and usage is gained, and, what 

resident responses were when asked about services in the context of individual and 

community benefit. The findings are summarised and are supported by verbatim of what 

residents mentioned. 

 

In their research on social sustainability, Bramley & Power (2006) argued that along 

with ideas about social equity in an area context, the sustainability of the community 

dimension is also at the core of this idea (see section 2.5). They identified aspects such 

as interaction with other residents; participation in collective community activities; 

sense of place; residential stability and security. As such, they chime with previous 

concepts and ideas about what makes communities sustainable. It was then discussed 

how services by their provision in local neighbourhoods relate to the broader ideas 

about social sustainability. In particular, key concepts such as social capital, social 

exclusion and social cohesion were identified as being relevant to an understanding of 

the link between local service access and this dimension of social  sustainability i.e. 

sustainability of the community (see sections 2.5 and 3.1.2).   

 

Within the literature, it was argued that the benefits of having local services provided at 

the neighbourhood level, which people can access is argued to provide social stability 

and promote quality of life. However, it is not clear from literature how and in what 

way. This part of the research tries to illuminate evidence on this. In the literature, it 
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was reported that providing services is thought to act as a strong foundation for 

retaining residents and thus maintaining communities (Desjardin et al, 2002). In this 

way, services can provide social sustainability. Moreover, we could also argue that 

urban forms including spatial design of streets and spaces, buildings and infrastructure, 

may also influence how a community can sustain itself in a physical context. An 

unattractive local environment may influence how people feel and as a result, influence 

attitudes about local services and their usage. Barton (2003) argued that „active‟ retail 

frontage can encourage usage whilst Forrest suggested that our places of residences are 

packaged in such a way that places appeal to others with similar lifestyles and 

aspirations (2004).   

 

Fillion (1999) suggested that we should not define proximity to local services 

„exclusively‟ from an accessibility point of view, whereas Parkes et al (2002) suggested 

using a unifying subjective measure such as „satisfaction‟ to examine perceptions of the 

neighbourhood as this provides insights into quality of life. The idea of perceptual 

space, as explored in the literature, is a set of ideas about the different ways local 

environments can affect us psychologically (see section 3.2.2). It is primarily 

experienced through the senses and can affect how we behave in and function in a place. 

The findings did reveal how aspects related to public spaces within their neighbourhood 

environment affected how residents behaved. This was linked to aspects such as crime 

and the design of streets and spatial layout of roads and buildings.  

 

A frequently mentioned constraint about the location of retail and leisure facilities was 

safety including crime as well as particular spatial and/or urban design aspects of 

access. As might be expected, crime was mentioned most often by older respondents. In 

Darnley both older and family groups also mentioned safety in relation to crime within 

the location of local facilities. Interestingly, both of these urban locations i.e. Dalry and 

Darnley have different urban form characteristics. However, a distinct difference 

between the two is in Dalry feeling unsafe was reported whereas in Darnley, some have 

direct experiences of crime – although not in all cases. Feeling unsafe related to going 

out in the evening when it was dark and perceptions of specific crime types i.e. drug 

addicts. In the case of Darnley, however, some respondents had direct experience within 

the locality of shops there.  

 

As chapter 6 highlighted, the CityForm survey respondents in Darnley scored higher 

(higher than average scores) in the negative measures of perceptions of the 

neighbourhood. Darnley residents more than other areas scored poorly in terms of these 
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quality aspects including environmental amenity, liveability and local transport 

convenience measures (see section 6.2.1). Darnley residents reported their experience of 

crime as limiting their access. Some felt they could not walk to the facilities due to a 

fear of being attacked or mugged. As reported elsewhere above, some had experienced 

crime in visiting a convenience store located just out with the central Darnley area. As 

such, respondents were able to draw upon direct experience – which is different to 

Dalry residents. This was always in relation to being able to walk, which again, to an 

extent, was the same for all respondents who felt safety issues limited their access.  

 

My oldest son worked in Sainsbury‟s, coming back from work one night he was 

chased by a gang throwing bottles at him. My second youngest son and his friend 

were punched there by a gang. It‟s not somewhere where you want to hang about at 

night so I definitely wouldn‟t walk along that road. I wouldn‟t go outwith of the estate 

wandering about. 

(Maggie Darnley Family) 

 

Experience of crime was reported mostly by family groups in Darnley. For instance, 

Lorna had accessed a local convenience store located in the South Nitshill area which is 

located just next to Darnley on the A736 road. However, Lorna had stopped using this 

store after experiencing a crime whilst visiting it. This supports earlier findings in 

chapter 8 in which the Darnley supermarket stakeholder reported that his employees 

would not „stand around‟ at the nearby train station after 6 o‟clock in the evening 

because it was „not safe‟.   

 

There is a local convenience store in Darnley but I don‟t really walk there. I have done 

in the past but it‟s right on the boundary and once when I went in the car, my car got 

broken into, broke the glass and they went into my glove compartment so that put me off 

going there. It‟s rougher there and it seems to get worse. I don‟t think it will ever 

change.  

(Lorna Darnley Family) 

 

While for some the Telfer underpass was a no go area in the evening, it was used. The 

proximity of further facilities within reasonable walking distance via the Telfer subway 

was valued by one mother in Dalry to such an extent that she felt the swim centre‟s 

proximity would be one of the „biggest losses‟ in locating elsewhere. A few respondents 

reported a murder and a rape at the Telfer subway  recently. This puts women off using 

this access route. All the women interviewed in Dalry did not use this underpass in the 

evening. Liz reported that she only uses the facility during the day (noon - 6.30pm). 

 

You have to use it [Telfer subway], or just get two buses and go around that way and 

stuff but I only use it in the daytime.  

                                                                               (Dalry Older/no car) 
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In Dalry, the general appearance of the area and its lack of greenspaces was further 

mentioned by family groups as a location characteristic that made some respondents 

„not want to hang around there‟ and, „you just go there and come back‟. An older 

respondent felt that Dalry‟s main road „does not encourage you to go‟ and is area, „that 

you just want to drive through to get somewhere‟. This, it was noted in the literature, is 

important for footfall, turnover, and perceptions of distance walked „to get to the shops‟ 

(Barton, 2003, p.102).  As may be expected of a large city, the experience of crime can 

often be due to the scale of the urban form and the general assumption that a city can be 

less welcoming than the community scale. In general, older people in Dalry did mention 

this but while some were clear to point out that they do not feel unsafe, some of the 

older people who lived alone, felt differently. 

 

I wouldn‟t go out at night in the dark – not on my own. No way. It would have to be an 

exceptional circumstance that I had to go…it‟s just the safety issue because it‟s a city 

Edinburgh…I‟ll not go on buses and walking down streets. It‟s a safety and security 

measure… 

(Dalry Older/car) 

 

Isobel in Dalry, who lived just at the CSA boundary, reported that while she „did not 

like the look‟ of the Dalry facilities (shops in particular) and, that they were a „bit run 

down‟. She also does not feel safe when she is in the Dalry area citing the presence of 

drug addicts as her main reason for feeling „uncomfortable‟. However, no other Dalry 

respondents mentioned this. Isobel admitted that she was „probably a bit snobby‟ in 

choosing not to use the Dalry shops.  

 

The one I haven‟t looked at is Dalry baths which is a possibility but you see even to 

walk down there I don‟t feel safe. I don‟t feel comfortable to go down that and the last 

time I was down there was quite a few years ago when I was a lot fitter but there‟s too 

many druggies in this sort of area.   

 

It also confirms some of the literature that „active retail frontage‟ is an important aspect 

of gaining footfall as it lets people know they have „arrived‟ in the shopping district 

(Barton, 2000). Low-level incivilities were also reported by a couple of Dalry 

respondents as aspects about the location they did not value. For instance, common 

street nuisances such as litter, dog fouling, graffiti and „irritating vandalism‟ were 

mentioned. 

 

What I don‟t value about the location is that it just doesn‟t get cleaned, when I‟m with 

the buggy or with my son walking, there is dog shit everywhere, there is litter. He picks 

up everything. It didn‟t bother me before we had a child. And Dalry is dirty and doesn‟t 

get cleaned, litter is a real problem. 

(Dalry Family/no car) 
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In terms of Pollokshields, and the location of local services, most respondents valued 

the local „environment surrounding‟ the convenience retail particularly the greenery and 

leafiness of the Pollokshields area. As highlighted in Chapter Five, Pollokshields is an 

area of contrasts with the SIMD index revealing that one of the datazone areas ranks 

within the 5% most deprived in Scotland (see Chapter 5). This was the central part 

(East) of the CSA whereas, further to the west is very affluent. In reflecting the more 

run-down aspects of Albert Drive‟s row of shops, this was viewed as reason for not 

visiting those shops. Mike alluded to several explanations for the poor quality of shops 

in this part of the CSA. He highlighted how market failure has been an issue and drew 

an analogy with the neighbourhood rejuvenation process within New York City in the 

USA. An interesting reference in the desire to support independent local shops is also 

evident. 

 

We don‟t accept that there‟s a lack of quality in the area, there is quality in the area.  

Albert Drive is the main shopping area. We are for sustaining local independence…I 

would like to see more decent clothes shops and sports shops. They don‟t have the 

footfall. There is a lack of reason for going down there but if it was better... Shawlands 

has more variety. 

(Mike Pollokshields Family) 

 

Residents were able to identify a diverse range of individual and community benefits in 

accessing and using their local services. Benefits ranged from a sense of well-being via 

health benefits linked to walking distance, and access and usage viewed generally as an 

opportunity for social interaction. Interestingly, these benefits were mentioned as a 

benefit for residents, irrespective of the urban location. Almost all residents reported 

this in various ways in thinking about this question. Other benefits related to the 

community aspect, in having some familiarity with local shopkeepers; that you can meet 

people you know. Convenience and/or proximity to shops or a supermarket, in addition 

to what access enabled in terms of a „community‟ feel and a social dimension was 

further mentioned as benefit. All these aspects were reported by residents, although this 

was much more frequently mentioned by Pollokshields residents, than elsewhere. 

 

In Pollokshields in particular, the good diversity, quality and combined with proximity 

to the local shops, meant you did not have to go „too far‟ to get what you needed. The 

attractiveness of the local environment was viewed as a bonus to the neighbourhood‟s 

shopping facilities especially in Pollokshields. This is not surprising. As a green and 

leafy area with tenements, mixed-use with diverse local shops, it provides testament to 

compact city advocates that mixed-used urban places offer this urban experience. The 

location and proximity to local shops are well-used and appreciated by locals. They also 
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recognise that this kind of experience is an urban asset to be valued consciously 

referring to the need to support local traders by sustaining their income to exist in the 

area. Local Scout groups or school fairs receive contributions from the local 

independent stores and the supermarket. Further evidence reveals that there is strong 

community aspect in Pollokshields illustrated by their failed campaign to retain their 

local Post Office.  

 

All respondents in Pollokshields appreciated that not all urban locations have access to a 

diverse choice of local neighbourhood food retail and other facilities. Accessibility 

within the area was recognised as something not equally shared between the different 

parts of the case study area i.e East and West: „It‟s very spread out…it‟s not accessible 

for everyone‟, (Pollokshields Older/car). In addition, residents in Pollokshields reported 

the importance of familiarity with local shopkeepers; thus revealing a general local 

attachment and social dimension to using local shops. This illustrates evidence of 

fostering social capital with residents using local shops to engender a relationship with 

local businesses. This implies that as well as for grocery shopping, it is important for 

some residents at least, to ensure familiarity is also a reason for giving their store 

patronage. Moreover, it was apparent that the actual provision of shops permitted 

contact between people as their presence encouraged people to use them. This shows 

that there are social capital benefits in the provision of local facilities that people can 

use.  

