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Abstract
T h e a u t o m o b i l e is a ubiquitous m o d e r n social tool and yet car reliance poses a m a j o r
threat to the health of current and future generations through g r o w i n g death and
disability tolls, oil vulnerability, environmental degradation and climate change. W h i l e
there are n u m e r o u s cultural studies a c c o u n t s of the symbolic uses and social i n f l u e n c e
of the car, there is very little research that pits automobility against other f o r m s of
mobility in cultural and e c o n o m i c terms. This absence m e a n s there is little g u i d a n c e for
transport planners w a n t i n g to design sustainable transport systems that are equitable,
healthy and culturally desirable in their impact.
This thesis applies the theory of the sociologist Pierre Bourdieu to an investigation of
the role of transport in the social reproduction of class inequalities in health. T h e thesis
d e m o n s t r a t e s the value of B o u r d i e u ' s theory in f r a m i n g a study of a m a j o r social
d e t e r m i n a n t of health inequalities such as car reliance. T h e research elaborates on the
operation of culture and e c o n o m y across multiple levels of social action, f r o m
g o v e r n m e n t and the market through to everyday life, and the implications f o r class
r e p r o d u c t i o n , transport practices and population health.
T h e study design d r a w s u p o n literature f r o m the social sciences and public health, and
three of B o u r d i e u ' s concepts f r a m e the research: field, capital and habitus. F i e l d w o r k
w a s c o n d u c t e d in t w o M e l b o u r n e suburbs, M a r i b y m o n g and Fitzroy, w h i c h w e r e r a n k e d
a m o n g s t the m o s t and least (respectively) car-reliant s u b u r b s of central M e l b o u r n e . T h e
research consisted of qualitative in-depth interviews, social history, participant
observation and descriptive analysis of national transport statistics.
B o u r d i e u ' s conceptualisation of the notion of fields as both the site and product of
o n g o i n g social struggle is illustrated in a social history of transport in M e l b o u r n e .
E c o n o m i c , cultural and population health c o n c e r n s all featured in decisions that shaped
u r b a n f o r m and transport in M e l b o u r n e . A cascade of legislative decisions, w a r t i m e
imperatives, taxation a r r a n g e m e n t s , as well as the consolidation of auto-related
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industries and the ongoing favour of the government, all contributed to the
entrenchment of the car in the urban form, economy and psyche of Melbourne.
The notion of capital is deployed as a conceptual vantage point. As a limited resource
over which there is ongoing struggle, mobility is conceptualised as a f o m i of capital.
The concept of mobility capital enables an analysis of how struggles in the field resolve
for travellers and citizens f r o m various social and physical locations. Analysis of
qualitative interview data reveals the multiple ways in which transport practices are
utilised to protect and acquire, but also cost, many kinds of capital. Descriptive analysis
of Australian Census data on transport practices illustrates how mobility capital is
distributed by class, place and sex.
The embodied and unconscious aspects of mobility are explored using the concept of
habitus. Transport practices depend on practical logic, which consists of cognitive
capacities, physical skills and temperaments. Based on qualitative analysis of the
interview data, the thesis provides an account of the highly gendered practical logics of
each of the mechanised transport modes. Melbourne roads are characterised by jostling
for space and individualised management of physical and emotional dangers. Physical
competence, technical knowledge and self-confidence are prerequisites for the traveller
in getting around, to negotiate the field and compete for capital.
The research illustrates the magnitude of cultural m o m e n t u m underpinning the
ascendancy of the automobile in Australia. Car reliance is often described as an
addiction or love affair, but is better understood as a cultural solution to a complex
range of contexts, interests and pressures. Public debate, government and market
actions, the resolution of working conditions and m o d e m family life, and the practical
logics of moving around, all matter. The car, as a commodity and an idea, enters the
culture through multiple points. Removing the car would require multiple strategies.
The thesis outlines a new way of conceptualising transport in relation to class and
health, contributes to theorising health inequalities and their social determinants, and
offers n e w knowledge for researchers and policy makers w h o seek to reduce the
unequal health impacts that emerge from the modern car-reliant mobility paradigm.
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Preface
Rather unromantically for the p u r p o s e s of this p r e f a c e , transport did not c a p t u r e m y
interest at an early age. T h e r e w a s n o eureka m o m e n t that set m e on course to u n r a v e l
the mysteries of s o c i e t y ' s obsession with the a u t o m o b i l e . Mostly cars j u s t m a d e m e
carsick.
I g r e w u p in an outer s u b u r b of arguably the most car-reliant city in Australia, C a n b e r r a .
A s a small child m y parents drove m e e v e r y w h e r e - school, friends, sport, and regular
holidays with m y g r a n d p a r e n t s in S y d n e y . 1 recall car trips as boring, hot and n a u s e a t i n g
eternities, punctuated by m o m e n t s of f a m i l y laughter and backseat tussles with m y sister
Melanie. On m y t w e l f t h birthday m u m and dad g a v e m e m y first bicycle, a p u r p l e
B M X . Its m a i n appeal proved to be the e n v y inspired in m y sister and n e i g h b o u r s as 1
pedalled up and d o w n our cul-de-sac. W a l k i n g r e m a i n e d the most reliable m o d e to get
to the local shops and invest pocket m o n e y in lollies.
I graduated to the d r i v e r ' s seat at 17. M u c h to the a m u s e m e n t of m y f r i e n d s and f a m i l y ,
this straight-A student found herself a slow learner - nay, official failure - w h e n it c a m e
to driving. Faced with the task of negotiating so m a n y g a d g e t s , obstacles and terrains,
m y m i n d w a s b a f f l e d and m y limbs stunned. I w a s so o v e r w h e l m e d w h e n I took the
driving test that I forgot to fasten m y seatbelt. I had failed b e f o r e leaving the m o t o r
registry car park. (Rest assured, I eventually got the h a n g of r e m e m b e r i n g m y seatbelt).
S o o n e n o u g h I earned a d r i v e r ' s license, b o u g h t m y first little car, and o n e m o n t h later
crashed that car. N o b o d y w a s hurt, but I w a s s h a k e n by this insight into the dark side of
automobility, the potential violence a l w a y s lurking w h e n w e travel b y road. T h e r e w e r e
constant r e m i n d e r s of these dangers as f r i e n d s crashed their cars too. N e v e r t h e l e s s , m y
f r i e n d s and I c a m e to e n j o y and love driving and w o u l d s p e n d our S a t u r d a y nights
' h o o n i n g ' a r o u n d the streets of Canberra. I m a t u r e d into an a v e r a g e motorist, b a s e d on
faith in the necessity and normality of car use and w a s content to m e n t a l l y o f f s e t the
terrible risks by b e i n g a ' g o o d ' driver.
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It was not until I began researching transport and health that I revisited my travel habits.
Fired up by what I was reading about the politics and consequences of car reliance, I
began to dabble in public transport. Dutifully standing in the winter fog, I would await
the half-hourly bus to pick me up and take me on a circuitous and prolonged tour of the
city before depositing me at the tar end of the university campus. Whilst I enjoyed the
moral high ground available to those in the academic community w h o utilise active
transport, eventually the temporal (and temperature) benefits of the 15-minute drive to
campus prevailed over the three-hour round trip. I soon left outer suburban Canberra
and had an opportunity to live in the 'latte belts'' of inner city Melbourne, Sydney and
Canberra; and accordingly b e c a m e quite the convert to the pleasures of walking, cycling
and public transport.
N e w means of transport were not the only way this PhD research prompted me to m o v e
into foreign territories. Leaving behind the safe enclosure of my vehicle, to don a helmet
and perch on a bicycle, was just as uncomfortable as learning h o w to straddle numerous
literatures, traverse disciplinary terrains and blend multiple methodologies. M y
continual return to the ideas of an unfamiliar French theorist and my obsession with the
m u n d a n e aspects of social life caused colleagues to worry that this was not really public
health. Amongst social researchers, my preoccupation with epidemiological questions
was a little mystifying. For transport researchers and urban planners, I was too
sympathetic to the evil or ignorant people w h o dare love their automobiles. I would
even be so bold as to drive to meetings with greenies and bike activists. On the other
hand, I was spouting anti-car rhetoric in social situations, causing family and friends to
bristle.
The application of Pierre Bourdieu's theory to a study of class, transport and health was
an ambitious goal for this novice sociologist w h o was literate in many disciplines f r o m
biochemistry to social epidemiology and had only latterly started experimenting with
less positivist frames of mind. This research prompted me to engage with literatures
f r o m across social theory, transport research and public health. I found it difficult to
distil the various ideas and data with which I grappled into a coherent story. However,
the multi-disciplinary approach helped me to remain agnostic about central themes like
the morality of car reliance and the definition of health. I brought together lines of
inquiry that had previously been progressing in isolation and generated a wealth of
insight about the w a y transport operates as a social determinant of health inequalities.

T h a n k s to Dr Paul M e e s for introducing m e to this expression.
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The research
The backdrop for this study is reflected in a poignant event that occurred outside
Canberra in the month I commenced the P h D research. A boy called Matthew and his
father drove from Sydney to Canberra in January 2004 to attend the festival o f motoring
called 'Summernats'. The event is held in Australia's national capital each year, and
'rev-heads' from around the country come together to display their mechanical, artistic
and driving prowess. The four-day program includes the 'super-cruise' parade, a series
o f 'burn-out', horsepower and car design competitions, and the 'Miss Summernats'
contest sponsored by whiskey brand Jack Daniels. Eight-year-old Matthew enjoyed the
thrilling feats and mechanical marvels he saw during his day at Summernats, including
a "black C h e v . . . with a supercharger, and another car which went up on two wheels".
Tragically, as Matthew and his father drove home to Sydney after the event, they were
involved in a car crash and Matthew's father was killed (Brewer 2004).
The automobile looms large in Australia's culture, is central to people's everyday lives,
an essential part o f the economy, and in many ways a blight on the population's health.
Car reliance can be joyful - in the shared delight, gratification and connection people
feel as they build, display and drive their vehicles. It might be simply pragmatic - the
quickest, cheapest and most efficient way to get between Sydney and Canberra. Car
reliance is also destructive - in the sudden heartbreak and ongoing grief experienced by
families such as Matthew's, and the insidious damage to the environment that will
ultimately affect us all.
That transport can be simultaneously terrible and trivial, marvellous and mundane,
euphoric and usual, is a conundrum that re-emerged many times in this P h D research.
The people I interviewed somehow manage to reconcile these realities each day as they
enjoy the pleasures and benefits o f travel whilst increasingly understanding the large
scale destruction, death and disability caused by modern transport. A person can
describe how it feels to take their life in their hands as they get behind the wheel or
climb on their bike; in the same way they talk about their daily chores, caring for their
children, or even how relaxing they find their mode o f transport.
Car reliance is a fundamentally social phenomenon. There is a practical dimension to
transport - getting from A to B whilst minimising money, time, effort or danger. There
is also a symbolic dimension, reflected in one couple's desire to purchase a car that has
"style", an academic's romantic accounts o f train travel, or an avid cyclist's fierce
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political opinions about car use. There is physicality in racing to the train station with
heavy laptop tlung over shoulder or balancing on a wafer thin bicycle dodging trucks
and trams. Transport entails economic decisions, symbolic gestures, practical solutions
and physical acts, stitching together multiple social, cultural and economic pursuits.
Further, these movements of citizens and consumers, and the deliveries of goods and
services, fomi a web upon which society relies.
Car reliance has built up significant cultural momentum in Australia over the last
century, and the impact on sustainability, public health and social equity is great. The
impact of transport on population health begins before an individual inhales carbon
monoxide or picks a sedentary mode of transport. Australia's high rates of car use, and
the associated death and disability tolls, are a product of a dynamic relationship between
historical cultural and economic processes, urban infrastructure, laws, social practices,
beliefs about health, and the imperatives of everyday life. Bourdieu's theory makes
room for numerous disciplinary and methodological perspectives to explore these issues
and to theorise the relationship between automobility, class inequalities and population
health. With a view to providing new ways to understand and intervene upon
Australia's car reliance, the aim of this PhD research was to use Bourdieu's theoretical
oeuvre to unravel the role of transport in the social reproduction of health inequalities in
Australia.

The thesis
The thesis begins with a review of the two main areas of literature in which the PhD
research is situated. Chapter 1 summarises the public health evidence about the
population health impacts of transport, and then discusses the main perspectives
adopted by social scientists in explaining car reliance. The literature illustrates the
complex nature of transport as a social determinant of health and health inequalities.
The theoretical work of Pierre Bourdieu is introduced in Chapter 2. I explain why health
inequalities researchers have recently turned to sociologists such as Bourdieu to help to
explain how health inequalities emerge and are reproduced. This chapter introduces the
key concepts of Bourdieu's theory that were applied in this thesis - fields, capital and
habitus. Based on this theoretical framework, a series of research questions is posed.
The study design and methods used in the research are detailed in Chapter 3. In that
chapter, I explain how 1 selected the fieldwork sites - the Melbourne suburbs of Fitzroy
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and Maribyrnong. The chapter then outlines methodological strategies that were used to
operationalise Bourdieu's concepts and address the research questions. Quahtative
in-depth interviews, social history, participant observation, and descriptive statistics
were all employed. In this chapter, i also discuss the approach I took to synthesising the
different kinds of evidence.
The findings of the research are then presented, organised according to the theoretical
f r a m e w o r k that structured the study. Deploying the concept of field as both the site and
the product of social struggle. Chapter 4 presents a social history of Melbourne
transport. In this chapter, I describe the various economic, cultural, political and
symbolic struggles that shaped the city and its transport practices. These struggles
manifested in the environments, structures, rules and habits that characterise and
continue to shape transport in Melbourne today.
Chapter 5 looks at h o w mobility can be conceptualised as a form of capital. I begin with
a discussion of w h y mobility is a limited resource over which there are ongoing
struggles, which are both formal and informal. The results of the competition for
mobility capital are then examined using descriptive statistics. This quantitative
approach highlights inequalities in transport use by place, class and sex. Issues
associated with measuring mobility capital are also discussed in this chapter.
The concept of capital was used to guide an analysis of the qualitative interview data in
terms of the social costs and benefits of travel. The ways in which transport practices
are instrumental in competitions for capital across a number of fields are presented in
the next two chapters. Chapter 6 focuses especially on the role of transport in the
cultural and economic fields, and Chapter 7 examines how transport helps people
pursue physical and social capital.
I consider the nature of transport in terms of Bourdieu's concept of habitus in Chapter 8.
This chapter discusses the cognitive, physical and emotional dimensions of travel. I also
elaborate on the practical logics that govern M e l b o u r n e ' s transport system, and discuss
the implications of these logics for the reproduction of inequalities in mobility, and h o w
the detrimental health risks of transport are managed by individuals.
The thesis concludes in Chapter 9 with a summary of the key research findings, and a
discussion of how the evidence presented in the thesis helps address the policy
challenge of sustainable mobility. I reflect on the value of using Bourdieu's theory to
study a social determinant of health and health inequalities.

XII

Sarah Hinde

Table of contents
1 Public health and social science approaches to transport research
1.1

Background

1.2

T r a n s p o r t and public health
1.2.1
1.2.2
1.2.3
1.2.4

1.3

5
9

Individual i m p a c t s
10
Social, cultural a n d p s y c h o l o g i c a l i m p a c t s
Environmental impacts
17
T r a n s p o r t as a social d e t e m i i n a n t of health

Social science a p p r o a c h e s to transport
1.3.1
1.3.2
1.3.3
1.3.4
1.3.5
1.3.6

5

15
21

22

D e f i n i n g car reliance
25
Urban planning
26
Economics
27
History 28
Sociological approaches
29
T h e n e e d for a s o c i o l o g i c a l a p p r o a c h to transport a n d health

35

2 Applying Bourdieu to study transport practices and health inequalities 37
2.1

Sociological a p p r o a c h e s to health inequalities research

2.2

Introducing Bourdieu 39

2.3

Interpreting Bourdieu 41

2.4

2.5

O p e r a t i o n a l i s i n g Bourdieu
2.4.1
2.4.2

Fields
Capital

44
46

2.4.3

Habitus

47

Research approach

44

49

3 Study design and methodologies
3.1
3.2

3.3

50

Study design

50

3.1.1

53

S t u d y site

Methodologies

60

3.2.1

In-depth i n t e r v i e w s

60

3.2.2
3.2.3
3.2.4

Participant o b s e r v a t i o n
S o c i a l history
75
D e s c r i p t i v e statistics

73

Data synthesis

77

78

4 A social history of transport in Melbourne
4.1

81

Field as the a c c u m u l a t i o n of struggles
4.1.1

37

83

Full s t e a m a h e a d , 1 8 5 0 - 1 9 0 0

85
89

4.1.2

I n f a n t r y a n d industry, 1 9 0 1 - 1 9 4 5

4.1.3
4.1.4

E c o n o m i c gains, w i d e n i n g lanes a n d g r o w i n g pains, 1 9 4 6 - 1 9 9 0
F a r e or u n f a i r ? Privatisation t a k e s its toll, since 1990 101

95

4.2

Field as the site of struggles: transport and e v e r y d a y life

105
Page 1

Sarah Hinde

5 The distribution of mobility capital
5.1

5.2

113

C o m p e t i t i o n f o r mobility capital

113

5.1.1
5.1.2

1 13
1 17

Transport policy trade-offs
Moving in the field of transport

T h e result of the competition: h o w mobility is distributed
5.2.1
5.2.2
5.2.3
5.2.4
5.2.5
5.2.6

Cartravel
137
Public transport 137
Cycling 138
Walking 138
Place and transport
Summary
139

123

139

6 The role of transport practices in competitions for capital
6.1
6.2

C a l c u l a t i o n s and e x c h a n g e

142

Pursuit of m a n y goals at once 143
6.2.1
6.2.2
6.2.3
6.2.4

6.3

141

Mobile workers
Mobile consumers
Mobile mothers
"Mobile pleasure"

Costs of mobility
6.3.1

146
148
150
156

159

Travelling without money 166

7 The role of transport in the pursuit of physical capital and social capital
7.1

M a x i m i s i n g the physical benefits of transport

7.2

M i n i m i s i n g the physical risks of transport

173

7.3

Structuring the field of physical capital

178

7.4

M a x i m i s i n g social capital

171

180

8 The physical, emotional and cognitive aspects of transport
8.1

T h e p r a c t i c a l l o g i c s of transport
8.1.1
8.1.2
8.1.3
8.1.4
8.1.5
8.1.6
8.1.7
8.1.8

8.2

9 Conclusion
9.1

216

Writing n e w road rules: sustainable mobility 2 2 2
Shifting to sustainable transport modes

226

H o w Bourdieu helps to research a social d e t e r m i n a n t of health
inequalities
227

10 Appendix

233

11 References

236

Page 2

212

219
9.1.1

9.2

211

Inheriting mobility
Moving naturally 213
A mobile habitus 214
An immobile habitus

186

187

A "different w o m a n " , a confident driver
187
"Cars are not my forte"
192
Bicycling: "keep your wits about y o u "
196
"Messing around" with public transport
199
Mavericks on motorbikes 202
Gender and the practical logics of transport 205
Managing time: "bumbling", hurrying or being "hyper-organised"
"Convenience": reconciling the practical logics
210

Habitus and mobility
8.2.1
8.2.2
8.2.3
8.2.4

171

206

Sarah Hinde

List of figures
Figure 1.1

Australian households with and without access to a motor vehiclc,

2002

6

Figure 1.2

Modes of transport used by Australians to get to work

7

Figure 1.3

Carbon emissions per capita for selected countries in 2002

Figure 1.4

The levels at which car reliance impacts upon health

Figure 4.1

Number of motor vehicles and traffic fatalities in N S W , 1901-1930

Figure 5.1

Percentage of household motor vehicle ownership by gross weekly household
income in (a) all urban areas, (b) Fitzroy and (c) Maribymong
127

Figure 5.2

Percentage of household motor vehicle ownership by person with highest
education level obtained in household, in (a) all urban areas, (b) Fitzroy
and (c) Maribymong
128

Figure 5.3

Percentage of individuals using motor vehicle for journey to work by
gross weekly household income in (a) all urban areas, (b) Fitzroy and
(c) Maribymong
129

Figure 5.4

Percentage of individuals using motor vehicle for journey to work by
highest level of education obtained in (a) all urban areas, (b) Fitzroy
and (c) Maribymong
130

Figure 5.5

Percentage of individuals using public transport for joumey to work by
gross weekly household income in (a) all urban areas, (b) Fitzroy and
(c) Maribymong
131

Figure 5.6

Percentage of individuals using public transport for joumey to work by
highest level of education obtained in (a) all urban areas, (b) Fitzroy and
(c) Maribymong
132

Figure 5.7

Percentage of individuals using bicycle for joumey to work by gross
weekly household income in (a) all urban areas, (b) Fitzroy and
(c) Maribymong
133

Figure 5.8

Percentage of individuals using bicycle for joumey to work by highest
level of education obtained in (a) all urban areas, (b) Fitzroy and
(c) Maribymong
134

Figure 5.9

Percentage of individuals walking for joumey to work by gross weekly
household income in (a) all urban areas, (b) Fitzroy and
(c) Maribymong
135

Figure 5.10

Percentage of individuals walking for joumey to work by highest level
of education obtained in (a) all urban areas, (b) Fitzroy and
(c) Maribymong
136

19
21
91

Page 3

Sarah Hinde

List of tables
Table 1.1

Car reliance indicators in Australia and Sweden

8

Table 1.2

Detrimental health consequences o f car reliance

10

Table 1.3

Summary o f major social science approaches to car reliance

Table 1.4

Six mobility types identified by Jensen (1999)

Table 3.1

Study overview

Table 3.2

Social and demographic features o f Fitzroy, Maribymong, and all
Melbourne

34

52

58

Table 3.3

Interview participants by suburb and sex

Table 3.4

Frequency o f use o f transport modes by interview participants

Table 3.5

Interview participants' highest level o f education

Table 3.6

Mobility profiles o f interviewees

Table 3.7

Categories used to summarise A B S variable 'Journey to W o r k '

Table 3.8

Transport and class variables graphed for each geographical area

Table 4.1

24

61
61

62

64
77
78

Key events and struggles over capital in the history o f Melbourne
transport

84

Table 5.1

Percentage o f males and females travelling to work by transport modes in
major Australian urban centres, Fitzroy and Maribymong
126

Table 9.1

Overview o f research

Page 4

findings

220

Sarah Hinde

1 Public health and social science approaches
to transDort research
This chapter reviews the two main bodies o f empirical hterature in which the PhD
research is situated. Beginning with an overview of the extent o f Austraha's rehance on
the automobile, the main known pubhc health impacts of car reliance are discussed.
These impacts range from individual risks, through to social and cultural changes, and
environmental effects. The multi-level and complex relationship between transport,
health and social life warrants its conceptualisation as a social determinant o f health and
health inequalities. The chapter then turns to a discussion o f the social science
perspectives that scrutinise the social, cultural, economic and geographical factors
contributing to, and arising from, the dominance of the motor car in modem society.
The integration o f public health and social science perspectives provides a foundation
for the investigation o f the role of transport in the social reproduction of health
inequalities.

1.1 Background
Australian urban transport systems are dominated by the automobile (Mees 2000b;
Laird et al. 2001; Hinde and Dixon 2005). The rates o f car ownership and use in
Australia are high, and growing, relative to other modes. Most households have access
to at least one motor vehicle, as illustrated in Figure 1.1. There were 13 million
registered vehicles and 13 million licensed drivers in Australia in 2003 (Austroads
2005).
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Figure 1.1: Australian households with and without access to a motor vehicle, 2002
(Figure 1 from Hinde 2006)

Households
with no car
708,073

Households
with at least
one car
5,906,907

Australia supports the use of the motor vehicle to the point that life without it is "nearly
unimaginable" (Hinde and Dixon 2005, p50). The country boasts over 800,000
kilometres of road length, a system that costs $A7.5 billion per year (Austroads 2005).
Vehicles are becoming more fuel efficient, whilst low fuel taxes contribute to the
provision of some o f the cheapest petrol in the developed world. Unsurprisingly, the
total volume o f automotive fuel consumed continues to increase each year (Austroads
2005). Australian cities rank among the most 'car dependent' cities in the world (Laird
et al. 2001).
in Australia, most people travel to their workplace by motor car. Figure 1.2 shows that
more than four out of every five people who employ one mode o f transport to get to
work uses a car. The motor vehicle share vastly outweighs the total contribution made
by the other modes including public transport, walking and cycling. Only a small
proportion of these commuters share a vehicle: 75 per cent o f Australian workers drive;
8 per cent are vehicle passengers (Australian Bureau of Statistics 2002b).
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F i g u r e 1.2: M o d e s of t r a n s p o r t used by A u s t r a l i a n s to get to w o r k
(Figure 2 from Hinde 2006)

a.
o
O)
a.
o 3
cn
c
o

X
Car (incl. taxi)

Public transport

Cycle or walk

Other

Transport mode (one method only)

Adults are not the only heavy users o f car transport: increasingly, children are
chauffeured to school instead o f walking or cycling. A survey o f over 1000 families
from 19 Melbourne primary schools revealed that less than half o f 5 and 6 year olds,
and less than two-thirds o f 10-12 year olds, walk or cycle to school once a week or
more (Timperio et al. 2004).
The Australian Bureau o f Statistics reported that in a 12-month period, Australia's
vehicles had together travelled "the equivalent o f going to Pluto and back 23 times"
(Australian Bureau o f Statistics 2003). Australians are spending growing quantities o f
time accelerating across ever-increasing distances. The total kilometres travelled in
Australia grew 80 per cent in the 20 years to 1998; this rate o f growth was more than
double population growth for the period (Austroads 2000).
Compared to other developed countries, Australia is highly car reliant as indicated by
high rates o f car ownership and use, an extensive network o f roads, abundant space for
car parking in urban areas and very cheap fuel (Laird et al. 2001; Austroads 2005).
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Unlike many European cities, the average travel speed of Australia's urban public
transport is significantly slower than the motor vehicle (Laird et al. 2001) and 80% of
Australians never use public transport (Australian Bureau of Statistics 2005b). The
cultural and political environment in Australia supports and promotes the automobile
(Hinde and Dixon 2005).
Europe is a useful point of comparison on transport. Many European countries have
proactive policies in relation to car reliance and the environmental damage it causes,
and are relatively free from the automobile when compared to countries such as
Australia, the United States (US) and Canada. As an example, a comparison between
Australia and Sweden is presented in Table 1.1. Sweden is a leader in environmental
protection, renowned for its high levels of active transport and zero tolerance policy on
road fatalities. Although the car is also Sweden's dominant mode of transport, Sweden
has enjoyed outcomes such as successful reductions in greenhouse emissions and
among the lowest rates of road and pedestrian fatalities in the OECD.

Table 1.1: C a r reliance indicators in Australia and Sweden
Indicator

Australia

Sweden

Cars per capita
(Austroads 2005)

0.63

0.5

Petrol price
(Austroads 2005)

cheapest in OECD

most expensive in the
OECD: double the
Australian price

Policy approach to
environmental
protection

"During the course of negotiations towards the
Kyoto protocol, Australia attracted notoriety for
its reluctance" (Bulkeley 2001, p155), Australia
and the US were the only nations not to ratify the
protocol until Australia's new Federal Labor
Government ratified immediately following their
election win at the end of 2007.

"It is acknowledged
internationally that Sweden
has ted the way in Europe"
(Fudge and Rowe 2001,
pi 530)

Road fatalities, 2000
(Australian Transport
Safety Bureau 2002)

9.5 per 100,000 population: close to the OECD
median

6.7 per 100,000 population:
2"'! lowest in the OECD
countries

Pedestrian fatalities,
1997
(Australian Transport
Safety Bureau 2002)

1.78 per 100,000 population: above the OECD
median

0.81 per 100,000
population: lowest rate in
the OECD countries

The dominance of the automobile in Australia's transport system causes numerous
population health issues. The evidence about the impact of transport on public health is
discussed in the next section of this chapter.
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1.2 Transport and public health
Car reliance is implicated in a range o f ill-health outcomes (McMichael 2001;
Kjellstrom et al. 2003). Injuries due to motor vehicle accidents remain a prominent
cause o f disability and death. Pollution from cars is associated with respiratory illness
such as asthma. The displacement o f physical activity associated with car use
contributes to chronic conditions such as obesity and cardiovascular disease. Other
negative consequences include noise disturbance and community disruption. In the
longer term, the contribution o f the motor car to greenhouse emissions may have farreaching negative health consequences. A reduction in car reliance, in favour o f active
forms o f transport such as walking, cycling and mass transport, is therefore a
worthwhile objective for public health (Mason 2000).
Systematic research and policy attention has only recently been given to the range o f
detrimental health effects caused by the automobile. In 2000, the World Health
Organisation ( W H O ) delivered a comprehensive review o f the various known global
population health effects o f transport (Dora and Phillips 2000). Two years later, the
W H O and the United Nations Commission for Europe established the 'Transport,
Health and Environment Pan-European Programme' (www.thepep.org), to coordinate
research and policy development for sustainable and healthy transport. Researchers also
began to generate reviews o f how transport affects population health locally in Australia
(Mason 2000b; Mason 2000a; McMichael 2001; Kjellstrom et al. 2003).
A growing consensus is emerging that the dominance o f the motor vehicle is damaging
to population health and is likely to cause massive negative results for the world's
population, now and into the future. Car reliance is unsustainable, demanding huge
resources and causing environmental damage, inequities in mobility and ill-health
effects. Environmentalists, epidemiologists, urban planners, geographers, sociologists
and more recently, public health researchers, governments and international bodies have
declared the need for our societies to move away from car reliance.
Because transport is such a central part o f modem society, the implications o f transport
for population health are multiple and inter-related, and transport is "associated with a
variety o f health risks, as well as a number o f health benefits" (Kjellstrom, van Kerkhoff
et al. 2003, p452). As such, there is a need for comprehensive and critical reviews o f the
evidence about the relationship between transport and health outcomes. This section
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offers an overview of the major known impacts of transport on health, summarised in
Table 1.2. A discussion follows of each of the health consequences listed in the table.

Table 1.2: Detrimental health consequences of car reliance
Level of
exposure

Impacts of car
reliance

Health consequences

Individual

Traffic crashes

Injury

Sedentary transport

Physical inactivity

Social group

Cultural and
psychosocial

Social inequalities in access, food consumption
practices, car-oriented cultural events,
psychosocial aspects of travel

Population

Environment

Air pollution, climate change, noise,
sustainability issues

Urban form

Low 'walkability', spatial inequalities

1.2.1

Individual impacts

Traffic crashes
Traffic crash injury was the ninth most important contributor to the global burden of
disease in 1990 and is expected to rise to third by 2020 (World Health Organisation
2004). In Australia, injuries cause the greatest number of deaths for people aged less
than 45 years, with traffic injuries causing half of this burden (Mathers et al. 1999).
Nearly two thousand individuals died in car crashes in 2001: a fatality rate of 8.9 per
100,000 population (Australian Transport Safety Bureau 2005a). Approximately fifteen
percent of these were pedestrians (Kreisfeld et al. 2004; Australian Transport Safety
Bureau 2005b). An additional 22,000 people were seriously injured (Australian
Transport Safety Bureau 2004).
The economic cost of deaths and injuries on the road calculated for 1996 was almost
$A15 billion (Bureau of Transport Economics 2000). This estimate included $A361
million for medical and ambulance care and nearly $A2 billion for long-term care of
crash victims, with serious injuries accounting for half of the total cost. An updated
evaluation for 2003 suggested the economic impact of road crashes had risen to $A17
billion (Connelly and Supangan 2006).
Research evidence shows some interventions are effective in reducing crash injury rates.
Morrison et al (2003) identified 28 meta-analyses and systematic reviews of transport
interventions intended to improve health. Their own systematic review of these
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publications suggests that the following improve population health: promotion of
seatbelts, child car seats and helmets; traffic calming; and, legislating against drink
driving. More ambiguous was the evidence about educating and training drivers which
is associated with increased crash involvement, and road humps and speed limits which
reduce local crash rates, but increase risk on surrounding roads (Morrison et al. 2003).
The latter insights highlight the importance of better understanding the social and
cultural processes involved in transport knowledge and practices.
Australia has a long history of government road safety campaigns and interventions
intended to prevent deaths on the roads. In the state of Victoria, for example, a
Parliamentary Road Safety Committee was established in 1968 and since then has
conducted over 45 inquiries on topics including drugs and alcohol, licensing and
demerit schemes, speed limits and child and pedestrian safety. A review of the
committee's activities concluded it had made a significant contribution to improvement
in road deaths in the state (Clark et al. 2005).
Australia is acclaimed for having one of the largest declines in road fatalities of all the
O E C D countries over the last few decades. However, Australia's high death rates at the
baseline in 1980 means it obeys the principle of "the worst is improving faster than the
b e s f (Page 2001, p382). Page (2001) developed a more sophisticated model for
measuring national improvements in road safety. The model included a number of
variables including: vehicle fleet, routes, exposure (kilometres travelled), population
characteristics, meteorology, traffic safety (eg. seat belt wearing rates, alcohol
consumption), national economics (eg. GNP), investment in traffic safety, and other
factors (eg. cost of accidents, education etc). According to this model, Australia's rank
for performance in road safety among the 21 O E C D nations was mediocre: it rose from
ranking 17"' to H"' in the decade to 1990 (Page 2001).
Despite the visible and enduring efforts of road safety campaigns, the majority of the
public believes road injuries are only somewhat or not preventable (Smith et al. 1999).
This perception of inevitability may explain the absence of public outrage about the
high rates of avoidable disability and death occurring on the roads. In a rare critique,
one journalist commented:
"Last year, 1642 Australians... were killed in road accidents... Drivers killed
other drivers, other passengers, their own passengers, motorcyclists, bicyclists,
and mowed down hundreds of pedestrians. And that was a good year... These
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deaths w e r e an accepted cost of the p r i m a c y of the m o t o r vehicle in our culture."
(Sheehan 2004, p i 3 )
T h e r e are s o c i o e c o n o m i c inequalities in the distribution of road injury. A N e w Z e a l a n d
cohort study s h o w e d an inverse relationship b e t w e e n driver injury and s o c i o e c o n o m i c
status as m e a s u r e d by education and occupation (Whitlock et al. 2 0 0 3 ) . T h e s e results
are consistent with studies in other countries (eg. L a f l a m m e and Diderichsen 2 0 0 0 ;
Hasselberg et al. 2005).
An international c o m p a r i s o n s h o w e d a persistent s o c i o e c o n o m i c gradient in transport
injuries for m e n , and a lack of gradient f o r w o m e n , in nine E u r o p e a n countries.
Although the overall injury rate and m a g n i t u d e of the gradient varied, the patterns w e r e
similar (Borrell et al. 2005). The persistence of unique s o c i o e c o n o m i c gradients f o r
m e n and w o m e n , and for the age groups, across settings highlights the i m p o r t a n c e o f
social, cultural as well as environmental variables (Lu et al. 2005). Schlundt et al ( 2 0 0 4 )
argue that racism, e c o n o m i c inequality, n e i g h b o u r h o o d design, public policy and other
social issues underpin the unequal distribution of risk factors - such as not w e a r i n g a
seat belt - for road injury in the population.
T h e r e are also inequalities b e t w e e n d i f f e r e n t kinds of road users. A British study
revealed that different road users incur different kinds of injury, of v a r y i n g severity and
experience different psychological reactions. For e x a m p l e , pedestrians and
motorcyclists incur m o r e severe injuries, and vehicle passengers are m o r e likely to
report being frightened ( M a y o u and Bryant 2003). In S w e d e n , s o c i o e c o n o m i c gradients
in injury rates for y o u n g people are steeper f o r car drivers than pedestrians or cyclists
(Hasselberg et al. 2001).