 

Yes, you meet the local people and there is familiarity with the shopkeeper and if you go 

to the supermarket, you see them once in a lifetime. Most of the shopping my wife does, 

and it‟s a past time for her and she meets people. 

(Pollokshields Older/car) 

It‟s important to support local traders and especially for something to buy fresh: 

something a bit different from Morrisons and Asda. It‟s a shame as we should all make 

a bit of an effort to use them more. 

(Pollokshields Family/car) 

 

This latter narrative reveals how important it is for Susan to support local traders, 

although no explanation is given. Susan also comments that „we should all make a bit 

more of an effort to use them more‟. This may be due to the part of the Pollokshields 

area where she lives. Susan lives in the affluent West part and as was reported in 

Chapter 6, some parts of this case study area are quite a long way from the local 

convenience store. It was also clear from some interviewees that there may be some 

tensions with perceptions about the area, in relation to its cultural diversity. However, 

respondents who did highlight this were very positive and saw it as an attribute of the 

local area and potentially one of social enrichment. For example, as a location, 
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Polloksheilds‟ shops attract visitors from out with the area and this is thought by some 

respondents to add vibrancy and has positively impacted on the economic viability of 

the area, „It‟s better than walking past empty shops‟. The diversity of shops created an 

identity and this was reported by several respondents.  

 
I = Why do you use these local services that you have mentioned? 

R = Really to build up a relationship with the people that run them, and there is a social 

dimension to your shopping. The local butcher‟s wife has just had a baby - you get a bit of 

banter and we‟ve got a good community. 
                                                                                      ( Pollokshields Family/car) 

 

Mike also referred to what he described as the „rejuvenation‟ of the area in recent years, 

pointing to the influx of more up-market food convenience retailing that characterises 

the row of shops at the three way „Niths‟ junction. It may also reflect that this area is 

generally considered one of the more „hip‟ neighbourhoods in Glasgow‟s southern 

suburbs and this rejuvenation may be linked to a good housing market. Other stores 

which had opened have included cultural and ethnic shops selling clothes and other 

types of retailing reflecting the area‟s cultural identity. That the area has a large Asian 

community was viewed positively in that it brought a cultural diversity and curiosity to 

what type of local convenience retailing had to offer the area. Janet described 

Pollokshields‟ Albert Drive strip of shops as „being like a little village‟ whilst pointing 

out the benefits of the area‟s cultural influence in promoting wider choice other than the 

supermarkets.  

Pollokshields is like a village. Most of the shops are owned from original families from Pakistan 

and the shops are excellent and we‟ve got a brilliant rapport with the owners and 

community.The stuff is great and it‟s cheap and we wouldn‟t dream of buying these goods from 

a supermarket. A lot of the shop owners are older and have values. 

(Janet Pollokshields Older) 

 

This is a clear example where a diversity of local provision positively impacts on social 

cohesion: shops are supported by neighbourhoods with a strong local identity and 

attachment to place. Using services provided an access experience that was pleasant and 

enjoyable for residents. Interestingly, one older respondent commented how she did not 

feel there was „a community feel‟ citing when probed, that she thinks this is because of 

„the wide roads and wide pavements‟ in the West part of the area.  

Similarly, Dalry respondents also mention aspects such as „familiarity‟ and 

„friendliness‟. This was mentioned by several of the older and family respondents. They 

valued being recognised and greeted which compared to the supermarket, removed the 

impersonality often assumed to be a characteristic of the supermarket shopping 



 288 

experience. One of the family groups also reported that there was a „community feel‟ 

which she valued - despite having access to services offered in the central city. She also 

felt this was important in removing the anonyminity which is often assumed about city-

living. Another noted that it added to her quality of life and that this was an aspect of 

getting „older‟.    

 

You feel as though you belong to a sort of community-type thing - Okay we live in the 

inner city but we've actually got nice local shopkeepers and retailers that are getting to 

know you and it just makes you not feel so much that you're living in some nameless, 

faceless city. 

(Dalry Family/no car) 

 

Maggie, an older resident of Dalry  felt „quite sad‟ by not having local services like a 

butchers or bakers whilst also alluding to her experiences of visiting the butcher as a 

child, and, her own values. Family respondents in Dalry indicated that a „lack of a good 

greengrocer‟ and that overall generally, there was a „lack of good quality local 

convenience shops‟ that they could use. Dalry, as an inner area, has fewer quality 

convenience retail shops than Pollokshields. 

You know the people at the convenience store, the newsagent and the barber and people 

that you don‟t usually. That adds the quality to your life, it adds life… it truly does.  

(Liz Dalry Older) 

 

Reference was also made to the large student population in how this reflects wider 

housing dynamics. For instance, as an area with a lot of private renting, household 

turnover is thought to reduce vested interests in the area in terms of quality of the local 

environment and low-level incivilities in that they can go unnoticed. The student 

population as a transient population, also might act to undermine the idea of local 

attachment, for instance:  

 

I think Gorgie and Dalry has a history of having a neighbourly, feeling quite tight, 

together, and perhaps that might not be as strong, because I feel that you've got more 

people coming in to the area. But whether that's reflected in anything you can put your 

finger on, I'm not entirely sure. 

(Dalry Family/no car) 

Both Pollokshields and Dalry accounts of local shops are in sharp contrast to Darnley 

and resemble the idealised virtues of local services promoting diverse sustainability 

benefits. In Darnley for example, it was noted that the local supermarket was the only 

place that this social dimension and experience could happen in the area. This 

underlines the perhaps important social function that local supermarkets have - in 
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locations otherwise bereft of local facilities - for enabling social interaction to take 

place.  

 

I like the fact that I can go there and see familiar faces as well, I could go to 

Sainsbury‟s and it would take me about two hours with meeting all the people I know, 

that‟s why I like this area. 

                                                                                       (Lorna Darnley Family) 

 

There were a range of longitudinal perspectives on service provision in the Darnley 

area. For instance - Janis a long-standing Darnley resident - explained how the previous 

shops were „away‟ before the flats were demolished whilst highlighting what the area 

previously had to offer local residents. Almost all the older group recalled various other 

local neighbourhood services that had previously existed: 

 

There‟s no butchers, there‟s no handy store, there‟s no newsagents. When we did have 

handy shops we had a Spar, a bakers and a hardware store, a fruit shop and a post 

office.  

(Rena Darnley Older) 
 

…And that post office in Darnley was a great shop, she sold wool, she sold everything 

over there, papers, sweets, groceries. And then she left because of the new development. 

(Janis Darnley Older) 

 

It appears that the regeneration of Darnley through housing-led approach  either resulted 

in or reduced the viability of smaller shop unit provision. Here is a good example of 

how buildings can generate wider community benefits: they act to connect people as 

spaces for interaction. For instance, as discussed in chapter 5 impact assessments on 

existing facilities from development proposals are routinely assessed as part of planning 

permission for retail developments. We can only make the presumption that Darnley‟s 

regeneration effectively meant that existing retail facilities such as local shops etc. 

presented no future opportunity in the viability of the area as a „town centre‟. Retail 

provision that has subsequently invested in Darnley is characterised by typical out-of-

centre retail development i.e. large warehouses or drive-through fast-food outlets. There 

is a sense that this has been at a cost to the local identity of Darnley in that it removed 

long established local retail facilities provided at a smaller neighbourhood scale, i.e. 

mixed use. New housing meant these shops had to be demolished as part of the 

programmes. There are mixed feelings about the impact of this process. One frequently 

mentioned aspect that inhibited wider social interaction was the lack of places to 

socialise. This was reported by both older and family groups: „There‟s nowhere to take 

your wife out here‟.      
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Quite a few of the Darnley respondents felt that the presence of the local supermarket – 

in the absence of other convenience food choices – had effectively gained a „local 

monopoly‟ over the area‟s food retailing opportunities which, as suggested earlier, it 

could be hypothesised, restricted the viability of development of neighbourhood-scale 

food retail in the area. However, as a main arterial commuting route runs tangential to 

Darnley‟s neighbourhoods, it may well be that retail market provision recognises that 

families are out working all day: no consistent level of footfall can be assured. For 

instance, as mentioned earlier, there are no convenience shops in Darnley and this was 

something some respondents reported they did not value about the area, and indeed, the 

Sainsbury store more generally. Again, this supports earlier findings that most 

respondents avoid using this store for their main shop citing it as expensive.  

As in Darnley, a few of the older respondents in Dalry presented longitudinal 

perspectives. Morrison Street, which is to the west of the area, had previously contained 

local neighbourhood shops. Liz also mentioned a host of small independent food shops 

that used to exist in Gilford Place, a nearby street in her local neighbourhood of 

Polwarth (CSA boundary). Dalry has good access to local convenience retailing but the 

diversity and to an extent, quality, as well as provision would appear to have declined. 

 

You see many, many years ago in Morrison St, there was a Scotmid –there were loads of 

facilities on this street: a fishmonger, a bakers, a grocers, and a wine spirit shop that sold loads 

of beautiful cold meats. 

                                                                                                      (Sandra Dalry Older) 

 

When I first moved here 28 years ago there was a jewellers, butchers, fishmongers all in Gilford 

place but those days have gone because they can‟t compete with the supermarkets.   

(Isobel Dalry Older) 

 

9.5. Conclusion 

 

This chapter has examined residents‟ perspectives of local services by exploring what 

their preferences are, and how their attitudes may be shaped by their experience of 

access, usage and quality of services. It began by stating that the crucial element 

missing in conceptualising definitions of equity is in its relationship to the existence of 

choice (Le Grand, 1991). It was also noted that not all preferences are ascertained 

through expressing demand, i.e. where usage might indicate demand. Preferences can 

complicate the concept of equity as demand, therefore. In light of this, the chapter 

explored the main themes as gathered from a reading of the literature. These were 

accessibility, local transport accessibility, spatial-temporal perspectives, service 

characteristics and the ideas of sustainability of the community.   
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In reviewing data on what and how often residents used local services this showed that 

usage correlated with provision: where the service was available, generally, it was used. 

A range of services are used in Pollokshields and Dalry (where usage of central city 

facilities were also indicated), but usage was very limited in Darnley. Respondents do 

use services elsewhere however, even if there is local provision and where they do use 

locally, most find it easy. Accessibility perspectives find that popular reasons given 

were walking distance and proximity. Proximity meant different things to different 

residents and this depended on whether they could walk or had car access. Mobility was 

an issue for only a few respondents, usually those with a physical mobility issue or 

those who had no car access. Perspectives on local transport accessibility found that bus 

routes and location of bus stops was an issue in both Darnley and Pollokshields and this 

may restrict the mobility of individuals to reach bus services. This was more acute for 

those with walking difficulties. This can reinforce geographical and physical exclusion 

for some residents.   