Sedentary transport
Inadequate physical activity is regarded as the second greatest p r e v e n t a b l e risk f a c t o r
contributing to A u s t r a l i a ' s burden of ill-health (Stephenson et al. 2 0 0 0 , p i 3 ) . Lack of
exercise is associated with a range of conditions including hypertension, c a r d i o v a s c u l a r
disease, stroke, diabetes, cancer and depression ( M a t h e r s et al. 1999, p i 2 5 ) . S t e p h e n s o n
et al (Stephenson et al. 2000, p21) (2000, p21) estimate that if A u s t r a l i a ' s physical
inactivity could be eliminated, the f o l l o w i n g disease burden could b e prevented:
• -

one-third of coronary artery disease deaths

-

one-quarter of diabetes deaths

-

one-quarter of colon cancers
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-

maybe 15% of risk of ischaemic stroke

-

up to 12% o f breast cancer risk

-

perhaps 10-16% of hip fractures

The disease prevention that could be obtained by eliminating physical inactivity led to
an avoidable expenditure o f between $A290 million and $A370 million in 1993-94
(Stephenson et al. 2000).
Many are now arguing that transport is essential to 'activating' the population (Sallis et
al. 2004). Physical activity is displaced when people use a motor vehicle instead o f an
active transport mode such as walking, cycling or using public transport (Mason 2000b;
Mason 2000a). Even in a car-dominated transport environment, it is estimated that the
physical activity gains from regular cycling would provide a net benefit to personal
health that outweighs its risk o f injury by a factor of 20 to 1 (Hillman 1993). Even
public transport is considered more active than car commuting, with some evidence that
people who travel by train take 30% more steps than automobile users (Wener and
Evans 2007).
Whilst there has been some discussion o f the role of transport in physical activity levels,
there has been only some research to confirm and quantify this relationship. One
important United Kingdom ( U K ) study showed that walking for transport offers the
greatest quantity of high intensity activity for children (Mackett et al. 2005). Whilst
physical education classes at school offered slightly more intense exercise, these
contributed fewer hours of activity across the week, rendering walking for transport the
overall greatest source o f exercise in children.
Apart from offering direct activity benefits, walking for transport also has an indirect
relationship with other kinds o f physical activity. In a study o f physical activity in 10-13
year old children, Mackett et al (2005) found two other curious relationships between
walking for transport and levels of physical activity:
-

Children who walked to sporting activities, rather than travelling by car,
experienced greater levels o f exercise intensity at those events.

-

Car use tends to be the most frequent mode o f transport for attending structured
events outside the home (eg. organised sport), whereas children more often
walked to unstructured events (eg. playing); and, unstructured events - ie. those
usually attended by walking - generally resulted in greater intensity o f activity.
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In a survey of over 10,000 people, Frank et al (2004) demonstrated that daily time spent
in the motor vehicle is correlated with risk o f being overweight or obese. For every hour
spent in the motor vehicle, the risk of obesity increased by 6%. Disturbingly, time spent
in the car ranged up to more than 5 hours per day for a small number of participants,
translating to a 30% increase in risk of obesity for those people. Another survey
revealed that active transport is less common amongst people who are overweight, than
those who are not (Gordon-Larsen et al. 2005).
Smaller studies o f travel and weight have previously shown more ambiguous results. A
small US study (n=320) suggested active commuting on its own does not affect B M I in
children (Heelan et al. 2005), whereas a larger survey (n=15l8) of Filipino children
indicated that travelling to school in a car probably contributed a weight gain of 2-31b
(approximately I kg) per year (Tudor-Locke et al. 2003).
Obesity also increases risk of injury severity in traffic crashes, therefore compounding
the negative impact of car reliance on health. In a study o f over 27,000 motor vehicle
accident victims. Mock et al (2002) found that overweight or obese individuals are more
likely than normal or underweight individuals to sustain serious injury or die. Every
additional kilogram leads to an increased risk o f death of 1.3%; and an increased risk o f
serious injury of 0.8%. For example, people who weigh over 100kg are more than two
and a half times more likely to die in an accident than people who weigh 60kg or less;
for those who weigh more than 120kg, the risk o f death is almost four and a half times
greater (Mock et al. 2002).
Other research has shown that socioeconomically deprived people may be compelled to
use so-called 'active transport' but that this is severely detrimental to their health
(Bostock 2001). This research described the stressful experience of deprived people
who have no alternative to walking for transport, because they cannot afford to own and
run a vehicle or pay to use public transport. Women in such circumstances found that
walking was detrimental to their health as they were compelled to walk long distances,
through unsafe neighbourhoods, along dangerous roads, carrying heavy bags and often
while supervising young, tired children (Bostock 2001).
The relationship between transport, physical activity and weight is discussed in more
detail elsewhere (Hinde and Dixon 2005; Hinde 2006).
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1.2.2

Social, cultural and p s y c h o l o g i c a l i m p a c t s

Access to services
T r a n s p o r t is an important m e c h a n i s m f o r p r o v i d i n g citizens with access to various
r e s o u r c e s and c o m m u n i t y services. People use transport every day to get to shops,
s c h o o l s and services. A s such, o n e ' s a c c e s s to these resources "can be e n h a n c e d or
r e d u c e d through c h a n g e s m a d e to transport s y s t e m s " ( K j e l l s t r o m et al. 2003, p453).
T r a n s p o r t is increasingly a c k n o w l e d g e d as crucial to enabling access to resources and
services in the c o m m u n i t y (Cass et al. 2005).
T h e d o m i n a n c e of the a u t o m o b i l e in Australia leads to serious inequities in mobility.
M e e s ( 2 0 0 0 b ) describes A u s t r a l i a ' s transport system as e n f o r c i n g a ' t y r a n n y of the
m a j o r i t y ' w h e r e b y children, the disabled and elderly have limited mobility b e c a u s e
cities are d e s i g n e d to give preferential treatment to those w h o can travel by motor
vehicle.
P r o p o n e n t s of active transport argue that w a l k i n g is the healthiest f o n n of transport,
h o w e v e r B o s t o c k (2001) s h o w s this assumption is problematic. Relying solely on
w a l k i n g f o r mobility can be bad for health w h e n the car is often crucial to accessing
"hospitals, h o l i d a y s and h u m a n r e s o u r c e s " (Bostock 2001, p i 5 ) . Thus, the reliance of
o u r cities on a m o t o r i s e d transport system m e a n s that those w h o cannot participate in
such a s y s t e m lose out. Indeed, British research has also elaborated on the crucial role of
the a u t o m o b i l e in enabling access to healthy f o o d , and other health-promoting services
( B r o m l e y and T h o m a s 1993; L a n g and C a r a h e r 1998).

Food consumption

practices

I h y p o t h e s i s e e l s e w h e r e that transport plays an important role in Australian dietary
practices ( H i n d e and Dixon 2005). Food and petrol retailing have b e c o m e increasingly
intertwined. For e x a m p l e , in the last f e w years, large supermarket chains h a v e b e g u n to
c o l l a b o r a t e with petrol retailers in c o - p r o m o t i o n of their products ( E v a n s 2003).
Practices such as ' e a t i n g on the r u n ' are facilitated by petrol stations that sell f o o d ,
" d r i v e - t h r u " fast f o o d and g a d g e t s that facilitate eating while travelling. A U S study of
driver practices revealed that 7 0 % of drivers eat, drink or spill food whilst using their
m o t o r vehicles (Stutts et al. 2005).
In a car-reliant society, a c c e s s to healthy f o o d d e p e n d s on the automobile. O u r
e t h n o g r a p h i c research d e s c r i b e s the intersection b e t w e e n the a u t o m o b i l e and the f o o d
s y s t e m and in particular the roles of transport in procuring fast food and slow f o o d .
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Paradoxically, whilst fast f o o d is accessible to people w h o travel by all m o d e s of
transport, the purchase of slow f o o d tends to rely m o r e heavily on the c o n s u m e r h a v i n g
access to a u t o m o b i l e transport ( D i x o n et al. 2007).

Participation in car cultures
Participation in m o t o r racing cultures e x p o s e people to a range of detrimental i m p a c t s
on health. A s well as contributing to the o n g o i n g reproduction of car reliance in society,
the m o r e direct public health impacts of m o t o r car events can include (Tranter 2 0 0 3 ;
Tranter and L o w e s 2005):
-

t o b a c c o and alcohol sponsorship;

-

glorification of u n s a f e driving;

-

air and noise pollution;

-

elevated road accidents in the city areas w h e r e races are held;

-

u n d e r m i n i n g of alternative health activities in those spaces; and,

-

i m p e d i n g the operation of, and access to, medical services including hospitals in
the area.

T h e r e are also s o m e positive effects, such as p r o m o t i o n of safe driving b y celebrity
drivers, and market incentives f o r safer car design (Tranter 2 0 0 3 ; Tranter and L o w e s
2005).

Psychosocial

impacts

Macintyre et al (1998) speculate about the possible w a y s in w h i c h the car m a y b e health
p r o m o t i n g , m a n y of w h i c h are psychological or social:
" b y increasing access to e m p l o y m e n t , shops selling healthy f o o d at a f f o r d a b l e
prices, leisure facilities, social support networks, health services and o p e n s p a c e ;
and by reducing exposure to d a n g e r s such as m u g g i n g , rape or a s s a u l t . . . [and
car travel] m a y provide ontological security, and thereby health, t h r o u g h its
capacity to protect passengers f r o m external threats, to e x p r e s s the o w n e r ' s
personality, and c o n f e r prestige."
( M a c i n t y r e et al. 1998, p 6 5 9 )
In their study of w h e t h e r car o w n e r s h i p is correlated with better health, these
researchers concluded that a positive correlation b e t w e e n car o w n e r s h i p and health is
independent of self-esteem and i n c o m e ( M a c i n t y r e et al. 1998). A later qualitative study
e x a m i n e d the psychosocial aspects of car o w n e r s h i p using A n t h o n y G i d d e n s '
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sociological c o n c e p t of ontological security, consisting of feelings of protection,
a u t o n o m y and prestige (Hiscock et al. 2002). Whilst the study c o n f i r m s that a u t o m o b i l e
o w n e r s h i p and travel o f f e r s ontological security, it revealed that public transport users
also gain ontological security f r o m their m o d e of transport. T h u s , whilst o w n i n g a car
m a y o f f e r p s y c h o s o c i a l benefits, there is nothing inherent in the device that generates
those gains, as other m o d e s also h a v e the potential to be psychologically c o m f o r t i n g or
fulfilling. O t h e r qualitative researchers maintain that b e c a u s e the car is a symbol of
i n d e p e n d e n c e and f r e e d o m , o w n e r s h i p of a motor vehicle contributes to o n e ' s sense of
well b e i n g (Jensen 1999).
S o m e e v i d e n c e is e m e r g i n g about the positive psychosocial benefits to children of not
travelling by a u t o m o b i l e , but instead w a l k i n g or cycling to school. Active transport has
b e e n s h o w n to e n h a n c e c h i l d r e n ' s c o n f i d e n c e and k n o w l e d g e of their local g e o g r a p h y ,
and it is therefore increasingly argued that such f o r m s of transport are important for
child d e v e l o p m e n t (Mackett 2001; Mackett 2002a; Mackett 2002b; K e a m s et al. 2003).
Such e v i d e n c e is used to support the introduction of p r o g r a m s as the ' w a l k i n g school
b u s ' that facilitate children travelling safely to school.
T h e e x p e r i e n c e of tension or stress while driving an a u t o m o b i l e m a y impact u p o n health
in a n e g a t i v e w a y at the individual level. A n Australian qualitative study of w o m e n
s h o w e d that m a n y f o u n d driving unpleasant and stressful, and w o u l d prefer not to h a v e
to drive ( D o w l i n g 2000). T h e r e is epidemiological evidence that the experience of stress
d u e to the e x p e r i e n c e of traffic is associated with lowered health status and risk of
depression ( G e e and T a k e u c h i 2004).

1.2.3

Environmental impacts

Air pollution
M o t o r vehicles are a m a j o r contributor to air pollution, emitting a p o i s o n o u s cocktail of
g a s e s including particulate matter, carbon m o n o x i d e , carbon dioxide, nitrogen oxides
and h y d r o c a r b o n s . T h e s e are risk factors f o r respiratory cancer and infections, asthma,
c a r d i o p u l m o n a r y disease, in'itation of the eye, nose and throat, and w h e e z i n g
( K j e l l s t r o m e t a l . 2002).
Air pollution f r o m m o t o r vehicles is estimated to h a v e caused b e t w e e n 9 0 0 and 4 5 0 0
cases of illness d u e to cardiovascular disease, respiratory disease and bronchitis and
b e t w e e n 9 0 0 and 2 0 0 0 early deaths. T h e estimated e c o n o m i c costs of this disease and
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death is $A2.7 billion (Bureau of T r a n s p o r t and Regional E c o n o m i c s 2005). T h e
health and e c o n o m i c impacts of transport pollution are t h e r e f o r e of a scale similar
to crash injuries.
A s with crash injuries, the health impacts of transport pollution are u n e q u a l l y
distributed. N u m e r o u s studies suggest that s o c i o e c o n o m i c a l l y d i s a d v a n t a g e d g r o u p s
experience disproportionately m o r e e x p o s u r e to air pollution and the associated disease
burden (O'Neill et al. 2003). In her political ecology of air pollution in H o u s t o n , H a r p e r
reveals h o w exposure to polluted air varies f o r different class g r o u p s d e p e n d i n g on l a w s
that regulate industry, urban zoning, and h o u s i n g standards, as well the cultures and
political activities of local c o m m u n i t i e s ( H a r p e r 2004). T h e r e are also inequalities
b e t w e e n transport users: those w h o travel by car are e x p o s e d to m o r e a u t o m o b i l e
emissions than other travellers especially train passengers, pedestrians and cyclists
(Chertok et al. 2004).

Climate change
T h e International Panel on Climate C h a n g e in their Fourth A s s e s s m e n t R e p o r t estimates
that transport contributes a quarter of the w o r l d ' s energy-related g r e e n h o u s e e m i s s i o n s ,
the bulk of w h i c h is caused by motorised road transport ( K a h n Ribeiro et al. 2007).
Moreover, transport-related emissions are the fastest g r o w i n g of all carbon s o u r c e s
( K a h n Ribeiro et al. 2007).
T h e r e is international agreement that the ftiture impact of climate c h a n g e on health will
b e significant including disasters due to severe w e a t h e r events, infectious disease
epidemics and food insecurity ( M c M i c h a e l 2001; Kjellstrom et al. 2 0 0 2 ; M c M i c h a e l
and W o o d r u f f 2002; Kjellstrom et al. 2003; Confalonieri et al. 2007).
T h e negative health costs of climate c h a n g e will be mostly b o r n e by p o o r e r nations w h o
already experience high rates of diseases and are less e q u i p p e d to mitigate the i m p a c t s
(Confalonieri et al. 2007). M o r e o v e r , wealthy countries p r o d u c e the m a j o r i t y of c a r b o n
emissions and Australia is one of the greatest sources, as illustrated in Figure 1.3. In the
US, increases in carbon emissions have tracked closely o v e r the last d e c a d e with the
g r o w i n g distance travelled by a u t o m o b i l e s ( K j e l l s t r o m and H i n d e 2007).
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Figure 1.3: Carbon emissions per capita for selected countries in 2002
(Adapted from Figure 6.7 in Kjellstrom and Hinde 2007)
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Noise
Most research on the relationship between noise and health has focused on the impact of
airport and industrial noise. However, it is increasingly apparent that traffic noise also
affects population health. Noise contributes to the following problems:
-

-

Annoyance, sleep disturbance and interference with communication, and in turn
stress related health problems (Berglund and Lindvall 1995).
Impaired cognitive performance in children. A prospective study of the effects
of a new airport demonstrated that memory, reading ability and speech
perception are negatively affected by noise (Hygge et al. 2002).
Blood pressure and ischaemic heart disease. Although measuring this
relationship is problematic, meta-analysis concluded there is evidence of an
association between noise exposure and prevalence of heart disease (van
Kempen et al. 2002).

Siistawability
There is growing consensus in the research community that oil production will
eventually peak and begin to decline, if it has not already. There is some evidence that
the peak is imminent and that oil will run out within the century (Campbell 2003).
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Australian researchers have developed an indicator of oil vulnerability for cities, and
estimate that at least half of the Melbourne population are somewhat vulnerable to
increases in oil prices, and that only 1% of the population are not vulnerable at all to
decline in oil production (Dodson and Sipe 2005).
A road-based transport system causes substantial ecological disruption, mcluding direct
and indirect loss of fauna, destruction of habitat, and pollution such as the long-term
accumulation of heavy metals (Spellerberg 1998). The increasing requirement to
sacrifice land to build roads is also unsustainable, given finite spatial resources and
growing congestion (Himanen et al. 2005).

Urban form
Car reliance affects urban design in ways that are detrimental to health including
discouraging active transport, impeding access to services for non-car users and creating
environments where risk of injury is high. For instance, a car-dominated environment is
more likely to have poor safety, many crossings, pollution, less visual appeal etc, and a
city built with the car in mind is more likely to have destinations relatively inaccessible
to pedestrians (see Mees 2000b; Frank and Engelke 2001; Handy et al. 2002; Pikora et
al. 2003; Saelens et al. 2003). Parents are also less likely to allow their children to walk
to school in such environments (Timperio et al. 2004; Timperio et al. 2006).
The dominance of the automobile contributes to urban sprawl, which is in turn
associated with low rates of physical activity and high obesity rates (Ewing et al. 2003b)
and high rates of crash injury deaths (Ewing et al. 2003a).
Walkable physical environments appear to be unequally distributed in Australian cities.
A recent large survey of over 2000 Melbourne residents highlighted the importance of
geographical and social context in determining whether people were physically active,
including whether they walked or cycled for transport (Kavanagh et al. 2005). This
study showed that socioeconomically disadvantaged communities are less likely to be
located in 'walkable' environments. A study in Mexico revealed the importance of
social capital in reducing neighbourhood traffic injury rates, whereby the capacity to act
collectively enabled communities to mitigate some of the dangers caused by the
automobile (Inclan et al. 2005).
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1.2.4

Transport as a social determinant of health

Car reliance affects population health in positive and negative ways. The automobile is
health-damaging, as evident in the high rates o f death due to injury, pollution and
sedentary lifestyle associated with motorised transport. However, car ownership in a
car-reliant society confers some health-promoting effects mcluding access to services,
people and healthy activities. These health consequences operate across a spectrum
ranging from contextual effects through to individual risks. Transport is a contextual
influence as it shapes our cities and neighbourhoods, changes the air we breathe, and
transforms local and global ecology. The health effects of transport are also present in
individual exposures. Time spent in the car is directly related to risk of traffic injury,
obesity, and exposure to polluted air.
In order to understand the role o f transport in shaping population health and the
reproduction of health inequalities, the complexities and contradictions o f the
relationship must be theorised. This thesis treats transport as a social determinant of
health by acknowledging its operation at multiple scales, and its numerous effects on
social and cultural life as well as direct consequences for health and well being. Figure
1.4 illustrates the multiple and multi-level nature of transport as a social determinant of
health and health inequalities.

Figure 1.4: The levels at which car reliance impacts upon health

Social practices
• Cultural events
• Food consumption
• Access to doctor,
social networks,
sport

Context
• Pollution
• Climate change
• Noise

The reduction o f society's reliance on the automobile has the potential to save future
generations from some o f the devastating consequences of growing death and disability
tolls, further exacerbated by growing congestion, and disasters arising from climate
change and unsustainable resource use.
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As the car is a ubiquitous social tool, the manner in which its use is reduced has
potentially enormous social consequences. Numerous intervention options are possible,
ranging from harm minimisation with technologies such as fuel substitution and traffic
calming, through to market based strategies such as pricing and taxation, or legislative
approaches to control industry, land use and the organisation o f social and working life.
There is little research upon which to assess how a transition away from the motor
vehicle would affect people's lifestyles, including health-promoting and healthdamaging practices, as well as physical and mental health at the individual level. An
understanding of the social importance of the car is essential to predict the effectiveness
of different forms of intervention, and the social consequences. A sociological evidence
base may help prevent unintended consequences and enable the evaluation o f whether
the consequences of potential sustainable transport strategies are desirable.
The remainder o f this chapter summarises how social scientists have approached the
study of'automobility'. Insights about car reliance generated by the social sciences
have been used to inform the study design and data analysis for this PhD research.

1.3 Social science approaches to transport
A number of social science perspectives have been applied to the study o f the
automobile. These literatures include social theory, political and cultural economy
research, cultural and gender studies, history, urban planning, economics, psychosocial
and phenomenological perspectives. The research methods and data that have been used
to understand the dominance of the car ranges from ethnographic observation, political
and economic analyses, historical methods, through to qualitative interviews, grounded
theory and statistical modelling. The scope of car reliance research spans international
comparisons and population surveys through to social groups and individual experience.
Table 1.3 summarises a number of social science perspectives and the unique approach
o f each in examining and explaining modern society's worship of, and dependence
upon, the car. Each of these perspectives is discussed in the subsequent text. Structureagency is a core theme in social research on car reliance. Although urban planning and
economics approaches dominate the transport literature, these perspectives tend to
overlook the operation of cultural processes. Historical and sociological approaches deal
explicitly with the social causes and consequences of car reliance, and engage with
debates about the role of structure and agency in travel practices. The chapter concludes
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with a discussion o f w h y research that focuses on practices has the potential to improve
accounts o f the social reproduction o f car rehance.
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Table 1.3: S u m m a r y of major social science approaches to car reliance
Disciplinary perspective

Research focus

Urban planning

How urban planning policy and aspects of the physical environment predict transport behaviour, with a view to developing
sustainable transport policies (eg. Frank 2000; Mees 2000b; Laird et al. 2001).

Economics

Statistical models to predict and explain travel demand in terms of fleet size, speed, price of inputs etc (eg. Dupuy 1999;
Pfleiderer and Dieterich 2003).

History

Descriptions and quantification of the introduction and uptake of the automobile and the events that surrounded its
popularisation and normalisation (eg. Knott 1994b; Knott 1994a; Knott 2000; Davison 2004).

Sociology
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and modernity

The role of the automobile in transition to modernity and postmodernity, particularly in terms of the changing nature of timespace and social relations (eg. Giddens 1991; Sheller and Urry 2000; Sheller and Urry 2003; Urry 2003; Urry 2004).

Political economy

Automobile as instrument of power and how it is promoted and resisted through actions of industry, government, civil society
(eg. Paterson 2000; Hinde and Dixon 2005).

Reproduction of class

Unequal distribution of automobility in the population and the role of car reliance in the reproduction of social disadvantage
(eg. Cass et al. 2005; Froud et al. 2005; Dixon et al. 2007).

Sociology of technology

Car requires a system for its use/society as 'network' of people and cars (eg. Freund and Martin 1996; Beckmann 2001).

Gender studies

Ownership and use of motor vehicles in the construction and social reproduction of gender relations (eg. Clarsen 2000' Best
2006).

Cultural studies

Consumption of the motorcar, as a symbol and/or instrument of cultural practice (eg. Miller 2001a).

Psychosocial

Describing people's experiences of travel and the discourses and stated rationales associated with transport modes
(eg. Jensen 1999; Dowling 2000).

Embodiment

Physical/subjective experience of travel; notion of human-machine hybrids (eg. Sheller 2004; Lyons and Urry 2005; Urry 2006).
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1.3.1

Defining car reliance

The meaning o f the temi 'car reliance' is broad, and may be used in relation to a nation,
a city, an economic or cultural system, or a household or individual. Car reliance
describes cities or countries whose transport systems and physical spaces are dominated
by roads, car parks, freeways and other infrastructure supporting the motor vehicle. It
refers to the heavy usage, investment and dependence upon the car that is present in
such places. Car reliance also relates to people, in the daily routines and cultural
practices which are supported, and shaped, by the habitual and routine use o f the
automobile. Such practices both rely on the car, and, through their widespread social,
economic and cultural usage, reproduce the value of the car to society.
A term that is commonly used to refer to this state is 'car dependence', especially in the
health and urban planning literature. This temi tends to individualise and naturalise the
dominance o f the car, by focusing on car users - the individual 'addicts' - rather than
the social bases for high rates o f car use. Dependence includes notions of subordination
to need, being compelled, influenced, controlled, or acting compulsively. All of these
meanings suggest that there is a lack o f scope for change, because they attribute
behaviour to biological, natural and inevitable needs.
The terms used in sociology encompass the automobile as part of a social system, often
using the term 'automobility' or 'automobilisation' to describe the infiltration o f the car
into society and its interconnectedness with other social phenomena. These words
describe a paradigm o f mobility that centres on the individualised, privately owned
automobile. It encompasses the motor cars, the people who use them, the infrastructure
that supports them, as well as the impact this mobility paradigm has on modem culture
more broadly.
Sociologists acknowledge that the term 'automobility' is problematic. The expression
has been used in idiosyncratic ways and there is no consensus about its definition
(Beckmann 2001). Moreover, the derivation o f ' a u t o ' can be interpreted in two very
distinct ways: meaning self, but also mechanisation (Sheller and Urry 2000). Sheller
and Urry (2000) argue this double meaning reflects the modem mobility paradigm of
individuals travelling independently and flexibly by machine. However, the conflation
o f the two senses o f the term 'auto' may also lead to an uncritical acceptance that the
self-mobility must be motorised and individualistic. This does not allow for the fact that
a mass transit mobility paradigm can be described as another form of'automobility'
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because individuals are free to get to destinations by carrying themselves on and off
trains, buses etc. Others argue that walking is automobility: human beings, sans
complicated machinery, are already independently mobile as pedestrians (Ker and
Tranter 2003).
In this thesis I refer to car reliance because it foregrounds the entrenched habitual nature
of society's automobile. The term allows for the possibility of change, connoting a
familiar or friendly habit rather than a biological requirement. Reliance on the
automobile can be viewed as confidence or love, based on repetition, experience, and
trust. In other words, the car is a cultural mainstay. Resistance to car reliance therefore
requires imagination and a shift in the nature of citizen's daily expectations, routines
and cultures.

1.3.2

Urban planning

The urban planning approach to studying car reliance is characterised by a populationlevel perspective using statistics, epidemiology, economic and ecologic models; as well
as accounts of historical developments in planning, investment, corporate manoeuvres
etc that favoured the car. For example, prominent Australian urban planners Laird et al
(2001) use a barrage of numbers, rates and graphs to describe and explain the extent of
car use in the Australian transport system. Similarly, Mees (2000a) reviews the urban
planning literature which describes high car usage and poor public transport usage. He
highlights the historical and political processes that took place all around the world,
giving rise to 'car-dominated' cities. Sociologist, Daniel Miller (2001b) notes the anticar themes in such literatures that focus on the detrimental impacts of the car.
Mees (2000b) summarises the four main explanations provided in the urban planning
and economic literatures for the dominance of the automobile:
-

Relationship between increased income and car ownership. This explanation
relies on the assumption that the car is a superior means of transport, and is
therefore favoured by those who can afford it.

-

The car suits the nature of the post-modem city in terms of our new relationships
with space and time, and resultant need for flexibility. Mees refutes this claim,
arguing that travel needs are very similar to past times.

-

Urban form determines transport practices. In particular, many claim that car
transport is inevitable in dispersed or low density cities. Mees' research
illustrates that Canadian cities are at least as dispersed as Australian cities yet
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they maintain excellent public transport systems. Researchers have grappled
extensively with how much of transport behaviour is derived from
environmental design (eg. Frank 2000; Frank and Engelke 2001; Saelens et al.
2003; Frank et al. 2004).
-

The final explanation for car reliance is favoured by Mees: politics and planning.
He attributes the success of Canadian cities to government policies which
integrate good quality public transport, and plans that emphasise high-density
land use at rapid transit stations. He argues that state and corporate interests are
highly influential in these planning processes.

The population-level perspective adopted by urban planners tends to emphasise the
structural forces that are thought to drive car reliance: policies and plans; the actions of
industry; the construction of physical infrastructure; growing wealth and prosperity. For
example, Mees (2000b) does not consider the personal, cognitive, emotional or cultural
aspects of using the car in his book on Australian transport.

1.3.3

Economics

Economic approaches examine variables which predict transport mode use. For
instance, the selection of a transport mode appears to be more 'elastic' by time than cost
- j o u r n e y time is more salient than cost in predicting how people travel. Thus, measures
which increase travel speed will tend to increase traffic growth (Pfleiderer and Dieterich
2003).
Economic models can simulate how numerous variables interact to explain demand for
transport. Dupuy (1999) examines the 'magic circle' of automobile use, whereby
infrastructure for cars generates demand for cars, and vice versa. Three effects were
identified to quantify this process:
-

the club effect: the benefits of being a driver increase the more drivers there are
who belong to the club (eg. the more drivers there are, the more traffic rules are
geared towards fast car travel);

-

the fleet effect: the benefits of owning a car increase the more cars there are in
the fleet (eg. more places that sell them, mechanics to repair them etc);

-

the network effect: the benefits offered by the road network increase with the
number of people using it (eg. traffic congestion ensures polifical support for
government expenditure on road maintenance and construction).
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T h i s research supports r e c o m m e n d a t i o n s for 'structural' interventions that could c u r b
such e f f e c t s , such as urban planning that reduces the n e t w o r k e f f e c t , and licensing rules
that c u r b the club e f f e c t ( D u p u y 1999). T h e s e p h e n o m e n a suggest the operation of
social and political capital, w h e r e b y groups of people mobilise p o w e r to support their
c o m m o n interests. T h e w a y s in w h i c h people w h o belong to a club or fleet m i g h t act to
g e n e r a t e these e f f e c t s r e m a i n s u n e x p l o r e d within the e c o n o m i c perspective.

1.3.4

History

Historical m e t h o d s build on cross-sectional insights by elaborating on the e m e r g e n c e
and growth of social trends, and the events that corresponded to the s u c c e s s or failure of
technology. History highlights the contingent, i m p r o m p t u and negotiated d e v e l o p m e n t s
that underpin even s o m e t h i n g as ubiquitous as car travel. Australian historian, Knott,
has written detailed accounts of the introduction and initial take-up of the a u t o m o b i l e in
Australian c o m m u n i t i e s (Knott 1994b; Knott 2000), and the rise in traffic injury rates
and associated political debate and legislative action in N e w South W a l e s ( K n o t t
1994a). Tranter builds a theoretical argument about the role of law in s o c i e t y ' s
m a n a g e m e n t of t e c h n o l o g y b a s e d on a historical analysis of the first legislative act
c o n c e r n i n g m o t o r vehicles in the Australian state of Victoria (Tranter 2005).
D a v i s o n ' s w e l l - k n o w n history of M e l b o u r n e provides detailed a c c o u n t s of h o w and w h y
transport c a m e to b e valued at the turn of the twentieth century ( D a v i s o n 1978). His
m o r e recent history focused on the automobile and provides a u n i q u e a c c o u n t of the
s y m b o l i s m of the m o t o r vehicle in Australia by describing h o w the car has f e a t u r e d in
music, literature, poetry, film and other visual art (Davison 2004). T h e s e descriptions
give a sense of the affinity that m a n y Australians feel for the m o t o r car:
" L i k e a h u m a n love affair, our love affair with the car u n f o l d e d , step b y step,
f r o m its first m o m e n t of distant admiration through casual a c q u a i n t a n c e ,
infatuation and deep b o n d i n g to taken-for-granted f a m i l i a r i t y . "
(Davison 2004, pxii)
T h e historical descriptions o f f e r e d by D a v i s o n (2004) of h o w A u s t r a l i a n s a c c e p t e d the
m o t o r vehicle w e r e at times uncritical. H e attributes a great deal of a g e n c y to the actors
w h o w e r e involved in the initial m a s s c o n s u m p t i o n of the a u t o m o b i l e . For e x a m p l e , in
his chapter on the role of the car in g e n d e r conflict and the f e m i n i s t m o v e m e n t , D a v i s o n
uses data f r o m interviews he c o n d u c t e d with f e m a l e drivers w h o acquired their licenses
in the 1970s. H e argues that " m o s t w o m e n w e r e in n o doubt of the liberating potential
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of the c a r " ( D a v i s o n 2 0 0 4 , p47) as they d e m a n d e d a c c e s s to cars to facilitate their
s h o p p i n g and caring tasks. An alternative interpretation of this data is that g e n d e r roles
w e r e r e i n f o r c e d and maintained by the introduction of the a u t o m o b i l e to existing
practices. Feminist historical analyses reveal a c o m p l e x relationship b e t w e e n g e n d e r
and a u t o m o b i l e s ; in m a n y w a y s the car w a s co-opted to reinforce g e n d e r distinctions as
well as used to contest them ( S c h a r f f 1991; Clarsen 2000).

1.3.5

Sociological approaches

Theorising

automohility

Eight y e a r s ago, Sheller and Urry (2000) pointed to a lack of attention to the m o t o r
vehicle in the sociological literature, noting that industrial sociology, sociology of
c o n s u m p t i o n and urban studies have been particularly negligent given the importance of
the a u t o m o b i l e to these areas. Since then, there has been a great surge in publications
c o n c e r n e d with theorising the role of the a u t o m o b i l e in m o d e m social life. T h e s e
include t w o j o u r n a l special issues (both of w h i c h w e r e subsequently published as
b o o k s ) in w h i c h n u m e r o u s sociologists (discussed b e l o w in this chapter) e n g a g e with a
r a n g e of social theories in discussing car reliance (Urry 2004; B o h m et al. 2006).
T h e bulk of this sociological work seeks to explain the role of the automobile in
m o d e r n i t y , and in particular the c h a n g i n g nature of time, space, culture and social
relations. T h i s approach is e x e m p l i f i e d by G a r t m a n (2004), w h o theorises the c h a n g i n g
social role of the car in the reproduction of class distinctions across three c o n s u m p t i o n
p a r a d i g m s : high culture, m a s s c o n s u m p t i o n and p o s t m o d e m i t y .
T h e f o l l o w i n g features of automobility m a k e it essential to u n d e r s t a n d i n g m o d e r n i t y
(Sheller and Urry 2 0 0 0 , p738-9):
-

T h e a u t o m o b i l e is " t h e quintessential m a n u f a c t u r e d o b j e c t " and a m a j o r item of
c o n s u m p t i o n , s e c o n d only to the house;

-

C a r u s e inspires "an extraordinarily p o w e r f u l machinic c o m p l e x " in the
infrastructure, industry, and s y s t e m s that support and r e p r o d u c e the use of the
car;

-

M o t o r i s e d travel is the most c o m m o n f o r m of mobility;

-

C a r reliance is a pervasive and d o m i n a n t culture in terms of n o r m a l , accepted
practices as well as in cultural i m a g e s and s y m b o l s ; and

-

A u t o m o b i l i t y is a m a j o r cause of global e n v i r o n m e n t a l resource use.
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Although the car is said to provide its own freedoms, these are offset by the ' c o e r c i v e '
structures imposed by automobihty in modernity (Sheller and Urry 2000). Admittedly,
the car provides people freedom to dictate their own schedules, rather than c o n f o r m to
the timetables of public transport. However, the fast pace and spatial distribution of
activities enabled by the vehicle in turn create a new kind of structuring pressure, felt by
the mdividual as a responsibility to organise, schedule and perform highly complex
routines, which only the auto can support (Sheller and Urry 2000). The notion of
'effective speed' highlights how accounting for the time it takes to earn m o n e y to run a
vehicle, purchase fuel and service o n e ' s car, shows that vehicle ownership is more time
intensive than its high velocity on the road may imply, and more time intensive than
modes such as cycling and bus (Tranter 2004).
As well as time constraints, automobihty creates spatial constraints (Sheller and Urry
2000). People move across great distances due to urban sprawl and suburbanisation,
land use purposes are segregated and fragmented, and car-only environments have
emerged. The capacity for motorised freight supports national and global marketplaces
so that commodities travel great distances between producer, retailer and c o n s u m e r
(Boge 1995).
The motor vehicle is leading to "new urban subjectivities" (Sheller and Urry 2000,
p747) whereby our experience of the world is increasingly mediated by the car.
Journeys are seamless and people can and do avoid contact with each other by travelling
in their own separate machines. One can also avoid contact with o n e ' s surroundings
with sound proofing and temperature control. Increasing time pressures motivate people
to stay in their cars using 'drive-in' and 'drive-thru' services where they can. Large
swathes of cities are now 'car-only environments'. As such, the " c o m i n g together of
private citizens in public space is lost" (Sheller and Urry 2000, p746).

Political economy
Paterson's (2000) global political economy of the automobile seeks to demonstrate the
social processes that led to the car gaining the dominant status it has today. His article
describes the various ways in which the motor car has b e c o m e "perhaps the symbol of
progress for most of the twentieth century" (Paterson 2000, p263). In doing this, he
points to the special quality of the automobile industry, that it served a dual e c o n o m i c
function: "the capability to c o m m o d i f y means of mobility, and at the same time
accelerate the movement of goods and people in the e c o n o m y " (Paterson 2000, p265).
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Transport growth has been long presumed to be closely related to economic
development. Paterson (2000) argues that this is not only because the car facilitates the
m o v e m e n t of goods and people within the e c o n o m y . The car industry came to be
regarded as vital by the public and governments for many reasons, including: its key
role in developing mass production techniques and shaping labour relations;
contributing to the ' r e g i m e of accumulation' and mass consumption; by stimulating
other m a j o r industries (such as oil, steel and construction); and, as it was the first
industry to go multinational it was instrumental in globalisation (Paterson 2000).
The success and p o w e r of the motor industry went hand in hand with a belief by
governments of the importance of supporting automobility, and as such "a successful
car industry has been widely taken to be a necessary condition for a successful
economic development strategy by national states in the twentieth century" (Paterson
2000, p 2 6 l ) . This government support is manifest in actions such as absorbing the costs
of road building, neglect of public transport and non-motorised transport forms,
subsidisation of car use and, on occasion, collusion to remove motor vehicle industry
competitors (Paterson 2000).

Reproduction of class
There are socioeconomic inequalities in access to motor vehicles for transport. Much
sociology argues that automobility is socially divisive, undermining social relations
through changes to space and time, as well as conferring mobility benefits to the
advantaged while the brunt of the risks are borne by the disadvantaged (Jain and Guiver
2001). The first half of this chapter illustrated how this is evident in the detrimental
health and mobility and access inequities that arise f r o m modern car reliance.
A study of transport in London revealed that the dominance of the automobile
contributed to the reproduction of economic disadvantage for poorer groups (Froud et
al. 2002). People with low incomes are less likely to have access to adequate public
transport and are often compelled to own a car in order to participate in the workforce.
Maintaining a vehicle is expensive, especially old vehicles which are cheaper to buy,
but are unreliable and expensive to maintain. This study showed that low income
households w h o o w n a car spend nearly one third of their disposable income on it whilst
richer groups w h o own a greater n u m b e r of more reliable cars, spend one fifth of their
income on motoring. Thus, the necessity of o w n i n g a vehicle condemns poorer groups
to even lower available income after the costs of transport are paid (Froud et al. 2002).
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A subsequent sociological analysis showed h o w the experience of motoring, and the
financial management of vehicle ownership, varies for people from different class
backgrounds (Froud et al. 2005). This study illustrated h o w car purchase, the cost of
running and maintaining a vehicle, and decisions about when to use o n e ' s car depend on
socioeconomic circumstance. People f r o m wealthy households have more f r e e d o m to
purchase a car of their choice and travel w h e n they like. Middle income groups are m o r e
likely to have fewer alternatives to car travel, which enforces car ownership, and for
which financial sacrifices must be made. A m o n g the lower income groups, vehicles are
more likely to be bought due to necessity, and owning a car tends to cause financial risk
and uncertainty for the household (Froud et al. 2005).

Sociology of technology
Other have argued for the use of sociological theories of technology to account for more
than just the role of human actors, but also the social nature of machines, and the
systems that support them, in order to properly analyse automobility (Freund and Martin
1996; Beckmann 2001).
Beckmann (2001) used an approach called Large Technological Systems theory to
examine the automobile. This theory suggests that technologies are used and
reproduced, "by creating social, spatiotemporal, and technological conditions that
restrict the genesis of any other mobility paradigms" (Beckmann 2001, 595). In other
words, the automobile may be regarded as like a "self-reproducing entity" ( B e c k m a n n
2001, p596). As the system of automobility becomes more entrenched, debate about the
transport system becomes increasingly bounded by the assumptions of automobility.
Thus change is limited to modifications within the system, rather than a transition away
f r o m it (Beckmann 2001).
Freund and Martin (1996) also conceptualise the automobile as a technology requiring a
system of use to support its adoption. The car was not only a technological solution to a
felt need, but came to inspire n e w social activities that b e c o m e normal, habitual and
repetitive to the point where driving "becomes universalised... eclipsing alternatives"
(Freund and Martin 1996, p8). Rather than focus on the spatial and temporal aspects of
automobility, these authors describe how the capitalist economic system has
incorporated the automobile such that the costs of mobility are socialised, whilst the
profits are privately accrued. They assert that the popularisation of the motor car is
"testament to the power of capitalism to structure consumption - both collective and
private" (Freund and Martin 1996, p3).
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An Actor Network Theory ( A N T ) approach to automobihty conceptualises a system
comprising three elements: the 'spatio-temporal' context, the h u m a n subjects and
vehicles ( B e c k m a n n 2001). Many of the observations discussed earlier in this chapter,
about h o w the car has changed the social experience of space and time, describe the
spatio-temporal context of automobihty. The A N T perspective acknowledges the role of
both h u m a n s and technologies, and especially the interactions between them, drawing
attention to how h u m a n s and automobiles together act as quasi-objects (Beckmann
2001). T h e approach emphasises the need for humans to step outside their humanvehicle hybrids, and the automobihty paradigm altogether, in order to evaluate whether
a u t o m o b i h t y is desirable. Only from a broader perspective - which Beckmann calls
'reflexive automobilisation' - can the risks and pitfalls of car reliance be critically
evaluated (Beckmann 2001).

Gender and cultural studies
In her anthropology of youth car cultures. Best (2006) highlights how car-focused
practices such as ' c r u i s i n g ' and 'racing' are motivated by the desire of young people to
be visible, to test different identities, to push boundaries and define themselves. She
describes h o w girls describe the cruising scene as holding opportunities for selfdetermination and the expression of "girl power". However, these scenes are governed
by strict and highly gendered protocols, and girls w h o participate risk numerous dangers
by not adhering. Best also offers a depiction of h o w efforts around masculinity and
ethnicity interweave when boys build and race their cars (Best 2006). The capacity for
the automobile to be co-opted into numerous, diverse cultural practices is elaborated in
a collection of essays edited by Miller (2001a).

Psychosocial

approaches

A study of w o m e n w h o lived in suburban Sydney and the Central Coast of N e w South
Wales illustrated the importance of their automobile for women in achieving their goals
as mothers (Dowling 2000). Although many of the interview participants felt
ambivalent about driving, they were unanimous that a motor vehicle was essential for
them to perform their daily activities, partly due to the practical pitfalls of using public
transport, such as timing and safety.
Cars were regarded as important because they helped the mothers provide the best
opportunities for themselves and their children (Dowling 2000). With access to a car, a
parent can send each of their children to the school that best fits their child's needs, no
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matter where it was located. Thus, the places where, and the people with whom, these
families spent their time were defined by these women in terms of the interests of the
children, not location (Dowling 2000). In this way, the automobile is a crucial tool in
the growing trend of child-centred parenting (Dixon and Banwell 2004). The mothers
interviewed by Dowling (2000) had complex schedules: one single mother drops off her
six children at primary school, high school and paid work in the morning, visits people
and shops during the day, picks the children up and takes them to friend's places in the
evening.
A Danish qualitative study of transport identified six mobility types, which were then
characterised in detail using a large quantitative survey (Jensen 1999). The six types are
summarised in Table 1.4.

Table 1.4: Six mobility types identified by Jensen (1999)
Category

Definition

Passionate car drivers

Love their car.

Everyday car drivers

Use car because it is quickest, cheapest, easiest.

Leisure time car drivers

Would rather not use car at all, only use it for shopping,
visiting etc.

Cyclist/public transport
users of heart

Dedicated to cycling/public transport and don't want to own
or use a car.

Cyclist/public transport
users of convenience

Cycling or travel by public transport because it is quickest,
cheapest, easiest.

Cyclist/public transport
users of necessity

Can't afford a car, but would like to have one.

This research reveals the discourse and symbolism that surrounds the motor vehicle. For
example, the three-quarters of the survey participants believed the car to be a symbol of
independence. Almost half of the dedicated cyclists and public transport users of
convenience agreed with this statement, despite which "many of those interviewed
managed daily life with a bicycle and public transport without problems" (Jensen 1999,
p28). In addition, whilst almost everyone agreed that car reliance causes environmental
strain, and that this worried them, few considered it would be acceptable to sacrifice
their access to an automobile (Jensen 1999).
A more recent study of transport choices used a grounded theory approach to analyse
the reasons people state for their mode choice (Gardner and Abraham 2007). The results
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were consistent with many of the observations offered by other sociological
perspectives, such as the importance of journey time, sense of control and affect, effort
minimisation and economic costs. Their discussion highlighted how many of these
perceptions may have been unrealistic, such as an underestimation of the time and
financial

costs of car use.

A recent journal special issue also explored the use of travel time as a unique and
relevant part of daily social life (see Mokhtarian 2005 for the guest editorial). These
articles illustrate the ways in which travel is not only utilitarian, a chore to be completed
as quickly and cheaply as possible, but that travel time offers opportunity for many
kinds of social, psychological, economic and cultural fulfilment.

Embodiment
Sheller and Urry have been leaders in drawing the attention of sociologists to
interrogating the physical, emotional and cognitive dimensions of travel (Sheller 2004;
Sheller and Urry 2006; Urry 2006; Binnie et al. 2007; Sheller 2007). Their research has
drawn attention to the phenomenological dimensions of the 'human-machine hybrid',
and understanding how social relations change when mediated by technology (Sheller
and Urry 2000; Urry 2006). The automobile is a site of constant innovations in
microclimate control, ergonomics, and information communication which shape the
bodily experience of motoring (Sheller 2004; Sheller 2007). The automobile also
shaped the physical experience of the city, even when not motoring (Taylor 2003).
The physical aspects of motoring had not been entirely ignored by sociologists. For
example, Clarsen (2000) provides a richly detailed historical analysis of how w o m e n ' s
and m e n ' s bodies actually, and supposedly, interacted with the motor vehicle, and how
gender was constructed through that interaction.

1.3.6

The need for a sociological approach to transport and health

From global industrial complexes, through to the design of cities and economic systems,
patterns of social relations, and psychological and physical experiences, transport
pervades social life at all scales. Automobiles are so universal and pervasive they are
almost invisible. Across the social sciences, multiple theories and methods have been
deployed in exploring these phenomena.
Miller (2001b) argues that there has been neglect in the sociological and anthropological
literature of research that focuses on car use in daily life. He hopes for more research
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that empathetically elaborates on the role of the car in culture. Scrutiny of car-dependent
practices can act as a sociological lens for understanding broader social processes:
"The problem for the study of car cultures, as o f culture more generally, is to
retain the link between the micro-history o f ethnography and experience and an
appreciation of the way these are shot through with the effects and constraints o f
acts o f commerce and the state."
(Miller 2001b, p l 7 )
The need for research into how social practices arise from the intersection or negotiation
between structural processes and human agency is paralleled in health research. As
'diseases of lifestyle' arising from behavioural risks such as smoking, poor diet and
inadequate physical activity have become the predominant causes of ill health, public
health is increasingly focusing on unhealthy environments and the nature o f social
practices. Social epidemiologists are also engaging with the social sciences to better
explain the reproduction of health inequalities, as seen in debates about the material
versus cultural explanations for the relatively worse health outcomes o f disadvantaged
groups. The next chapter begins with a discussion of how health researchers are
attempting to improve social explanations for the distribution of health outcomes.
This thesis responds to Miller's advice for improving social research on the automobile
by drawing on research about the role of cultural, economic, and political processes and
urban structures as well as people's stories about their lives and the physical, cognitive
and emotional experience of travel. As well as providing a much-needed integrated
account of car cultures in Australia, the thesis also explores how these car cultures
operate as a social determinant of health inequalities, thereby also contributing to
current questions being tackled in social epidemiology. The next chapter outlines how
and why Bourdieu's theory was employed in studying the complex nature o f transport
as a social determinant of health inequalities.
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2 Applying Bourdieu to study transport practices
and health inequalities
This thesis responds to a growing recognition o f the value o f Pierre Bourdieu's theory
for studying the social reproduction o f health inequalities. This chapter begins with a
summary o f how sociological ideas are being applied in health inequalities research, and
in particular the ideas o f Bourdieu.
Bourdieu theorises social life across many levels from social structures, through to the
shared practices o f groups, individual experiences and psycho-biological mechanisms.
The expansive focus o f Bourdieu's theory, and his recognition o f the dynamic nature o f
social reproduction, means it is useful for studying a complex social determinant o f
health inequalities such as car reliance. However, applying Bourdieu's theory is not
straightforward and there is little guidance in the academic literature on how to do so.
This chapter offers a discussion o f Bourdieu's sociology, and then explains how his
ideas are applied in this PhD research. 1 outline a research approach that draws on the
breadth o f Bourdieu's theory by focusing on three major concepts - field, capital and
habitus - which are integrated theoretically but applied in distinct ways.

2.1 Sociological approaches to health inequalities research
Ten years ago, a critical mass o f edited collections was published that elaborated on the
need for social explanations o f the observed inequalities in health outcomes between
classes, ethnic groups, places and the genders (Bartley et al. 1998; Marmot and
Wilkinson 1999; Berkman and Kawachi 2000; Graham 2000; Eckersley et al. 2001).
A number o f social scientists o f health built on these foundations by showing how
sociological and anthropological ideas can be used to study the social processes that
reproduce health inequalities (for example, Cockerham et al. 1997; Popay et al. 1998;
Frohlich et al. 2001; Graham 2002; Popay et al. 2003; Williams 2003; C o b u m 2004;
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Graham 2004; Cockerham 2005; Singh-Manoux and Mamiot 2005; Carpiano and Daley
2006).
Using social theory to study health inequalities addresses the absence of discussion
about the central construct of socioeconomic position. Implicitly, much social
epidemiology has presumed socioeconomic position to operate at the level o f the
individual. For example, income is interpreted as a measure of material living standards;
education as a reflection of behavioural tendencies, health literacy or ability to cope;
and occupational status as a proxy for workplace hazards (see for example Manor et al.
1997; Geyer and Peter 2000).
Some social epidemiologists acknowledge the existence o f processes occurring at levels
beyond the individual that have relevance for health:
"Even as we use individual-level indicators, we should keep in mind that they
are derived from larger social and economic processes that shape the distribution
of education, occupation and income across the population."
(Lynch and Kaplan 2000, p22)
Social theory provides an opportunity to more fully explore those larger processes in
order to better understand the relationship between class location and health. The
benefits of a more comprehensive and thoughtful perspective are not just academic.
Public health research that uses sound theory, narrative data and natural experiments in
policy, is considered useful by health policy makers (Whitehead et al. 2004).
In the last decade, a number of researchers have argued for the relevance o f Bourdieu's
theory to public health but few have put his ideas into practice. Many authors have
proposed habitus as a useful concept in their critiques o f social epidemiology and new
theorisations of'health lifestyles' and health inequalities (Williams 1995; Cockerham et
al. 1997; Forbes and Wainwright 2001; Frohlich et al. 2001; Williams 2003; Cockerham
2005). Other concepts developed by Bourdieu have also been endorsed by health
researchers, such as:
-

Hexis, embodiment, taste and practice (Williams 1995; Cockerham et al. 1997;
Crossley 2001);

-

Symbolic violence (Forbes and Wainwright 2001);

-

Capital (Buzzelli 2007) and social capital (Carpiano 2006);

-

Field, social space and physical space (Gatrell 1997; Crossley 2001); and

-

Historical accumulation of social struggle (Williams 2003).
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A handful of researchers have empirically responded to these appeals for the use o f
Bourdieu. Some qualitative researchers have used his ideas in data analysis (Poland
2000; Crossley and Crossiey 2001). Virtanen et al (2000) organised an ambitious multimethod quantitative study of sickness absences according to the concepts o f practice,
capital, habitus and field. A study of social capital and neighbourhood health was
conceptually informed by Bourdieu's notion o f capital (Carpiano 2007). In addition,
multiple correspondence analysis (used by Bourdieu 1984) has been adopted to
statistically analyse and map the distribution o f health between places and classes in
social space (Gatrell et al. 2004; Veenstra 2007).

2.2 Introducing Bourdieu
Pierre Bourdieu (1930-2002) is variously considered to be an anthropologist, sociologist
and philosopher. He utilised multiple research strategies and employed qualitative and
quantitative methodologies to produce a range of studies: ethnographies of local
cultures; large-scale social surveys; political analyses of class relations, production and
consumption; theories of 'high culture' and taste; sociological accounts of the life
circumstances o f groups and their practices; and description o f psycho-biological
mechanisms in the embodiment o f social structure. Despite the diversity and breadth o f
his research output and theorising, based primarily on fieldwork in Algeria and France,
a core agenda permeated Bourdieu's work. The purpose and outcome o f much of his
research was to reveal the unequal distribution of social power and privilege and how
such inequality is reproduced in society (2005b). To achieve this, Bourdieu developed
many concepts and articulated them into a coherent theory of social life.
Bourdieu's ideas were not initially well received by Western academics, partly due to
language problems, but also because American sociology was ill-prepared for
Bourdieu's novel perspectives (Wacquant 1993). Initial resistance to engaging properly
with his perspectives was eventually eroded as more of his work was translated and
Western academics increasingly devoted themselves to explaining and critiquing his
ideas (see for example Jenkins 1992; Calhoun et al. 1993; Webb et al. 2002). Warde
(2002) explains that as Bourdieu's ideas were increasingly understood and utilised, by
the 1990s he became "the world's most eminent sociological theorisf (pi003); a
recognition Warde believes was overdue.
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A steadily growing body of sociology has explicitly attempted to employ aspects of
Bourdieu's theory in various settings (Sallaz and Zavisca 2007). Most notably, a team
of internationally recognised geographers and sociologists have conducted a large study
of cultural tastes in Britain, the methods of which were guided by Bourdieu's work in
Distinction (Bourdieu 1984). Two journal special issues present findings from this
research: the British Journal of Sociology (edited by Savage and Bennett 2005); and
Cultural Trends (edited by Bennett and Silva 2006). Prior to that, an Australian study of
class, tastes and cultural pursuits had attempted to replicate Bourdieu's approach
(Bennett et al. 1999). The breadth of Bourdieu's application in Australian sociology is
also reflected in the collection of essays Habitus: A Sense of Place (Hillier and Rooksby
2005a) which apply habitus in modem Australian circumstances and cultures.
Despite the growing popularity of Bourdieu's concepts in sociology, a number of
obstacles stand in the way of applying them. The following hurdles are noted by Warde
(Warde 2002, pi008-9):
-

Bourdieu's major concepts cannot be readily used in isolation.

-

It is not obvious how one should use his concepts to pose research questions and
design a study.

-

To tackle these challenges, the researcher has to immerse herself deeply in the
theory, and in so doing the demands for reflexivity are great.

-

It is difficult to obtain the historical perspective needed to understand and
explain events in fields.

-

Bourdieu's sociology is relational and therefore concerned with processes that
are dynamic, contested, interactive and always context-dependent. The relevant
data and analyses for these processes are difficult to observe, organise and
describe sensibly.

Bourdieu acknowledged the difficulties faced by researchers who seek to employ his
theory. He and his colleagues have argued that part of the problem has been
misinterpretation of their ideas and arguments that are continually repeated in
sociological literature (Wacquant 1988; Bourdieu 2005a). The solution, they suggest, is
in a more careful reading and rigorous application of the concepts, a recommendation
consistent with Warde's (2002) observation of the necessity for immersion in the theory
in order to be able to use it. But Bourdieu also reminds us that such an immersion in the
abstract must be complemented with the pursuit of a "practical mastery of [a concept's]
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properties - for sociology, too, is an art" (Bourdieu 2005a, p49). In other words, the
theory comes alive in empirical practice.
The remainder of this chapter explains how 1 have used Bourdieu's theory to organise a
study o f transport as a social determinant o f health inequalities. My theoretical approach
responds to a major theme in Bourdieu's theory - namely, struggle - which is discussed
in the next section. I argue that three major concepts of Bourdieu's can be deployed to
scrutinise social struggle through different lenses: field, capital and habitus.

2.3

Interpreting Bourdieu

A central preoccupation o f sociological theorising has been attempting to untangle
structure and agency, and describe how the two interact to shape social action.
Structuralists, following in a tradition begun by Levi-Strauss, have emphasised the
determining influence of institutions, norms, power, inheritance and other processes
outside o f individual control. Alternate theories, building on the work of Sartre, instead
emphasise the human potential for retlexivity, and the significance of unintended
consequences and uncertainty, in making society (Callinicos 1999; Sallaz and Zavisca
2007). Bourdieu tackled these debates, along with a number of his contemporaries,
including Giddens and Foucault.
Bourdieu's dispute with these debates is that they are based on an artificial assumption
that a valid distinction can be drawn between objectivist and subjectivist accounts of the
social world (Bourdieu 1977; Jenkins 1992). Rather, Bourdieu says empirical
boundaries cannot be drawn between forces inside and outside the individual; nor for
that matter between the subjective, lived, biased and partial perspective of the social
agent as opposed to the objective and scientific accounts of the sociologist. Bourdieu's
theory ambitiously offers another approach to conceptualising the social reproduction o f
processes and practices. This conceptualisation hinges on habitus as a central idea.
Habitus may be understood as the cohesion of multiple social processes, in the
individual, where they manifest as observable dispositions and lifestyles (Bourdieu
1977). These processes include: a history of political struggle; the social conditions and
rules that prevail in the present; family life and interpersonal interaction; shared
cultures; and individual interests, thoughts and emotions. Habitus accounts for the
mundane and habitual social practices that underpin social reproduction by articulating
the relationship between enduring and powerful social processes and the individual.
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And by acknowledging the strategy and invention that goes into struggles over power,
habitus also provides scope to understand and identify purposeful and reflexive action,
and examine the possibility for social change. Habitus is how all these processes come
to 'fit', or maybe just uneasily co-exist, together - in one's body and imagination - as
"history turned into nature" (Bourdieu 1977, p78).
A dynamic view of society pervades Bourdieu's theorising. Struggle, stakes and
strategy are themes across all of his writing, seen for example in the traditional and
fonnal contests over culture described in Distinction (Bourdieu 1984) or the
disorganised and discriminating distribution of privilege and advantage analysed in The
Weight of the ffoWc/(Bourdieu 1999). Bourdieu's theory embraces the tlux and
complexity of social life, accepting that its causes are sometimes sophisticated and
sometimes serendipitous. Negotiation and strategy can be observed in individuals as
they manage their daily existence, or when they participate in formal and informal
competitions for power. Negotiation and strategy can also be seen in society-level
contests and decisions that involve many or all citizens. In the context of all such
struggles, classes come into being and mobilise power as and when exigencies arise.
Always, the privileged exert their influence and others must navigate through the
continually emergent conditions and rules that are created by those who hold power.
Bourdieu's definition of class also upends traditional fixed abstractions, because he
acknowledges the ongoing and covert nature of class conflict (Bourdieu 1984).
Bourdieu adopted a Marxist perspective in the sense that he believed classes to be real
groups of people who collectively possess more or less power to act, as opposed to the
Weberian notion of socioeconomic status as a continuous linear hierarchy. For
Bourdieu, class is not only a descriptive theoretical category; he - along with Marxists saw classes as real "agents of social change" (Clegg and Emmison 1991, p31). To
measure class is like taking a "photograph of a game of marbles... the survey freezes a
moment in the struggle" (Bourdieu 1984, p245).
Bourdieu's theory of class diverges from Marxism by arguing that the economy is just
one sphere where the unequal distribution of social power occurs (Bourdieu 1984). The
multi-dimensional nature of power poses a problem for the researcher who wants to
delineate empirically between objective classes. No indicator can be exact or durable in
allocating class membership. Class is not a property of individuals but a manifestation
of ongoing economic, cultural and social struggles between organised, disorganised, or
opportunistic groups of people. In other words, Bourdieu says classes "function in their
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practical state, for practice (and not for the sake of pure knowledge)" (Bourdieu 1984,
p467).
In a rare use of positivist language, Bourdieu used a formula to illustrate how his key
concepts are inter-related in their explanation o f social practice: "[(habitus)(capital)] +
field = practice" (Bourdieu 1984, p l O l ) . Each o f these concepts is explained in the
remainder o f this chapter. The point of this formula is to illustrate that none o f these
concepts can solely offer a sufficient explanation of social action, but the theory must be
deployed holistically.
This PhD study was framed according to three of Bourdieu's concepts, each of which
offers a unique but complementary vantage point in observing social struggle:
-

Fields: the site o f struggles, that is, the conditions and rules.

-

Capital: a metric for the power at stake in the various struggles.

-

Habitus: embodied dispositions, skills and knowledge, shared by members o f a
class, enabling them to compete for capital in the field.

Bourdieu argues that society is comprised o f multiple fields, and in each field a unique
form o f capital is at stake. Thus, a researcher may study one or more fields such as the
economic field (or the field o f economic capital), the cultural field (or the field o f
cultural capital), or the field of health (which Bourdieu called the field of physical
capital).
The most salient fields for explaining habitus are economy and culture (Bourdieu 1984).
Bourdieu argues that the relative social power o f classes are best approximated
according to overall stores o f economic and cultural capital, and the composition of that
capital, namely the ratio o f cultural and economic capital (and also social capital)
(Bourdieu 1984, pi 14-16). Cultural and economic concerns are likely to provide some
motivation for many or most social practices. All fields are most effectively studied
with reference to these two cores fields o f power.
This thesis explores the role o f transport in the reproduction o f health inequalities. In
conceptualising transport as physical 'mobility', I deploy all three o f the vantage points
described above - fields, capital and habitus. This thesis therefore elaborates on: the
structure and function o f the mobility field; the nature o f use o f mobility capital; and the
role o f habitus in facilitating mobility. All three dimensions have implications for the
field o f physical capital, or health; as well as being mutually influenced by struggles in
the cultural and economic fields.
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2.4 Operationalising Bourdieu
The remainder of this chapter provides a more detailed introduction to each of the three
conceptual vantage points - fields, capital and habitus - that are applied in this thesis.

2.4.1

Fields

Bourdieu's concept of'fields' employs the analogy of social space to describe how
power is unequally distributed between people. In the field, individuals and groups are
positioned in more or less powerful locations (Bourdieu 1998). Positions in the field are
the result of relative success in the competition for the type o f capital at stake in that
field. At a given time, the field is the accumulated outcome o f struggles: capital
unequally distributed between people.
As players move to more powerful positions they become better equipped with capital and are therefore better placed - to compete in subsequent contests in the field.
Bourdieu states:
"1 define the global social place as a field... within which agents confront each
other, with differentiated means and ends according to their position in the
structure o f the field."
(Bourdieu 1998, p32)
In this way, the analogy o f the field as social space encapsulates its role as the site
where struggles over capital occur.
Bourdieu used the analogy of a game to explain how struggles over capital proceed and
in this analogy the field is the site of the game (Webb et al. 2002). The field
encompasses: the social and physical conditions where the contest takes place; the rules
of the game and the referees who uphold them; the distribution of resources that may be
employed; and opponents who possess varying skills and capacifies to compete.
Agents compete for capital according to the unique 'rules of the game' in the relevant
field. For example, principles o f capitalism regulate part o f the competifion in the
economic field, and academic standards define some o f the compefition in the cultural
field. Success in a field results from the agent effortlessly and effectively following the
rules, strategically using those rules to their advantage. Moreover, powerful groups are
continually modifying the rules or establishing new ones, thereby staying ahead o f the
other classes and ensuring the rules always work in their favour. For example, Bourdieu
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(1984) explains how the dominant classes in the cultural and economic fields each set
the rules of the field to their own advantage, thereby maintaining their power.
The nature of the competition for a f o m i of capital is unique to its field. For example, in
the economic field, agents seek money, work to ensure the value of their assets and their
capacity to continue to own and acquire such things, in the cultural field, where people
compete for cultural capital, the contest calls on people's ability to appreciate, produce
and understand 'legitimate' forms of knowledge or art. Cultural capital is acquired
through formal institutions - education, museums, galleries etc - as well as informally
through the family (Bourdieu 1998).
Society is comprised of many fields, which intersect and influence each other.
According to Bourdieu (1984), there is much to be learnt about the reproduction of
power by studying not only competition for capital within a field, but also the
transfonnation or exchange of capital between fields (Hinde and Dixon 2007). For
example, economic capital can be transformed into cultural capital: an individual can and increasingly must - spend economic capital to acquire cultural capital in the form of
formal education; and powerful economic groups (eg. companies) gain power in the
cultural field by establishing or influencing cultural institutions. Conversely, cultural
capital can be transformed into economic capital: acquiring a university degree can
improve o n e ' s chance of success in the economic field; and cultural works and
specialist knowledge are mobilised to reproduce the power of the dominant class in the
economic field (Bourdieu 1984). Any given form of capital is better understood in terms
of its use and value in other fields.
Fields have observable features that emerge from, and shape, contests over capital. The
Social Structures

of the Economy

(Bourdieu 2005b) provides a history of government

policy and law related to the housing market. This history illustrates how government
agendas, cultural values and local issues together manifest as regulations, rules and
subsidies. Bourdieu explains how these processes and products affect, for example, the
tone and content of interactions between real estate agents and home buyers, in the form
of sales techniques, contract specifications and financial incentives. Even more tangibly,
the accumulated history of negotiations, debate and cultural traditions about housing
influences the physical nature of housing. Principles of land management, established
banking protocols, media portrayal of modern living, demographic and cultural changes
to the meaning of family and architectural trends all guide the design of m o d e m homes
and the way people live in them. Thus, the operation of the field can be observed not
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only by naming and quantifying the form of capital at stake but also through an
examination of economic, legal, cultural and physical structures that have arisen from
past negotiations and efforts, and shape future ones (Bourdieu 2005b).
The dual definition of fields - as both site and product of struggle - suggests there are
many channels for employing this concept in empirical research. Bourdieu illustrated
this potential by applying the concept in multiple ways. Distinction

(Bourdieu 1984)

focused on the cultural and economic fields. This work describes society-level contests
over the value and bestowal of these forms of capital. The contests occur between the
powerful classes, organisations and individuals, who arbitrate over the rules in the fields
that they dominate. Bourdieu (1984) reveals how these various contests across fields
coalesce, illustrating the particular importance of exchanges that occur between the two
powerful fields of economic and cultural capital. Distinction

also used individual-level

measurements of economic and cultural capital to graphically depict how power is
unequally distributed between the classes according to their relative stores of economic
and cultural capital. This provided a diagram of the result of previous contests,
indicating which groups were best placed to succeed in future struggles. For Bourdieu
(1984), the notion of field was a theoretical framework that drew attention to the site,
substance and result of struggles over capital. Empirically, it facilitated a stitching
together of qualitative analyses of the actions of social groups, and statistical
assessments of the outcomes of the competition for individuals.

2.4.2

Capital

Capital is the metric of power that is unique to a field. Although the term 'capital'
resonates with economic theory, Bourdieu uses this concept in a more qualitative and
open-ended manner than do economists. Capital is possessed not only in legal tender
and material assets but also as other resources including knowledge, skills, tastes and
embodied potenfial (Bourdieu 1986). The trade-offs made by the individual between
various forms of capital are not numerical or analytical. Such trade-offs are based on an
overall 'feel' for the various games, or fields, in which the agent is located and
implicated.
The pursuit and accumulation of capital is not usually linear or easily defined.
Economic capital is perhaps the most easily quantifiable. Indeed, the ease with which
economic capita! can be counted, manipulated and legally protected has contributed to
the dominance of the economic field in defining social power overall (Hinde and Dixon
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2007). However, obtaining an exact measurement of economic wealth is empirically
problematic, partly because its calculation relies on socially-constructed formulae, tools
and definitions which are used to manage finance in the market (Lebaron 2003; Miller
2004).
Other forms of capital are even more difficult to measure. Cultural capital, for instance,
may correlate with years and quality of education, but these numbers are only a proxy
for its true form (Bourdieu 1984). Cultural capital is knowledge, taste and appreciation
of academic subjects such as theory and art. It is embodied in values, ideas, language
and an affinity for particular cultural practices and artefacts (Bourdieu 1998). By
encompassing such a range of qualities within the concept o f ' c a p i t a l ' , Bourdieu
"gives economic terms a non-monetary and non-quantitative meaning as if
'social evaluation' was a general phenomenon, whereas strictly monetary or
quantitative evaluations are historically specific constructs giving birth to the
'economic

field'."

(Lebaron 2 0 0 3 , p 5 5 8 )
Bourdieu's nodon of capital as social evaluation helps sociology to expand on simplistic
notions o f ' r a t i o n a l acfion'. If a person's behaviour appears financially 'irrational' it is
better explained with reference to their location, and the strategies they employ, in a
number of fields (Hinde and Dixon 2007).
People enter the various competitions for capital with different resources at their
disposal, depending on how well placed they are in the fields. Individuals operate from
different interests and attitudes, possess different kinds of power, and - depending on
where they are located within class struggles - they confront and respond to unique
social situations (Bourdieu 1977; Crossley 2001). A practice may be considered a
resolution of multiple pressures and purposes. With multiple objectives and varying
means to compete, the social world yields a multiplicity of strategies and practices. The
Weight of the Worldhy

Bourdieu et al (1999) illustrated the operation of power across

social space, its concrete manifestation in place, and the resultant unpredictably diverse
circumstances, biographies and ways of life of people in France.