 

The spatial-temporal perspectives revealed that for some residents, aspects and features 

of the local environment can restrict their choices. Spatial design and the layout of 

streets and buildings were an issue for residents in Darnley and Dalry. Darnley residents 

did not value the layout access in reaching the store. It was hazardous and dangerous in 

gaining access. The local topography is an issue for some elderly residents in both Dalry 

and Darnley with access only conferred by motorised transport – which took them 

elsewhere to use facilities e.g. Dial-a-Bus was used in Darnley. In Pollokshields, the 

compact nature of the historic layout in the East meant traffic control was an issue for 

both car users and pedestrians. Safety was an issue here and the area was generally 

avoided at the rush hour as a result. This confirms that proximity may not be taken 

advantage of, due to spatial constraints. Usage locally and elsewhere was often as a 

result of obligations and routines indicating the temporal dimensions and explanations 

for differences in usage patterns. Those that used services elsewhere were mostly car 

owners and older respondents more often used a range of supermarkets more so than 

family groups. Older respondents as well as family respondents used service elsewhere 

in light of the opportunities to do so.   

 

In terms of service characteristics, there were differences reported within case study 

areas on what residents valued and did not value. Generally, needs were met but specific 

characteristics including products, prices and quality were mentioned by all residents. 

Some residents in both Dalry and Darnley gave a longitudinal perspective to previous 

provision of local shops. These revealed that in Darnley, neighbourhood-scale provision 
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had provided a diverse range of local retail. In Dalry, traditional shops were no longer 

provided although provision of what does exist was generally valued by most. 

Diversity, range and quality were particularly valued in relation to independent food 

convenience in Pollokshields. There were both some contradictions with what local 

stakeholders had revealed – but there was often confirmation also. Most residents in 

Darnley agreed with stakeholder views that the local „brand‟ was something they valued 

due to its cheaper pricing and quality.  

 

Darnley residents also felt that while they appreciated the store‟s presence, they also did 

not like that it was the only place they could visit within reasonable walking distance. 

Safety is a major issue in the vicinity of local shops, to the extent that many women 

avoided walking to local facilities for fear of being attacked or mugged: a few had 

experienced crime directly in this regard. However, proximity to local provision meant 

residents did walk and for some, this was a health benefit. Women reported a social 

dimension to the access they had, and this was seen as a benefit. There was an overall 

general sense that the location of the store is ill-placed, highlighting perhaps the area‟s 

poor quality in urban design and spatial layout: the lack of a historic layout is one 

explanation for this.  

 

Dalry residents generally, were quite glad to have local shops and access within walking 

distance and there appeared to be a sense of attachment to the area supported by 

familiarity with local shopkeepers. However, quite a few did not like the local area to 

shop in generally. There are issues about quality in Dalry and that the shop frontage of 

the main road is not conducive or inviting for taking a nice stroll to visit shops there. 

Particular shops were lacking such as a good greengrocer. The Telfer subway was not 

accessed by many of the women in the evening therefore restricting usage and access at 

a time they wished. Litter and general incivilities were also an issue for Dalry 

respondents. The access and bus transport system was valued as this gave residents in 

Dalry access to wider choice of shopping opportunities – particularly those offered by 

the central city. Leisure access to the Swim Centre and private facilities nearby, were 

very valued by those that used them, although drawbacks were the lack of toddler 

provision and, Ladies Night for certain age groups. 

 

Pollokshields residents appear to have the best provision combined with a general sense 

of pleasure and enjoyment that their local access conferred. Perspectives revealed that 

all local residents highly valued what their local area had to offer. The diversity and 

range of food retailing in particular was viewed as an urban asset that they actively 
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support and value and this is complemented by a sense of community and familiarity 

with local shopkeepers. The leafiness and generally quality of the environment is valued 

although there are some who do not like the litter and lower-level incivilities that 

characterise the main shopping precincts. Support for local traders is evident as is the 

general recognition that they have a community. Specific service characteristics that 

they valued less were the compactness of stores in that sometimes it was difficult to 

access items. Relationships with shopkeepers are valued with many reporting positive 

aspects related to trust, mutuality and security which not only engendered a sense of 

community, but local attachment and the prevalence of local sociability and networks 

revealed a social capital dimension to their access.        

 

In the next chapter, the findings from the overall project are summarised and the 

research conclusions are discussed.  
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Figs: 9.1 – 9.3: Time of Day for Supermarket Usage and Reasons Given by Case 

Study Areas and Lifecycle Groups 

 

 

 Figure 9.1: Supermarket Time Use by CSA and Lifecycle Grouping (N=24) 

 
 

 Figure 9.2: Reasons Use Supermarket: Before 12am by CSA & Lifecycle Group 

 

 

 Figure 9.3: Reasons Use Supermarket: Between 12-6.30pm by CSA & Lifecycle Group 
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Chapter Ten – Conclusion 

 

10.1. Introduction  

 

This research developed from the concept of sustainable development. It aimed to 

contribute to evidence on the social equity claims of the compact city. In particular, it 

was concerned with the relationship between access to services and the way in which 

different urban forms may influence access. The investigation addressed the influence of 

different urban forms on equity in access to local services, whilst examining the role of 

individual preferences in this process. Limited direct research evidence exists on this 

aspect of urban form. The study had two key aims: to test the claim that more compact 

cities and neighbourhoods have better access to services and facilities than other types 

of forms, and that they are more equitable in terms of access, than dispersed settlement 

forms or urban „sprawl‟; and to examine, the extent to which equity in access to local 

services is influenced by the role of individual preferences. The next sections set out 

how this research was undertaken. It then presents the main findings of the research. 

 

10.2. Research Hypothesis and Research Questions 

 

The central objective of this research was to test the claims that high density compact 

cities provide better access to services. To achieve the aims of the research, the 

following research questions were proposed: 

 

- How often do individuals use local services and is the frequency of use influenced 

by urban form  

- To what extent can the frequency of use be explained by accessibility in space and 

time?  

- What do residents‟ perspectives on local services reveal in terms of individual 

preferences about local services 

- What do stakeholders‟ perspectives reveal about service provision and response to 

the needs of local areas   

 

The first part of this chapter reflects on the research strategy which underpinned how 

the research questions were operationalised.  
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10.3. Overview of the Research Strategy: A Multi-Method Approach 

 

This research adopted a multi-method research strategy combining quantitative and 

qualitative research methods. Triangulation was mainly used in this PhD thesis in order 

to bring many perspectives to the research questions (Richards, 2005). While the 

justification for adopting a mixed-methods strategy has been discussed elsewhere (see 

chapter 4), a short reflection on the contribution triangulation of methods made to 

answering the research questions is discussed below.  

 

10.3.1. Guiding Themes of the Research  

 

The three guiding themes to situate and manage all aspects of the research process were: 

access to services, usage and quality of services/access. In making a value judgement on 

whether equity is achieved, it is argued that all three conditions must be met. The 

methodological and conceptual approaches to equity identified in the literature showed 

that there can be no single equity preference. This was particularly true in a planning 

and service distribution context when applying principles of equity and the challenges 

this poses to judging the degree of equity achieved.  It was reported that equity as 

efficiency, equity as preferences (or demand) perhaps would pose the biggest dilemma 

for the research but that both can be considered in tandem with other concepts such as 

equality and need. Given these principles of equity, the approach adopted to the analysis 

of equity mainly considered need and equality, but preferences as well as demand were 

also considered. This meant that the research does not have to give equal weighting to 

the principle of equity used; and instead can decide based on a particular situation, 

context or even the author‟s own judgement. This was the approach to exploring equity 

within the context of urban form impacts and the role of individual preferences. On this 

basis, the extent to which there was equity in access, usage and quality will be 

discussed.  

 

The research focused on three case study neighbourhoods in Edinburgh and Glasgow. 

These areas represented the typologies, criteria and elements of urban form as 

developed by the Cityform Consortium. Their location was inner area, outer areas and 

places in-between of each city. As a pre-established approach by the CityForm 

Consortium, it would have been difficult for this PhD to undertake an alternative 

research design.  
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10.3.2. Triangulation Methods  

 

In line with recommendations and suggestions as found in the literature, quantitative 

methods were used to examine the empirical aspects of urban form including the 

structural characteristics of each location/CSA; urban form elements (density etc.); 

deprivation levels; perceptions of local neighbourhood, the frequency, use and spatial 

accessibility of three local services. Qualitative methods via interviews were used to 

explore the various themes of the research from the perspective of residents and other 

various stakeholders.  

 

Triangulation is justified as no single research method was adequate in answering the 

research questions. Furthermore, as the CityForm Consortium had already collected 

much of the quantitative data, this was made available to the researcher. To quantify 

equity in access outcomes required secondary statistical analysis of this empirical data. 

This data allowed the researcher to analyse usage patterns of services, using this as the 

empirical method throughout. As it was not sufficient to claim that any differences in 

patterns of usage could be accounted for by urban form characteristics of each location, 

other factors were identified that could also influence usage. It was important to 

examine the role of individual preferences of residents and views of other stakeholders.  

 

On reflection, triangulation was a good approach. Both the quantitative and qualitative 

work allowed the researcher to explore evidence of usage of services, the impact of 

urban form and related elements, including accessibility. Important insights into service 

access issues came from the perspective of service users and service providers within 

the CSAs. In combination, as recommended in approaches in the literature, this data 

provided the research investigation with a variety of data and perspectives to investigate 

the central issues of the thesis.   

 

10.4. Summary of the Key Findings 

 

This section brings together evidence from the main findings chapters and offers a 

précis of the main messages from the evidence gathered. The section addresses the 

urban form impacts and then the role of preferences. A short discussion of the 

implications this evidence has for both theory and policy is given and, priorities for 

future research are proposed.   
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10.4.1. The Impact of Urban Form on Equity in Access 

 

It was highlighted from the literature that no universal definition of urban form exists 

(Jones, 2006) although it was possible to identify various definitions that have been 

used. Urban forms can be classified into three categories: density, diversity and spatial-

structure pattern. Within the CityForm Consortium, other fixed elements of urban form 

included building, street and urban block as distinct levels for analysing urban form. As 

these different definitions show, urban forms may also involve aspects of land-use mix, 

density and layout. These are of particular importance for the analysis of urban form at 

the spatial level of the neighbourhood. Whilst analyses of the urban structural 

characteristics generally met the particular urban form context, related urban structure 

and demographic pattern of the urban form typologies each Case Study Area (CSA) had 

to represent, there was very little direct impact of urban form on frequency of use of 

local services. The implication of this finding is discussed further below.   

 

Overall, the evidence shows that the social context of local neighbourhoods appears to 

be a more important determining influence on whether equity in access outcomes is 

achieved, than urban form. This indicates that there is no straightforward relationship 

between urban form and access to services. Using the frequency of use of services as the 

empirical method, the findings are supported despite the different urban structural 

characteristics which define their urban forms. No urban form variables predicted 

infrequent use of the nearest local supermarket. However, there was some evidence of a 

general relationships between higher frequency of use for utility services compared to 

other non-utility services (i.e. convenience and leisure services). This is not a surprising 

finding given prior analyses revealed very little variation in usage frequencies. 

However, some evidence of urban form impacts (density) was found to predict 

infrequent use of local food shops. That few urban form variables predicted the usage 

was not unexpected. Usage of the local food shop was found to be quite frequent - 

irrespective of urban location. Evidence does show however, that broader aspects of 

urban form such as the accessibility of services, affect the frequency of use of local 

services.  

 

Using various statistical analyses, the accessibility measures aimed to provide a detailed 

picture on spatial accessibility. From analyses in Chapters Six and Seven, evidence from 

a range of access measures do in fact support hypotheses that urban locations have 

differential spatial proximity to local services. Those in inner locations generally have 

closer proximity to local services than those in intermediate or outer urban locations. 
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Spatial accessibility using normative standards of accessibility provided evidence of 

spatial inequities in access to local services. In relation to the specific CSAs, there are 

greater inequities to all three services within Pollokshields, compared to the inner area 

of Dalry. In Darnley, spatial proximity was good for most respondents in access to the 

nearest local supermarket but was poor in comparison to the other locations for the 

remaining services. Spatial proximity to these services in the inner area of Dalry 

therefore, is better than both Pollokshields and Darnley. Residents in Dalry have better 

access to facilities as one may expect for an inner location.  

  

There was also evidence of how temporal constraints might influence usage. Drive time 

to the supermarket (for all CityForm CSAs) and drive time to the city centre also 

predicted usage. In inner areas drive time was within 10 minutes although in outer areas 

this was almost twice that. In contrast, the mean value for minimum public transport 

time to a supermarket was 8-10 times higher for all CSA locations. One explanation for 

the large differences in public transport time to a local supermarket can of course, be 

related to the levels of public transport provision in certain areas. This was expected.  

 

Previous research on local neighbourhood quality has shown that more deprived 

communities and higher residential and high population density areas tend to have 

poorer quality environments. This can place additional resource demands on 

mainstream LA environmental services in these areas (Hastings et al, 2006). Due to the 

importance of local neighbourhoods to residential (dis)satisfaction (Bramley et al, 2005; 

Parkes et al, 2002) perceptions of the quality of neighbourhood environments may 

affect whether local services will be used. Local environmental incivilities such as litter 

and feelings of safety can shape experiences of access. Poor local conditions can act to 

constrain usage of local facilities, even if facilities are provided. In Chapter Five, a 

number of composite measures were constructed to reflect the various dimensions of 

neighbourhood quality e.g. liveability and environmental quality. Neighbourhood 

measures were then used in the modelling work in Chapter 7. Evidence suggests that for 

both the supermarket and local food shop, the role of perceived neighbourhood quality 

can influence frequency of use of local services. Different explanations were given by 

the author as to why some perceptions of neighbourhood attributes met expectations of 

what we would find, while some did not. Nevertheless, the overall message is that it was 

prudent to examine the simple patterns beforehand as these confirmed much of previous 

research. Including them in logistic regression modelling certainly revealed their 

relative importance in analyses of the determinants of usage of local services. These 

patterns were generally confirmed from the various themes explored in gauging resident 
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perspectives in chapter 9. We may conclude therefore that through linking usage to 

neighbourhood perceptions, this is one of the most interesting and strongest features of 

the thesis‟ findings: neighbourhood quality and features of the environment generally 

can influence usage to the extent that services may not be used.  

 

10.4.2. The Role of Preferences 

 

Le Grand (1991) argued that preferences are considered autonomous, but these 

preferences can be subject to constraints in the choices and options available to people. 

For Le Grand, equity is only achieved if a distribution results from individuals choosing 

over equal choice sets which are in turn constrained by a number of factors that may be 

considered out with a person‟s control. Le Grand concluded that in any examination of 

distributional equity, not everyone can have equal choice sets and that because of this, 

policy makers should accept that in some cases this will need to be taken into 

consideration and devise policy within what is politically feasible. This concept of 

equity was adopted in the thesis in examining how the role of residents‟ preferences 

might influence equitable outcomes.  

 

Chapter Nine introduced findings on resident perspectives on service access issues. 

These were explored to examine preferences in usage of local services and, how 

routines and lifestyles might dictate the formation of individual preferences. In gaining 

local residential perspectives of local services, two lifecycle groups, families and older 

people, were interviewed. Three over-arching themes were examined in relation to 

location and service characteristics: preferences in access and usage; constraints in 

access and usage; and benefits of access and usage. Evidence from residents revealed 

that preferences to use and access services were multiple, varied and diverse for both 

lifecycle groups. Patterns of frequency of use and access to local services can be 

affected by whether there is choice and how much diversity or availability of local 

provision there is - as in the case of Darnley; the quality and existence of alternatives of 

choice where this is more easily available - as in Dalry perhaps; and, the quality, range 

and choice of local provision that is provided - as in Pollokshields. In general, the 

evidence from the residents seemed to confirm expectations that preferences have a 

large role to play in access and usage of local services, and therefore will influence 

equity in access outcomes. Within each CSA, it was possible to see how accessibility 

barriers and constraints may restrict access and hence usage of local services. In 

summarising the main messages from the resident perspectives, there are many 

dynamics at play in each area.  
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Specifically, in addition to whether provision is present or absent, local characteristics 

of areas would appear to play a part. In Dalry, the spatial layout and quality of 

environment aspects seem important as are feelings of safety for both groups. Service 

characteristics are also an issue in relation to usage as quality of shops and the 

environment were frequently mentioned here. Transport issues are less of a constraint in 

accessing services elsewhere emphasising the benefits of location; but they can be an 

issue for active travel modes due to the historic layout of transport infrastructure which 

reduces connectivity between different parts of the area. This is a particular issue for 

older groups. Familiarity with local shopkeepers is also important here (but less so than 

in Pollokshields) and can encourage usage. Generally, there are aspects of the Dalry 

neighbourhood that can restrict usage of local services. Issues such as safety as 

illustrated by the Telfer underpass, is a main concern – despite the fact that proximity 

and connectivity to local services is generally very good here. There was less evidence 

of social capital in Dalry but many respondents valued local independent stores. This 

acted to remove the anonymity that can often be a characteristic of city neighbourhoods.    

 

In Pollokshields, the overall impression is that local facilities are highly valued and 

access and usage is complemented by both the area characteristics and the 

diversity/quality of local services. Safety is not an issue and there is an impression that 

the presence of local shops provide as sense of local attachment, strong community 

identity and familiarity with the neighbourhood and local traders: this encourages usage. 

However, transport is an issue as bus routes within the area are limited. Shops can be 

pricey and cramped but the choice, quality and diversity seems to offset these minor 

negative aspects. Car usage to access shops is evident, but being able to walk for more 

convenience goods is valued and many cited this as a benefit too. The general 

appearance of the area was highly valued and this added to the overall experience of 

access to local facilities. There appears to be evidence of social cohesion in the area. 

Cultural diversity was valued as local ethnic shopkeepers engaged with residents and 

community groups. Despite these positive attributes, the compact nature of 

Pollokshields meant that roads and traffic can spoil their enjoyment and restrict choices 

in when to use local shops.     

 

Finally, in Darnley, local characteristics related to spatial and street design are 

constraining access as the main arterial road produces severance effects, e.g. safety and 

location of pedestrian access which reduces visibility. Out of all CSAs, Darnley 

residents must and do use the most basic of services elsewhere and this was very 

apparent. While bus routes have improved, local district centres with nearby shops are 
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not served. Generally, residents valued their local supermarket as it is effectively the 

only local convenience retail facility but there are mixed messages from the longitudinal 

perspectives: there is a sense of resentment at Sainsburys as it dominates the area, but 

also a sense of relief that the area has some form of retail. Safety is a concern in relation 

to experiences of crime which contrast with Dalry‟s perception of crime. There is a high 

reliance on car use to access services for both groups and some are severely restricted 

due to personal mobility and transport options. Furthermore, these issues were not aided 

by the street layout.  

 

While there are few opportunities for social engagement in Darnley, most respondents 

did appreciate that the only supermarket and shop available, offered the potential to 

meet people. This was valued by residents and something they were very conscious of. 

This was supported by the longitudinal perspectives which revealed that, in the process 

of re-development in the area, a sense of a loss of identity had occurred: various 

neighbourhood level shops had disappeared. There is also an issue about whether the 

presence and dominance of one large supermarket may in fact restrict the area‟s future 

retail development. Sadly, while most appreciated the local supermarket, there was a 

feeling that it had effectively monopolised the area‟s potential for future growth in 

convenience retail. This is perhaps compounded by the fact that the area is largely 

dominated by family housing, where people are perhaps at work all day – thus 

restricting consumption and economic viability for potential investors. Furthermore, the 

area has a mix of modest and low income social groups which although this was not 

perceived as an issue in terms of the cohesiveness of the area, it effectively suggests that 

there is little economic opportunity for potential investors. Services are lacking and it is 

not clear how this may affect the long term community sustainability.         

 

10.4.3. Stakeholder Perspectives 

 

In policy terms, the development of an accessibility planning agenda was highlighted. 

This discussed how the concept of accessibility has been articulated and configured 

within government proposals and plans in relation to the potential of accessibility 

improvement as a mainstream policy aim. By and large, accessibility planning is an 

administrative framework. In terms of the relevance of accessibility as it features within 

current policy, it is addressed alongside policies which emphasise the link between 

transport and social exclusion. It is therefore considered within local authority transport 

guidance when developing and assessing transport schemes and strategies. Perspectives 

from stakeholders revealed that there has been a relatively slow take-up of accessibility 
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planning tools within the planning sector. One reason given for this was the complexity 

of translating STAG guidelines within the decision-making processes required for 

demonstrating accessibility improvements.  

 

Other outstanding issues that were highlighted include the difficulties for service 

providers and transport planners to work more closely together to achieve accessibility 

planning in practice; the complex nature of measurement, data, and competencies 

required; current funding arrangements and the lack of political will. These issues are 

thought to be preventing the greater adoption of accessibility planning within a planning 

framework. Added to this, although it may be assumed that the natural home for 

accessibility would be the transport sector, transport‟s ineffectiveness in accessibility 

and policy generally, has resulted in no government department taking the lead on 

development of an accessibility policy. In other words, transport in this case, is a policy 

„taker‟ rather than a policy „maker‟. A likely explanation for this is that broader 

economic development policy aims tend to have more importance in driving transport 

policy and planning, than transport concerns about sustainability and social/accessibility 

issues. However, there is scope for the key agencies to work together to address some of 

the outstanding issues noted above. At the time of writing, anecdotal evidence suggests 

that the UK government are currently assessing how accessibility planning, finance and 

departmental silos can move forward. Positive signs are there as reflected in the STAG 

and its interpretation of accessibility, but there are difficulties surrounding the economic 

value-for-money return that can undermine where improvements and accessibility may 

be required for particular areas e.g. regeneration.        

 

Although transport psychology appears to offer some further potential for developing 

accessibility planning within an overall administrative and professional framework, its 

application and extent of adoption within current government approaches and the 

transport profession is weak. To better understand the relationship between transport 

and accessibility, further promotion of understanding our relationship with 

transportation systems will be needed. As accessibility is about „integrated systems from 

a user viewpoint‟, accessibility improvements in being comprehensive in approach 

could certainly learn from psychological studies and this seems promising. However, 

transport policy still tends to be based on traffic psychology, improving mobility 

through analysis of travel patterns, instead of trying to understand the reasons why 

people travel. In addition, some perspectives believe that transport planners are „number 

crunchers‟, who do not engage with other fields. This would seem to undermine the 
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need for qualitative approaches to understanding accessibility from the viewpoint of 

individual communities.       

The significance of access and location from the perspective of those providing local 

food retailing revealed evidence that access to and location of, facilities are strongly 

influenced by households as consumers of their products. Preferences are expressed and 

services in responding to these avail themselves of information to meet these. The 

importance of location, proximity and convenience illustrated how broader lifestyles 

tastes and habits will matter to how often services are used. This was certainly drawn 

out in the resident perspectives. Differences between the locations in what attracts locals 

to supermarkets in particular, provided evidence on the social context of their areas. 