2.4.3

Habitus

Habitus refers to everything about a person's way of being: their manner, what they do,
how they feel about things, what they like to buy, what and how they eat, which
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activities they enjoy etc. Habitus suggests that these various practices and commodities
combine in a patterned way, reflecting a set of underlying principles, concerns and
strategies (Bourdieu 1998). At its most basic, habitus is "schemes of perception,
appreciation, and action, which are acquired through practice and applied in their
practical state" (Bourdieu 1977, p97).
People acquire their habitus - their tastes, preferences and manner - through exposures
and experiences from family, school and elsewhere during childhood. The scope o f
formative, and adult, experience is circumscribed by the opportunities and constraints
that come with occupying particular locations across the fields. Accordingly, Bourdieu
defines a class as a group of people who experience social structure from a similar point
of reference: "the objective class [is] the set of agents who are placed in homogeneous
conditions of existence" (Bourdieu 1984, pi 01). As such,
"the habitus is this generative and unifying principle which retranslates...
position into a unitary lifestyle, that is, a unitary set of choices o f persons, goods
and practices."
(Bourdieu 1998, p8).
Much of Bourdieu's early anthropological work focused on practice. His study o f the
Kabyle of Algeria (Bourdieu 1977) illustrated how norms and guidelines for behaviour,
which are interpreted and improvised in negotiating the demands of daily life, serve to
"synchronise" and "orchestrate" people's various activities in space and time. Such
guidelines for practice are an intuitive understanding of who belongs where, and the
scope of acceptable and imaginable behaviour. This 'feel' for the "art o f living" that
enables and guides habitus (Bourdieu 1977, p8) is practical logic. Bourdieu explains:
"the practical mastery of the logic or o f the imminent necessity of a game - a
mastery acquired by experience of the game, and one which works outside
conscious control and discourse (in the way that, for instance, techniques o f the
body do)."
(Bourdieu 1990, p61)
Practical logic is the intuitive knowledge that enables individuals to spatially and
temporally navigate their path through the social order. In the case o f physical mobility,
practical logic aids travellers in utilising the system of transport, harmonising between
the various obstacles they face and their own objectives. The practical logics o f all the
fields come together in everyday life: as people move around they also try to save their
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money, engage in cultural practices, connect with their social networks and preserve
their health. Thus, practical logic can be observed in the patterns o f behaviour, and in
people's schemes o f understanding - lessons acquired through experience, culminating
in rules o f thumb and wisdom about how to manoeuvre in the world.

2.5 Research approach
Each o f the concepts of field, capital and habitus has the potential to provide unique
empirical perspectives. Bourdieu's intention was that these concepts would be deployed
together - a request to which Western sociologists have rarely adhered (Sallaz and
Zavisca 2007). Crossley (2001) provides a coherent explanation for how these concepts
are inter-dependent and complementary:
" . . . w e need to combine consideration of a player's dispositions and competence
(their habitus), and their resources (capital), with a grasp upon the state of play
of the game and their location in it (field)... and by the exigencies and logic of
'the game' as it unfolds."
(Crossley 2001, p i 0 1 )
Social life is an ongoing and negotiated process, whereby social agents are variously
equipped and inclined to participate. Moreover, events unfold and situations arise,
change and pass, whilst individuals and groups may anticipate, adapt, improvise or be
surprised. The dynamic and recursive role of dispositions, resources and social realities
require the sociologist to attend to multiple aspects in order to comprehend it.
The empirical vantage points offered by the concepts of field, capital and habitus were
applied and triangulated in this thesis. Next, Chapter 3 outlines the study design and
methodologies that were employed to explore the role of transport in the reproduction of
health inequalities in terms o f field, capital and habitus. Chapters 4 to 8 then report on
the findings, which are organised according to the different conceptual perspectives.
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3 Study design and methodologies
This chapter discusses the study design, fieldwork site selection and methodologies o f
the P h D research.
Drawing on the concepts o f field, capital and habitus, specific research questions were
posed to fulfil the research aim o f investigating the role o f transport in the reproduction
o f health inequalities. A multi-method study design addressed the research questions
and allowed for examination o f variables identified as important in the public health and
social science literatures, namely class, place, time, gender and type o f road user.
Fieldwork was conducted in two Melbourne suburbs, Fitzroy and Maribyrnong. These
suburbs were selected because they ranked amongst the most and least (respectively) car
reliant o f central Melbourne. The ranking and selection process are detailed in this
chapter, and a brief description o f the suburbs is supplied.
Multiple methodologies were employed: qualitative in-depth interviews; participant
observation; social history and secondary data analysis; and, descriptive statistical
analysis o f national transport data. This chapter describes the strategies that were used
for recruitment o f research participants; details the methods o f data collection and data
management; and explains the approaches taken to data analysis and synthesis.

3.1 Study design
The theoretical approach for this study centres on three key concepts o f Pierre
Bourdieu's theory: field, capital and habitus. Examination o f social struggle from these
three conceptual vantage points draws on data at multiple levels. In addition, qualitative
and quantitative methodologies are both useful in operationalising these concepts.
The study design for this P h D research is summarised in Table 3.1. Following an
explanation o f how the study site was chosen, the remainder o f the chapter describes
how each o f these methodologies was applied. The chapter concludes with a discussion
o f how the multiple sources o f data were synthesised to enable triangulation around the
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overall aim o f investigating the role o f transport in the reproduction o f health
inequalities.
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Table 3.1: Study overview
Concept

Level

Manifestation of social struggle

Empirical question

Methodology

Data
sources

Discussion
of findings

Field

Society, class
and place

The shape of the social and physical
environment (markets, infrastructure, law/s,
etc).

Describe the history of social struggles in
Melbourne that have shaped the social and
physical aspects of the transport
environment in Fitzroy and Maribyrnong.

Social history
and participant
observation

Mixed

Chapter 4

Distribution of
capital

Class and
place

Inequalities in distribution of resources.

Describe the class distribution of access to
transport in Fitzroy, Maribyrnong and all
urban areas in Australia.

Descriptive
statistics

Secondary
statistical
data

Chapter 5

Competition
for capital

Individual

Rationales, reasons, trade-offs, sense of the
costs and benefits of various modes of
transport in context of people's daily life.

What forms of capital are deployed or
accrued when people engage in transport
practices?

In-depth
interview and
participant
observation

Primary data
collection

Chapters 6
and 7

Habitus

Individual

Tastes, values, practical logics and physical,
emotional and cognitive experiences and
interpretations. Taken-for-granted
assumptions, feelings of ease or unease,
sense of distinction betw/een us/them,
right/wrong etc.

Describe the physical, cognitive and
emotional aspects of engaging in transport
practices.

In-depth
interview and
participant
observation

Primary data
collection

Chapter 8
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3.1.1

Study site

T h e fieldwork for this PhD research was conducted in Melbourne. Ahnost two-thirds of
A u s t r a h a n s live in a capital city, and Melbourne is the second largest m a j o r centre in
Australia, with a population of over 3.5 million (Australian Bureau of Statistics 2004,
p i 0 3 ) . Boasting the largest tram network in the nation, the city's transport system is a
prominent political issue. Public transport and traffic congestion are the centre of public
debate about the "liveability" of M e l b o u r n e ' s suburbs and future city planning (Tippet
2005; Tract Consultants and ACIL Tasman 2005). Melbourne's transport environment
has also received considerable academic scrutiny (Sandercock 1990; Mees 2000b; Laird
e t a l . 2001; Davison 2004).
T h e Melbourne landscape includes a number of different urban forms and its city
e n c o m p a s s e s a broad variation in the quality and mix of public transport and road
provision (Silkstone 2005). The metropolis includes high-density inner city housing
well serviced by trams, trains and buses. Suburban areas are connected with an
extensive f r e e w a y system, some of which are tollways. Some suburbs are connected to
the train network and others are fully or partially serviced by buses. The ex-urban areas
on the outskirts of Melbourne house people w h o undertake long commutes by car or rail
to enter the city.
A n u m b e r of criteria ought to guide the selection of a fieldwork setting. Apart from
being feasibly and ethically accessible to the researcher, it is important that the setting
o f f e r s an opportunity to explore the key issues and processes relating to the research
question (Marshall and Rossman 2006). T o investigate the role of transport in the
reproduction of health inequalities, the following variables were taken into
consideration:
Class: Social struggles over power at multiple levels including organised competition
over collective resources such as transport infrastructure, through to the negotiation of
various interests in a p e r s o n ' s daily life.
Place: Physical environment and geographical location are significant influences upon
travel behaviour and health outcomes (Frank 2000; Mees 2000b; Frank and Engelke
2001; Saelens et al. 2003; Frank et al. 2004; Frumkin et al. 2004). This study did not
attempt a formal comparison between the geographical and urban form between places
but instead explored how individuals and families, living in different environments, use
transport practices to m o v e through social space as well as between physical places.
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Time: Bourdieu emphasised time in his theorisation of social practices, at the micro
level as individual's navigate through the day, and also at the macro level where the
temporal accumulation of history shapes future contexts (Bourdieu 1977). The health
literature also draws attention to how class location, health and social practices change
over the lifecourse (Graham 2002).
Gender: A number of sociologists have argued that better theorising of gender can
valuably extend Bourdieu's conception of class (McCall 1992; Reay 1997; Lawler
1999; McNay 1999; McDermott 2004; Lizardo 2006). Moreover, it is well established
that cultural practices involving the automobile are highly gendered (Clarsen 2000;
Dowling 2000; Miller 2001a; Davison 2004; Best 2006), and that gender plays an
important role in the reproduction of health inequalities (Hunt and Annandale 1999;
Annandale and Hunt 2000).
Type of road user: The transport system is utilised by motorists, car passengers,
motorcyclists, public transport users, cyclists and pedestrians, giving rise to a plethora
of transport experiences, and associated values and beliefs (Reutter and Reutter 1996;
Jensen 1999). In addition, as outlined in Chapter 1, the health consequences of each
mode are different.
With the above variables in mind, a two-suburb strategy was used to provide access to
interview participants who exist across varying locations in social and physical space,
and w h o engage in a range of transport practices.
The inner suburbs of Melbourne provided a 'sampling f r a m e ' from which the two
suburbs were selected for fieldwork. A widely-used street directory with detailed
information about public transport services was used to define the boundaries of that
frame (Melway 2005). The 39 innermost suburbs - mapped in high resolution by the
street directory - were included. This frame included a sufficient range of suburbs,
including excellent through to poor public transport provision and with varying
socioeconomic profiles. In addition, all of these suburbs were accessible by me for
conducting the participant recruitment and interviews.
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Ranking suburbs by car

dominance

A ranking exercise was used to establish the relative dominance of the automobile in the
suburbs of the sampling frame. Here 'car-dominance' refers to the extent to which
residents rely on the automobile for their mobility. This measure was intended to
capture variation in terms of transport practices as well as geographical characteristics
and the class struggles that underpin such variation. Two indicators from the 2001
Census (Australian Bureau of Statistics 2002a) were employed for this exercise:
-

Percentage of individuals who declared they had no motor vehicle (MV) at their
household. The suburbs with the highest rates of car-free households were
ranked as least car-dominant, and vice versa.

-

Percentage of individuals travelling to work who use active transport. Active
transport includes cycling, walking and any kind of public transport except taxi.
The suburbs with the highest rates of active transport were ranked least cardominant.

Six suburbs ranked in the top quartile of car-dominance on both indicators:
-

Kew

-

Maribymong

-

Toorak

-

Yarraville

-

Elwood

-

Port Melbourne

Four suburbs ranked in the bottom quartile of car-dominance on both indicators:
-

Carlton

-

North Melbourne

-

Fitzroy

-

Collingwood

Suburb

selection

Summaries of the class and transport profiles of the ten candidate suburbs were used to
inform the selection of one suburb from each category. Household income data was
used to estimate the range and distribution of socioeconomic resources within the
suburbs. This indicator was appropriate to the task of evaluating the suburbs as potential
sites for interview recruitment. The data for this indicator were readily available and
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user-friendly from web-published Microsoft Excel spreadsheets of 2001 Census results
(Australian Bureau of Statistics 2002a).
Suburbs were excluded which had a median income that was higher than the Melbourne
median ($400-499 per week). In addition, suburbs were only eligible for inclusion if at
least 4 5 % of their residents had an income the same or less than the median. These
criteria were intended to improve the opportunity to recruit interview participants f r o m
low socioeconomic backgrounds, as this can be more difficult than recruiting more
socioeconomically advantaged people. Application of these two criteria excluded the
following 4 suburbs: Kew; Toorak; Elwood; and. Port Melbourne.
Of the eligible least car-dominant suburbs (i.e. Carlton, North Melbourne, Fitzroy and
Collingwood) Fitzroy has three interesting features:
-

Fitzroy has the third-highest rate of active transport out of all 39 suburbs in the
sampling frame (Carlton and Southbank both 58%; Fitzroy 5 7 % of its singlemethod journey to work), and the third-lowest rate of car use (Carlton and
Southbank 41%.; Fitzroy 42%>).

-

Despite the high rate of active transport and low rate of car use, m a n y Fitzroy
residents possess a vehicle. One-quarter of Fitzroy residents do not have access
to a motor vehicle; only slightly higher than the most car-dominant suburbs. The
other of the least car-dominant suburbs have higher proportions of people w h o
lack access to a car.

-

Fitzroy has the same median income as Melbourne overall, whereas the other
three least car-dominant suburbs have median incomes that are lower. Fitzroy's
income distribution is slightly skewed towards wealthier incomes: 45% have
Melbourne's median income or less. Fitzroy's somewhat wealthier profile
suggests that there may be a number of people in this suburb w h o can afford to
own a car but do not.

Fitzroy was selected for inclusion in this PhD study because of the mix of privilege and
transport practices amongst its residents. Whilst much of the active transport in Fitzroy
may arise from a lack of alternatives for people f r o m poorer class backgrounds, there
exist a group of residents w h o own a motor vehicle but do not use it to travel to work, as
well as those who could afford a motor vehicle but do not own one. These latter
scenarios suggest that at least some Fitzroy residents negotiate between multiple
transport options.
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M a r i b y m o n g and Yarraville were both considered good candidates for inclusion as the
more car-dominant suburb in this study. Both have median incomes that are the same as
Melbourne overall. More than 5 0 % of the residents in both suburbs have a household
income the same or less than the median. M a r i b y m o n g is more extreme in terms of low
rates of active transport, high rates of car transport and low rates of motor vehicle nonownership. Moreover, a greater variety of public transport options are available:
Yarraville has a train station whereas M a r i b y m o n g has a tram line, a major bus station
at Highpoint shopping centre, and a train station adjacent to the suburb. This suggested
that there m a y be slightly more scope for residents to use m o d e s of transport other than
the car in M a r i b y m o n g . For these reasons, M a r i b y m o n g was selected for this study.

Fieldwork setting: Fitzroy and

Maribymong

The social and demographic characteristics of Fitzroy and M a r i b y m o n g were studied to
confirm that an adequately diverse sample of interview participants might be accessible.
Diversity within the two chosen suburbs enhanced the scope to recruit 'negative cases'
during the fieldwork, that is, participants w h o may challenge the insights and theories
that are emerging f r o m the researcher's ongoing analysis. Ideally, the two suburbs
would be complementary in representing people across a range of transport situations
and socioeconomic dimensions, in order to broaden the scope to seek negative cases. T o
evaluate this, the following variables were examined: ethnicity, age structure, family
types, dwellings, income and education. A selection of results is presented in Table 3.2.
(More extensive descriptive statistics of car ownership and transport mode use, by class
and sex, are presented as part of the research findings in Chapter 5).
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Table 3.2: Social and demographic features of Fitzroy, M a r i b y r n o n g , and all
Melbourne
(Australian Bureau of Statistics 2002a)
Fitzroy

Maribyrnong

Melbourne

Total persons (number)

8,978

5,863

3,160,171

Born in Australia (% of individuals)

55

51

64

Speaks English only (% of individuals)

58

47

68

Speaks another language (% of individuals)

27

44

27

People with Year 12 education (% of individuals)

57

46

44

Unemployment rate (% of individuals)

11.1

8.5

6.7

Aged under 20 (% of individuals)

15

25

26

Aged 20 to 40 (% of individuals)

48

36

31

Couple families w/ith kids (% of families)

24

47

50

Couple families with no kids (% of families)

49

35

33

One parent families (% of families)

22

14

15

Separate houses (% of dwellings)

8

49

67

Semi-detached (% of dwellings)

38

20

10

Flat, units or apartments (% of dwellings)

41

20

14

University qualifications (% of individuals)

32

15

17

Weekly family income less than $300 (%)

10

2

4

Weekly family income $800-$1500 (% of
households)

19

31

29

Weekly family income $2000 or more (% of
households)

20

11

13

Both Fitzroy and Maribyrnong differ from the overall pattern in Melbourne in temis of
ethnicity. Both suburbs have a greater number of people than expected of non-Anglo
ethnicity. This was desirable, as people from non-Anglo backgrounds might otherwise
have been under-represented in the fieldwork.
In many other respects, Maribyrnong displays similar patterns to those seen in
Melbourne overall. It has a typical age structure, distribution of family types, education
and income profile.
Maribyrnong differs from Melbourne overall in terms of the proportions of dwelling
types. There are relatively more high-density forms of housing, such as semi-detached
houses and units, flats and apartments, in Maribyrnong than seen in Melbourne overall
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Half o f Maribymong dwellings are separate houses. Fitzroy is even more extreme
compared to Melbourne overall, with about one in ten residents living in a separate
house. Together these two suburbs complemented each other by ensuring substantial
numbers of people in all housing categories (the combined average for the two suburbs
are approximately one-quarter in separate houses, one-third in semi-detached dwelling
and one-third in a flat/apartment/unit).
Fitzroy's age staicture includes fewer children and teenagers, and relatively more adults
aged 20 to 40 years than in Melbourne overall or Maribymong. Similarly, there is half
the rate o f couple families with children than in Maribymong; and many more couple
families with no children. Nevertheless, I in 4 families are couple families with
children, so it was considered unlikely that this kind o f family would be difficult to
access in Fitzroy. Between Fitzroy and Maribymong, it appeared likely that the study
would successfully recruit couple families with and without children. Moreover, Fitzroy
offers a greater rate o f single parent families than is typical of Melboume.
The educational profile of Fitzroy is unusual. The rate of people with university
qualifications in Fitzroy is double that in Maribymong: one-third of Fitzroy residents
have university qualifications. In addition, Fitzroy has a relatively low rate o f people
with certificate qualifications. It was anticipated that there may have been some
difficulty recmiting people from trade backgrounds. This proved tme, and targeted
strategies were employed to include such people.
In terms o f income distribution, Fitzroy deviates again with relatively higher
representation amongst the two extremes: very high income (more than $2,000 per
week) and very low income (less than $200 per week). This meant that although Fitzroy
is an atypical suburb, it offered an over-representation of people at each end of the
spectmm. Maribymong has a slight over-representation of households at the middle
income levels ($800 to 1,500 per week). Together, the two suburbs were
complementary in providing opportunities to talk to people from a range of economic
situations.
These analyses o f 2001 Census data (Australian Bureau of Statistics 2002b) confirmed
the choice o f Fitzroy and Maribymong as suitable settings in which to conduct the
fieldwork.
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3.2 Methodologies
The multiple methodologies utilised in the study are detailed next. The main form of
primary data collection was qualitative in-depth interviews. The recruitment strategies
that were used, characteristics of the sample, interview process and approach to
thematic data analysis are presented here. Ethical considerations are also discussed. The
approaches to participant observation, production of the social history, and descriptive
analysis of Australian Census statistics, are then explained.

3.2.1

In-depth interviews

Sampling and recruitment
Purposive theoretical sampling was used to recruit interview participants to this study.
The recruitment was stratified by suburb, as well as targeted in order to seek a sample
with a mix of age, sex, class background, and transport habits. Iterative data analysis
provided feedback for further sampling in order to test and explore emerging themes
(Minichiello 1995).
C o m m u n i t y organisations in Maribyrnong and Fitzroy were identified on the web, and
organisations were contacted by telephone to seek their assistance with recruiting
people to the study. People were happy to help where possible, by inviting me to stop in
at their next meeting to introduce myself As a result, I recruited participants f r o m a
number of mothers' groups and other community clubs. As people were interviewed,
snowballing was employed; some participant's partners, friends and colleagues were
recruited to the study. Women from middle class backgrounds were readily recruited to
the study.
As the recruitment became more targeted to include people from more extreme class
backgrounds (highly advantaged and disadvantaged) or with more unusual transport
habits (e.g. motorcyclists, wealthy non-car owners), some of my contacts in Melbourne
assisted with recruitment. Fellow researchers, local small business owners, local council
employees and social workers all acted as gatekeepers to invite participants into the
study.
Recruitment continued until 'saturation' was achieved - that is, no new themes were
emerging and all theoretical categories had been included in the sample. Guest et al
(2006) propose that a sample size of 12 people f r o m a single theoretical category is
sufficient to achieve reliable saturation. As shown in Table 3.3 and 3.4, this study
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included at least 12 people from each: suburb; sex; and broad transport category (motor
vehicle; cycle; walk; public transport). Table 3.5 illustrates the wide spread o f class
backgrounds amongst the participants, as indicated by their highest level o f education.

T a b l e 3.3: Interview p a r t i c i p a n t s by s u b u r b a n d sex
Male

Female

Total

Maribyrnong

7

14

21

Fitzroy

8

7

15

15

21

36

Total

T a b l e 3.4: Frequency of use of t r a n s p o r t modes by interview participants
Category

Mode

Motor Vehicle

Car

Active Transport

Public Transport

Occasional
or often

Never

Daily

3

20

13

Taxi

25

10

1

Motorbike

34

0

2

0

13

23

Cycle

23

9

4

Bus

28

7

1

Tram

17

16

3

Train

21

13

2

Walk
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T a b l e 3.5: Interview p a r t i c i p a n t s ' highest level of e d u c a t i o n
Education completed

N u m b e r of p a r t i c i p a n t s

Postgraduate

10

Bachelor degree

6

Diploma

1

Vocational

5

S o m e tertiary/continuing

3

S e c o n d a r y only

5

S o m e secondary

3

N o secondary

3

Total

36

Class measures
B o u r d i e u ' s theory exposes a n u m b e r of issues that i m p e d e quantitative delineation of
the classes and m e a s u r e m e n t of an i n d i v i d u a l ' s class location, as discussed in C h a p t e r 2.
B o u r d i e u ' s conceptualisation of class explains that:
-

Class is lived; it is a process of o n g o i n g e c o n o m i c , cultural and social struggles
b e t w e e n groups of people and not a static structure in which p e o p l e m o v e in and
out.

-

Classification is part of class struggle, w h e r e b y distinctions are d r a w n b e t w e e n
legitimate and non-legitimate tastes, beliefs, practices and g r o u p s of people. T h e
researcher b e c o m e s part of class struggle w h e n she categorises p e o p l e into
classes.

-

Class is not a single, unified process but rather arises f r o m the o n g o i n g
resolution of n u m e r o u s variables. For e x a m p l e , k n o w l e d g e and qualifications,
i n c o m e and e c o n o m i c assets, the extent of o n e ' s social networks, o n e ' s g e n d e r
and age, are inter-related and all c o m e into play in class struggles. E v e n " t h e
most independent o f ' i n d e p e n d e n t ' variables conceals a w h o l e n e t w o r k of
statistical relations" (Bourdieu 1984, p i 03) w h i c h are all part of class struggle.

-

A n y particular set of indicators to m e a s u r e class location cannot b e d u r a b l e or
exact.
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In measuring people's class position Bourdieu examined their:
"economic wealth (land and property, industrial and commercial profits etc.) or
their cultural capital, whether objectified (works o f art, antique furniture, piano
etc.) or embodied (educational level) or on their social origins and previous
careers."
(Bourdieu, 1984, p508)
With these issues in mind, this PhD research uses a combination o f qualitative and
quantitative approaches to estimate class location and analyse class struggle. During the
interview, structured quantitative questions were asked about income, assets, education
and occupation. A full description of the sample, including transport, class indicators
and pseudonyms used in this thesis, is provided in Table 3.6.
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Table 3.6: Mobility profiles of interviewees
Main mode of
mobility

Pseudonym Suburb

Occupation

Highly car
dependent

Therese
Imogen
Danica
Carol

Maribymong
Maribymong
Maribymong
Maribymong

Lauren
Gail

Maribymong
Maribymong

Shirley
Christine
Fred
Owen
Beth

Maribymong
Maribymong
Maribymong
Maribymong
Fitzroy

Full-time mother and part-time book-keeper
Full-time mother
Full-time mother
Full-time mother and part-time playgroup
facilitator
Full-time mother
Full-time mother and part-time playgroup
facilitator
Retired nanny
School crossing supervisor
Retired school principal and full-time aid work
Full-time high school teacher librarian
Full-time mother
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Cultural capital
(highest level of
education)
Secondary
Bachelor
Diploma
Bachelor

Economic capital
High
Middle-high
Middle-high
Middle-high

Secondary
Some tertiary

High
Middle-low

Some secondary
Vocational
Postgraduate
Postgraduate
Bachelor

Low
Middle-high
High
Middle-low
High

Sarah Hinde

Table 3.6 (continued)
Main mode of
mobility

Pseudonym

Suburb

Occupation

Cultural capital
(highest level of
education)

Economic capital

Pedestrians

Amy

Fitzroy

Full-time public servant

Bachelor

(Missing)

Jonathon

Fitzroy

Full-time public servant

Bachelor

(Missing)

Wil

Fitzroy

PhD student

Postgraduate

Middle-low

Rebecca

Fitzroy

PhD student

Postgraduate

Middle-high

Richard

Fitzroy

Full-time public servant

Postgraduate

(Missing)

Megan

Fitzroy

Full-time public servant

Bachelor

High

Janet

Fitzroy

Full-time public servant and student

Postgraduate

(Missing)

Eric

Fitzroy

Full-time public servant

Postgraduate

High

Nathan

Fitzroy

Full-time head chef

Certificate

Middle-low

Patricia

Maribymong

Retired hairdresser

Vocational

(Missing)

Nancy

Maribymong

Retired "salesgirl"

Secondary

Low

Walter

Maribymong

Retired technical officer

Vocational

Middle-low

Martha

Maribymong

(Missing)

Secondary

(Missing)

Dependent
mobility
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Table 3.6 (continued)
M a i n mode of
mobility

Pseudonym

Suburb

Occupation

Cultural capital
(highest level of
education)

Economic capital

Public
transport users

Adam

Fitzroy

Full-time magazine editor

Postgraduate

Middle-high

Ryan

Maribyrnong

Full-time IT consultant

Some tertiary

High

Barbara

Maribyrnong

Part-time administration and casual hotel
cleaner

Some secondary

Middle-high

Rose

Maribyrnong

Full-time academic

Postgraduate

High

Cyclists

Timothy

Maribyrnong

Full-time secondary teacher

Postgraduate

Middle-high

Motorcyclists

Jack

Fitzroy

Full-time youth worker

University student

High

Pete

Maribyrnong

Full-time chef

Vocational

Middle-high

Suzana

Fitzroy

Never in paid employment

None

Low

Karim

Fitzroy

Not in paid employment, former taxi driver

Unknown

Low

Lae

Fitzroy

Never in paid employment

None

Low

Louise

Maribyrnong

Full-time cleaner

Secondary

Low

Dave

Maribyrnong

Full-time cleaner

Some secondary

Low

(also cyclist)

Limited
mobility

Mobile
mobility
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Interview process
Interviews were conducted in a place that was chosen by the research participant.
Usually this was the person's home, although occasionally we met at their workplace or
in a public place such as a community centre or cafe. The interviews usually took 45-60
minutes, and some took as long as 90-120 minutes.
The interview began with my explaining the purpose and nature of the interview. I told
them briefly about my research interest in their transport habits and where they travel. I
answered all of their questions about my research and what to expect from the
interview. The process usually began with some informal chatting: small talk about their
day, and some were interested to hear about my experience as a research student. Some
participants seemed dubious about the research topic, or their ability to contribute to the
study, and needed to be reassured. Others were enthusiastic to start discussing transport
issues straight away. Before the formal interview began, I conducted the informed
consent procedure which is outlined in the discussion of ethical considerations later in
this chapter.
The interview process was semi-structured, aided by two tools: (1) a map-drawing
exercise; and (2) a questionnaire.
The participant was asked to draw a map or diagram of his or her movements during the
previous day. This map was then used as a prompt for questions about that day's
activities and the decisions, constraints and experiences surrounding their use of
transport. It was also used to ask more general questions about the participant's typical
daily priorities, activities and transport practices.
A questionnaire was used to collect structured information about the participant's class
background and transport habits. The questionnaire was delivered in a semi-structured
manner, and the participant was encouraged to elaborate on any complexity in their
answers. During the interview, I completed the questionnaire form in accordance with
the participant's answers. The interview was voice-recorded to retain the descriptions
and details that emerged throughout the interview. The questionnaire and interview
schedule that was used is included as an Appendix at the end of this thesis. It covered
each of the following major variables:
-

Sex and age;
Paid work (hours; type of work);
Home ownership;
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-

Income (source; individual and household amount);

-

Schooling (state/private; highest level);

-

Parents' and partner's paid work;

-

Children's schooling (state/private; highest level);

-

Car ownership; and

-

Frequency of use of transport modes.

Throughout the questionnaire, particularly when we reached the questions about the
modes of transport, the discussion became wide-ranging. Taking each m o d e of transport
at a time, I would probe the participant's experiences, beliefs and explanations of their
use of that mode of transport. Throughout the interview I would refer back to earlier
comments they had made, or to the map they had drawn, to clarify and seek further
descriptions. At the end of the interview, I concluded with general questions such as
"overall, what would you say is your preferred m o d e of transport?" as well as giving
them at least one more opportunity to reflect on whether there was anything else they
wanted to explain or discuss.
After each interview, I recorded or wrote my observations about the tone of the
interview, and the interview setting, and summarised any discussion that happened after
recording had stopped. I also used this opportunity to note ideas for further data
collection such as verifying their reports about the neighbourhood or the public
transport system. 1 noted ideas about the cumulative analysis of the interviews, coding
and further purposive sampling strategies.

Data management and analysis
Interview recordings were transcribed by an external transcribing service. T h e
recordings were uploaded onto a secure website, and the complete transcripts were
downloaded from the same site. I checked the transcripts and de-identified them by
removing people's names and other unique information such as addresses, schools and
workplaces. I entered the quantitative data f r o m the questionnaire into an Excel
spreadsheet.
A T L A S qualitative analysis software was used to manage the interview data. Each deidentified transcript was saved as a primary document in rich text format and w a s stored
as part of a single 'hermeneutic unit' (i.e. database) for the research project. Each
primary document was named with the unique code of the participant
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The following codes were applied, using A T L A S Coding tools, in an initial round o f
thematic analysis. The number in brackets represents the frequency with which the code
was applied in the hermeneutic unit, i.e. across all o f the transcripts:
-

Activities: Tasks, events, appointments etc. (175)

-

Class: Any reference to cultural and economic capital (eg. children's education,
fmancial management, work issues, childhood stories); explicit reference to
class or socioeconomic issues. (262)

-

Commodities: Purchase or consumption. (119)

-

Emotions/opinions: Expressed rationales, explanations, feelings, values, etc.
(340)

-

Gender: Explicit reference to gender distinctions. (14)

-

Health: Taking a wide definition including illness and injury, participating in the
health care system, food practices, physical activity, smoking, parenting, mental
health, stress, well being. (234)

-

People: Cooperation or interaction with people, especially family members,
friends, fellow transport users. (260)

-

Place: Geography, urban form, physical environment, distances, routes,
descriptions of suburb and neighbourhood (including people). (343)

-

Time: Schedules, routines, duration of activities, sense of time including
rushing, organising and planning, calculations. (218)

-

Transport: All descriptions made with reference to transport - any particular
mode or as a general issue. (119)

I used the Memo tool in A T L A S to record ongoing observations, insights and questions
that arose during coding. These included: elaborations on what was meant by some of
the more complex or vaguely-defined codes; possible new codes and sub-codes; ideas
about how the codes might relate; and suggestions for recruiting further participants in
order to seek negative cases or to test my observations. The memos provided important
material for the ongoing data collection, data analysis and coding.
The A T L A S Query tool was used to re-organise the data according to the codes, to
enable further systematic immersion in the data and a second round of coding. Sections
o f transcript where the code 'transport' had been applied in correspondence with one or
more other code were extracted (e.g. 'transport' and 'activities'; 'transport' and 'class';
'transport' and 'commodities', etc.) and printed.
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The second round of coding drilled into the initial codes in more depth, and followed up
on insights and observations that had emerged from ongoing reflection on the
transcripts, field notes and memos. In addition, this second round of coding explored the
utility of several of Bourdieu's concepts for organising or explaining the data. The
development of further codes was an iterative process, and the transcript material was
passed over several times as new codes were invented or finer distinctions made. This
second round of coding was conducted using a paper-based system of highlighting the
Query printouts, cutting out and organising key examples by pinning them on a wall,
and then summarising the material for each of the sub-codes in a Microsoft Word
document.
The following codes and sub-codes were developed during this stage of coding, and
formed the basis of the analysis that is presented in this thesis:
Daily life over space
-

Travel to work

-

Leisure over space

-

Families over space

-

Raising children

-

Transport as boundary between work and home

-

The nature of 'place' in relation to mobility

Place
-

Maribymong

-

Fitzroy

-

Barriers to transport

Mobility as a form of capital
-

A finite and relative resource

-

Distribution of rights to mobility

-

Sharing and dependency

Knowledge and skills of moving around
-

Negotiating fime

-

Place and time as interchangeable

-

Negotiating transport safety

-

How to use transport

-

Why use a particular mode of transport
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Habitus
-

Experience of travel time

-

Taken for granted, natural

-

Physicality of transport

-

Inherited practices/transport over the lifeeourse

-

Love of transport

Using transport to compete for capital
-

Travel time use

-

Multiple social commitments

-

Economic capital (price elasticity of transport; public transport fares; moving
possessions - work equipment, food/groceries, other consumption)

-

Cultural capital ( ' m u m ' as mobile occupation)

-

Symbolic capital

-

Health/physical capital

-

Social capital

-

Environmental concerns

Ethical

considerations

I n f o m i e d consent was obtained from all interview participants. I briefly explained the
study to each participant when recruited. At the start of the interview appointment, I
explained the purpose of the study and the interview procedure. I then asked the
participant to read the consent form (or I read it to them), checked whether the
participant had understood its contents by discussing it with them and if she or he
agreed to participate, I asked them to sign the form.
The consent form included an explanation of the study and interview process, and
clearly stated that the participant was free to withdraw from the study at any time and
m a y decline to answer any question. The consent form provided information about
contacting me, my supervisor or the A N U Human Research Ethics Committee with any
concerns or complaints about the conduct of the study. I kept the signed consent form
and gave the participant a replica.
The participant was asked if they were willing to be audio-taped, or if they would prefer
1 took notes. All participants agreed to have their voice recorded.
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The topics covered in the interviews were not especially sensitive. Nevertheless, the
following steps were taken to protect privacy and confidentiality:
-

Interviews were held in locations chosen by participants that are also acceptable
to the interviewer, such as at the university office or a quiet public place.

-

No names or personal identifying infomiation were, or will ever be, released. All
write up and dissemination o f results shall not include any identifying
information about any individual, or profiles o f individuals (eg. demographics)
through which they could possibly be identified.

-

When not in use, all hard-copy data (including contact details, consent forms,
questionnaires and transcripts) is stored in locked filing cabinet/s accessible only
to me, or authorised delegates. The filing cabinet/s is located in a locked office
in a secure building.

-

All electronic data is stored in a password-protected computer, in a locked office
or filing cabinet in a secure building. Following transcription, the data was
coded and de-identified (i.e. names and other identifying information were
replaced with code words/numbers).

-

All questionnaires were coded and no names or identifying information appear
on them.

-

Questionnaires and transcripts are stored separately from the consent forms and
contact details.

-

Electronic recordings are labelled with a participant ID code and are saved
separately from contact details. They will be stored for as long as required for
the PhD examination process, and/or for 5 years after the study is completed.
Names and addresses of participants will be destroyed at termination o f the
study.

Only participants with a reasonably proficient understanding of spoken English were
included in the study. The participants easily understood questions about their family
and career background, transport habits, everyday routines and general health matters
(e.g. parenting, physical activity and food habits etc). Personal or social matters (e.g.
family tensions, health issues) occasionally arose and were careftilly discussed when
appropriate, or sensitively left alone.
When I approached people to participate in the study, my request was kept short and
friendly to ensure they felt comfortable to say no if they wished, and to minimise the
impact on people who chose not to participate.
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Most seemed to find the process of interview enjoyable and interesting. The content of
the interviews was non-intrusive, and all steps were taken to maintain the security and
confidentiality of their information. As such, there is little risk and discomfort to
participants, apart from the time taken to participate, which was voluntary.
As part of the PhD, I have engaged in ongoing public dissemination through meetings
and seminars with community organisations (e.g. presentation to Canberra's bus service
provider ACTION Buses; and public seminar sponsored by the Bicycling Federation of
Australia). Ongoing findings have also been shared with the research community via
book chapters (Hinde 2005; Hinde 2006; Kjellstrom and Hinde 2007) and journal
articles (Banwell et al. 2005; Hinde and Dixon 2005; Banwell et al. 2006; Dixon et ai.
2006; Dixon et al. 2007; Hinde and Dixon 2007).

3.2.2

Participant observation

Ethnographic approaches enable the researcher to gather empirical evidence in an openended manner, and examine the social context in which social action takes place
(Baszanger and Dodier 2004). Participant observation is used by the researcher to
experience and learn, and subsequently analyse and question, social practices. In
combination with other methodologies, participant observation may be used to supply
novel hypotheses, test and explore research conclusions and build theory.
Bernard (1994) describes how participant observation has traditionally been applied by
anthropologists to study cultures foreign to the researcher. The researcher would spend
up to a year, or more, living inside the culture, interacting with the community, learning
the language, etiquette, rules and routines.
Conducting participant observation in one's home country depends on reflexivity.
Reflexivity is an ideal that sociologists strive to achieve, and entails being extremely
self-conscious of one's actions, motivations and the effect of one's behaviour on other
people, including research practice and outcomes (Gergen and Gergen 2000). Key skills
needed to conduct participant observation are therefore: the ability to build an "explicit
awareness" of unfolding social situations; effective devices for remembering detail; and,
maintaining naivete even as situations become familiar and comfortable (Bernard 1994).
The researcher works towards reflexivity by continually asking questions about why
and how things are done, and to observe the consequences of doing things differently
occasionally.
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To immerse myself in the fieldwork site, at the beginning of the formal data collection
phase (the second year of the PhD), 1 m o v e d to Melbourne. I resided there for a year
and conducted the in-depth interviews. After that time 1 visited the city regularly to visit
the local libraries for the historical data collection.
My approach was as an 'observing participant' (Bernard 1994). As a long-standing car
user, I experimented with other modes. 1 utilised the bus system, learned how to cycle in
traffic, and tried different combinations of modes. When in Melbourne, I travelled by all
modes of transport for long and short journeys. I also began to use the car in different
ways, such as car pooling, parking further away f r o m my destination and walking, and
planning trips to include multiple purposes. 1 used my travel times in different w a y s reading, working, listening to music, or travelling in silence.
As my research became known in the local research and policy communities, I
conducted informal key informant interviews with other transport researchers, cycling
lobbyists, bike sales people, public transport administrators, and public servants in local
government. I attended ' S u m m e r n a t s ' - a national car show in Canberra, and an
historical car exhibition, each time guided by a car enthusiast friend. I looked at the
transport policies of my university, and observed h o w they worked in practice. 1
examined information such as public transport timetables and cycling maps. I talked to
friends, colleagues and fellow passengers about their feelings about, and experiences of,
transport.
During the first two years of my PhD candidature, whilst living in Canberra and then
Melbourne, I carried a notebook with me at all times and used it to write observations
and ideas to follow up. I wrote my observations either at the time or as soon as possible
afterwards. M y observations were subjected to ongoing analyses in a manner similar to
the interview data analysis. These insights contributed to my sampling and recruitment
strategies, interpreting the interviews and data collection for the social history.
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3.2.3

Social history

Defining the parameters
T h e historical analysis for this project included M e l b o u r n e f r o m the mid-nineteenth
century until today. Initial exploration of M e l b o u r n e ' s history revealed that the second
half of the nineteenth century - especially f r o m the e c o n o m i c b o o m of the 1880s b r o u g h t m a n y important d e v e l o p m e n t s including the introduction of the automobile and
its associated industry, and the construction of railways and trams and suburban
e x p a n s i o n . A l t h o u g h the a u t o m o b i l e w a s not popularised until h a l f w a y through the
twentieth century, the preceding struggles over transport policy, law, markets and
infrastructure w e r e influential in shaping M e l b o u r n e ' s urban f o r m and the adoption of
v a r i o u s transport technologies.
T h e history f o c u s e s in particular on events that impacted upon the residents and
g e o g r a p h y of M a r i b y r n o n g and Fitzroy. From this point of reference, the history
outlines local, city-level, national and global actions and trends that shaped the transport
e n v i r o n m e n t of those t w o suburbs.

Data collection
T h e data collection relied on secondary sources including a c a d e m i c histories and
a m a t e u r histories. Primary d o c u m e n t a r y sources, such as town plans and strategies,
m e d i a reports, c o m p a n y d o c u m e n t s etc., w e r e also included. These w e r e interpreted not
as ' t r u e ' representations of events, but rather as expressions of interests, objectives, and
discourses to b e interpreted in terms of the authorship and context of their production
( H o d d e r 2000; Atkinson and C o f f e y 2004).
S y s t e m a t i c electronic searches used combinations of k e y w o r d s f r o m the f o l l o w i n g
categories:
-

Place terms: Fitzroy, M a r i b y r n o n g , M e l b o u r n e , Victoria, Australia

-

Transport terms: Transport, Road, Freeway, Highway, Car, A u t o m o b i l e , Motor,
T r a m , Train

-

Perspective terms: History, Politics, Social, Place, G e o g r a p h y , Culture, Identity,
People, Policy, Class, Inequality/inequity, Health, Injury, Pollution
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Using these keywords as appropriate, the following electronic databases were searched:
-

Google

-

Library catalogues: A N U Library Catalogue, National Library Catalogue,
Yarra Melbourne Regional Library, M a r i b y m o n g Council Library

-

Academic databases: W e b of Science, Australia Public Affairs Full Text
(APA-FT) and ProQuest

-

Historical journals: Australian Historical Studies Journal, History Australia
Journal, Australian Economic History Review Journal, The Journal of
Transport History

-

Government websites: Yarra Local Council, M a r i b y m o n g Local Council,
Victorian Department of Infrastructure, Australian Government Department
of Transport and Regional Services

Relevant articles from these searches were included in the analysis. References lists, and
author names, in the retrieved articles were used to source further material. Ongoing
reading and immersion in the information also prompted other more targeted topic
searches.
I spent 2-3 days at each of the Yarra Melbourne Regional Library (in Fitzroy) and
M a r i b y m o n g Council Library (Footscray) browsing through their material, and
photocopying or taking notes from relevant sources. N e w references, author names and
topics were also pursued from the material collected.

Data analysis
The preparation of the social history was conducted at the same time as the participant
observation and in-depth interviews. Each stream of data collection and iterative
analysis informed the others. In particular, the historical analysis was guided by the
overall research question about the role of transport in the reproduction of health
inequalities. Utilising several of Bourdieu's concepts, the analysis paid particular
attention to the kinds of capital at stake, and the stmggles that shaped the cultural,
economic, social and physical aspects of the transport environment in Melbourne.
Drawing on the methods outlined in Hinde and Dixon (2005), the historical analysis
focused on the developments m government, market and civil society. The data were
interpreted in terms o f ' a v a i l a b i l i t y ' of various forms of transport (which also includes
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accessibility issues), 'acceptability' - or the popularisation and normalisation of the
modes, and the 'actors' w h o played a role in those processes (Hinde and Dixon 2005).

3.2.4

Descriptive statistics

There is very limited statistical data available about Australian transport practices. The
only cuiTent national statistics are collected as part of the Census: method of journey to
work on Census day; and, household access to a motor vehicle. I contracted the
Australian Bureau of Statistics ( A B S ) in 2007 to provide tailored summaries of
transport and socioeconomic variables from the 2001 Census for three geographical
areas: M a r i b y m o n g (suburb) and Fitzroy (suburb) and 'All Australian Urban Areas'.
For each of these geographical populations, the following spreadsheets were supplied:
-

Household income by number of cars in household

-

Person with highest level of education in the household by number of cars in
household

-

Household income by m o d e of journey to work by sex

-

Highest level of education by m o d e of journey to work by sex

The 'journey to w o r k ' variable was summarised into categories as outlined in Table 3.7.

Table 3.7: Categories used to s u m m a r i s e A B S variable 'Journey to W o r k '
Category n a m e

A B S variables included

Motor vehicle

Taxi; car as driver; car as passenger; truck; motorbike; taxi and
other; car as driver and other; car as passenger and other; truck
and other; motorbike and other.

Public transport

Train; bus; ferry; tram; tram and other; bus and other; ferry and
other; tram and other.

Bicycle

Bicycle; bicycle and other.

Walk

Walk only.

Other

Other.

Statistical data analysis
For the journey to work variable, rates of use for each category of transport mode were
calculated as proportions of the total number of people w h o travelled to work on Census
Day by any mode. This denominator therefore excluded individuals who did not go to
work on Census Day, and w h o worked from home.
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In calculating rates of household motor vehicle ownership, the grand totals provided by
the A B S were used as the denominator. These included individuals who were counted
as 'not stated' and 'not applicable' and the rates may therefore be underestimates.
Table 3.8 summarises how these data were organised. Five main transport variables
were analysed graphically, namely: motor vehicle ownership; travel to work by car;
travel to work by public transport; travel to work by bicycle; and, travel to work by
walking. For all three of the geographical areas (Fitzroy; Maribymong; All Urban
Areas), a graph was produced for each of the transport variables, by education and
household income.

Table 3.8: Transport and class variables graphed for each geographical area
Transport indicator

Household
Income

Individual
Education

Household motor vehicle ownership

Figure 5.1

Figure 5.2

Travel to work by motor vehicle

Figure 5.3

Figure 5.4

Travel to work by public transport

Figure 5.5

Figure 5.6

Travel to work by bicycle

Figure 5.7

Figure 5.8

Travel to work by walking

Figure 5.9

Figure 5.10

For the graph of household motor vehicle ownership by education (Figure 5.2), the
individual with highest level of education in the household was used for the independent
variable. The journey to work data was an individual level outcome, so individual
education level was used as the independent variable. For the mode of journey to work,
data for both sexes were presented.

3.3 Data synthesis
Denzin and Lincoln (2000) use the analogy of'bricolage'

to describe the outputs of

qualitative research. They explain that the qualitative researcher uses multiple strategies
to build up rich and sensitive description, explanation and understanding of a subject.
Baum argues that health research stands to benefit from applying multiple
methodologies: "given the complexities of most contemporary public health problems
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researchers need all the methodological variety they can muster" (Baum 1995, p464).
This PhD is typical of qualitative research projects as it incorporates data from
interviews, observation and written material (Baum 1995, p463-64; Marshall and
Rossman 2006, p97).
Despite encouragement for qualitative researchers to employ multiple methods, there
are no rules as to how the researcher might usefully and rigorously bring methods
together. In other words, by what principles should the researcher - or 'hricoleur, in
Denzin and Lincoln's (2000) terms - decide how and where to stitch together the
elements of the ' bricolage'and, what is included and what is excluded? In their
hierarchy of qualitative evidence for health research, Daly et al (2007) answer this
question by emphasising the importance of grounding a study in a sound conceptual
framework that is informed by both sociological theory and empirical literature.
The first two chapters of this thesis discussed the theoretical, sociological and health
literature that comprised the conceptual basis for this study. This chapter detailed how
Bourdieu's theory was operationalised by focusing on particular concepts to pose
empirical questions and select a methodology for each. The study design for this PhD
research provided a coherent framework for both collecting and interpreting the
multiple sources of data that were utilised.
The various sources of data in this PhD research were analysed in a manner similar to
the analytic inductive method used to analyse qualitative interview data (Minichiello
1995). The coherence of Bourdieu's theory facilitated an interactive and iterative
approach to the data analysis. Just as each of Bourdieu's concepts is defined in relation
to others, each of the empirical questions was necessarily addressed with continual
reference to the whole of the study's data collection and analysis. Insights and
ambiguities were tested, explored and used to guide subsequent questions and analysis
across the project. In this way, the multiple conceptual vantage points of Bourdieu's
theory were integrated, and data analysis synthesised, to respond to the overall research
question.
The findings of the research are discussed in the remaining chapters of the thesis. The
chapters address the research questions as outlined in Table 3.1.
Chapter 4 uses the concept of field in a social history of transport that describes the
struggles for mobility over fime that manifested in Melbourne's transport system. The
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field is revealed in descriptions o f the ciianging urban form o f the city, and in its
politics, laws and regulations, marketplace and the imagination o f its people.
Chapters 5, 6 and 7 use the concept o f capital in different ways. Chapter 5 focuses on
the notion o f mobility as capital by exploring the principles that guide competition for
this capital and offering a descriptive statistical analysis o f how mobility capital is
distributed by class, place and sex. Chapter 6 and 7 examine how mobility capital is
deployed, via transport practices, to compete for other kinds o f capital in the cultural
economy (Chapter 6) and the fields o f physical and social capital (Chapter 7).
Chapter 8 looks at transport and health in temis o f habitus. Analysis o f the interview
data yields insights into the embodied skills, knowledge and tastes that equip people to
navigate the fields, or 'mobilise' their mobility capital.
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4 A social history of transport in Melbourne
Bourdieu emphasises how present conditions and rules are a product of the historical
accumulation of struggles over capital. The field is the site where struggles in the
present occur, and its shape is the product of struggles past. Contests over capital define
- and are defined by - the nature of industry and markets, physical infrastructure,
legislation, and the patterns of daily social life. Bourdieu's sociology necessarily
includes an historical perspective which incorporates multiple processes over multiple
generations (Bourdieu 2005b). In Cassell and Giddens' (1993) terms:
"the most deeply ingrained practices, gain their identity and structuring potential
only through their endurance in the Jongiie ditree, the 'long haul' of time"
(Cassell and Giddens 1993)
This chapter gives a social history that explores how struggles across the fields of
economic, cultural and physical capital have shaped transport policy, planning and
practices in Melbourne, with particular attention to the study sites Maribymong and
Fitzroy. The chapter begins with observations of the two suburbs today. The history
then reports on negotiations, contests and events which have shaped Melbourne and its
transport over the last 150 years. 1 examine how these social struggles have manifested
geographically, in the urban form, as well as in the cultural economy and how transport
is practised by different social groups. The chapter ends with an account of how
individuals experience these accumulated structures in the present, by reflecting on
transport in the interviewees' navigation of daily life in contemporary Melbourne.
The suburb of Maribymong lies ten kilometres north-west of the Melbourne CBD, and
belongs to a shire of the same name. Running through the suburb is the Maribymong
River, where on a sunny aftemoon you can spot numerous cyclists, dog walkers, groups
of young men jogging or young women power-walking, and couples strolling.
Interviewees talked fondly of going to the river, where they cycle or walk for leisure, or
drink coffee at a waterside cafe. The river is unassuming, tucked away inside the
suburb, and is framed on both sides by structured landscaping and wide paths. For those
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who do not live nearby, the beauty and conviviality of the riverside are little
appreciated.
Maribyrnong is best known to outsiders as the suburb that hosts Highpoint Shopping
Centre, one of the largest malls in Melbourne with three floors of shops, a cinema
complex, ten pin bowling centre and a bus interchange. Shoppers from across the
western suburbs of Melbourne converge upon this location, and their experience of
Maribyrnong is of roads clogged with fellow shoppers impeding their journey.
Maribyrnong residents certainly agree the suburb is at its worst during late-night
shopping on Friday evening, all Saturday and the days leading up to Christmas, when
thousands of vehicles stream past, delivering expectant consumers, who then depart
with car boots full of purchases and empty wallets. Interviewees revealed that the
quieter shopping strip of nearby suburb, Moonee Ponds, is more pleasant - especially at
these peak times - for shopping or meeting with friends.
The infamous Citylink road - a recently constructed, privately owned, and somewhat
controversial tollway - cuts across east of Maribyrnong, connecting the Tullamarine
Freeway from the airport with the CBD, and through to the Monash Freeway heading
south. Between the congestion associated with this new road, and Highpoint,
Maribyrnong residents are no strangers to the dangers and inconvenience of negotiating
heavy traffic. New traffic lights and traffic calming measures have been gratefully
received by local residents, pedestrians, tram users and the motorists who live in the
area.
Closer to the centre of Melbourne, the suburb of Fitzroy is found immediately northeast of the CBD and belongs to the Yarra Local Council. Not unlike Maribyrnong,
Fitzroy also hosts a great deal of through-traffic, as the Eastern Freeway terminates just
north of the suburb before motorists from the outer parts of Melbourne weave their way
through the area to reach the CBD. Although Fitzroy has several tram routes, residents
point out that by the time the trams reach their stops on the way into the city, they are
packed with passengers who embarked further up the line. Many interviewees find
walking more reliable and convenient than trying to wrestle onto the crowded trams.
Despite living in an area drenched with crowds, fumes and noise, the Fitzroy residents
who were interviewed share a love for their neighbourhood. All needs can be catered for
locally - grocery stores, specialty and organic food shops, hairdressers, fashion
boutiques, bookshops, health practitioners, a chemist, video store, and wide spectrum of
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restaurants are all within a short walk. Most prominently, the streets are lined with cafes
which serve up take-away cappuccinos to public servants walking south to work in the
city, and double shots o f espresso for the university students walking west to nearby
University o f Melbourne. At night the trendy cocktail bars and shabby-looking pubs
light up Fitzroy's main drag, Brunswick Street, and the nearby streets and lanes,
attracting young people from all over Melbourne who party there until the early hours
o f the morning.
Privileged Fitzroy residents value the area's grungy charm and conscientiously embrace
the diversity o f folk who dwell in the neighbourhood. The streets are crowded with
people from numerous backgrounds - rich and poor, groups and loners, mainstream and
alternative types, and people from different ethnic backgrounds. Looming over the
street-level venues that are patronised by the cultural elite is the high-rise Atherton
Gardens public housing complex, which hundreds o f disadvantaged Fitzroy residents
call home. Moves to redevelop the site in favour o f townhouses are common, but are
repeatedly defeated by a bourgeoisie keen to identify with a diverse neighbourhood.

4.1 Field as the accumulation of struggles
Bourdieu describes how at any given point in time, a 'snapshot' can be taken o f
progress in struggles over capital, observable in the geography and distribution o f
capital (Bourdieu 1984). These snapshots depict the accumulated result o f past actions,
and the state o f play that shapes how future competitions for capital will unfold.
Employing a snapshot approach, this chapter traverses four historical eras, defined in
terms o f political and economic events, summarised in Table 4.1.
For each era, the chapter gives an overview o f struggles over capital and how these
manifested in: the uptake o f particular transport technologies; urban form and
geography; transport laws, plans and policies; activities in the market; people's beliefs,
norms and hierarchies; organised action; and individual practice. 1 explore the
implications o f these struggles for the (re-)distribution o f different forms o f capital
across the fields, including the distribufion o f mobility.
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Table 4.1: Key events and struggles over capital in the history of Melbourne transport
Era

Political
field

Economic field

Cultural field

Health field

Symbolic field

Manifestation of
struggles

Distribution of
mobility

1850-1900

Expansion of
colonies and
federation.

Commercial city: industry
is locally-oriented.
Transport,
communications are key
drivers. Private tram and
public rail compete.

British 'garden city'
aspirations. Growing
hegemony of
metropolis. Public
transport seen as
universal right.

Hygiene and health
transition.

Suspicions about the
automobile. Public
transport symbolises
expansion, progress
and power.

Expansion of
metropolis; class
divisions emerge.

Poor: walk; cycle.

Depressions
and wars.

Industry supports wars.

Women into
workforce, Thrift and
patriotism.

Pollution a growing
concern.

Car a rare luxury for
professionals; public
transport for the
masses.

Dispersed population
with heavy
Industrialisation in
some suburbs.

Poor: train; tram.

1946-1990

Post-war
modernity.

Regime of accumulation.
Active support of auto
industry; major
infrastructure investments.

Consumer culture;
feminism;
globalisation; 'timespace compression'
of daily life.

Diseases of lifestyle;
agenda re place-based
inequalities; road safety
campaigns.

Car symbol of economic
prosperity which is
gradually democratised.
Car symbolises
freedom, liberty and
status.

Car-related services
In neighbourhoods;
gentrlfication of inner
suburbs; freeways
and shopping centres
in outer suburbs.

Poor: train; tram;
walk; cycle;
(later, car).
Rich: car.

Since 1990

Neoliberalism.

Privatisation of public
utilities.

Individualism.
Reflexivity re Identity,
consumption and
lifestyle.

Obesity epidemic;
sustainability concerns.

Environmental
sustainability; faith in
technological solutions
endures.

Urban sprawl and
access issues for
people In poorly
serviced outer
suburbs.

Poor: car; public
transport.
Rich: car; walk.

1901-1945
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4.1.1

Full steam ahead, 1850-1900

During the decades before the turn of the 20"" century, motorised transport was
introduced in multiple forms. Infrastructure for trains and trams was built thanks to the
bold efforts o f business entrepreneurs as well as governments who had a great deal o f
faith in the power o f trains to stimulate the economy. The resulting suburban expansion
and growth of industry contributed to an emerging spatial demarcation between rich and
poor. Australian cities became major hubs for commodities and people and the
foundations were laid - both geographically and rhetorically - for a century of
economic production, consumption, and the attendant population health and equity
problems. Social distinctions were reflected in people's travel practices as public
transport fares were prohibitively expensive for many. Later, the automobile was
introduced and enjoyed the moral support of medical doctors who culturally advocated
for the crucial role o f the automobile in the transition from infectious disease epidemics.
Australia was settled by British colonialists during the industrial age. Commercial
interests, particularly British capital, were influential in establishing Australia's cities
which were administrative centres and ports. Manufacturing from agricultural and
mining inputs, public utilities and suburban development were key economic drivers of
early Australian cities (Davison 1978; Forster 1999). Transport, communication and the
administrative and labour requirements of industry were central concerns in urban
planning. Brokers ensured returns on their investments by positioning and building
factories, attracting a supply of labour, and promoting consumption of land, housing and
services (Davison 1978; Forster 1999).
The inner suburbs o f Melbourne began as unattractive landscapes - they were flat,
swampy, and prone to flooding. The rivers were used for waste disposal. These
unpleasant spaces were deemed worthy only of factories and the homes of factory
workers, and much early industry was located there. Increasing industrial activity in
these areas consolidated their offensiveness, contributing to ill-health and social
problems such as poverty, pollution, injuries and labour disputes. By the boom period of
the 1880s, "the inner core o f working-class suburbs had become a region synonymous
in public estimation with dirt, disease and poverty" (Davison 1978, pi50). Geographical
inequalities and class divisions had clearly emerged.
British town planning values about the health benefits of escaping the dirt, disease and
poverty o f city life underpinned fervour for suburbanisation. Suburbs offered hope for a
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happy, peaceful existence in clean, friendly surrounds. When the children o f
Melbourne's first colonialists reached working age in the 1870s they began to realise
this dream of detached housing in outer suburbs such as North Fitzroy and Northcote.
This was a skilled workforce who embraced entrepreneurial and administrative
activities and expanded Melbourne's economy and geographical bounds during the
boom time of the 1880s known as 'Marvellous Melbourne' (Davison 1978).
Railway lines were deployed for their symbolic and practical support o f commercial
outcomes. Rail was viewed as a guarantee o f successful suburb development and tracks
were enthusiastically constructed, sometimes ahead of other development such as gas,
water, sewerage and housing. The government introduced the so-called 'Octopus'
Railway Act in 1883, which facilitated the installation o f 900 miles o f track the
following year and ongoing construction in the subsequent decade (Davison 1978). At
the same time, a private consortium joined with inner city municipalities to form the
Tramways Trust. The tram system was built between 1886 and 1891 and displaced
horse-drawn vehicles in the inner areas (Mees 2000b). By the turn of the twentieth
century, Melbourne had sprawled widely and ceased to be walkable (Davison 1978).
One descendent of this process of suburban sprawl, the western suburbs o f Melbourne,
became an important site in the advancement of Australian motorised transport. This
area hosted a factory which supplied materials for Victoria's first railway connecting
Melbourne to Port Melbourne (Ford and Lewis 1989). The locomotive used on the first
operational railway was manufactured there (Davison 1978). Later, this area became
home to auto manufacturing, oil processing and an international airport.
Melbourne soon became known as Australia's most powerful centre o f commerce,
communications and transport (Davison 1978). During the boom, the availability of
transport and communications services doubled and Melbourne began to be known as
"the rail and mail city" (Davison 1978, p9). Newly established long-distance transport
links between the colonies - the first of which connected Melbourne and Sydney contributed to a growing sense of Australia as a nation, formalised by Federation in
1901 (Laird and Newman 2001). The transport and communications capacity o f
Melbourne supported local and national business, administration and trade. The city was
well-equipped to host the headquarters o f most o f the 'national' companies in Australia
that operated in more than one colony (Davison 1978).
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Increasing residential sprawl and the movement of workers to outer suburbs led to a
growing separation between where the labour force lived (in the outer, low-density
suburbs) and where they worked (in inner city factories and commercial or
administrative enterprises m the central business district) (Davison 1978, pi55). During
the boom years of the 1880s, more industry strategically shifted to outer suburbs where
the working classes lived. Factory villages were established and the number o f factories
in the north-westeni sector o f Melbourne quadrupled (Davison 1978).
As industry shifted outwards, the inner western suburb of Essendon became
increasingly established as an area of prestige. The neighbouring suburb, Maribymong,
had yet to be established for residential purposes and was regarded as a "chance to make
big profits" (Ford and Lewis 1989, p24). Transport played a crucial role in the
marketing of this patch of land that had yet to receive urban services. Prospective
buyers were transported to the estate for free, so they could inspect it and "propaganda
predicted that a tramline planned to extend from North Melbourne... would carry
[Maribymong] residents right to their own doors" (Ford and Lewis 1989, p25). These
promises excited people into purchasing the land and good profits were realised. The
tramline was not constructed until 20 years later in 1906 (Lack and Ford 1986).
Inequalities in access to mobility began to emerge as walking ceased to be an option for
many Melbourne residents. The privately-owned tram companies focused their efforts
on attracting wealthy customers in outer suburbs. Meanwhile, the Victorian
Government funded expansion of rail services as these were increasingly felt to be, "a
public service to which all citizens, rich and poor, were eligible as a matter of right"
(Davison 1978, pi65).
Rail fares were expensive, causing financial strain for working-class employees o f
factories in the western suburbs who had no alternative for travelling to work. In 1882,
the government was lobbied for special workingmen's trains to be provided at
concession fares. This was implemented and led to growth in passenger numbers
(Davison 1978).
Rail and tram services were developed independently, with differing resources and
intentions in their marketing strategies. Davison (1978) and Mees (2000b) both explain
that these two public transport systems were set up in competition with one another. By
the end of the 1880s, the two systems intersected at more than 18 locations, and were
constructed "to suck rather than feed each other's services" (Davison 1978, pi 70). The
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sheer volume of investment and construction activity also meant the system had b e c o m e
"dangerously overgrown" (Davison 1978, p i 7 0 ) , ranking Melbourne internationally
amongst the cities with the greatest provision of public transport. This model of
competition between the public m o d e s persisted for the majority of the subsequent
century, except for a brief period of integration in the 1980s (Mees 2000b).
Melbourne was the first place m Australia where automobiles began to drive on the
roads (Knott 1994b). The first commercially produced automobile in Australia was built
in Fitzroy at the end of the 19"" century (Fredman 1975) and one of the first vehicles to
be driven in Melbourne was seen in Fitzroy in February 1897 (Tranter 2005). People
were suspicious of the automobile at first and health concerns featured large in
messages that both encouraged and resisted its uptake.
Medical doctors, as both health experts and respectable professionals, were well-placed
to act as 'cultural intermediaries' in introducing the automobile into mainstream culture.
They were therefore the target of heavy marketing by car salesmen. In promoting the
adoption of the automobile, early twentieth century doctors upheld priorities that persist
today, primarily relating to work demands, cost, time, convenience, status and to a
lesser extent, environmental and health concerns (Fredman 1975; Badger 1998). The
motor car was believed to be an important symbol - and perhaps instrument - of the
health transition from infectious disease (decreased horse dung, timelier health care) to
diseases of modernity.
An editorial from Automotor

Journal

in December 1898 gives a succinct description of

how the symbolic and cultural capital possessed by the medical profession was
deployed, including their authority to shape debates about population health:
" A s might be expected, the medical profession, composed as it is of highly
educated and cultivated men, speaking generally, has from the very first clearly
appreciated and welcomed automobilisation, not only for its economic, but also
its hygienic advantages. The horse indeed, with its natural disposition to
discharge offensive faecal material on the streets, is a source of pollution and, as
such, its association with those whose business it is to preach the gospel of
health is a contradiction in terms."
(quoted in Fredman 1975, p293)
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The medical profession cooperated in the marketing efforts of automobile companies.
An editor for the long-standing and well-i<nown medical journal - Lancet - threw his
cultural weight behind the automobile in a review of the French Motor Exhibition in
1895:
"In spite of the drawbacks, we believe the motor carriage will prove to be
admirably suited to medical men and will not be long coming into general use."
(quoted in Fredman 1975, p289)
By the turn of the century, rail was still a potent symbol of progress and prosperity.
Investment in public transport continued after the depression of the 1890s, while the
protagonists of automobilisation were starting to harness the economic, cultural and
symbolic capital of the medical profession in debates about transport. Doctors were the
first to take up this new technology, and their high status in the community enabled
them to withstand the prejudice and suspicions about the motor car that were still
strongly held by the rest of the population, hideed, it took many more decades for these
doubts and other obstacles to be effectively side-lined: the automobile was not widely
embraced for another forty years.

4.1.2

Infantry and industry, 1901-1945

In the decades following the turn of the century, the politics of the automobile
proceeded in a manner consistent with two key observations outlined by Paterson
(2000). First, the introduction of the car stimulated much related economic activity
including petroleum processing, road construction and a nascent Australian car
m a n u f a c t u n n g industry. Second, these developments were facilitated by state and
federal government policies that regarded automobility as inevitable. This welcoming
attitude persisted despite community concerns about the safety of motor vehicles and
the demonstrated value of public transport modes in meeting mobility requirements
during wartime.
From the turn of the century, the construction of public transport carried on alongside a
gradual embrace of new automobile technology. Rail companies began to focus on inner
suburbs, as trams were increasing their passenger share in the outer suburbs. In 1903, a
rail line opened through Collingwood. However, fares were too expensive for the
working-class population in this area to use it, so the service did not attract as many
passengers as anticipated (Davison 1978). Three years later, and twenty years later than
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promised, a tram line along the Maribyrnong River to Essendon was finally completed
(Lack and Ford 1986).
Community concerns accelerated about the problems arising from the adoption o f the
automobile. Knott (1994b) describes how the population were increasingly;
-

worried about the dangers of fast-moving vehicles (bicycles were also notorious
for their excessive speeds) and the growing numbers of fatalities they caused,
especially cold-blooded hit-and-runs;

-

ambivalent about the increased pace o f life that would surely eventuate with the
adoption o f this technology;

-

angry about the impact of the automobile on the traffic conditions: scaring the
horses, damaging road surfaces and nearby houses, kicking up dust and dirt;

-

resentful o f the upper-class, who were the main owners and users o f these
ostentatious and aggravating contraptions; and

-

dubious about the 'foreign' origin o f automobiles, which were mostly imported
from Europe.