Supermarkets are thus extremely adept at responding to the fickle consumer in meeting 

demands. This clearly underlines why they are so powerful and influential in the 

consumption options of households and, why their presence has endured during the 

previous twenty years. We may infer therefore that a consequence of these processes is 

that the quality, range, choice/competion aspects available will strongly correlate to the 

level of consumer spending and „destination accessibility‟. In other words, poorer areas 

in poorly connected urban forms will receive a limited service. 

The overriding challenge for public leisure facilities is in providing facilities that are 

responsive to local demands and, are fit for purpose. In the context of all three case 

study areas, local provison is either absent, unsuitable, or is under threat from the 

possibility of closure. As these perspectives reveal, Darnley and Pollokshields residents 

must travel further into larger nearby districts where service provison is over-stretched. 

This was also confirmed by resident perspectives. Existing infrastructure is being 

assessed under an asset management programme. As this process is still currently 

underway, the future of leisure centre provision remains uncertain. In terms of the 

implications this poses for equity in access, it seems that the drive for more „effective‟ 

provision effectively suggests that service provsion will be delivered in larger centres at 

some distance from communities. While not covered in this PhD, similar tendencies are 

known to exist in other service areas such as hospitals and healthcare services generally. 

This is largely driven by improving efficiencies and the need to sell off existing and 

dilapidated infrastructure (buildings). Of course, this is being driven by wider strategic 

changes and policy from the Scottish Government.  

 

The main message from the stakeholder evidence is that accessibility to leisure services 

is, and will remain, an issue for Darnley and Pollokshields communities. This is less 
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true for Dalry. This can impact on the consumption options of households as private 

facilities provide few alternative options open to people on modest incomes. Leisure 

services access appears to be the most unequal of local services in terms of access 

outcomes. However, usage does not correlate with spatial proximity as usage 

frequencies were very low. The evidence is not clear about the role of services here and 

perhaps lifestyle choices explain this given previous research. However, local access 

should be available so as to at least give individuals the choice.   

 

Summary 

 

The research has shown that broader aspects of urban form such as the accessibility of 

services, as measured in terms of simple distances recorded to each local service do 

affect the frequency of use of local services. The overall messages from this PhD 

research shows that there are no large apparent differences between different urban 

forms (within the urban spectrum) and degree of access to services and therefore, that 

there is no straightforward relationship between urban form and access to services. 

Through examining different urban locations and the frequency of use of services, the 

social context of local neighbourhoods appears to be a more important determining 

influence on whether equity in access outcomes are achieved.  

 

Using frequency of use as the empirical method lends support to the equity 

interpretation of accessibility measures, as accessibility does affect usage frequencies. 

The accessibility of local services does make a difference to the consumption options of 

households. Services, where these can be located within an acceptable distance, could 

be used more frequently and when they are used less frequently, accessibility to them 

appears to be more important than urban form factors. In addition to accessibility as a 

main determinant of usage of local services, the range, quality and choice of local 

services (i.e. local food retail and leisure) as well as local environmental quality, are 

also important determinants of usage. The quantitative and qualitative evidence seems 

to support this latter conclusion. As these perspectives above reveal, the role of 

preferences can influence access and hence usage experiences of local facilities. 

Preferences can explain differences in access outcomes, in that usage can be determined 

by locational aspects, constraints, benefits and service characteristics directly. As the 

evidence above showed, urban form has less of an impact in explaining access using 

frequency of use to measure this.  

In considering equity in access outcomes, aspects related to the quality and extent of 

local provision, as well as individual experiences of access and usage, can influence 
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whether local services are accessed and used. Urban form may have been shown to have 

a clearer impact if our sample had been larger as is often the case in survey methods, or 

if the sample had extended to rural areas. Furthermore, despite the evidence that most 

residents do use services elsewhere, where quality local services are provided, they will 

be used - given these are within an acceptable walking distance and accessed safely. 

Diversity, range and quality seem to be determining factors if services are used 

frequently and this may be dependent on the quality of the neighbourhood: there is 

mutual reinforcement. The wider and longer term benefits these provide would certainly 

underpin sustainability of the community dimensions explored in parts of this research.  

Therefore, equity in access to local services within the context of sustainable urban 

forms is not as simple as is sometimes portrayed. It depends very much on the social 

context of local areas, patterns of individual preferences as well as how neighbourhoods 

fare in relation to quality environments.   

 

10.5. Implications for Theory 

 

Barton et al‟s (1995) standards of accessibility provided a useful analytical framework 

for gauging spatial proximity to services. However, a number of points can be made 

with respect to their applicability from both a spatial and equity perspective. Firstly, the 

standards do not appear to take into account differences in the historical-contextual 

development of urban areas. From a historical perspective, and as highlighted in chapter 

Two, the early 20
th

 century was an era of significant urban change and this posed 

challenges for the planning, development and functional context of cities, as well as 

providing the necessary social and urban infrastructure for their inhabitants. How to 

manage urban growth was indeed characterised by the inability of city authorities to 

provide this necessary infrastructure for its growing population, in as much as it was 

about the Planning Ministry‟s conceptualisation about „ideal‟ city size. These challenges 

were formally recognised within proposals much later, as contained within the Town 

and Country Planning Act in 1947. Achieving the right scale was a particular challenge 

for planners, provision of services and infrastructure requirements in both the pre- and 

post-war planning eras. Therefore, the applicability of these contemporary accessibility 

standards suggests that service providers who may advocate equality in the distribution 

of their services are constrained by physical limitations: providers cannot realistically 

provide services that are „equidistant‟ from all potential users of their services as some 

services require larger populations as well as economies of scale for economic viability 

reasons. Not all households can occupy the same space and this is especially true given 

the preference for semi-rural and suburban living.  
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Secondly, although Barton and his colleagues did recognise the practical limitations of 

applying minimum accessibility standards in a rigorous fashion (Barton et al, 1995, 

p.98), the standards may be more applicable where very large new settlements are to be 

created, just as in the New Town planning era of the 1960s and 1970s in the UK. Then, 

Perry‟s „neighbourhood unit‟ was initially used to define the population size, layout, 

design and spatial proximity to essential neighbourhood services based on a concept of 

„community‟. In a contemporary sense, the provision of services are not designed on 

this notion and are instead, based on the size of the catchment population – irrespective 

of whether a coherent „community‟ is identified or not. Given this, a „community‟ of 

family-sized dwellings is not the same as the traditional „community‟ or 

„neighbourhood unit‟ concept which underpinned much thinking in the creation of the 

UK New Towns. This is because infrastructure and associated services are often 

considered only as partial or as an afterthought in the housing development process.
54

 

This is due to many factors one of which is the cyclical competitive and regulatory 

pressures of land acquisition, land use policy and thus outcomes in the supply of sites 

and use: profitability is guaranteed where developers aim to maximise the site value by 

building large volumes of single housing units on one site. This has consequences for 

the location of services, local accessibility to them and hence, sustainability of such 

developments as „places‟.   

 

Accessibility standards begs the question whether a) they are realistic enough in the 

extent to which they acknowledge new lifestyle and commuting patterns are dominated 

by increased mobility due to the car and, b) they are useful only in particular 

development contexts i.e. large compact serviceable greenfield towns/settlements. Their 

value seems to be more important if they are used to ensure facilities are as walkable as 

possible (Barton et al, 1995). Normative accessibility standards may not adequately 

reflect the reality of how access can vary depending on the configuration of domestic 

and non-domestic land uses within a given area (Ferguson, 2008) (see chapter 3: section 

3.2.4.). Urban areas differentiate in both shape and pattern depending on the 

configuration of land uses. Land uses in urban areas are in turn subject to natural 

physical limitations such as topography as well as historical development patterns and 

contemporary urban development policies.  

 

                                                           
54

 For instance, from 2010 in England and Wales, local authorities can operate a Community 

Infrastructure Levy. This is a charge based on the gap in the difference between planned new 

development and planned level of investment in new infrastructure. The „bill‟ is then divided by the 

planned new development which produces a levy on each dwelling (or commercial space) (Rydin, Y, 

2011, p43-44).      
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If we adopt Giddens‟ definition of lifestyle as, „a set of integrated practices which an 

individual embraces which fulfill both utilitarian needs‟, and, „gives material form to a 

particular narrative of self-identity‟, (1991, p.81), then lifestyles poses particular 

challenges for accessibility and normative standards. Moreover, although older 

established concepts of space-time paths and person movement (Hägerstrand, 1970; 

Kofoed, 1970) maybe valuable for understanding space-time constraints within 

everyday routines of stages of the life-cycle, the contemporary relevance of these given 

the dynamic transport has with both the lifestyle choices of individuals, and, stage of the 

lifecourse, is, unclear. For instance, nobody seems to know if changes to the built 

environment, i.e. more compact forms and improved accessibility, will lead to changes 

in lifestyles and/or travel behaviour given lifestyles are forced habits and routines, 

practised everyday and, which provide a narrative of self-identity (Giddens, 1991). 

Viewed this way, individuals may simply be choosing a particular lifestyle: e.g. car-

dependent v. non-car dependent locations. 

 

Having a „basket‟ of what the DfT called, „key services‟ ignores the diversity of 

lifestyles as these and Barton et al‟s (1995) „standards‟, appear to ascribe to a view that 

certain types of services are of importance to and used by, everyone. Increasing levels 

of car ownership confer greater mobility for individuals and mobility in turn determines 

the spatial-temporal contexts of individuals who, in their response to the increasing 

separation of work, leisure and home activities may identify their own accessibility 

requirements or thresholds based on the entire household‟s needs. Spatial proximity to 

services would appear then, to be but one part of this response. Given Le Grand‟s view 

then, it would be very difficult to apply equity-based standards of accessibility. Given 

the role and dominance of preferences, this is perhaps one reason why governments find 

it difficult to challenge behaviour whilst trying to be popular and meet all aspirations 

too. 

 

Development of a settlement and thus, service provision is coterminous with differences 

in urban structural characteristics of the CSAs. There are differences between each 

CSA‟s transport systems and this reflects their different location, the configuration and 

designation of different land use mixes within the city. Alongside these characteristics, 

differing levels of population and residential densities influence the configuration of 

where, how much and what provision is provided. Why certain patterns in provision are 

observed is more often based on a number of assessment and market criteria applied by 

service providers, for example, in calculating the size of the catchment population, 

availability of financial means, but also development costs and other resource issues. 
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The degree of local purchasing power measured by for example, the absence or 

prevalence of affluent households will also determine the feasibility of opportunities for 

service development. The institutional and thus social context in which these decisions 

are made are important issues in understanding social equity outcomes.  

 

10.6. Implications for Policy 

 

Compact Cities 

 

Equity was central to the Brundtland definition of sustainable development, in that it 

embraced the need for intra-generational equity – meeting the needs of the least 

advantaged in society. However, inter-generational equity principles were also 

embedded within this report. In relation to sustainable urban forms and the social equity 

dimension to sustainable urban development policy, compact city policy in the UK has 

been largely concerned with protecting greenfield sites from development (as well as 

the densification of both brownfield and greenfield sites), increasing development on 

brownfield land‟ building at higher densities, and, intensifying existing development. 

However, no clear evidence exists on whether building on greenfield land is less 

sustainable than building on brownfield land: urban compaction does not necessarily 

involve brownfield instead of greenfield (Adams et al, 2002). As Adams et al have 

noted, „Policy-makers are quick to link urban compaction directly to urban 

intensification and to deploy this relationship as a powerful argument against greenfield 

land release‟, (2002, p.67).  

 

More recently, and forming part of the UK Government‟s broader discourse on the 

decentralisation of government powers, a number of revisions to Planning Policy 

Statement: Housing (PPS3) (DCLG, June 2010,) have been announced. These include 

the removal of „gardens‟ in the definition of previously developed land and, the 

reduction  of a national minimum housing density to 30 dwellings per hectare (from 

50dph). Is this evidence, perhaps, of an acknowledgment by the Coalition Government 

that too much reliance on brownfield land (in meeting housing requirements) might, 

„ultimately hinder rather than help the creation of sustainable communities?‟, as Adams 

et al (2002, p.67) have suggested. The findings from this research suggest that the 

relationship between compact forms and equitable access to local services is not as 

straightforward as is sometimes portrayed. This is particularly relevant as there is no 

intrinsic reason why brownfield sites are better located than Greenfield sites. Often the 

distinctions are not as clear-cut as is sometimes assumed e.g. former military defence 
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sites are often located in rural areas but classed as brownfield reflecting how their 

former development use can complicate future change in land use designation and thus 

limited prospects for alternative development contexts. This leaves the future of 

compact city policy, in the context of equitable access to local services, uncertain.    

 

As this research has shown, urban form has relatively little impact on the usage of some 

services. Is it now time a more realistic approach was adopted by policy-makers? While 

there is much to admire about compact urban forms, a policy which concentrates on 

increasing residential densities need not be confined to existing cities. As new urban 

landscapes have steadily emerged involving different settlement sizes located on the 

urban-rural periphery of cities, a more appropriate policy aim for planners and 

government would be to recognise these settlement types and the continued preference 

for semi-rural/suburban living. This would allow a more flexible approach in policy 

development. This approach could be delivered and applied at the discretion of a variety 

of devolved spatial and governance scales rather than dictated centrally.  

 

Accessibility  

 

Minimum distance thresholds are useful for enabling some point of reference for 

planners and service providers. They may instinctively seek to ensure that access is as 

equitable as possible for all households; however the reality is that different local 

authorities within the UK may have to acquire and develop their own measures given 

that areas and individuals are hetreogenous in demographics and preferences. These 

measures would need to be very comprehensive to reflect local circumstances and 

contexts. In order to interpret whether a minimum reasonable accessibility standard can 

be translated into effective policies which transpire at the local level, equity in spatial 

proximity appears to be one part of this interpretation that could remain an elusive goal. 

This is more challenging given the dominance of lifestyle trends e.g. reliance on the car, 

which has altered both the historic patterns which shaped our urban forms and, our 

understanding of them. Furthermore, while accessibility standards and DfT access 

measures provide a good starting point for ensuring services are within a reasonable 

distance to households, there are many other factors which can influence and be 

influenced by, these accessibility standards. For instance, an individual‟s travel and 

transport decisions are conditioned by their lifestyle choices and preferences  as well as 

constraints and obligations : some may choose to live, shop and work in a place relative 

to the boundaries and constraints of space and time in which these decisions are made. 

Recognising diverse lifestyles as defined by Giddens (1991) poses a significant 
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challenge to accessibility standards. For instance, whilst these standards and measures 

offer some intuitive understanding in ensuring some acknowledgement is made to 

meeting the essential obligations of households, the diverse nature of contemporary 

lifestyles seems to undermine the potential significance and relevance of improving 

accessibility in this way.  

 

Transport  

 

As the evidence on travel time measures showed, one explanation for the large 

differences between car and public transport travel time can of course be related to the 

levels of public transport provision in certain areas. It is not conclusive on whether we 

may interpret this finding as a positive or a negative .For instance, bus subsidies are the 

main mechanism by which the public sector seeks to compensate for the failure of the 

market by ensuring that bus services are offered in areas where there otherwise would 

be none. The reality is that one bus journey acts to connect many routes through 

communities and neigbourhoods to make services more cost-effective, whilst keeping 

ticket prices lower than they would otherwise be. This perhaps explains why the 

minimum public transport time is tenfold that of drive time by alternative modes in 

some cases. Therefore, for greater travel time equity in access to local services, much 

more concerted effort and investment in how public transport connects communities and 

households with meeting essential needs, is required. In this way, urban areas could 

certainly learn from lobbying on this issue in rural areas. But it is necessary to recognise 

that decreasing car usage or ownership will not necessarily correlate with increasing bus 

patronage.  

 

Retail and Leisure Development Policy 

 

Supermarkets‟ power and presence has steadily grown over the past 20 years or so. This 

has acted to increase choice, quantity and availability of food products as well as 

comparison retail products for consumers. Despite some reservations expressed about 

their market power and competition practices, the popularity and influence of 

supermarkets for consumption options of households remains. This results in a policy 

dilemma and planning challenge for UK governments and local authorities. Retail 

development and fair competition policies continue to provide checks to ensure a 

balance between encouraging competition through lower prices for food products, 

protecting traditional high street shopping and increasing consumer choice is 

maintained. However, restricting supermarket growth in any area (whether urban or 
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rural) does not necessarily imply that retail independents will take up market entry. 

Importantly, as retail planning responds to these issues, criteria in granting 

developments that meet the broader strategic goals underpinning local development 

plans, is less concerned with supermarkets demonstrating „need‟ and instead, focuses on 

„local impact‟. To what extent, though, does this indicate a shift away from concerns 

with equity as part of meeting the obligations or needs of individuals?   

 

Retaining the distinctiveness of an area‟s urban assets (not just hard infrastructure, but 

soft also) for social benefit is difficult in a process of regeneration, particularly where 

this is housing-led.  There is evidence of this in the case of Darnley with the demolition 

of older 2-3 storey mixed-use flats. These provided variety in local shopping and other 

services prior to the various eras of development activity. These shops were not 

replaced. It is not clear, though if the Sainsburys store restricts competition from other 

food retailers in market entry into the area because this is the „only party in town‟. From 

analysis of planning documentation for the Darnley area for instance, no proposals have 

been received in relation to additional food retailing opportunities although a 

development application for a leisure facility has been rumoured. If „need‟ or „local 

impact‟ were the valid criteria in this case, then planning, we might argue, seems to 

have been subservient to regeneration in this particular case (Adams & Watkins, 2002). 

This is because few local services now exist. Stakeholder accounts revealed that 

„exceptions‟ to applying retail planning criteria are made in areas where developments 

comprise a part of wider regeneration programmes. We could argue that decisions here 

may be mistaken due to their displacement effects as perhaps illustrated in the case of 

Darnley.   

 

Retail development policy is intended to ensure that investment in strategic or local 

regeneration is not at the expense of existing local community assets such as services; 

and that social benefit or overhead investment (roads, streets etc.) are not second-order 

in this process. Moreover, assumptions about lifestyles and in particular, the dominance 

of particular lifestyles i.e. car-dependent, should not be taken as an indicator in gauging 

the levels of affluence or absence of social need in an area. Essentially, as retail has led 

much of the consumer revolution, the planning profession and policy needs to harness 

their visionary heritage to accommodate the changing relationship between the 

economic development and social sustainability of areas. This holds the key to 

unlocking the potential of current debates and future policy prospects to removing 

inequities in accessibility to local services. This is particularly true for areas where there 
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are concentrations of social malaise, physical decline and poor social and urban 

infrastructure.        

 

10.7. Future Research Priorities 

 

This PhD has revealed how there are complex dynamics in the interplay of service 

access, usage and preferences, transport and lifestyles and urban forms. Using frequency 

of use as a core empirical method in this research has been a useful approach. It allowed 

an analytic framework for quantifying urban form effects within a wider analysis of 

related issues including the accessibility of places and perspectives about access to 

services. Given this, as this is a small research project, it offers scope to incorporate this 

analytical method for a larger study of services and access generally and could be rolled 

out into national cross-sectional surveys, such as the Scottish Household Survey. This 

survey for instance, routinely collects information of services and perceptions of them. 

In asking this particular question, an awareness of harmonisation of survey questions is 

evident. For instance, the Scottish Household Survey (SHS) surveys individuals in a 

similar way on how often they use a particular service (i.e. in gauging perceptions of 

services) indicating that this kind of analysis could be replicated more widely (see Fitch, 

2004; Scottish Government, 2010). Using a larger sample than was available in this 

research, linkages could be identified in with how accessibility constrains or promotes 

usage of a range of local services – not just retail and leisure, within different locations.    

 

How will theoretical debates move forward in seeking to conceptualise the role of local 

services in people‟s lives within the context of sustainable urban forms and 

development? This question is important given the interdependency between urban 

places and economies. Debates on the contemporary economic crisis now focus on the 

continuing reliance of society on the economic growth model and whether this is 

sustainable. Whilst this focus is not entirely new, they are distinctive because they 

challenge assumptions about the sustainability of high value economic sectors. For 

instance, the shift to more local and low value economic activities may be more 

sustainable – given debates on the „crisis of capitalism‟ re-emerge. To what extent this 

new paradigm will materialise in practice is unknown although it could be argued that 

access to local services, and a more diverse range of services, will become even more 

important. Future research could consider these issues in developing new ideas on 

stewardship and on our relationship with services in the context of these new challenges 

and equity concepts; particularly given the emphasis on both within contemporary 

welfare and planning debates.       
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A further priority for research would be to undertake longitudinal studies which could 

examine changing preferences about service use during the lifecycle within different 

urban forms. Studies such as this could explore in greater depth, the accessibility 

pathways of different social and age groups in their changing relationship with services. 

For instance, while not explored in to any great extent in this research, the routines that 

individuals have and their level of dependence on different transport modes could 

provide some valuable insights into why certain modes of transport change as the need 

for access to different types of services change. Undertaking longitudinal research could 

assist with developing new perspectives. Such studies could potentially offer policy-

makers more realistic interpretations of the influence of urban forms as these relate to 

changing habits and practices. Moreover, it is uncertain to what extent our local 

physical environments, transport networks, social overhead investments (e.g. pavements 

and streets) and housing stock are prepared for our ageing population. What is certain is 

that as we grow older, we will live longer but unfortunately with debilitating and 

degenerative diseases. In combination with the aforementioned uncertainties, this will 

affect our personal, social and transport mobilities as a result.    

 

10.8. Final Remarks 

 

The review of literature revealed that there is a paucity of evidence which has 

specifically examined the role of urban forms, neighbourhoods, local service access 

issues and equity outcomes. This PhD has contributed some evidence on the various 

dynamics in the relationship between these aspects of the built environment and social 

outcomes. The overall contribution of this PhD project is that it confirms how there are 

other dimensions - in particular, the socio-economic and demographics other than urban 

form dimensions, that inequities in access are more apparent and these should be 

addressed. The thesis then does not provide concrete evidence that compact urban forms 

are more equitable. These should then be an important political and social aim of urban 

development, transport and wider policy agendas concerning social sustainability of 

local areas.  