As discussed in Chapter I, many o f these concerns persist today. There is much
literature detailing the major health and safety consequences o f automobility, as well as
the social impacts including the accelerating pace of life, and the unequal distribution o f
the benefits of motorised transport and the social, economic and health costs.
The first discussion by Victorian parliament o f the increasing prevalence o f motor
vehicles on the roads occurred in 1900, but no legislafive action was taken for another
decade (Tranter 2005). In 1905, the first death caused by a motor car in Victoria was
recorded (Tranter 2005).
Knott (1994b) conducted an analysis o f traffic fatalities for New South Wales ( N S W )
roads in the first three decades o f the twentieth century. Figure 4.1 illustrates how from
1905, there was a steady growth in the number o f motor vehicles, and a corresponding
growth in the number of deaths caused by motor vehicles. Around mid-1920s, motor
vehicles began to rapidly outstrip non-motorised modes in causing road deaths. The
number o f vehicle-related fatalities climbed to unprecedented levels over the subsequent
five years; and non-motor vehicle fatalities declined as horse usage abated (Knott
1994b).
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Figure 4.1: Number of motor vehicles and traffic fatalities in NSW, 1901-1930
(Data from Knott 1994b)
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After some parliamentary indecision, ongoing debate and other political distractions
since the first discussions in 1900, the 1909 Motor Car Act (Victoria) was eventually
passed. This Act was focused on licensing and registration of automobiles rather than
curbing or preventing their use in line with community concern (Tranter 2005). A
number of factors may have contributed to the passive acceptance of the motor vehicle
in this Act. Importantly, the Automobile Club of Victoria (ACV) - which benefited
from a concentration of Melbourne's elite in its membership - actively lobbied the
government to facilitate, rather than curb, motor vehicle use (Tranter 2005). Also,
Australian town planning was still heavily influenced by British urban policies
(Sandercock 1990) and law-making about vehicles appears to be no exception: Sydney
and Melbourne both adopted British recommendations in legislating about car use
(Knott 1994b; Tranter 2005).
Tranter (2005) argues that politicians regarded the adoption of motor vehicle as an
inevitable part of 'progress'. The role of government was therefore conceived as
regulatory - to organise and facilitate what was bound to happen - rather than as an
active decision-maker in the future of Melbourne's transport. Sociologists such as
Beckmann (2001), Sheller and Urry (2000) and Freund and Martin (1996) have
theorised how the car inspires a physical, legal and cultural system to facilitate its use.
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The 1909 Motor Car Act (Victoria) was one of the early ways in which the structures of
society started to conform to the requirements of the car by providing both legal
sanction and a system of administrative support (Tranter 2005).
Formal acceptance of the automobile triggered industry development and changed the
urban landscape. In the second decade of the new century, plants were established in the
outer western suburbs, such as Yarraville and Altona, to import and distribute petroleum
products. Subsequent decades brought a huge concentration of oil refining activity in
this area (City of Footscray 1984; Lack and Ford 1986). Ford and General Motors had
set up vehicle assembly factories in all the Australian states (except Tasmania) by the
1920s (Spearritt 1987). Depression-time employment programs provided labour for
road construction in the western parts of Melbourne, facilitating the influx of workers
and residents to this area as industrial and residential development intensified (Lack and
Ford 1986).
The exigencies of Australia's involvement in the First World War further stimulated the
development of Melbourne and its transport system (Lack and Ford 1986). hidustrial
development in the western suburbs was a priority, as was ensuring an adequate labour
supply to the factories there. In the decade from 1917-26, the number of factories in the
western suburbs increased from 265 to 415 supplying food, machinery and ammunition.
An additional 5,000 people were employed during this time of industrial expansion and
by 1926 over 18,000 people were employed in factories in the area (Lack and Ford
1986).
The motor vehicle did not contribute much to the large-scale movement of workers to
their factories during the First World War or the interwar period. Car prices were
expensive due to high tariffs, and running costs were also significant for the car owner.
Using adult male minimum wage rates as the basis for comparison, Knott (2000)
estimates in the 1920s motorists paid four times as much for registration, double for
insurance, and petrol was six times more expensive, than for today's consumers.
Economic hardship, petrol rationing and the high prices for running a car contributed to
great public demand for affordable public transport (Mees 2000b). The Melbourne and
Metropolitan Tramways Board (MMTB) was founded in 1919 to centrally manage all
Melbourne trams. Ongoing investment in trains also continued, as well as the evolution
of a disorganised system of privately operated bus services. Trains and trams were
converted to electric power after the First World War. Although there were numerous
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public transport options available at this time, a lack of formal planning meant the
different modes continued to interact competitively rather than complementarily
(Mees 2000b).
The Commonwealth Government introduced tariffs on motor vehicle imports in 1921 as
a revenue raiser to offset the cost of Australia's war commitment (Conlon and Perkins
1999). The Commonwealth was not yet allowed to tax incomes to raise money, so
revenue was generated from taxing 'luxury' items such as the motor car. Under these
tariff arrangements, it was more expensive to import whole cars than constituent parts,
so companies opted for the latter and used assembly plants in Australia. The heavy tax
rates on these goods led to high prices, and hire purchase contracts became a popular
method of automobile acquisition for the public. In 1929, 70% of General Motors
vehicle purchases were financed by instalment (Conlon and Perkins 1999)'.
In 1929, the Metropolitan Town Planning Commission released a report dealing with
the planning and transport issues facing Melbourne. Just like the 'garden city'
aspirations held by planners since the land boom of the 1880s, this plan used similar
principles aimed at promoting population health, social ties in the community, economic
interests, and the provision of cultural and aesthetic facilities:
"...comfort in the house; health in the home; dignity in our streets; space in our
roads; and a lessening of the noises, the smoke, the smells, the advertisements,
the nuisances... Industry is the condition of a city's being; health, convenience,
and beauty the conditions of its well-being."
(John Bums quoted by Metropolitan Town Planning Commission 1929, p20)
The 1929 plan provided evidence of the emerging significance of motor vehicle traffic
for urban planning. During the period 1922-28, Melbourne's population increased by
22.4% and motor vehicle registrations increased 255%, to a ratio of one car per 11
people. At this time, small motorised vehicles claimed 62% of road journeys. A steady

' General Motors still utilises financial services to promote car sales. In 2001, the company's financing
and insurance business provided 15% of total turnover, which equates to nearly $26 billion. After the
September 11 terrorist attacks. General Motors announced their 'Keep America Rolling' initiative which
offered zero-percent financing for new car sales in the US; the initiative led to industry sales records in
October (Datamonitor (2003). General Motors Corporation Company Profile (Report Reference Code
685). New York: Datamonitor.).
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decline during the 1920s in the number of tram and rail passenger journeys per head of
population was also observed (Metropolitan Town Planning Commission 1929).
The authors of the plan expressed concern about the risks of motor vehicle to human
health. Crash injuries were regarded as avoidable, rather than an inevitable by-product
of putting numerous cars together on the road. Planners argued that increased numbers
of cars "should not be accepted as a reason" for growing accident rates (Metropolitan
Town Planning Commission 1929, p47). Instead, the plan recommended mechanical
improvements and education of drivers as the main strategies for reducing the number
of crashes. Although these planners knew the automobile was more dangerous and less
efficient compared to other established modes, they were resigned to the inevitability of
cars prevailing.
"Whilst the motor vehicle must be accepted as a permanent factor in the street
transport, and all practicable provision made for its accommodation, the tramcar
is by far the most economical user of street space."
(Metropolitan Town Planning Commission 1929, p54)
The government's standpoint on car travel shifted from compliance with accepted
notions of 'progress' - as witnessed in Victoria's 1909 Motor Vehicle Act and the 1929
Metropolitan Town Planning Report (both discussed above) - to more active promotion
of the automobile in the 1930s. The Federal Government, in the midst of an economic
depression following the First World War, pursued an agenda of establishing an
Australian-owned and operated car manufacturing industry throughout the decade
(Conlon and Perkins 1999; Conlon and Perkins 2001). Legislation, subsidies,
negotiation and rhetoric about economic development and defence preparedness were
employed by the government to promote the auto sector. The business sector's
reluctance to engage in such small economies of scale in Australia led to threats by the
Prime Minister to establish a government-owned plant. General Motors eventually led
the way (Conlon and Perkins 1999; Conlon and Perkins 2001).
Awaiting the introduction of the Australian vehicle, consumers of the 1930s continued
to purchase vehicles that had been cobbled-together from sometimes ill-fitting parts that
had been imported or manufactured by any one of numerous, small-scale Australian
operators. Conlon and Perkins (1999) argue that the high tariffs for assembled vehicles
introduced after the First World War were an important factor causing the fragmentation
and inefficiency of Australia's auto sector in the 1930s. Automobiles were expensive
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and of poor quality by international standards. Despite this, vehicle ownership rates rose
and peaked in 1939 at one car per four families, before declining again during the
Second World War (Speamtt 1987).
Industry located in Melbourne's western suburbs proved crucial for Australia during the
Second World War. The munitions factory at Maribymong was operating 24 hours a
day (Ford and Lewis 1989). Young women from all over Melbourne were employed in
these efforts and daily they travelled west by public transport to the factories at
Maribymong and Deer Park. The usage of buses, trains and trams in Melbourne reached
unprecedented levels, and congestion was severe. Davison (2004) describes how people
had to stand while travelling on trams and there were often delays due to strikes
(conditions which he argues prepared travellers to value the luxury and privacy of
driving). So dire was the congestion that the tram line in Maribymong was extended.
The extension took just three months to construct, and a school was closed to
accommodate it (the school was later rebuilt elsewhere) (Ford and Lewis 1989).
Measures such as permits and petrol rationing curbed the uptake of the automobile
during the Second World War (Davison 2004), and car use rates dropped to levels
similar to those observed over a decade earlier in the late 1920s (Spearritt 1987).
Nevertheless, the automobile was starting to become a feature of the Melbourne
landscape, even in the lower income westem suburbs. For example, in 1941,
"Jack O'Brien on his days off from the Ammunition factory would drive his
prized car over the bridge to play on Holden's [tennis] court, other times he
would drive to Footscray for football practice."
(Ford and Lewis 1989, p53)
After the war, the use of the motor vehicle became less of a novelty item to be used on
one's day off work, instead became a regular feature of daily life.

4.1.3

Economic gains, widening lanes and growing pains, 1946-1990

The years after the Second World War brought a growing focus on the consumption of
the automobile. Davison (2004) argues that the congestion of public transport and
general material deprivation during wartime predisposed Melbourne residents to
adopting the automobile. However, there was also a significant acceleration in the
momentum of government and industry in their promotion of car use. These decades
were characterised by even greater concentration of auto-related industry, the removal
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of government taxes and regulations which were impeding adoption o f vehicle travel,
and the active incorporation o f the automobile into cultural events and settings. This
growing attachment to the car was also evident in the dramatic transformation o f the
urban environment, with the demolition o f residential and green space to install
freeways and large-scale car parks.
Mass production of the automobile, and related resources, began after the Second World
War. With prompting from the Federal Government, various small companies
announced plans to produce Australian vehicles, but the most significant entrant to the
car market was the Holden, manufactured by General Motors in Adelaide and
Melbourne. Prime Minister Ben Chifley launched the Holden in 1948, and customers
queued in long waiting lists to purchase it (Davison 2004). A year later was the first
post-war motor show in Melbourne, displaying the latest models from all over the
world: 200,000 people visited the exhibition (Davison 2004). Australian-based oil
refining also accelerated during this time. Petrochemical Refineries Australia (PRA)
established in Altona in 1949 and morphed over the ensuing decade into a large oil
processing complex (Lack and Ford 1986).
The first ten years after the war were a time of political instability and planning turmoil
for the state of Victoria (Sandercock 1990), but the Federal Government played a
consistently active role in facilitating automobilisation. In 1949, the Federal Labor
government was compelled, by a successful court appeal, to lift import regulations on
cars, which enabled an influx of vehicles from other markets (Davison 2004). In 1950,
petrol rationing was abolished and by that stage, according to a General Motors Holden
survey, ownership was already as high as 50% (Davison 2004).
Despite the growing popularity of the automobile, the significant costs of purchasing a
car may account for the class differences in adoption o f the automobile at this time. One
in three professional and managerial males, one in five white collar workers, one in ten
semi-skilled and unskilled workers and just one in twenty women owned a car (Davison
2004, pi3-14).
Perhaps the most important administrative tool to shape the trajectory o f Melbourne's
transport system during the post-war era was the Melbourne and Metropolitan Board of
Works ( M M B W ) survey o f 1951, the findings o f which were used to develop the
M M B W 1954 Metropolitan Planning Scheme Report (Melbourne Metropolitan Board
of Works 1953). The report identified industry and health as primary concerns, with the
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executive summary explaining that the plan sought to reduce the "constant danger to life
and economic loss through long delays and slow movement of traffic". In an ongoing
tradition of promoting commercial concerns in the planning of Melbourne, the report
began with discussions of "Industry and Its Needs", "District Business Centres" and
"Suburban Shopping" before addressing plans for education, recreation and other
services (Melbourne Metropolitan Board of Works 1953).
The dangers and delays caused by traffic were the object of this policy, rather than the
growing quantity of traffic per se. Sandercock (1990) explains how the typical approach
to transport planning at that time presumed current trends would inexorably continue.
The role of the planner was to 'forecast' such variables as population growth and
vehicle traffic and recommend actions accordingly. City planners of the MMBW
observed that car use was increasing, and so recommended a number of measures to
accommodate more cars (Melbourne Metropolitan Board of Works 1953).
Half a century after its introduction, the motor car had yet to establish itself as the
dominant means of transport yet planners maintained the discourse that had prevailed
all along: automobilisation is inevitable. When outlining the planning needs of retail
business, the M M B W report highlighted parking space for growing numbers of
automobiles as a major challenge. Rather than considering ways to avoid the
convergence of so many cars upon destinations, a proposed solution was minimum
allowance of car parking space per square foot of shopping area (Melbourne
Metropolitan Board of Works 1953).
Despite the great emphasis on automobile travel, public transport was still being
patronised at high rates (Mees 2000b). Just as trams and trains had been managed
independently, the requirements of car travel were also planned separately. This
blindness to the complementary objectives of all transport modes persists today
(Gleeson et al. 2003). Although it ignored the potential to integrate roads and public
transport, the 1954 MMBW report did outline a need for coordination between the
public transport modes. However, this objective was not extensively pursued, and a
decline in the use of public transport began (Mees 2000b).
The automobile inspired a number of cultural shifts following the Second World War.
Davison's (2004) history of the car in Melbourne outlines a number of changes,
including the introduction of the Sunday family drive (which displaced the weekly trip
to church), shifts in youth culture, changes in the daily lives of women, and a growing
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appreciation and investment in the art and other aesthetic quahties o f the motor vehicle
(Davison 2004).
The car also became the centrepiece o f new popular cultural events. Drive-in cinemas
were opened in the suburbs (Lack and Ford 1986). In 1946, a speedway opened at
Maribymong, accommodating 8,000 spectators w h o came to watch Australians compete
with other countries in dirt bike races (Ford and Lewis 1989). W h e n Melbourne hosted
the Olympics in 1956, a Grand Prix race was held at Albert Park (Davison 2004). Such
events divided the community and continue to do so (Tranter 2003). In Maribymong,
local residents felt disturbed by the noise, fumes, and local petty crime when the races
were held (in that case their resistance prevailed and the speedway was eventually
closed down) (Ford and Lewis 1989).
After the election o f Victorian State Premier Henry Bolte o f the Liberal Party in 1955,
collaboration between government and industry in shaping the city for the interests o f
business gained momentum (Sandercock 1990). For example, the Melbourne Ground
Rail Loop Authority included senior businessmen from the chamber o f commerce, a
bank, car parts manufacturers (Repco Ltd and Olympic Tyre and Rubber Co. Pty Ltd)
and the general manager o f General Motors Holden (Sandercock 1990, p i 90).
The central focus given to the automobile in policy, market activity and cultural practice
was supplemented by massive changes to Melbourne's urban landscape during the
1960s. Lack and Ford (1986) describe how the local environments changed as services
such as petrol garages began to appear. The petrochemical complex in Altona expanded,
prompting further private and government investment in housing, and the western
suburbs grew. Houses and land were cleared for the construction o f the Tullamarine
Freeway, Princes Highway and Western Highway.
Class divisions became increasingly apparent in the geography o f Melbourne during the
1960s. The inner suburbs, including Fitzroy, began to be 'gentrified' as the 'slums'
were demolished for the sake o f high-rise commission housing and low income
residents were displaced by wealthy young people who bought and renovated houses in
the area (Logan 1985; Sandercock 1990; Birch 2003).
At the same time, there was a growing recognition o f the disadvantage accumulating in
the western suburbs, giving rise to a 'Deprived West' social movement in the 1970s
(Lack and Ford 1986; Sandercock 1990). This area had significantly fewer resident
teachers, doctors, public services such as hospitals and railway lines, had pollution
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problems due to industry in the area, and tlie housing had a low market value
(Sandercock 1990). Class divisions in car ownership also persisted during this time,
despite the growing popularity of the automobile. In a local history o f the western
suburbs, it appears that not only economic but also cultural capital, in the form o f
language and education, were necessary in the acquisition of a motor vehicle.
"The 1960s were very much the period of the motor car, for those who could
afford it or who spoke enough English to pass a driving test."
(Lack and Ford 1986, pi24).
In 1969, the Melbourne Metropolitan Transportation Plan was introduced, proposing an
extensive network of freeways throughout Melbourne. This plan has influenced the
views o f transport policy makers ever since (Mees 1999; Mees 2000b; Gleeson et al.
2003). The freeway plan was based on input from American traffic engineers, who
recommended the Victorian government spend $2.2 billion on roads and $255 million
on public transport (Sandercock 1990). Upon its release and over the ensuing years, the
plan was resisted heavily by residents - especially in the inner suburbs which were to be
partly demolished for the construction of a ring road - as well as political pressure
groups. The Liberal Party then abandoned much of the freeway plan even though it is
thought to have won them the 1973 election (Sandercock 1990). This partial rejection o f
the plan was ill-conceived, as Mees explains.
"The most controversial sections of the Melbourne freeway were simply
dropped... leaving a whole series of freeways ending apparently in the middle o f
nowhere, which have created problems to the present day."
(Mees 1999, pl47-148)
The 1970s brought major infrastructure developments for all forms o f transport. The
Tullamarine airport opened in western Melbourne in 1971, an inevitable outcome o f the
importance o f the western suburbs for Australia's international economic activity (Lack
and Ford 1986). The following year, Toyota opened a large manufacturing plant in
Altona (Lack and Ford 1986). Altona Gate shopping centre was built, as well as
Highpoint shopping centre in Maribyrnong. Highpoint cost $30 million in construction,
and proved to be a sound investment as its popularity grew rapidly. Melbourne residents
enjoyed trips to Highpoint as it was air conditioned and offered numerous stores which
catered especially well for children's products (Ford and Lewis 1989).
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In the 1960s, the Westgate Bridge was built in an attempt to provide better access to the
workplaces in the western suburbs for skilled employees who lived in the more
aesthetically-appealing eastern suburbs (Sandercock 1990). It was hoped the bridge
would promote further industrial and residential development in the west (Lack and
Ford 1986). Thirty-seven workers were killed in 1970 when part of the bridge collapsed
during construction.
In this same decade, spending re-commenced on public transport infrastructure. The
underground rail loop in Melbourne's city centre was constructed and more trams were
built (Mees 2000b). This renewed investment was attributable to Federal Labor Prime
Mmister Gough Whitlam's leadership in enacting the States Grants (Urban

Public

Transport) Act 1974 which provided Commonwealth funds to Australia's cities for
public transport (Mees 2000b; Laird and Newman 2001). However, as Mees (2000b)
describes, a lack of integration between the public transport modes reduced the benefits
conferred by the additional infrastructure. Public transport passenger numbers continued
to decline.
Despite the federal Whitlam government's support of public transport, and the oil price
shocks of 1973-74 and 1978-79 which hinted at potential oil vulnerability and
sustainability issues (Mees 1999; Laird and Newman 2001), Victorian policy makers
remained adamant about the superiority and inevitability of car transport. Bewildered by
rising financial deficits in public transport and continuously declining patronage, the
government initiated an inquiry. The 'Lonie' Transport Inquiry was conducted by R. T.
Underwood who was the chief planner of the Country Roads Board and fierce advocate
of motor vehicle transport (Mees 2000b). The report recommended the revival of the
freeway plan that had been culled by former Victorian State Premier Hamer and called
for the government to stop subsidising the rail network, arguing that this expenditure
was inappropriate as rail was patronised by a small fraction of taxpayers (Mees 2000b).
The trajectory of declining public transport and the growing dominance of the
automobile continued throughout the 1980s. In 1983 the operations of trams, trains and
buses was centralised under a single organisation: Metropolitan Transit (Mees 2000b).
Free transfers between the modes were instituted, but few other changes in the
management of the system were made. Public transport therefore remained increasingly
insignificant in the passage of people around the city (Mees 2000b). Over four decades,
per capita public transport patronage in Melbourne had declined from 449 in 1950 to 97
in 1990; during the same period, Toronto - a city that confronted its similar urban form
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issues with better transport planning - increased its patronage rate from 292 to 325
(Mees 1999).
The auto industry continued to prosper in Melbourne. In 1984, the petrochemical
refinery at Yarraville was expanded to cover 48 acres, employing 250 people and
processing 2 billion litres o f refined product per annum: "one o f the largest throughputs
o f any oil tenninal in the southern hemisphere" (City o f Footscray 1984, p40). That
same year, in an ongoing tradition o f government involvement in protecting and
orchestrating the functioning o f the motor vehicle sector, the 'Button Plan' was
introduced. This Federal Government policy reduced tariffs in order to improve the
economies o f scale in the Australian market and increase sales o f motor vehicles
(Conlon and Perkins 1999). By the time the 'Button Plan' wound up in the early 1990s,
the auto sector was the biggest manufacturing industry in Australia - accounting for
2 5 % o f the nation's Gross Domestic Product, and employing 162,000 people either
directly or indirectly - as well as being a significant end-user o f other Australian
production (MacKenzie 1990).

4.1.4

Fare or u n f a i r ? Privatisation takes its toll, since 1990

Liberal Victorian State Premier Jeff Kennett was elected in 1992 with an agenda to
implement the principles o f the Federal Industry Commission's reform package to
promote 'competition' (Mees 2000b). Davison (2004) draws a comparison between the
Kennett era and the Bolte era (1955-1972) for their close collaboration with the private
sector. Bolte was active in attracting private investment and oversaw multiple major
infrastructure developments including the Westgate Bridge and Tullamarine
international Airport. Kennett too became known for major construction works,
including Australia's largest casino and an exhibition centre known as ' J e f f s Shed'. He
also made numerous friends and enemies by bringing the Formula One Grand Prix to
Albert Park in Melbourne (Davison 2004).
Public transport was pushed further into the domain o f private enterprise during the
Kennett era. Only 13 years after the amalgamation o f train, tram and bus operations into
a single authority, the 1996 'Transporting Melbourne' strategy recommended their
separation. The next year it was announced that the various public transport services
were to be given over to private management, which took less than two years to
implement (Mees 2000b). Since then, Kennett has admitted to having considered the
implementation o f free public transport in Melbourne. He and his colleagues ruled out
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the idea not because of the cost but rather that "it would have sent the wrong message"
(Dowhng 2006) from a government seeking to uphold economic rationahst principles.
Ironically, Kennett also acknowledges an unintended consequence of the privatised
public transport system: he says it now costs the state government "billions of dollars in
subsidies" (Dowling 2006).
Mees (2005) explores why privatisation did not yield the improvements to service
levels, patronage and profitability that the government had predicted. He attributes this
failure to problematic power structures whereby international companies supply
services to local councils, with the government having a high stake in the success of the
private enterprise:
"The task of a regulator under such as system appears to require greater skill
than is needed to actually operate a public transport system... also the lack of
transparency arising from complex contracts, secrecy and political 'spin' means
that such agents might actually be less accountable... [than] under a public
system."
(Mees 2005, p447)
The Kennett government inherited groundwork laid by previous Labor governments in
plans for the construction of new freeways and city bypasses. An $A1 billion
construction project (which ended up costing $A2 billion) was outsourced to a company
called Transurban in the first of Australia's ' B O O T ' (Build, Own, Operate and Transfer
back to pubhc ownership) infrastructure initiatives. Known as CityLink, it became "the
world's largest privately constructed, privately owned and privately operated toll road"
(Davison 2004, p246).
These latest road plans did not receive as much resistance as the freeway proposals of
1969. Davison (1996) argues this is largely because the plans did not entail such
dramatic destruction o f the environment and homes. Given the relatively minor
disruption to inner city homes, it is possible that other environmental and political
issues were felt to be more pressing:
"now the gentry drive their Range Rovers to Gippsland to save trees, rather than
walking to Clifton Hill to save inner-city terraces."
(Davison 1996, p23).
Although the physical disruption seemed minimal, there were less visible but still
serious local environmental implications. Ventilation stacks for underground sections of
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the roads concentrated exhaust fumes and increased the risk of cancer to residents of the
inner city suburbs of Richmond and South Melbourne (Holmes 1999; Davison 2004).
Some academics are dubious about the benefits of CityLink for the community, and are
critical of the way its construction was managed. Most controversially, the government
guaranteed Transurban against financial losses. To this end, local councils were
compelled to restrict access to competing roadways by narrowing roads and eliminating
clearways to allow cars to park in outer lanes (Holmes 1999; Davison 2004). Moreover,
tolls were mostly incurred by Labor electorates. As such, "CityLink pitted car-driving
working-class battlers from the outer suburbs against cycling yuppies from the inner
city" (Davison 2004, p254). Nevertheless, the CityLink project was completed. When
Labor was elected in 1999, the cost of transferring it back to state ownership was
calculated to be $A7 billion and the contract with Transurban prevailed (Davison 2004).
The Federal Government continued to play an active role in promoting the auto
manufacturing sector. In 1997, the Industry Commission recommended gradually
eliminating the protectionist car manufacturing industry tariffs in line with the rest of
Australian manufacturing, but the Howard Coalition Federal Government opted to
continue them until 2005 (Conlon and Perkins 1999). When the debate emerged again
in 2002, the government was pressured to act in favour of the auto manufacturing
industry. As articulated by Victorian politician the Hon Mark Birrell MP:
"Australia's automotive industry, which is principally headquartered and based
in Victoria, is a major contributor to our national economy and Australia's skills
base. 1 wish to use this budget debate to urge clear-cut government facilitation of
car companies and automotive companies in this state... I emphasise the need
for high-level advocacy of the long-tenn case for our efficient automotive
sector."
(Birrell 2002)
The Coalition Federal Government of the time, led by Prime Minister John Howard,
decided that from 2006 tariff levels would be reduced from 15% to 5% by 2010, with a
view to rendering the sector more globally competitive. The announcement came
alongside an extension of an automotive industry assistance scheme: an outlay of $A4.2
billion between 2006 and 2015. This news was welcomed by business leaders (Donald
2002).
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The government's enthusiasm for this sector is also apparent in the numerous other
interventions which facilitate ongoing car reliance. A review o f financial subsidies to
fossil fuel consumption and production in Australia estimated the government incurs
$A6.54 billion annually including (Riedy and Diesendorf 2003):
-

Road and car parking subsidies ($A2 billion);

-

Lost government revenue due to tax arrangements that allow cars to be salarypackaged by employees ($A750 million);

-

Import duties are less for 4-wheel drives (4WDs), with a 5 % tariff, than for
ordinary passenger vehicles, with a 15% tariff ($A513 million); and

-

The reduction in fuel excise by 1.5 cents/litre in response to public worry about
rising fuel prices in 2001 ($A635 million).

The then Federal Treasurer Peter Costello excitedly announced 'bumper' car sales in
2003 and attributed them to the actions o f his government especially the removal o f
wholesale sales tax and reduction in tariffs.
"That's good o f course for the manufacturers, it is good for the people who are
employed in the retail end o f the car industry, and best o f all it is good for
consumers who have bought more cars than have ever been sold in Australia
before."
(Commonwealth Treasurer 2004)
These trends in growing car sales have not been unique to Australia. In the U S , car
ownership rates have begun to exceed the number o f licensed drivers. Market research
suggests that families are accruing multiple cars to fulfil different social purposes: the
'date' car for special occasions; utility vehicles to collect items from the hardware shop;
four-wheel drives for holidays; minivans for chauffeuring children; and a fuel-efficient
vehicle for commuting (Naughton 2003).
Australian consumers appear to be purchasing fewer large cars, such as the Holden
Commodore and Ford Falcon, in favour o f smaller luxury vehicles (Jennings 2004).
Market research also suggests that people are curbing the use o f their vehicles in light o f
rising petrol prices (Smith 2006). While some consumers have become so-called
'petrol-shy', others continue to passionately embrace car culture (Strong 2005). For
example, as recently as 2004, the giant fuel-guzzling vehicle called the H u m m e r H2 was
made available in Australia and importers say there is plenty o f demand for these
vehicles (Dowling 2005).
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Sales o f new motor vehicles continue to rise in Australia, for passenger vehicles and
especially 4WDs. Passenger vehicle sales have grown from 38,000 vehicles per month
in 1994 to over 50,000 per month in 2005 and average monthly sales of 4 W D s
quadrupled to over 15,000 per month in that time (Australian Bureau of Statistics
2005a). As such, the market in new car sales is increasingly tipping in favour o f 4WDs:
the annual ratio o f passenger vehicle to 4 W D sales declined from more than 10:1 in
1994 to nearly 3:1 in 2005 (Australian Bureau of Statistics 2005a; Hinde 2006).
There is resonance between how the automobile was received with fear 100 years
earlier, and community concern about the environmental and safety implications o f
large vehicles such as 4 W D s (see van Tiggelen 2004; Hamilton and Barbato 2005 for
discussions o f this controversy). These vehicles are thought to be dangerous for other
road users. Indeed, a sales pitch for 4 W D s emphasises the displacement of safety risk to
other vehicles: as the Hummer salesperson commented, "other cars just bounce o f f
(Dowling 2005). However, there is growing evidence that 4WDs passengers are at
higher risk o f certain injuries (van Tiggelen 2004; Hamilton and Barbato 2005). A N S W
hospital study o f child pedestrian driveway injuries showed that 4 W D s were more likely
to cause such incidents and, when they did, were 2.5 more likely to cause death
(Holland et al. 2000).

4.2 Field as the site of struggles: transport and everyday life
Ultimately, the struggles o f the last century shape the lives o f Melbourne citizens today.
The global processes, national debates, city-wide initiatives and local events have given
rise to a cumulative and iterative moulding of Melbourne's transport system. The
outcomes o f past competitions and negotiations define the conditions of existence in
which people now live. Travel is a significant part of modem life in Melbourne. The
personal geographies of the interviewees who participated in this study range from
highly localised routines, through to those who take regular and wide-ranging
excursions across the city and the state of Victoria.
Like the inner city factory workers o f over a century ago, many Fitzroy residents today
describe a highly local existence within the suburb and its immediate surrounds. A
crucial difference is that many residents o f Fitzroy have made this suburb their home
out o f preference for the kind of lifestyle it offers. N o longer are the inner suburbs
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places full of swamps and grime. Instead, Fitzroy conveniently hosts nearly all o f the
amenities required for a very comfortable lifestyle.
Fitzroy resident, Eric, enjoys walking everywhere. He moved to Fitzroy because he
"hates" commuting by car or public transport. Eric works in the city centre, picks up a
coffee at a local cafe on his walk to work each morning, and says "most o f my little
social sphere each week is basically Carlton, Fitzroy, Richmond that sort of area" - he
walks to these places too. Similarly, Megan moved to Fitzroy because it is "close to
work, close to everything, really" - including that her friends regularly socialise there,
and her parents run a business in the area. Wil is completing his PhD at a university in
the neighbouring suburb o f Carlton, and rents a home in Fitzroy from his university
supervisor. Wil appreciates having everything nearby, although he finds that he has a
limit to how geographically enclosed he wants his life to be. He prefers living in Fitzroy
rather than Carlton because it strikes a better balance of proximity and space.
Wil:

[Carlton is] too close to uni and it's such a uni sort of suburb and [my
street was] ... like, you know, from my bedroom window I could see the
university. It was convenient, but too much, so after a year of that I was
happy for a change.

Sarah:

And you're glad to be back?

Wil:

Oh yeah, Fitzroy is a good suburb to live in, a bit costly, plenty o f places to
go out. I think it's just the convenience and it's just far enough out that it's
not too far to walk. You know, you can still stumble from everywhere.
And I think mostly, it's all geared around PhD at the moment - it's 10
minutes walk to the office and that's good.

Wil's localised existence in Fitzroy is likely to be temporary. Before he lived in
Melbourne, he said he has always lived in the country, including some years in a small
island village for research fieldwork. He aspires to live on a block of land on the coast,
and also there is a chance his work will take him back to a remote island village. W i l
says o f his decision to live in Fitzroy " i f I'm going to live in the city, then I'll really live
in the city and get the most out of city living". He appreciates being close to his office,
the places where he socialises, and many of his friends who live nearby.
Although the Fitzroy residents described their lifestyles as bound within a small
geographical space, they also talk about opportunities to "escape" the pace o f highdensity living, and head to the country. Bushwalking, visiting friends and family in
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regional centres and other states, and surtnig at the coast were all examples of pursuits
that motivated people to travel long distances. Richard leaves the dense roads o f Fitzroy
to use his mountain bike; he rides along cycle paths in Melbourne or out of the city
altogether.
The love o f Fitzroy experienced by many o f its residents is sometimes coupled with a
disdain for other parts of Melbourne. W i l says he would refuse to live in a low density
suburb, asserting: " m y idea of hell is being out in the suburbs... it's just sort of barren...
it's the isolation". Karen, another student living in Fitzroy, has similar feelings about
'the suburbs':
Karen:

There's something about in-between that I don't feel comfortable... I'd
like to be in the city or not at all.

Karen's partner, Adam, objects to disparagement o f ' t h e suburbs'.
Adam:

I don't really have that sort o f stigma that a lot of people have attached to
the suburbs. 1 understand, but 1 also recoil from that because I think it's
really an'ogant and veiy condescending because I think that 90% o f the
Australian population live in the suburbs and therefore, lots of interesting
people do interesting things in the suburbs. And just because you can't
walk out the door and go around the corner to a cafe that can do you a soy
chai latte, I don't think it really makes much difference.

Richard, who grew up in outer suburbs but now lives in Fitzroy, remarks "it's really
nice not having to move out to the suburbs because you've had a kid". A major reason
why he would consider moving to the suburbs would be to have a backyard for his
child. O n the other hand, the benefits of being Fitzroy that might be jeopardised by
moving to the suburbs include being able to walk to the places you needs to go,
knowing people in the neighbourhood, and the aesthetics of the place - its "nice feel".
Richard:

It's simple as actually being able to walk everywhere. Even when you go
out to a pub you don't have to worry about driving. Everything is very
accessible. It's just great. Most o f my friends tend to live in the inner city
too. It's just got a nice feel to it. We know most the people up and down
the street too.

Other Fitzroy residents - such as Suzana and Lae - regularly make expeditions away
from the suburb. Every fortnight, Lae makes the trip to Footscray to go to the markets.
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Suzana describes participating in a Croatian dancing club that she can only reach by car
- so she gets a lift with a friend or her daughter.
Adam lives in Fitzroy and works in Port Melbourne, which is a single tram ride that
takes 50 minutes each way. Adam also previously participated in a football competition
that required him to regularly travel beyond Fitzroy. The accumulation o f this travel
time, as well as other reasons, caused Adam to decide to give up the competition.
Sarah:

What's the farthest away game that you had?

Adam:

One was in - I think it's called Donvale. Most of the teams are sort of
reasonably inner-city-ish, but this one was probably about a 45 minute
drive. Oh actually, I had a game at Essendon as well and 1 got a lift with a
team mate. That was almost to Tullamarine Airport so I guess that's you
know, half an hour drive or something.

Janet, who lives in Fitzroy and does have a car, described a lifestyle that takes her all
over Melbourne and beyond, mostly because of her studies and for recreation. In the
course o f her interview, she said she regularly drives to suburbs such as places such
Toorak, Camberwell, and Abbotsford. Recently, she has also travelled to outer suburbs
such as Craigebum, Box Hill and Carnegie. Janet also regularly visits Falls Creek,
Hotham and Jindabyne (towns in regional Victoria and N S W ) for hiking.
Beth, a mother o f two residing in Fitzroy, also has a dispersed daily geography. She
travels by automobile to get to her children's school in Kew, and mentioned going to
appointments in various suburbs farther out from the city than Fitzroy - including a
practitioner in Croydon which is a 45 minute drive away from Fitzroy by freeway. Beth
has mixed feelings about the distances she travels each day.
Beth:

I think the way I [have] managed to get my life so far flung, I think that's
bad. You know, I would be much happier to have everything local. But the
people that I've found, like the chiropractor and the Croydon doctor are
great and you can't find them anywhere locally.

Beth's geographically dispersed lifestyle resembles that of many o f the mothers who
were mterviewed from Maribymong. The various activities that these women build into
their days are described in more depth later in the thesis. For instance, in a given week
Therese and her children will visit a number of destinations that may include Ascot
Vale, Thornton, Carlton, Southgate, Port Melbourne, Footscray Park, Altona, maybe the
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coast or inland to the Dandenong mountain range (and not long before the interview, the
family had made a trip across the country to Perth).
Fitzroy resident Rebecca travelled widely across Melbourne when she was conducting
her own research fieldwork. Often, the bus was the only form of public transport
available to reach some outer suburbs, where trams and trains do not go. Rebecca says
she is glad to have discovered this mode: "I got to see loads and loads of parts of
Melbourne that 1 wouldn't have seen otherwise".
The car retains a central place in the geography of the Western suburbs. The locallybased auto industries that were established over the 20"" century prevail although with
less certainty. Global pressures have prompted factory closures (includmg a major parts
manufacturer, Ajax Fasteners) which have caused flow-on job cuts and closures o f
factories owned by Ford and General Motors Holden. Nevertheless, the effect o f the
motor vehicle persists both in the environment, where river pollution remains a concern,
but also in the daily lives o f residents who live in an area designed with the automobile
in mind.
In contrast with the stories o f Fitzroy residents, interview participants in the western
suburbs often described how their daily routines took them to widely distant places. 77year-old Patricia lives in a retirement home in Taylor's Lakes and travels to
Maribymong to participate in a healthy eating club. She also describes travelling from
Taylor's Lakes in the west to her sister's house at Greensborough in the east - a 30km
trip on two buses, a train, and a car ride with her sister from the train station.
Dave lives in Footscray and during various phases o f his life has experienced both
widely dispersed geographies as well as quite localised existence. He described that
while homeless for many years in Sydney "most of my street life was living on trains".
Dave said that he would "cover the distance of Sydney in a week on the train" regularly travelling overnight on trains that ran between Katoomba and Newcastle,
north o f the city, down to Wollongong, Nowra and Kiama, south of Sydney.
After moving to Melbourne, for a while Dave lived and worked Richmond. Now,
although he lives in Footscray and spends time in his local neighbourhood on most
days, Dave also regularly visits suburbs farther out such as Sunshine and St Alban's,
and in the other direction to the city centre. Conversely, Louise, who lives in the same
suburb as Dave, says she would get lost if she went further afield than her local
suburban shopping hub.
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Lauren is an exception in the Maribymong sample - her movements are localised in a
way that resembles many o f the participants living in Fitzroy. When Louise and her
partner moved into a townhouse in Maribymong, the couple knew they were close to
the Highpoint shopping mall. Their discovery that many of their medical and other
needs could be serviced within walking distance too was a pleasant surprise.
Nevertheless, Lauren still ventures by car outside her suburb to take her child to
swimming lessons in Ascot Vale. Although Lauren regularly walks, her husband works
in the city and uses public transport or bicycle to commute to work.
Timothy - an Essendon resident - was very deliberate in maintaining his locally-based
lifestyle. Timothy organises his home and work life so that the journey to work is a
quick bicycle ride.
Timothy:

Some people bike if they're able to, but I live so that 1 can. I deliberately
choose a house where I will be able to [cycle]. That would be the prime
requirement for choosing a place to live. I've never had to commute to
work, other than the couple of weeks when I had to catch the bus.. .Ever
since I've been at my current employment I've always been within an easy
cycling distance of work, but that's because I've chosen to live where I can
do that. That's the number one choice, whereas you know, other people
would choose a house first and then hope that their job is close. Once I've
got the job, then I choose the house that is within cycling commuting
distance.

Sarah:

What about if you're working in an area that you didn't necessarily like?
. . . I f you didn't like the neighbourhood?

Timothy:

I would get another job.

Not all Australians are at liberty to control their work, home lives, social networks and
methods for travelling between them. Many are subject to the opportunities and
constraints they have inherited from a century of struggles, sanctions, physical
structures, serendipity and self-fulfilling prophecies.
This chapter described many of the twists and turns in Melbourne's history that shaped
and developed the transport system over the last century. Growing from a walkable
colony, Melbourne had become known as the "rail and mail city" by the turn o f the
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twentieth century. T h e n the a u t o m o b i l e w a s introduced and a cascade of legislative
decisions, w a r t i m e imperatives, taxation decisions, as well as the consolidation of autorelated industries and the o n g o i n g f a v o u r of the g o v e r n m e n t , all contributed to the
e n t r e n c h m e n t of the car in the urban f o r m , e c o n o m y and psyche of M e l b o u r n e .
M e l b o u r n e ' s trajectory towards car reliance was not inevitable, but w a s facilitated by
h u m a n actors. Rail and trams w e r e well-liked and suitable m o d e s for m o v i n g the
citizens of M e l b o u r n e , as d e m o n s t r a t e d by their early popular appeal. W h e n the
a u t o m o b i l e w a s first introduced it w a s not received with u n a n i m o u s enthusiasm. T h e r e
h a v e a l w a y s b e e n people w h o dislike or actively resist motor cars. T h e f a v o u r of the
g o v e r n m e n t f o r the a u t o m o b i l e and its associated industries w a s gradually w o n at the
turn of the 20"' century, and only later b l o s s o m e d into full-blown support around the
time of the S e c o n d World War.
T h e e v o l u t i o n of M e l b o u r n e ' s transport system w a s characterised by negotiation and
c o m p r o m i s e , m o r e so than cohesive strategy. Discourse about the nature o f ' t e c h n o l o g y '
and ' p r o g r e s s ' (and rhetoric about their inevitability), global events and industrial
pressures, and the c h a n g i n g nature of family, work life and daily schedules w e r e also
i m p o r t a n t . S y m b o l i c , cultural and e c o n o m i c processes w e r e as potent as geographical
d e t e r m i n a n t s in shaping M e l b o u r n e ' s transport destiny.
P a r a d o x i c a l l y , although car reliance has proven to be a m a j o r cause of injury and illness,
p o p u l a t i o n health considerations have always been taken into account in debates and
d e c i s i o n s about transport. T h e promotion of the automobile by health practitioners w a s
b a s e d on a r g u m e n t s about controlling infectious disease and i m p r o v i n g the timeliness o f
health care. Early urban planners adhered to British ideals about enabling p e o p l e to
e s c a p e the city and live a suburban lifestyle in order to p r o m o t e well being. O n l y in the
last f e w d e c a d e s has convincing evidence appeared in the debates about the need to
r e d u c e a u t o m o b i l e use and replace it with the active transport m o d e s of walking, cycling
and m a s s transit, that w e r e c o m m o n l y used a hundred years ago.
C l a s s d i f f e r e n c e s in transport h a v e existed for m a n y decades, with the privileged classes
first to adopt m o d e s that eventually b e c a m e compulsory as the urban f o r m , culture and
e c o n o m y m o r p h e d accordingly. At the turn of the last century, as M e l b o u r n e b e g a n to
g r o w , rail and tram w e r e the m o d e of choice adopted by the wealthy to access n e w and
prestigious s u b u r b s , whilst the w o r k i n g class w a s largely restricted to walking. Later,
a u t o m o b i l e s w e r e introduced and taken up by those w h o could a f f o r d such an
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investment. Public transport became the leftover m o d e used by the masses. Soon the
benefits of automobility became more freely available, the public transport system was
neglected, and the metropolis sprawled widely. N o w , many of those f r o m lower class
backgrounds living in outer suburbs are compelled to use a car in order to participate in
paid work and access resources.
This chapter has explored the various historical processes that have shaped transport in
Melbourne, culminating in a description of how people experience the conditions of
existence - the site of future social struggles - in Melbourne today. The concept of
capital offers a theoretical device for explormg in more systematic detail the role of
transport in modern social life. The next chapters deploy the concept of capital to drill
down to the level of social groups and individuals and explore how people use transport
to negotiate their daily social life within various fields of struggle.
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5 The distribution of mobility capita
This chapter conceptuaHses mobility as a form of capital and elaborates on the
processes by which mobility capital is unequally distributed between people from
different social and physical locations. The first part of the chapter explores why
mobility is a finite resource and is unequally distributed in society. Policies, legislation
and infrastructure have implications for who may travel, what modes people use, and
who bears the economic costs. The conventions and negotiations that permeate the use
o f the transport system also influence if, and how, people may travel. The second part o f
the chapter addresses how the distribution of mobility capital might be estimated
quantitatively. A basic descriptive analysis of Australian Census data reveal patterns in
the distribution o f motor vehicle ownership and transport mode use by household
income, individual education, sex and place. Issues to consider in statistical analysis o f
the distribution o f mobility capital using transport indicators are discussed.

5.1 Competition for mobility capital
People's transport is facilitated and constrained through struggles that range from
formal policy through to personal experiences. How the transport system is designed,
funded and built, interacts with variables such as where people live, their daily
destinations, and their capacity to pay, to create winners and losers. Less formally, the
interactions and negotiations that occur between travellers, and within households, also
shape people's ability to move around. The struggles that shape competition in the field
o f mobility capital are discussed in this section.

5.1.1

Transport policy trade-offs

People's opinions about transport policy demonstrate philosophical and polifical
tensions over who has rights to, and who can successfully utilise, transport
infrastructure. Such struggles are evident in debates about how the transport system
ought to be designed and managed: in a system where the resources are bounded by
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economic and geographical limits, and must therefore be shared, who should be
privileged or penalised? How should access be divided up between the different modes,
and/or transport users from various class backgrounds and geographical locations?
Management of the transport system inevitably produces winners and losers. One
interviewee sagely summarised the problem.
Gail:

It's a hard one, really... No matter how much money you poured into the
system, you wouldn't be able to satisfy everyone's needs, or what they
want.

Transport planners make trade-offs between numerous groups who seek to move around
the city. Policy makers must reconcile, for example: the needs o f commuters and the
residents o f areas through which people travel; the diverse needs of people living and
working across the metropolis; variations in people's financial capacity to pay; as well
as the various users of road space. On top o f this balancing act is a growing awareness
of the economic and environmental externalities incurred by different transport
solutions.
There are also conflicting interests between citizens, tourists and those who use the road
system to make money, especially the freight industry. The inclusion of commercial
travel in the civilian transport system greatly contributes to the ongoing running costs
for government (Laird et al. 2001). The contribution of business to traffic levels also
heightens the risks for other road users. Timothy noted that truck driver fatigue makes
highways more dangerous. Jack described how the long hours worked by taxi drivers
leads to what he called "workplace complacency", or lack of care, and therefore greater
danger to others on the roads.
Trade-offs must also be made between geographical areas. Ryan, who is a resident of
the western suburb of Maribyrnong, suggests there is a "conspiracy" against "the west".
Ryan calculates a ratio of 2.5:1 train stations in the east compared to the west o f
Melbourne. He says this inequality has emerged historically as Melbourne's residential
areas were first established in the eastern regions, but nevertheless he believes it ought
to be rectified. In another example. Jack - who used to work in road construction pointed to the absurdity o f building a $100,000 bridge in a regional area that would only
serve "one farmer".
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Policy makers decide which transport modes and, in turn, who, is given preferential
treatment in the road system. Transport planner Richard acknowledges a continuing
historical legacy of privileging the automobile over other modes of transport.
Richard:

Y o u ' r e still a person, but that person is in a lump of metal and for some
reason there's a lot more power or rights associated with it, I find [it] really
interesting. It's not like I ' m ideologically opposed to it. I just find that the
whole structure about how cars have got so many rights compared to
people on foot or on a bicycle, it's really fascinating the way w e ' v e
developed our road rules and everything in the last forty years. So yeah,
my ideal form of transport would be that everybody has equal rights, a bit
like shared zones, I guess, where cars give way to people. It's more about
people-moving rather than vehicles moving.

Even if the allocation of economic and other costs could be resolved fairly or equitably
between the different m o d e s for all social groups, mobility would still be a finite
resource. Public transport user Ryan uses a plumbing analogy to explain the limits to
how much mobility can be accommodated within a transport system.
Ryan:

[There is] only so much water plumbing will allow, before it becomes a
problem, before things start to break. Y o u ' v e got two-lane roads that are
n o w taking three times the number of cars, load limits, pedestrians, trains,
trams and it gets more and more unsafe.

Ryan aspires to a system that provides sufficient infrastructure and policing to enable
everyone to travel by whatever mode they choose, including "still allowing people if
they want to drive, to drive". Conversely, Fitzroy resident and tram user A d a m believes
problems arise f r o m a system that gives the automobile free reign over the city.
Adam:

[In] the C B D where there's, I don't know what the figures are, but in terms
of literally tens of thousands of people flowing through there every day,
travelling around in individual carriages or what ever, I d o n ' t think it really
makes s e n s e . . . W e ' r e not going to be able to just keep on putting more and
more cars on the road and driving more and more cars into the city.

Who pays?
The question of w h o ought to pay for transport also reveals a struggle over power and
access to mobility. Four Fitzroy residents with higher degrees - Richard, Rose, Wil and
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Rebecca - believe that the government ought to invest more money in public transport.
Wil, a PhD student, finds it outrageous that students must pay to get a student discount
card. A high school educator from the Maribymong sample, Owen, approved of former
Victorian State Premier Jeff Kennett's idea for a universal "gold coin" public transport
fare.
Others suggest that pricing should create incentives for sustainable and equitable
distribution of transport services. Transport planner, Richard, made a case that public
transport should be cheaper for people who live farther from the C B D instead of more
expensive as is currently the case. Private sector employee, Adam, pointed out that it
would be preferable if public transport could work out cheaper for families than using a
car. And full-time, car-dependent, mother, Beth, believes public transport should be free
and petrol much more expensive.
Conversely, economics graduate Megan believes in the importance of people paying for
the transport services they receive; and Ryan is happy to pay road tolls as long as the
road is well maintained.
Class differences in the affordability o f household transport expenditure have not been
systematically researched in Australia. A U K study that brought together national
statistics, local area case studies and qualitative interviews (Froud et al. 2002; Froud et
al. 2005) showed low income households spend a large fraction of their money on
transport in order to participate in the workforce. These expenditures are often onerous
for the household to afford. Further, limited public transport and the costs o f vehicle
purchase often force low income families to use cheap, second-hand and unreliable
vehicles. Consequendy, access to mobility is both expensive and uncertain. In contrast,
wealthy households usually enjoy multiple, reliable transport options and can afford to
purchase and use automobiles for unlimited purposes including leisure.
Other costs of transport are less visible or quantifiable. Jack, a 30-year old university
student worked in road construction for the majority of his twenties. The physical
labour involved much heavy lifting, digging etc. He describes the large physical toll this
work exacted on his body.
Jack:

It's a very well paid job. Nothing in life is for free, basically. The reason
you get paid well was because o f my shoulders, knees, elbows, wrists,
ankles are all really sore on a regular basis.

Sarah:
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Jack:

I ' m probably the typical man. I d o n ' t really dwell on these sorts of things. I
just know that i wake up in the morning - it's actually better since I
stopped working - it used to take me 15 minutes to do a bit of stretching to
m o v e freely. N o w a d a y s , it's not so bad, but it's always there. If I ' m sitting
on the couch, I've always got to have my legs extended. I ' m like an old
man really.

The health impacts of transport, and inequalities in their distribution, were discussed in
Chapter 1. Researchers are increasingly broadening their perspective in identifying the
full range of detrimental health impacts of car reliance on individuals, neighbourhoods,
populations and the environment. As yet, this field of research has not yet properly
incorporated the health costs for those employed to process, manufacture, build and
maintain the resources and infrastructure used in Australia's transport system. Attention
to occupational health and safety issues in car manufacturing, oil processing and road
construction would all offer a fuller picture of the death and disability tolls caused by
car reliance in Australia.

5.1.2

Moving in the field of transport

In addition to policy debates and decisions, competition for mobility capital is also
evident in interactions between people within the transport system. Government
employees enforce the road legislation. Pedestrians and passengers in close proximity
shape each others experience of travel. Within households, individuals negotiate about
whether and h o w to share their vehicle/s.

Sharing the roads
The trade-off between the different transport modes manifests in the design of the road
system. For example, rules and physical structures are used to facilitate trams sharing
the roads with other users. For cyclists and motorcyclists, tram tracks pose a significant
danger.
Richard:

I've done the obligatory come off on the tram tracks quite a few times too
in the wet. T h a t ' s a real Melbourne thing to do. You'll do it, you'll
r e m e m b e r about it, years later you'll do it again, and just think ' h o w can I
be so stupid and do it again?'

Sarah:

Gosh, and when it happened, when you came off on the tram tracks, was it
in a dangerous situation?
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Richard:

Yeah, I was crossing Brunswiclc Street the first time and it was quite late in
the evening, there wasn't any traffic around, but it's amazing how coming
off on the road, how quickly I sprung up and grabbed my bike and went to
the foot path. Just that real reaction thing of, you know, you don't know
where a car is going to be. And 1 was quite surprised how quickly 1 moved
and did that.

Pete, a chef living in Essendon, had his first motorcycle accident slipping on a tram
track. Fitzroy resident Megan also described how a couple she knows were riding a
motorbike that was hit by a tram; one friend broke his leg and the other was badly
bruised.
Add pedestrians and car drivers to this mix of trams, motorbikes and bicycles, and the
stakes and complexities in the negotiation for road space increase further. One road rule
in Victoria intended to manage the interaction is that passengers disembarking from
trams have right of way over vehicles, so they may safely reach the footpath. Despite
the law, this point of interaction between transport users remains contentious and
dangerous. Ryan catches the tram from his home in Maribyrnong at least three days per
week, and he believes "those stop signs are useless on a tram", because cars often don't
give way to the passengers getting o f f He has witnessed some close calls and believes a
disembarking passenger is going to be seriously hurt one day on his tram route. Barbara
catches the same tram and she agrees, having witnessed "lots" of near-misses and is
herself "very aware of checking every time" she gets off the tram.
Timothy, a cyclist living in Essendon, describes the daily tussle on a road used by cars,
cyclists and trams, each affecting the safety and travel speed of the other users. The
trams interfere with the progress of the cars, which in turn interfere with the progress o f
the cyclists. Even the parked cars pose a significant risk to cyclists who may be knocked
off by someone opening a door into their path.
Timothy:

If I'm going to have accident, it would probably be in the main road
because some idiot will open the car door or something, because it's fairly
tight...

Timothy describes the complex and blurred boundaries between the spaces allocated to
the different modes on roads in his neighbourhood.
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Timothy:

O n the main roads, there's a sort o f bike path until you get through
Niddrie, but it's ... a sort o f h a l f ear lane. It wasn't really wide enough to
be a car lane. That's why they gave it to the cyclists, but it probably just
gets the motorist really resentful, so then ... [they] go into it i f they feel
like it. A n d also, the actual car lane is actually sharing with the tram as
well. But there isn't room for the tram and a car. So they've given the
space between the parking, which is all parallel parking, to a metre or so
for the bike, and then the cars have to go half on and half o f f the tram line.
Most o f them prefer not to be on the tram line even though part o f their car
still is on the tram line. A n y w a y , these things happen.

These are the kinds o f issues that underpin the importance o f urban form in shaping
local transport behaviours, an insight which is already well established in the research
literature (Mees 2000b; Frank and Engelke 2001; Frumkin 2002; Pikora et al. 2003;
Saelens et al. 2003; Frank et al. 2004; Frumkin et al. 2004; Badland and Schofield
2005). As policy decisions about the relative rights o f various modes accumulate (as
described in Chapter 4), local urban form sets the terms and conditions by which road
space is accessed. The design o f the space provides both a symbolic and physical
'playing field' upon which mobility is negotiated between pedestrians, cyclists, drivers,
and public transport passengers.
The transport system is populated by a diverse collection o f multiple transport modes,
occupied by numerous people, w h o travel in all directions according to a plethora o f
laws and customs. These customs are described in more detail in Chapter 8, which
explores the physical, cognitive and emotional dimensions o f travel. As discussed in
that chapter, it appears that use o f the road depends on a culture o f assertiveness, where
people compete within the rules, and occasionally bend the rules, to achieve their
mobility objectives. Those without a hard metal case around them, such as cyclists and
pedestrians, are most vulnerable. Richard notes that " y o u take a risk sometimes being a
cyclist". Carol agrees, m i n i m i s i n g these risks by breaking the rules and cycling with her
son on the footpath to ensure his safety.
W h e n one enters the road system, the potentially harmful actions o f others are taken for
granted. Eric explains "there are always lunatics on the roads". So accepted are these
dangers, that when describing his multiple cycling injuries, Ryan felt that the most
disturbing injury was the one that did not involve another traveller "because I couldn't
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blame anyone else". Individuals self-consciously enter this competition for mobility at
their own risk.
Some road users, such as children, are physically vulnerable and lack the skills and
assertiveness to m a n a g e negotiations to access road space or the j u d g e m e n t to do so
safely. In this case, rules and signage are not sufficient to ensure mobility is distributed
fairly. Christine is a school crossing supervisor and her task is to physically defend the
mobility rights of pupils on their way to school. Her role involves compelling motorists
to give way to pedestrians in the area as well as teaching the children about road safety.
Christine's friends call her the "lollipop lady" and she is happy to be known by this
nickname, but she takes the responsibilities of her role seriously, fiercely defending the
rights of the children and sometimes putting her body on the line.
Christine:

I came that close, a few times, to being knocked d o w n . . . There was one
time there when the traffic lights cracked u p . . . about 5 minutes before the
kids were due o u t . . . That was amazing. I mean, me, all five foot tall of me,
taking on truck drivers. They thought they could just go, they were big
enough; ' N o , there is no way y o u ' r e going, the kids are entitled'. They just
didn't give a damn about the kids.

Another initiative designed to enable children to be pedestrians are the ' W a l k i n g School
Buses' becoming more popular in Australia and N e w Zealand. These programs recruit
adult volunteers to supervise children on their walk to school, and keep them safe f r o m
traffic and other risks that worry parents. K e a m s et al (2003) are critical of such
programs because they fail to address the implicit priority given to motor vehicles in
transport policy. Child pedestrian safety is defined as a localised problem for parents
and schools to manage, rather than a concern for policy makers to build into urban
systems. Similar criticisms are made of cyclist initiatives that impose safety precautions
onto bicycles and riders such as helmets, flags and lights, instead of giving priority to
cyclist safety in road design and management, such as the provision of separate bicycle
lanes (Roberts et al. 1996).

Sharing public transport
Roads are not the only space where individual travellers must interact to negotiate their
access to transport. Users of public transport describe how interpersonal interactions
shape their experience of travel. Sometimes, people's actions can constrain the capacity
of others to m o v e around enjoyably or safely. For example, m a n y public transport users
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mentioned variables that affect whether a passenger is able to sit down for their j o u r n e y ,
mcluding the number of fellow passengers at a given time of day, or the presence of
conductors to tell young people to give up their seats for adults.
Barbara, a middle-aged grandmother w h o uses public transport daily to fulfil almost all
of her transport needs, describes how people talking loudly on mobile phones can be
"very intrusive" and m a k e her trip less pleasant. She is even more serious about the
importance of not speaking to people w h o are under the influence of drugs, for the sake
of her o w n safety.
Barbara:

It is scary if you are anywhere near them, but you just keep away f r o m
them and d o n ' t talk to them. As much as you would like to say something
to them, you don't. Like that woman [who did say something]... she
shouldn't have said anything because he could have turned around and got
a knife.

Despite the occasional need for diplomacy to ensure safe and/or pleasant passage, m a n y
public transport users enjoy their journeys. Indeed, the presence of other passengers
usually enhances the experience, whether it be the opportunity for people-watching or
meeting interesting strangers (Fred), "grannies" on the bus w h o make it feel safer and
more pleasant (Rebecca), friends and neighbours with w h o m to converse (Barbara), or
having someone at the tram stop w h o can share their umbrella in the ram (Ryan).

Sharing a vehicle
Surveys of motor vehicle ownership rates and studies of household-level access to cars
overlook the struggles for mobility that occur within households. Even in households
that o w n a motor vehicle, there may be ongoing negotiations about w h o uses the vehicle
and when. Froud et al (2002) acknowledged this limitation in their own study which
focused at the level of the household, especially because gender plays a key role in
household negotiations.
A n u m b e r of the w o m e n interviewed in this PhD study lived in houses with motor
vehicles but did not use these cars for their own transport - either because they were not
licensed (an issue discussed in Chapter 8), or in M e g a n ' s case, they feel uncomfortable
about being beholden to another person. Megan, w h o gave up her car when she moved
in with her boyfriend, is not qualified to drive her partner's car because it is a manual
and she is only licensed to driver an automatic vehicle. She borrows her parent's car
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occasionally to do the household shopping instead of negotiating to get a ride from her
partner.
Megan:

I guess it's good to have some independence sometimes and do it on your
own time and not have to rely on someone else to do it.

When Rebecca and Adam visit their family in Adelaide, Adam's mother offers to lend
them a vehicle during their stay. Rebecca says she prefers not to do that. Instead,
Rebecca and Adam hire a car in Melbourne and drive it to Adelaide, so they have a
vehicle of their own for the duration of their visit. Rebecca and her mother-in-law are
both conscientious about ensuring each other's access to mobility.
Rebecca:

She's quite an active woman because she's involved in associations which
sometimes take her out of Adelaide. So she might be needing her car that
weekend. So it's just... being considerate of not confining her to a house
for our own, sort of, mobile pleasure.

Rose and Fred own one car between them and feel that they share it equitably without
posing problems or tension for the couple. They both feel strongly about not owning a
second vehicle and Rose says "we're pretty good at sharing". This couple imply they do
not feel a sense of sacrifice even though sharing the vehicle requires case-by-case
discussions and compromises. Fred explained how Rose had to use the car one weekend
for an after-hours work commitment on the other side of Melbourne:
Fred:

So she took the car... which meant that I was at home without the car. So
we had to sort of work out who does the shopping...

Sarah:

And so how did you resolve the shopping for that weekend?

Fred:

We did it at another time... It's a bit pragmatic. There's no sort of rule.
Most things aren't that urgent.

For other couples, parenting responsibilities dictate access to motor vehicles. The
mothers in a full-time parenting role usually had primary access to a household vehicle.
Therese, a mother of two toddlers, declares that she could not conceive of sharing a car
with anyone.
Therese:

My sister, she shared a car with her husband and I don't know how she
managed. Because it's just like, if you need the car and he's at work, what
do you do? .. .my husband needs his car for work because he goes to
people's houses and I need my car because I've got to get around.
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Many husbands described letting their wives use the car, such as Ryan who lets "the
girls" (his wife and daughter) use the car during the week, and then he drives when the
whole family uses it on the weekend. Other couples share according to guidelines or
principles, based on the day of the week or having one partner use the car the majority
o f the time. These issues are discussed further in Chapter 6.
These examples illustrate how household motor vehicle ownership can have very
different implications for the social life and health of the individuals who live inside
these households. Struggles over access to mobility capital permeate even the most
seemingly mundane details of everyday life. Thus, motor vehicle ownership is not a
perfect measure o f mobility capital for all members of the household. The next section
further explores the use of both household and individual transport indicators for
illustrating the distribution of mobility capital between classes, places and sexes.

5.2 The result of the competition: how mobility is distributed
W h o wins and loses the struggles for mobility? Negotiations for vehicle access and road
space lead to some individuals being granted more or less capacity to reach their
destinations. Mees (2000) argues that a city designed according to the requirements of
automobility will necessarily exclude those who cannot use a car, notably the elderly,
disabled and children. Planning decisions that favour the car create a "tyranny of the
majority" whereby other forms of mobility such as walking or public transport are
thwarted. A number of UK researchers (Macintyre et al. 1998; Bostock 2001; Macintyre
et al. 2001; Cass et al. 2005), have verified the social importance of access to a motor
vehicle in a car-reliant society. Life expectancy, well being and access to work and
social life are all improved when one has access to a car. Moreover, these researchers
have shown that people of higher socioeconomic status are often more likely to have
access to an automobile.
This section uses data from the 2001 Australian Census to describe the distribution o f
mobility capital between classes, places and the sexes. Both transport indicators in the
Australian Census are examined: household motor vehicle ownership and individuallevel data on method of journey to work. These indicators are imperfect estimates o f
stores of mobility capital. For example, as discussed above, motor vehicle ownership
does not necessarily correspond to use of a motor vehicle, which can depend on
negotiations within the household. Similarly, people with high income who live in
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neighbourhoods well served by public transport may walk to work when the weather is
pleasant, catch public transport i f they are in a hurry, or drive when it is more
convenient. In contrast, less wealthy people might always walk because they cannot
afford to use one o f the mechanised modes. Other people use a car every day because
they live where there are no viable alternatives. Percentages o f mode utilisation do not
reveal anything about the extent o f choice versus constraint that led to the selection o f a
transport mode (Froud et al. 2005).
Despite these limitations, descriptive statistics can provide an overview o f how mobility
capital is distributed unequally between classes, places and sexes. The summaries
presented in this chapter offer a preliminary examination o f where classes, places and
sexes might be located within the field o f mobility.
The remainder o f the thesis explores what is going on behind the patterns presented in
this chapter. Chapters 6, 7 and 8 discuss social variables - such as working conditions,
schedules, parenting roles, consumption practices and preferences, language and
technological literacy issues, and physical limitations - that constrain or enhance a
person's ability to possess mobility capital. These qualitative analyses offer useful
insights for further refining the quantitative measurement o f mobility capital.
The data presented in this chapter have not been analysed to establish whether or not
there are real differences in transport practices across social groups nor causation. The
percentages are not age-adjusted, and do not account for other demographic variations
between places, or household variables such as number o f people living in the
household. Controlling for such variables would facilitate a more precise estimate o f the
transport practices for the social groups. Statistical significance testing would be
required to confirm whether there are real differences between groups. Furthennore, as
reported in Table 5.1, the numbers o f people who completed the 2001 Census and
reported a method for their journey to work are n=3,400 for Fitzroy and n=2,200 for
Maribymong. Within the suburbs, the percentages o f people who use public transport,
walk, and cycle in each social group are generally small so that only very obvious
patterns are likely to emerge in these descriptive summaries. The following discussion
looks at the broad trends, subject to the possible problems described here.
Australian Census data on motor vehicle ownership and transport mode utilisation are
presented in graphical format to depict the overall mobility patterns o f people living in
the two places studied in this research, Fitzroy and Maribymong, as well as overall rates
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for urban Australia. Household income (five categories from '$1-499' to '$2,000 or
more') and highest level of education (using five categories for households, and six
categories for individuals, from 'None' to 'University') are used to investigate general
patterns in the mobility resources o f people from different positions in the cultural and
economic fields.
Total rates of mode use by place and sex are listed in Table 5.1. After that. Figures 5.1
and 5.2 illustrate data on motor vehicle ownership rates by class. Figures 5.3 - 5.10
present data for each o f the transport modes by class and sex. These statistical
summaries are followed by a discussion of the patterns for each of the transport modes.
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Table 5.1: Percentage of males and females travelling to work by transport modes in major Australian urban centres, Fitzroy
and Maribyrnong
Number who
travelled to work^
Urban Australia

Fitzroy

Maribyrnong

Car

Public transport

Bicycle

Walk

82

12

2

3

(%)

(%)

(%)

Male

2,660,700

Female

2,041,000

78

17

0

4

Total

4,701,700

80

14

1

4

43

25

9

22

39

28

5

26

41

27

7

24

85

11

1

2

75

21

1

3

81

15

1

2

Female

1800
1600

Total

3,400

Male

Female

1,200
1,000

Total

2,200

Male

• Total number of people who nominated a mode of transport to work, rounded to the nearest 100.
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Figure 5.1: Percentage of household motor vehicle ownership by gross weekly household income in (a) all urban areas, (b) Fitzroy and
(c) Maribyrnong
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Figure 5.2: Percentage of household motor vehicle ownership by person with highest education level obtained^ in household, in (a) all urban
areas, (b) Fitzroy and (c) Maribyrnong
(a) All urban areas

(c) Maribyrnong

(b) Fitzroy

60%

60% ,

60%

50% -

50% -

40% -

40% ^

• No car
• 1 car

30% -

f

20% 10% -

0%

0% !
None

Yrlland

Yr12

Dip/Cert

below
H i g h e s t level of education

Uni

None

Yr11and

Yr12

Qp/Cert

below
Highest level of education

i

Uni

30% -

• 2 cars
• 3+ cars

S 20%
10%
0%
None

Yrlland

Yr12

Dip/Cert

Uni

below
Highest level of e d u c a t i o n

' Education categories: No schooling ' N o n e ' ; high school up to Year 11 'Year 11 and below'; completed all high school 'Year 12'; Diploma or Certificate 'Dip/Cert'; Bachelor
and/or postgraduate degree ' U n i ' .
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Figure 5.3: Percentage of individuals using motor vehicle for journey to work by gross weekly household income in (a) all urban areas,
(b) Fitzroy and (c) Maribyrnong
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Figure 5.4: Percentage of individuals using motor vehicle for journey to work by highest level of education obtained^ in (a) all urban areas,
(b) Fitzroy and (c) Maribyrnong
(a) All urban areas
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Figure 5.5: Percentage of individuals using public transport for journey to work by gross weekly household income in (a) all urban areas,
(b) Fitzroy and (c) Maribyrnong
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Figure 5.6: Percentage of individuals using public transport for journey to work by highest level of education obtained' in (a) all urban areas,
(b) Fitzroy and (c) Maribyrnong
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Figure 5.7: Percentage of individuals using bicycle for journey to work by gross weekly household income in (a) all urban areas, (b) Fitzroy
and (c) Maribyrnong
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Figure 5.8: Percentage of individuals using bicycle for journey to work by highest level of education obtained in (a) all urban areas,
(b) Fitzroy and (c) Maribyrnong
(a) All urban areas
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Figure 5.9: Percentage of individuals walking for journey to work by gross weekly household income in (a) all urban areas, (b) Fitzroy and
(c) Maribyrnong
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Figure 5.10: Percentage of individuals walking for journey to work by highest level of education obtained^ in (a) at! urban areas, (b) Fitzroy
and (c) Maribyrnong
(a) All urban areas
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5.2.1

C a r travel

Figure 5.1 shows the distribution o f car ownership across the different income groups
for people living in Fitzroy, Maribymong and for all Australian urban centres. One in
four urban Australian households from the lowest income bracket reported not having
an automobile, as did nearly one in two households from this income bracket in Fitzroy.
The findings suggest a gradient, with the percentage of households that lack a motor
vehicle decreasing as household income increases. Figure 5.2 shows a similar pattern
for the education indicator, whereby car ownership is greater amongst the more
privileged households. Figures 5.1 and 5.2 also suggest that the percentage o f
households that own multiple vehicles tends to be higher amongst households with
higher income, and higher levels of education.
Despite class inequalities in household access to a motor vehicle, the car is the
predominant form o f transport for the Australian urban population. Table 5.1 suggests
that 4 in every 5 people who travel to work use a car to do so. The high rates o f car use
in Australia were discussed in Chapter 1 (refer also to Figure 1.2). The percentages o f
people who use a car to travel to work were lower in Fitzroy than for the total urban
Australian population. Table 5.1 indicates that the total rate o f car use in Fitzroy was
about half of the rate observed for urban Australia.