 

A social dimension of sustainability should be adopted as a core principle and policy 

objective in light of the impending changes and emphasis currently stemming from the 

UK Coalition Government. Both the planning and welfare systems have received 

significant challenges from statements about the need to develop more localised 

solutions to the planning and welfare of local communities. More recently, social 

sustainability in increasingly featured as an important, if often neglected aspect in the 
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importance of urban design, architecture and the creation of successful places to 

fostering social sustainability from both an equity and community perspective.
55

   

 

As this PhD has attested, there remain considerable challenges to current understandings 

and interpretations of how a more socially equitable dimension to sustainable urban 

form can be realised and achieved. The findings leave a lot of questions about the 

theoretical and future policy implications of compact urban forms given, arguably, the 

combination of planning and market forces can alter trends in urban form and spatial 

development to some extent. The various narratives that have underpinned much of 

sustainable development are now being transcended by new issues, in particular the 

prospects and policy imperatives for developing a low carbon economy. What 

implications will this pose for social equity and urban development? Will these be first 

or second-order impacts? As approaches to social equity within sustainable 

development have testified, it is not yet certain in what way, and to what extent, UK 

society is going to embrace this new challenge, even although the politicians have – 

again - despite the paucity of evidence and infancy of this in terms of social outcomes. 

As these challenges become increasingly more pressing and as their impacts are 

assessed, this hopefully will engender new ways of urban and rural living. These could 

prevent the widening of social inequities for current and future generations locally and 

globally.      

  

                                                           
55

 See for instance, „Design for Social Sustainability‟ by the Young Foundation, October 2011.  
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Appendix: 1 

 

 

Chapter 4: Details on the Data Methodology of Access Measures  

 

The postal addresses of all commercial addresses in the five cities were obtained from 

local authority valuation roll records. Each record was classified according to a defined 

use category such as shop or restaurant. Records were then located geographically using 

the Locate Command in TransCAD (version 4.8) Transportation Geographical 

Information System (GIS) software (Caliper Corporation, 2000). The Ordnance Survey 

(OS) Mastermap Address layer was used as the reference layer in this process. The 

valuation roll records of Post Offices were found to be incomplete and so a separate 

geocoding exercise was carried out using information available on the Royal Mail web-

site (www.postoffice.co.uk). In Glasgow and Edinburgh additional records were 

obtained from the respective Environmental Health Departments of each City Council 

which enabled those shops selling food products to be distinguished from shops 

retailing only non-food products. Thirdly, a transport network was created for each city 

from the OS Mastermap Integrated Transport Network Layer (ITN) within TransCAD. 

Minimum distance matrices were constructed containing the shortest network path from 

each survey respondent‟s address to each service/facility within a specific category 

using TransCAD‟s Cost Matrix procedure.The distance to the nearest service/facility 

from a respondent‟s home address and the number of services/facilities within a 

specified distance could then be determined (Ferguson et al, 2008). 

http://www.postoffice.co.uk/
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    Appendix: 2 

Chapter 4: CityForm Survey Respondents 

 

Table 1: Socio-economic characteristics of the Cityform household survey respondents (Mode) 

  Sex Age Ecostatus 

Total HHd 

Income 

(Thou) Cars 

HHd  

Comp 

No in 

HHd* 

Loc City        

Inner 

Edinburgh F 25-34 FT Emp 10-20,000 0 

1 adult 

<60yrs 1.58 

Glasgow F 25-34 FT Emp 30-50,000 0 

1 adult 

<60yrs 1.52 

Leceister M 25-34 FT Emp <10,000 0 

1 adult 

<60yrs 1.39 

Oxford F 25-34 FT Emp 30-50,000 1 

2 adult 

(2<60yrs) 2.03 

Sheffield F 65yrs+ FT Emp <10,000 0 

1 adult 

<60yrs 2.01 

         

Mid 

Edinburgh F 65yrs+ Retired <10,000 1 

1 adult 

60+ 1.98 

Glasgow F 65yrs+ FT Emp 30-50,000 1 

2 adult 

(2<60yrs) 2.47 

Leceister F 25-34 FT Emp 30-50,000 1 

2 adult 

(2<60yrs) 2.20 

Oxford F 65yrs+ FT Emp 50-80,000 1 

2 adult 

(2<60yrs) 2.16 

Sheffield F 25-34 FT Emp 30-50,000 1 

2 adult 

(2<60yrs) 2.15 

         

Outer 

Edinburgh F 65yrs+ Retired 30-50,000 0 

2 adult 

(1<60yrs) 2.39 

Glasgow F 35-44 FT Emp <10,000 1 

2-par fam 

(children) 2.44 

Leceister F 65yrs+ Retired 10-20,000 1 

2-par fam 

(children) 2.43 

Oxford F 35-44 FT Emp 10-20,000 1 

1 adult 

<60yrs 2.43 

Sheffield F 65yrs+ Retired 30-50,000 1 

2-par fam 

(children) 2.31 

         

* = Mean Number 
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Appendix: 3 

 

SIMD (2009) Base Maps Showing Accessibility by Public Transport (Min) 

Dalry 
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Pollokshields 

Appendix: 3.1 

 

SIMD (2009) Base Maps Showing Accessibility by Public Transport (Min) 
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Appendix: 3.2 

 

SIMD (2009) Base Maps Showing Accessibility by Public Transport (Min) 

Darnley 
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Appendix: 3.3 

 

SIMD (2009) Base Maps Showing Income Deprived (Banded) 

Dalry 
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Appendix: 3.4 

 

SIMD (2009) Base Maps Showing Income Deprived (Banded) 

Pollokshields 
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Appendix: 3.5 

 

SIMD (2009) Base Maps Showing Income Deprived (Banded) 

Darnley 
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Appendix: 4 

Chapter 5: Urban Form Measures 
 

Table 5.3: Key Urban Form Measures by City 

Urban Form 

(Mean Number) (Mean %) 

City 

Gross 

Dwelling 

Density 

(dph) 

Net 

Dwelling 

Density 

(dph) 

Density 

of 

People 

(pph) 

Dwelling 

Detached 

(%) 

Dwelling 

Terrace 

(%) 

Dwelling 

Flat 

(%) 

1-2 

storey 

(%) 

4-6 

storey 

(%) 

Non-

residential 

mixed-use 

(%) 

Residential  

Gardens 

(% area) 

Green 

Space 

(% area) 

Edinburgh 49.9 142.4 85.7 14.0 10.3 58.8 48.9 37.4 5.3 32.1 16.6 

Glasgow 33.1 149.7 70.4 7.7 7.9 67.3 38.2 43.2 8.4 19.1 28.2 

Leicester 35.6 120.4 58.3 8.4 27.6 38.2 60.2 14.5 12.9 30.0 16.3 

Oxford 91.6 218.9 74.0 3.1 39.7 39.0 57.1 14.8 5.4 30.3 21.3 

Sheffield 64.6 158.7 61.6 13.3 26.4 33.5 60.9 8.6 7.2 38.6 17.7 

Total 54.7 158.1 70.5 9.4 21.6 48.2 52.5 24.6 7.7 29.8 20.2 

 
                      Table 5.4: Key Urban Form Measures by Urban Location 

Urban Form  

(Mean Number) (Mean %) 

Urban 

Form 

Location 

Gross 

Dwelling 

Density 

(dph) 

Net 

Dwelling 

Density 

(dph) 

Density 

of 

People 

(pph) 

Dwelling 

Detached 

(%) 

Dwelling 

Terrace 

(%) 

Dwelling 

Flat 

(%) 

1-2 

storey 

(%) 

4-6 

storey 

(%) 

Non-

residential 

mixed-use 

(%) 

Residential  

Gardens 

(% area) 

Green 

Space 

(% area) 

Inner 63.0 264.8 70.2 1.2 12.5 81.1 15.7 49.7 16.2 10.5 26.6 

Intermediate 50.8 106.0 88.7 6.6 36.0 42.0 56.0 20.3 4.6 34.6 15.3 

Outer 49.6 96.2 52.8 20.9 17.1 19.4 88.2 2.1 1.6 45.6 18.2 

Total 54.7 158.1 70.5 9.4 21.6 48.2 52.5 24.6 7.7 29.8 20.2 
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                      Table 5.5: Key Urban Form Measures by Case Study Area 

Urban Form  

                (Mean Number) (Mean %) 

Case 

Study 

Area 

Gross 

Dwelling 

Density 

(dph) 

Net 

Dwelling 

Density 

(dph) 

Density 

of 

People 

(pph) 

Dwelling 

Detached 

(%) 

Dwelling 

Terrace 

(%) 

Dwelling 

Flat 

(%) 

1-2 

storey 

(%) 

4-6 

storey 

(%) 

Non-

residential 

mixed-use 

(%) 

Residential  

Gardens 

(% area) 

Green 

Space  

(% area) 

Inner 

Areas 
           

Dalry 86.7 268.6 128.0 0.8 5.5 93.0 9.6 78.4 10.0 14.2 20.2 

Calton 42.4 272.6 59.4 0.7 4.4 93.8 11.4 70.6 17.9 2.5 29.5 
Oxford 

Centre 110.3 323.4 68.8 2.2 34.0 57.7 39.2 25.2 9.6 18.7 23.3 
Sheffield 

Centre 63.7 270.8 52.6 2.4 12.4 72.3 13.8 26.3 15.0 14.8 31.4 
 

Newalk 22.6 198.6 36.2 0.4 12.8 79.9 10.5 34.3 27.6 5.2 28.6 
Intermediate 

Areas            

Pollokshields 35.4 101.0 106.3 8.7 1.4 82.8 16.7 47.9 4.6 23.8 20.4 

Restalrig 41.5 120.7 81.2 8.6 15.2 60.1 47.0 28.6 2.6 31.9 18.7 

Oxford Nth 40.1 88.4 79.8 3.0 42.4 37.5 47.1 23.1 6.9 34.9 19.1 

Sheffield Mid 81.8 128.9 81.7 9.7 55.3 14.8 82.2 0.0 5.1 46.1 11.0 

Clarendon 49.4 84.7 96.0 2.1 65.8 16.3 85.9 3.1 3.8 34.6 7.2 

Outer 

Areas            

Darnley 20.4 52.4 50.3 14.8 17.7 22.5 88.9 7.3 0.7 33.9 33.9 

Corstorphine 19.1 30.6 45.8 32.3 10.9 22.5 91.0 2.4 2.7 50.7 11.2 

Blackbird 121.3 251.8 73.0 3.9 41.6 26.4 78.9 0.0 0.9 35.2 21.7 
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Leys 

Sheffield 

Outer 43.3 72.3 45.6 30.1 4.3 14.7 85.8 0.0 1.2 55.3 11.0 

Birstall 37.7 52.9 45.4 26.9 4.0 5.5 99.6 0.0 2.8 59.3 9.6 

Total 54.7 158.1 70.5 9.4 21.6 48.2 52.5 24.6 7.7 29.8 20.2 

 
Table 5.6: Key Urban Form Measures by Case Study Area: Sub-areas  

Urban Form 

             (Mean Number) (Mean %) 

Sub 

Areas 

Gross 

Dwelling 

Density 

(dph) 

Net 

Dwelling 

Density 

(dph) 

Density 

of 

People 

(pph) 

Dwelling 

Detached 

(%) 

Dwelling 

Terrace 

(%) 

Dwelling 

Flat 

(%) 

1-2 

storey 

(%) 

4-6 

storey 

(%) 

Non-

residential 

mixed-use 

(%) 

Residential  

Gardens 

(% area) 

Green 

Space 

(% area) 

Edinburgh            

Dalry East 92.4 226.2 111.6 0.8 7.8 90.9 7.5 61.6 9.6 17.8 13.6 

Dalry WEnd 118.9 294.0 179.6 0.8 5.8 92.4 10.2 83.7 11.4 18.0 19.6 

Dalry SEast 4.1 211.7 6.1 0 0 100 0 100 0 1.3 45.5 

Dalry SWest 34.6 284.3 65.1 0.6 2.6 95.7 1.9 74.7 4.9 5.6 27.4 

Central 17.8 198.2 39.1 0.0 1.9 97.7 8.5 91.5 6.6 5.9 29.2 

Dalry NWest 60.2 252.9 77.4 1.6 7.9 90.5 22.1 70.6 14.5 10.7 13.7 

Glasgow            
Pollokshields 

West 7.2 10.0 23.9 33.5 0.3 46.7 68.4 11.3 0.9 61.3 4.1 
Pollokshields 

East 49.9 146.5 150.5 0.5 1.9 95.7 0.4 66.2 6.5 8.5 24.9 

Central 10.3 15.6 27.8 19.4 0.8 62.9 37.5 4.4 1.5 55.7 8.5 

Maxwell Park 4.7 43.0 12.8 7.3 0.9 86.2 7.5 60.4 0.6 7.1 52.7 

Darnley Sth 20.9 36.9 61.1 40.2 14.5 1.8 100.0 0.0 0.0 45.5 21.9 
Darnley 

NthEast 23.0 54.5 51.3 2.4 12.4 34.6 62.6 27.6 1.8 34.0 32.6 
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Darnley 

NWest/Sth 

Nitshill 12.6 93.7 19.9 2.3 12.2 76.5 87.3 0.6 2.6 8.5 58.3 

Central 21.0 47.3 52.0 9.0 21.8 15.0 100.0 0.0 0.0 36.3 35.7 

Darnley West 19.2 65.6 44.4 2.4 37.6 14.5 100.0 0.0 0.0 20.2 39.5 

Towerholm 0.0 8.5 0.3 33.3 16.7 11.1 100.0 0.0 0.0 0.5 93.9 

Total 54.7 158.1 70.5 9.4 21.6 48.2 52.5 24.6 7.7 29.8 20.2 
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Appendix: 4.1  

 

Chapter 5: Graphs of Urban Form Measures 
 

 

 

 

Figure 5.7: Key Urban Form Measures by City 

 
 

 
Figure 5.8: Key Urban Form Measures by Urban Location 

 
 

 
 Figure 5.9: Key Urban Form Measures by Dalry East &West End 
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  Figure 5.10: Key Urban Form Measures by Pollokshields West and East 

 
 

 

  Figure 5.11: Key Urban Form Measures by Darnley South and North East 

 
 

 
   Figure 5.12: Dwelling Type by CSA 
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Appendix:  5 

 
Chapter 7: Services Asked About in the CityForm Survey 

 
 

Table 1: Eleven Services Asked About in the CityForm Household Survey 
 

                     Individual Service 

  Classification 

Utility Leisure 

Chemist   

Local Shop/Convenience Store   

Supermarket   

Post Office   

Bank/Building Society   

Restaurant/Café/Takeaway   

Pub   

Library   

Public Sports Facilities   

Community Centre/Venue for Evening Classes   

Facilities for Children/Young People   

 

 

Chapter 7: Significance and Association Tables 

 

Findings on statistical significance of those patterns in the relationship between 

frequency of use of services and the various variable groupings are displayed below. As 

the appropriate measures, Chi-square along with Cramer‟s V values are shown. 

Contingency tables were produced (not shown) and analysed. 

 

Table 2: Significance (and association) Between Frequency of Use of Services and Urban 

Location 
Frequency of Use (%) 

 

At least once 

a week or 

more 

At least once a 

month or less 

 

 

Don’t use or not 

applicable Total (n) 

Service 

Location Local Convenience Store 

Inner 64 26 10 1448 

Intermediate 70 23 7 1354 

Outer 48 30 22 1355 

     

Statistic ;001.0,4,17.209  pdf2 Cramer‟s V = .16 (p <.001) 

 Local Supermarket 

Inner 78 14 8 1483 

Intermediate 71 19 11 1369 

Outer 70 17 30 1383 

     

Statistic ;001.0,4,71.34  pdf2 Cramer‟s V = .06 (p <.001) 

 Public Leisure Facilities 
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Inner 16 25 59 1454 

Intermediate 13 20 67 1356 

Outer 11 22 67 1361 

     

Statistic ;001.0,4,63.29  pdf2 Cramer‟s V = .06 (p <.001) 

 
 

Table 3: Significance and Association between Frequency of Use of Services by Case Study 

Area  
Frequency of Use (%) 

 

At least once a 

week or more 

At least once a 

month or less 

Don’t use or not 

applicable Total (n) 

Service 

Case Study Area Local Convenience Store 

Dalry 71 24 6 326 

Pollokshields 75 19 6 281 

Darnley 18 18 65 292 

     

Statistic ;001.0,4,78.397  pdf2 Cramer‟s V = .47 (p <.001) 

 Local Supermarket 

Dalry 81 14 5 332 

Pollokshields 69 19 12 280 

Darnley 81 15 4 302 

     

Statistic ;001.0,4,55.21  pdf2 Cramer‟s V = .11 (p <.001) 

 Public Leisure Facilities 

Dalry 16 28 56 324 

Pollokshields 14 19 67 279 

Darnley 11 19 71 294 

     

Statistic ;01.0,4,43.17  pdf2 Cramer‟s V = .10 (p <.01) 
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Appendix: 6 

 
Chapter 7: Logistic Regression Models 

 
Table 4: Logistic Regression Model for Infrequent User of Local Supermarket 

 B S.E. Wald Sig. Exp(B) 

Controls      

Single Person 

Household 

0.657 0.128 26.283 0.000 1.930 

No Garden Access -0.634 0.212 8.937 0.003 0.530 

Working 0.372 0.125 8.937 0.003 1.451 

Access Measures      

Minimum Public 

Transport Time to City 

Centre (a) 

  25.940 0.000  

15 – 60 mins -0.790 0.175             20.256 0.000 0.454 

60 mins – 75 mins -0.513 0.137 14.019 0.000 0.599 

Minimum Drive Time 

to Local Supermarket 

(mins) 

0.070 0.031 5.234 0.002 1.073 

Local 

Neighbourhood 

Aspects 

     

Attractiveness (b)   5.704 0.058  

Fairly Bad or Very 

Bad 

0.380 0.178 4.571 0.033 1.463 

Neither Good nor Bad -0.072 0.163 0.193 0.660 0.931 

Provision of Shops (b)   7.552 0.023  

Fairly Bad or Very 

Bad 

0.374 0.149 6.318 0.012 1.454 

Neither Good nor Bad -0.077 0.171 0.200 0.65 0.926 

Effect of Building 

More Houses  

     

On Provision of Local 

Services (c) 

  6.680 0.083  

Positive Effect -0.317 0.154 4.253 0.039 0.728 

Negative effect  -0.323 0.155 4.351 0.037 0.724 

Don‟t Know -0.050 0.197 0.065 0.798 0.951 

<25% of Household 

Food Expenditure 

Spent Locally (d) 

1.138 0.125 85.591 0.000 3.119 

      

Constant -2.374 0.199 142.129 0.000 0.093 

   

 

   

Model Summary       

Step -2 Log likelihood Cox & Snell 

R Square 

Nagelkerke R Square  

1.000 1827.523 0.091 0.150   

Classification Table  Predicted   

   Infrequent User of Local 

Supermarket 

% Correct 

 Observed  0 1  
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Step 1 Infrequent User 

of Local 

Supermarket 

0 1768 16 99.1 

  1 361 26 6.7 

 Overall Percentage   82.6 

Note: Socio-demo controls: Single person-working; (a) Ref Cat = Minimum Public Transport 

Time to City Centre (<15 mins); (b) Ref Cat = Very Good or Fairly Good; (c) Ref Cat = No 

Effect; (d) Ref Cat = More Than 25% of Household Food Expenditure Spent Locally. 

 

Table 5: Regression Model for Infrequent User of Local Corner Shop 

 B S.E. Wald Sig. Exp(B) 

Controls      

Social renting tenure -0.583 0.093 39.402 0.000 0.558 

Basement floor -0.387 0.173 5.028 0.025 0.679 

Male -0.242 0.075 10.500 0.001 0.785 

Single Person 

Household 0.437 0.077 31.929 0.000 1.548 

Urban Form      

Gross Dwelling 

Density per hectare 

(a)    24.405 0.000  

<20 dph -0.026 0.128 0.043 0.836 0.974 

20-40 dph  0.065 0.111 0.349 0.555 1.068 

>70 dph 0.475 0.104 20.873 0.000 1.608 

Disused Buildings 0.021 0.009 5.394 0.020 1.021 

Residential Buildings -0.050 0.008 39.282 0.000 0.951 

Access Measures       

Distance to City 

Centre (kms) (b)   35.867 0.000  

<2 km -0.574 0.101 32.411 0.000 0.563 

2-3 km -0.443 0.122 13.181 0.000 0.642 

3-5 km -0.149 0.123 1.464 0.226 0.861 

Min Dist Supermkt -0.369 0.052 51.309 0.000 0.691 

Local 

Neighbourhood 

Aspects 

     

Rated Provision of 

Shops (c)   73.704 0.000  

Fairly Bad or Very 

Bad 0.551 0.100 30.177 0.000 1.735 

Neither Good nor 

Bad 0.792 0.103 58.675 0.000 2.208 

Litter & Graffiti (d)   18.596 0.000  

Not a Problem 0.160 0.087 3.385 0.066 1.173 

Serious Problem -0.321 0.097 10.895 0.001 0.725 

Lack of Parking (d)   16.111 0.000  

Not a Problem 0.210 0.089 5.521 0.019 1.234 

Serious Problem -0.172 0.091 3.585 0.058 0.842 

Feeling Safe 

&Comfortable 

Waiting for Public 

Transport (e)   28.893 0.000  

Tend to Disagree or 0.568 0.142 16.095 0.000 1.764 
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Strongly Disagree 

Neither Agree nor 

Disagree 0.536 0.126 18.135 0.000 1.709 

Public Transport 

Goes When and 

Where I Want It To 

Go (e)   17.363 0.000  

Tend to Disagree or 

Strongly Disagree 0.100 0.106 0.898 0.343 1.105 

Neither Agree nor 

Disagree 0.409 0.098 17.355 0.000 1.505 

<25% of Household 

Food Expenditure 

Spent Locally (f) 0.153 0.076 4.111 0.043 1.166 

Constant 0.920 0.167 30.460 0.000 2.510 

      

Model Summary       

Step -2 Log 

likelihood 

Cox & Snell 

R Square 

Nagelkerke R 

Square 

  

1.000 4550.817 0.107 0.147   

Classification Table  Predicted  

   Infrequent User of Local 

Food Shop 

% 

Correct 

 Observed  0 1  

Step 1 Infrequent User of 

Local Food Shop 

0 

2175 284 88.4 

  1 946 419 30.7 

 Overall Percentage    67.8       

Note: Socio-eco/demo controls: socrent-mgrprof; (a) Ref Cat = Gross Dwelling Density 40-

70 (dph); (b) Ref Cat = Distance to City Centre (>5.0km); (c) Ref Cat = Very Good or 

Fairly Good; (d) Ref Cat = Minor Problem; (e) Ref Cat = Strongly Agree or Tend to Agree; 

(f) Ref cat = >25%of Household Food Expenditure Spent Locally. 
 

 