5.2.2

Public transport

Public transport use is a complex indicator for mobility capital. Chapter 6 discusses how
public transport is often considered to be an inferior mode when compared with the
automobile. This is especially the case for mothers o f young children travelling to
multiple destinations every day. Thus, women in paid employment who travel to work
by public transport might find the mode less satisfactory than using a car. Some o f the
women interviewed in this study had little alternative to using public transport because
they did not have a driver's license. In some situations, the use of public transport can
indicate limited mobility capital.
Conversely, a number o f the people interviewed reported public transport as satisfactory
for their journey to work. The use o f public transport depends on the extent to which a
community has access to infrastructure and services. Also implicit in public transport
use is the availability of other resources, including money to pay the fares (discussed in
Chapter 6), and knowledge and skills to interpret the maps and timetables and negotiate
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the system (discussed in Chapter 8). As an act requiring deployment of capital, skills
and the utilisation of public resources, public transport utilisation might therefore be
regarded as a positive indicator of the distribution of mobility capital.
The patterns of public transport use illustrated in Figures 5.5 and 5.6 do not reveal any
major class differences. However, in Maribymong and Fitzroy, a gradient in the
percentage of females using public transport suggests higher proportions of women
from lower income households use this mode.
Unsurprisingly, given the low rates of car use in Fitzroy, this suburb has a higher
proportion of public transport users than is typical for urban Australia.

5.2.3

Cycling

Overall rates of commuting by bicycle in urban Australia are low. Table 5.1 indicates
that a greater proportion of men cycle than women. Figure 5.8 suggests that the bulk of
the bicycle commuting is done by men with high cultural capital.
These percentages are consistent with the way the men and women interviewed in this
study talked about cycling (see Chapters 6, 7 and 8). In particular, the culture of
aggression on the roads deters many women from cycling, whereas the male
interviewees were less afraid and in some cases embraced the challenges of road riding.
Bicycling rates are therefore likely to be positive indicators of mobility capital, in terms
of the physical and psychological capacity to commute by bicycle, and also sometimes a
neighbourhood environment that is conducive to cycling (such as proximity to
workplace, presence of bike lanes etc).
Rates of cycling are relatively high in Fitzroy and low in Maribymong. Women in
Fitzroy cycle more frequently than the urban Australian average. Figure 5.7 illustrates a
gradient in bicycle use for women in Fitzroy whereby smaller proportions of women
from wealthier households reported that they cycled to work. Figure 5.8 indicates a
greater proportion of women with high levels of education use bicycles.

5.2.4

Walking

The interview data analysis, discussed in subsequent chapters of this thesis, describes a
range of reasons why people walk for transport. Some people said walking was more
healthy or pleasurable than other modes, giving them time to think, engage with their
neighbourhood, or extra exercise. Others described walking as difficult, especially when
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trying to supei-vise children. Some women on low incomes with little education were
limited to walking because they could not afford to pay for pubic transport. These latter
issues have also been discussed by Bostock (2001) who showed how walking by
necessity can be a source of stress and danger.
Fitzroy residents walk to work more than urban Australian averages. Nearly one in four
Fitzroy residents reported walking to work on Census day (See Table 5.1). In
Maribymong, a small proportion of people walk to work, which is typical of urban
Australia.
The summary statistics presented in Figures 5.9 and 5.10 suggest walking is slightly
more common amongst people with lower cultural and economic capital.

5.2.5

Place and transport

These data reveal the importance of place in shaping, or transforming, the distribution
of mobility capital between groups in the cultural and economic fields. For example, in
Fitzroy, rates of cycling exceed the average rates in urban Australia. Notably, the data
presented in Table 5.1 suggests the percentage of women in Fitzroy who travel by
bicycle is higher than the overall percentage of urban Australian males. Women's use of
cycling in Fitzroy goes against the national trend for the gender. The influence of
economic and cultural capital, as well as gender, may be altered, accentuated or
attenuated by the physical structures and social processes that occur within a place.
Using the concept of capital, and how capital is transacted, the next chapter of this
thesis starts to explore how these interactions between place, social structures, resources
and the pressures of everyday life, occur within the social lives of individuals.

5.2.6

Summary

The descriptive statistics presented in this chapter illustrate that:
-

Driving is the dominant mode of transport.

-

More of the households with high economic and cultural capital have access to
one, or more, vehicles.

-

Men, and to a lesser extent women with high cultural capital, do most of the
cycling.
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-

Fitzroy residents are great users of active transport (public transport, cycling and
walking).

-

Maribymong's transport profile across the class categories is broadly typical of
urban Australia.

As a limited resource over which there is ongoing struggle, mobility is usefully
conceptualised as a form of capital. The concept o f mobility capital prompts analysis o f
the outcome of struggles in the field, for travellers and citizens from various social
locations. Some o f the interviewees who participated in this study reflected on how the
transport system pits users of the various modes against each another. Negotiations and
trade-offs, such as the allocation of infrastructure and access to space on the roads,
define the competition for mobility capital. A descriptive analysis of national transport
statistics illustrated some of the results of the competition by class, place and sex. There
appear to be differences in transport practices between social groups that may reflect
inequalities in the distribution of mobility capital.
Qualitative analysis of interview data, presented over the next three chapters, elaborates
more fully on the nature of mobility capital for individuals from various social and
physical locations. The considerations that lie behind people's selection of a transport
mode, and the social costs and mobility benefits, are examined. The value o f mobility
capital is explored by analysing the role of transport practices in competitions for
cultural and economic capital (Chapter 6) and physical and social capital (Chapter 7).
Chapter 8 describes the manner in which mobility capital is embodied and deployed.
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6 The role of transport practices in competitions
for capital
Transport practices are utilised in various ways to protect or acquire capital. Transport
enables people to get to places where the pursuit o f capital occurs, thereby facilitating
access to workplaces and shops, supporting parenting roles, linking together social
networks and providing opportunity for leisure and health-promoting activities. The act
o f travel can also yield capital benefits directly, in the form o f physical activity, pleasure
or productive use o f travel time. Transport also costs capital and the participants often
discussed how they managed the financial expenses of travel. A given transport practice
can therefore be understood in terms o f multiple, often complex, capital flows.
Applying Bourdieu's concept o f fields. Chapter 4 of this thesis described the historical
struggles over economic, cultural and physical or health capital that implicated transport
policy, infrastructure and the social lives of Melbourne residents. The product o f these
struggles was depicted in Chapter 5, which conceptualised mobility capital and
presented a descriptive statistical analysis and discussion of how mobility capital is
distributed in the population. These statistics showed variations in transport practices by
class, place and sex.
Using qualitative analysis o f the interview data, this chapter explores how variations in
transport practices come about, and what they mean for the daily lives o f individuals. It
starts with a discussion o f how capital is transacted via social practices, by looking at
the qualitative ways in which capital is calculated and exchanged. It then discusses how
social lives are comprised o f the pursuit o f many goals at once, from the perspective o f
the daily lives o f workers, consumer and mothers, as well as how travel is experienced
as a form o f pleasure in itself
Paterson (2000) argued that the automobile is the primary mechanism by which a
modern economy moves its people and goods. If roads are the circulatory system o f the
economy, they are also the nervous system o f our culture. Vehicles are not only
practical machines for shifting materials and products between workers and consumers.
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The transport system is also a key apparatus through which information is transmitted
and habits reproduced. Mobility is crucial to the way Australia has organised its family
life, education and other cultural pursuits.
As discussed in Chapter 2, Bourdieu theorised that society is comprised of multiple
fields, each of which is characterised by its own unique forni of capital (Bourdieu 1984;
Bourdieu 1998). Social practices can be understood as part the competition for a form of
capital in a field. However, individuals and groups traverse numerous fields in the
course of their everyday life and practices arise as a resolution of multiple interests.

6.1 Calculations and exchange
Bourdieu's theory pushes beyond the economic rationalist assumption that individuals
consciously and consistently seek to minimise financial losses. Rather, Bourdieu says
people seek different types of capital and their interests depend on where the one is
located in social space. This chapter explores the complexity of the relationship between
a person's social and geographical location, their multiple goals, and the pracfical
trade-offs and decisions associated with choosing and using a mode of transport.
The forms of capital pursued in the different fields are 'measured' each with a unique
currency or system of evaluation. The economic field deals in the most easily calculable
form of capital: dollars. Money can be manipulated arithmetically, and its value
forecasted and evaluated with mathematical models. This is one of the reasons Bourdieu
asserts that the market has become a pre-eminent field in social space. Economic capital
"is easier to transmit and objectify: and is therefore easier to protect, manage, calculate,
predict and - ultimately - control" (Hinde and Dixon 2007, p417).
The metric of economic capital lends itself to rationalistic calculations, but only with
reference to its own field. There are plenty of tools and systems for calculating price,
profit, loss or depreciation. Even more complex variables such as human time and effort
can be incorporated into the system via wages, tax rates and insurance systems.
However, it would be difficult to write a mathematical equation summarising an
exchange of economic capital for social capital (if money could buy friends). Other
fields have systems of evaluation that do not adhere to mathematical principles
(Lebaron 2003).
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Even within the field of economic capital, to calculate the most 'rational' actions would
be difficult. Prices and exchange rates constantly change; incentives push people in
multiple directions which are sometimes contradictory. Moreover, cultural capital is
required to perform economic calculations (at the very least, numeracy). A diploma in
commerce, some training in negotiating the stock market or a degree in economics
confers even greater powers to manipulate and master transactions in the economic
field.
In the case o f transport, economic evaluations are complex. Comparing the financial
implications of using the various modes of transport is time and place-specific. For
example, the cost o f petrol shifts day by day, and public transport fares vary with
geography and time. When one factors in one's interests in other fields, yielding to
constraints imposed by those competitions, weighing up the relative advantages of the
various modes is like comparing apples and oranges. O f course, such a choice is more
likely to be based on taste or routine than the daily calculation o f sums and this is
discussed further, using the concept of habitus, in Chapter 8.

6.2 Pursuitof many goals at once
Much social theory is concerned with what motivates and governs social practice.
Bourdieu's theory is consistent with the idea that social life is comprised o f the "pursuit
o f many goals at once" (Amin and Thrift 2004, pxiv). As well as pursuing interests
across multiple fields, Bourdieu explained that individuals and groups have different
resources at their disposal to pursue capital. Thus, as we have argued elsewhere:
"individuals have multiple objectives and varying means, yielding a muUiplicity
o f strategies for maximizing capital across the fields, giving rise to complex,
weird and wonderful social practices."
(Hinde and Dixon 2007, p414)
Increasingly, research on transport practices is acknowledging that travel offers multiple
kinds o f value, quite apart from its utility as a means o f getting around. A recent journal
special issue explored this new way o f understanding the role o f transport in people's
lives (Mokhtarian 2005). In this issue, Ory and Mokhtarian (2005, p98-99) hypothesised
the following reasons why people might enjoy travel for its own sake:
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-

Adventure, variety and curiosity

-

Independence and control

-

Status

-

Buffer (psychological space between two places)

-

Exposure to the environment, scenery and other amenities

-

Synergy (doing something else while travelling)

-

Escape

-

Conquest

-

Physical exercise

All of these reasons were raised by respondents in this PhD study. Indeed, many
interview participants were able to list multiple reasons why their chosen fonn of
transport suited them the best. Often, these motivations were wide-ranging, as the
individual was simultaneously interested in many fields o f capital.
A split and simultaneous focus on 'many goals at once' is evident in Fitzroy resident
Jonathon's appreciation of cycling. He prefers this mode because it serves "a dual
purpose... getting from A to B and you're also getting a bit o f exercise". Jonathon also
noted that cycling is more pleasant and quicker than other modes of transport. Essendon
resident and school teacher, Timothy, names more reasons to cycle.
Timothy:

Anything under five kilometres, it's hardly going to take me any longer on
the bike and you save petrol, so it gets me exercise, save on the exhaust
fumes, stop using up rapidly diminishing fossil fuel resources. I mean, I
could tell my kids at least four reasons why I ride the bike.

Explicit in Timothy's explanation is the additional motivation of being a positive role
model for the students he teaches, thereby upholding his high status in the cultural field.
Lauren, a mother of an 18-month old child living in Maribyrnong, says she is happy to
travel by many modes of transport - walking, public transport, and driving - and they
each have different advantages. Walking provides physical benefits as she is trying to
lose "baby w e i g h f after her pregnancy, and if something is within walking distance,
that is her preferred mode. Public transport, Lauren says, is cheap and more suitable for
attending social events when she might drink alcohol, or to reach educadonal and
cultural destinations, such as the zoo, with her child. Although she "hates" driving the
car, she says this is a quicker and better option than public transport for longer
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distances. The car is useful for storing child care equipment, she says: " i f I don't happen
to need it, I can just leave it in the car".
A majority o f interview participants - indeed many Australians, as discussed in the
previous chapter - opt to purchase a vehicle. The interview data reveal many variables
considered when buying a car, and these will be discussed throughout this and the next
chapter. Fitzroy resident, Adam, describes how he has laboured for many months over
multiple variables - or, "many goals" - associated with choosing a car to buy and has
yet to reach a resolution in deciding what sort of vehicle to purchase.
Adam:

I did hear [my partner] say something about safety and I think that's - I
guess because we're talking about having the children in the near future that's definitely something that influences that decision.
Apart from that... I think [we] would like to have a car that at least has
some element o f style about it. Because I'm a little bit superficial like that.
So I just couldn't see myself driving around in a 1990 Ford Telstar, you
know? But because of all these other things like, having children, wanting
to buy a house at some stage, we're not going to, you know, at the other
end o f the spectrum, we're not going to spend $30,000 on a brand new
Volkswagen Golf, so I mean it's a bit of a - that's why it's taken so long.
And I don't know much about cars and it's a difficult balance I think. So,
yeah 1 can't really answer that question because I'm trying to answer it
myself at the moment. But maybe something along the lines o f a 10 year
old Volvo, or something like that.

Selecting a travel mode is a compromise between the above considerations with the
purpose o f the journey (and available transport resources, discussed later in the chapter).
Four main categories o f social practices prompted travel for the interviewees:
1.

Paid employment (mobile workers)

2.

Consumption (mobile consumers)

3.

Parenting (mobile mothers)

4.

Recreation ("mobile pleasure")
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6.2.1

M o b i l e workers

Much transport research focuses on journey to work as the major indicator for
measuring transport habits in the population, hideed, many interview participants cited
this trip as a significant part o f their daily lives and experience o f travel. For some,
transport is an essential part of employment, such as taxi drivers, and other employees
must be flexibly mobile, such as on-call doctors or other white collar workers who have
to attend meetings at various places. Still others carry equipment in their vehicle in
order to do their jobs.
Transport may comprise part o f one's job description. Rose, daughter o f a medical
doctor, described how her childhood household o f the 1950s was unique because it
owned two automobiles. The second car was a back-up in case the first needed repairs,
thus ensuring her father's ability to travel to his surgery and various hospitals in
Melbourne.
Public servant Megan reports regularly travelling interstate to attend meetings and her
employer pays for her to use taxis to get to the airport. Janet - another public servant reports a similar experience, saying "I've been in other jobs where I've caught lots and
lots o f taxis". Adam, who works for a magazine, describes using a work vehicle daily
for a 1 -2 week period during which the company "outsource[s] some of the last minute
production work ... 1 drive [to the production company] once a day".
Fred, whose career revolved around education, reported that the only time he had ever
been on a bus was when he went on school excursions. During his time as school
principal he commuted by automobile, for work-related reasons.
Fred:

I've never ridden a bicycle to work, even though in my last j o b . . . I was
only three minutes by car from home. My colleague the assistant principal,
who lived not so far from us, he used to ride on a regular basis. I didn't do
it because there were always things I needed to do from work, like I had a
lot of meetings I had to get to, and often they weren't local. And also I was
carrying things, which I didn't think I could easily carry on a bike. And I
could've probably got over that, but I didn't.

Many others carry the equipment between home and their workplace. For some, the
equipment is so cumbersome that a car is required to transport it; for others it is not
quite so large or heavy, so public transport is sufficient but bicycling would be out o f
the question. Carol is a playgroup coordinator and brings materials to work in her
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vehicle. Beth's husband works in theatre and he owns a station wagon to contain his
equipment.
Beth:

He hkes to put stuff in... he puts theatre stuff in it. You know, he's always
got stuff in it. In fact, you can hardly ever sit in it because there's so much
stuff in it.

Ryan and Rose are able to carry their work-related items on public transport, but both
say they could not cycle with such a load. Ryan's work laptop is worth $8,000 so he has
to be careful not to damage it; Rose carries books and papers which would be too heavy
to transport by bike.
Beth's daughter carries a bag and a laptop computer to school, which Beth considers a
lot to carry on foot, so she drives her daughter to the bus stop in the morning. Ironically,
for Christine to perfomi her role as school crossing supervisor protecting children from
traffic, she drives there to carry her uniform and flags. (The pervasiveness of the
automobile in facilitating the daily lives and education of Australian children is
explored in the next section).
Although work-related travel comprises an important part of many people's routine
transport, it is by no means the only, or even predominant, reason why Australians
travel.
Retiring from paid employment does not necessarily provide respite from multiple
commitments requiring transport. Martha is leader of the dancing club at her local
community centre. She organises social and fundraising events at the community centre,
involves herself in the local politics of committee meetings, and enjoys maintaining her
dancing skills at practice sessions. The car facilitates access to many of these things.
Patricia resides in a unit at a retirement home, which serves as a base for her daily
activities including attending church, Probus club, water aerobics and swimming, diet
group, shopping, several regular medical appointments to manage Parkinson's disease
and volunteering her time working at the local opportunity shop. Patricia relies on a
wide social network to be driven to all o f these events.
Retired technical officer, Walter, explained the importance of keeping active during
retirement. Despite the challenges his physical problems pose in travelling by public
transport, Walter nevertheless devotes himself to a full and diverse weekly schedule. He
plays bowls on Saturday, teaches dog obedience on Sunday, works at the bowling club
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on Monday, attends dancing on Tuesday and Thursday and works in his garden on
Friday. During the interview he alludes to the multiple social, cultural and physical
rewards of staying engaged with such pursuits.
Walter:

When you get older, you can't just sit around and do nothing.

They tricked me into going and doing line dancing, and I got more fun out
of line dancing than any other sport I've done in my life... the people here
are really beautiful, they really are.

6.2.2

Mobile consumers

Moving a commodity between vendor and consumer is taken for granted in the modem
economy. Researchers such as Paterson (2000) and Freund and Martin (1996) have
argued there is a close symbolic and practical relationship between modem mass
consumption, automobile dependence and economic development. Car reliance has
enabled retailers to outsource the task of delivering goods to individual consumers
(Freund and Martin 1996; Paterson 2000). Consumption - especially food provisioning
- was cited by many interviewees in this PhD study as a reason for regular travel.
Sometimes, the automobile offers the most practical, or only, option for transporting
goods. For example Dave's newly purchased pet fish to be hurried home to a fish tank,
Eric's large and cumbersome hardware supplies, and Timothy's fumiture acquisition.
However, the superiority of the car for transporting commodities of awkward shape or
size is disputable. Eric doesn't own a vehicle and told me "I have taken some strange
things on trams", including a television and, on another occasion, wooden planks.
Although initially labelling these items as strange, Eric also noted that carrying such
things on public transport is normal in his neighbourhood: "in Fitzroy, nobody bats an
eyelid".
Timothy described how his bicycle is adequate for bringing flowers home to his wife.
Timothy:

I've got a pack rack, so that goes in and clicks over the top. It doesn't seem
to bother it... Not that I'd ride too fast and get too windy. I've got it
wrapped, so nothing's actually showing, so I sort of make sure that the
stems are facing forward and the tmmpet of the paper sort of protects the
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rest, if not, it sort of dangles a little bit over the edge. Lilies are quite tall.
They sometimes dangle a bit over the edge, but they survive alright.
When describing their food provisioning practices, most people were motivated to shop
where they thought the products were better, cheaper, or unique to their preferences.
Having chosen their preferred vendor, a decision is then made about how to access it.
Most o f the car-reliant shoppers justified their car use by the need to carry heavy bags or
access distant shops. Megan described borrowing her parent's car so she could do food
shopping and other shopping on the same trip. Similarly, Janet travels by car for work
and leisure, and combines her trips with visits to small food outlets.
Janet:

[I'm] not a supermarket shopper. I very rarely go into a supermarket. I'm a
specialist shopper so I shop at the market every week. If I'm down in C—
Street I'll buy my muesli down in C-- Street. I've got a shop in Northcote
that I buy marmalade from. I don't go specially to get the mamialade, but 1
do that sort o f stuff I'm a specialist. I'm an old fashioned person. I like all
those old shops that have moved out o f Fitzroy I suppose. I can't find their
equivalents in other places.

Many o f the car owners in Fitzroy reported that food shopping was the major reason
why they used their vehicle. Amy and Jonathon use their vehicle to travel from Fitzroy
to the Queen Victoria Markets in the city centre. Adam anticipates doing the same when
he and his partner buy a car. Richard takes the car "just to carry s t u f f when he shops at
a supermarket in Northcote, which is a few suburbs north of Fitzroy. He prefers to buy
his food there rather than at his local supemiarket "because it's a good supermarket. I
like it. It's better than Safeway".
A number o f Fitzroy residents walk to food outlets. Eric values the local Safeway
supermarket.
Eric:

1 have a Safeway about two blocks from my place... I do shopping there
and if I have a tonne of shopping to do, I might do two trips, two shops, or
go to the food and veggie section and carry all that home and then go to the
grog section and get some stuff and carry that back, so rather than have a
car and do it all in one go, I have no car and do it in two or three go's, i f
it's necessary. But most o f the time it's one go.

Page 149

Sarah Hinde

Eric walks to the Queen Victoria Markets once per week and carries his shopping home:
a 25-30 minute walk. Other Fitzroy residents, Rebecca and Megan occasionally do the
same.
Lae, an older, low income Collingwood resident who usually walks for transport every
day, uses public transport for food provisioning. She catches the tram and train to
Footscray Markets once every fortnight to buy prawns, chicken, "everything". Barbara,
a middle aged Maribyrnong resident who uses public transport regularly, catches the
tram to do her food shopping at Queen Victoria markets.
The only interviewee who described conducting their food provisioning using a bicycle
was Carol. She does weekly or bi-weekly trips to her local supermarket on the bicycle,
which is a 7-minute ride - a distance she dismisses as "it's nothing". She supplements
these trips with a monthly or bi-monthly "big shop" by car.
Carol:

Every week, once or twice a week. 1 generally only go to Safeway which 1
can ride the bike to and get small amounts of groceries, because I have
only got two panniers on the bike. So you can only carry so much, by the
time you have bought toilet paper, orange juice, apple juice, milk, you
have a pannier and a half already filled. So you only have a small amount
of space.
So generally I would just ride the bike to Safeway and do shopping that
way. Because I was in Carlton [yesterday]... and I was coming through
that area, I went to Coles and did a big shop, so I would only go there once
a month, once every two months.

6.2.3

Mobile mothers

The seven full-time mothers interviewed for this study all described daily participation
in the cultural, economic and social fields. These women contributed to decisions about
household purchases, both large and small; conducted most of the food provisioning and
preparation activities; were the primary car user in single-vehicle households; managed
educational and cultural development activities for their children; and fostered ties with
the extended family and community.
Many of the young mothers who were interviewed listed numerous weekly parenting
activities. Imogen described how her life is so full that "everyday literally at nine
o'clock, I ' m out of the house". She described regularly going to the shops - to get milk.
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buy a birthday present, have a look around - going to the pool, and taking the kids to
their activities. She relies on her automobile to perform multiple activities as consumer,
parent, homemaker, friend, and community member.
Although the statistics illustrated in Chapter 5 suggested that women are less likely than
men to use an automobile to travel to their place of paid employment, those charts may
well disguise a heavy car-reliance amongst mothers not in paid employment. Australia's
child-rearing practices demand high levels o f mobility for families as well as people
employed in child-oriented institutions such as community centres and schools. O f
those participants who are highly car-reliant, all are involved in raising and/or educating
children:
-

Seven are mothers of toddlers and school age children (2 of these are also
employed part-time as playgroup coordinators);

-

two are mothers o f adult children who have also been in paid employment
working with children (1 retired nanny and 1 school crossing supervisor);

-

one is a retired school principal (male); and

-

one is a high school teacher-librarian (male).

Also, Jack is a social worker and travels by motorcycle instead of car to save money as
he travels large distances in his work helping young people.
The seven mothers I interviewed all reported highly travel-intensive daily lives. At one
extreme was Beth, who covers vast distances for schooling, appointments, activities and
shopping in her role as full-time mother to her 10- and 12-year-old children.
Sarah:

So how often do you use the car?

Beth:

Every day.

Sarah:

So what sort of things do you use it for?

Beth:

Well, this morning 1 drove [daughter] to school. Normally she catches the
bus, but on Wednesdays 1 drive her to give her a sleep-in on Wednesdays.
Tonight I'll use it to transport three boys to football practise and then I'll
use It to transport one boy to guitar lessons and then I'll drive my two
children home from the guitar lessons and that will be it for the day. And
I'm also going to the supemiarket today so I'll use it to go to the
supermarket. And that's it.

Sarah:

And is that a typical...?
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Beth:

Well yeah, and Tuesday and Friday I have to take them to karate ... about
a 25 minute drive away from here if you go up the freeway.

Sarah:

And do the kids do any other activities other than football, guitar and
karate?

Beth:

I d o n ' t know, no they don't.

Husband:

Yes, Saturday sports.

Beth:

Yeah, well [son] does Auskick - more football - on Saturday and more
football on Sunday. And [daughter], well she used to do after school sport,
and now s h e ' s doing theatre production... on Thursday afternoons and
Saturday mornings because she has to as part of the deal with the school.
You either have to do sport or theatre production.

This m o t h e r ' s description of the daily activities and journeys she performs was typical
amongst the interviewees. Apart from the core tasks of getting the kids to school and
managing household chores, these w o m e n ' s lives are filled with child-oriented activities
which are scattered all over the city. Between the mothers I interviewed, I was told
about:
-

trips to playgroup, and local and distant playgrounds;

-

swimming lessons, "kinder gym", gymnastics, ten pin bowling;

-

music lessons of various kinds;

-

day trips around Melbourne;

-

interstate family holidays, visits to extended family in regional Victoria, family
lunches and dinners at own home or grandparent's;

-

shopping for food, birthday presents, hardware, books, or browsing;

-

attending medical appointments including hospital, maternal health nurse,
chiropractor, naturopath, as well as trips to the pharmacy, and the local Medicare
branch to claim rebates;

-

doing paperwork at the post office; and

-

strolling along the river, going to the movies or visiting the zoo.

These women, and their children, engage daily in a range of social practices across the
cultural and economic fields - including education, sport, artistic pursuits, cooking and
sharing meals, participating in government bureaucratic structures (including initiatives
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educating people about parenting), shopping, home maintenance, receiving health
services, tourism, as well as consuming popular and 'high' culture.
Given the breadth o f demands required o f a typical mother, most of them rely on a
motor vehicle. Richard and Ryan both explain that their family car is used by their
wives to look after their children during the week. Jack and his partner have already
moved into a similar arrangement leading up to the birth of their first child: Jack's
partner is the primary user o f their car because "she is so pregnant". Adam and his
partner Rebecca intend to purchase a vehicle because they want to become parents soon.
Beth, who hates driving, says she didn't need a car until she became a mother. Danica's
transport patterns have changed too, saying she "caught [public] transport everywhere
for years". Now she is a mother o f two toddlers and forecasts that she will continue to
be a chauffeur for her children for many more years. Imogen says she rarely goes
anywhere without her children.
W i l , who is not much younger than Danica, experienced a car-reliant childhood. When
asked how he travelled when he was a kid, the vehicle is implicit in his answer: " M u m " .
Even when these women make journeys without their children, they are often mindful
o f the implications for their role as a mother. Gail explained that she has used a bicycle
instead o f driving in order to save money for her daughter's music lessons. After Lauren
became a mother, she and her husband decided she would quit her job because the long
commutes made her feel that she was missing out on being with her daughter. By
contrast, for Danica travelling offers respite from the demands o f parenting.
Danica:

Yes, I find it relaxing... to not be changing nappies. 1 think that's what it
is: not doing a 'child chore'. I find driving relaxing... 1 always offer to
pick up take-away food, so I'm in the car by myself. When my husband
gets home, he'll say 'do you want to go?' and I'll say 'yes!' just so I can be
in the car by myself

The multiple demands in the life o f mother-child means the journey becomes a regular
feature o f the daily routine too; the car trip is a parenting activity to be managed in its
own right. For Therese, the ride provides a chance for pleasant interactions between
herself and her children. She points to her car, saying " i f you look in the back you will
see toys and crumbs... I turn the radio up and the kids sing along". When Imogen was
pregnant she played classical music while driving for the benefit of her baby. Now, she
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often plays them kids' music, tiiey clap along and " m o v e their bodies around... they get
quite a lot of fun out of it".
The car journey is not always pleasant: many parents reported that long trips in the
vehicle can be stressful. Imogen describes what it is like to make the trip from the
western suburbs to Momington peninsula. She drives there once per week, and
sometimes more in summer, so she and her children can visit her parents.
Imogen:

I can't wait to get there, when I get out of the car, it's " d o n ' t talk to me", I
just want peace and quiet... it really drains m e . . . that's probably as far as I
go with the children.

Public transport offers an exciting and novel alternative to using the car that some
utilise for special outings with children. Fred described taking his grandchildren on a
tram for the first time, as part of making the day "special". Carol's seven-year-old
recently travelled by train for the first time, which Carol said he found very enjoyable.
In part, the limited stamina and physical competence of small children tests a m o t h e r ' s
scope to travel with them by foot or public transport. As such, Lauren is optimistic that
when her daughter gets bigger and can walk further they will be able to use a tram
instead of driving sometimes. In the meantime, mothers employ prams or carry their
child. There is a trade-off to be made in fostering the child's capacity to be
independently mobile, whilst also employing these devices that enable the mother and
child to travel the distances they need to participate in other social practices. Therese
describes the tensions between encouraging her children to walk, whilst keeping them
safe and planning for the likelihood that they will tire.
Therese:

The double pram is pretty good too.

Sarah:

In what sense?

Therese:

I can get both kids in the pram and just walk. I've tried to let them walk
also holding the pram but it's too difficult. They run this way, run that
way. You go to the shops and they're just into everything. So yes, the
double pram is a good idea, for your own sanity.

Sarah:
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Therese:

Most times, yes. 1 try and let my oldest one walk a little bit more than the
younger one, because he's a bit plumper. So 1 try and get him to walk
without the other one seeing him because it's too hard to restrain them, too
hard. I've got them [both] out before and all 1 do is just chase them around
the place. So it's good to restrain them.

They run off on you and you just don't know sometimes. The oldest one
likes to play hidey and 1 don't like hidey. You just don't know where
they're getting. You go in a public place and they start hiding on you, you
don't know where they are.
Ironically, whilst prams enhance the distances the mother and child can walk, they also
constrain the transport options available to the pair because prams are awkward to take
on public transport. Most women opt to use a vehicle to carry prams as well as the other
paraphernalia they need to bring along when venturing out. For this, and other reasons,
most o f the mothers explained that public transport was not a viable way to travel
regularly with their children.
The typically car-reliant childhood of many Australian youngsters is associated with a
need to keep child pedestrians safe while they move around in the car-dominated
environment. Timothy, who teaches at a local high school, describes the traffic chaos
that occurs out the front o f the school every morning. For about 15 minutes before start
time, and again at the end of the day, he says the traffic can be a "nightmare". Timothy
explains: "you can spend 4-5 minutes just ti-ying to get into the school, the traffic really
banks up".
Primary schools employ school crossing supervisors, such as Christine, to tame the
local traffic. Christina says few parents take notice of the 40km/hour speed limit near
schools, "except where I stand... I'd give them a mouthful [if they sped]". She also
teaches the children about road safety; the young students learn the rules about crossing
the road in about two weeks, she says "they're quick".
Christine:

When the new preps came, all they wanted to do was get into school...
Now, automatically they just stand there and wait, 1 probably could keep
them waiting there for 10 minutes, but they won't move until I blow the
whistle.
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Parents also invest their own economic and cultural capital into keeping their children
safe when mobile. A few interviewees described how they researched which were safe
cars and equipment for car travel. Richard says when his wife was preparing for the
birth of their child, she "pretty much lived on e-bay for a few months". The car seat they
bought second-hand was "a really good one... [as] they cost an awful lot and they had a
good write up in a review".
These findings are consistent with other research that shows the central role of the
automobile in the daily life of mothers. Australian research used qualitative methods to
describe how many mothers do not enjoy driving but feel it is essential to raising their
children properly (Dowling 2000). Conversely, UK research revealed the challenges and
disadvantaged faced by car-less mothers (Bostock 2001). Cultures of mothering
represent an important dimension in explaining Australia's culture of car reliance,
although its contribution to car use has yet to be adequately quantified or
acknowledged.
Although the mothers interviewed in this study described multiple benefits of using a
motor vehicle, their great degree of car-reliance also exposes them to many of the health
risks discussed in Chapter 1 of this thesis. This analysis shows that there are a number
of cultural, economic and social constraints and demands imposed upon mothers that
promote their reliance on automobile travel. The activities of these mothers are central
to parenting, as well as economic, cultural and social management of the household.
The nature of these practices ought to be acknowledged in debates that seek to reduce
gender and class health inequalities, especially in terms of the health impacts of car use,
but also child education, family social capital and food provisioning. In addifion, this
analysis suggests policies that universally promote alternative modes of transport have
the potential to penalise women involved in child-rearing and family management.

6.2.4

"Mobile pleasure"

The interviewees reported a range of leisure pursuits for which they relied on various
modes of transport. Such practices were often irregular, or occasional, and required
transport modes that were not usually used.
Rebecca and Adam live in Fitzroy and do not own a vehicle, but borrow or hire one to
facilitate their "mobile pleasure" while on holidays visiting friends and family in
Adelaide. Eric also hires a car for holidays or weekend trips. He values the opportunity

Page 156

Sarah Hinde

to "cscape" the hustle and bustle of life in Fitzroy and the city centre of Melbourne, to
experience the "freedom... fresh air... scenery" o f the country.
For Maribyrnong residents, leaving the car at home offers a chance for a break. Lauren
says she catches a tram to spend a day at the racecourse, Barbara has cycled to
Williamstown, and Martha says the Maribyrnong walking track is "a terrific walk" and
does it at least once every week. Thus, mobility not only glues together people's
everyday economic, cultural and social practices but is also utilised in other ways in
pursuit of recreational activities.
For Fitzroy residents, access to a vehicle was mostly about enabling recreational
pursuits. Janet - who walks to work every day - explained that she must have a car in
order to pursue her hobby of bushwalking in regional and remote parts o f the state; and
also because she enjoys visiting art galleries across Melbourne. Similarly, Timothy - an
avid commuting cyclist - needs a four-wheel drive vehicle to go skiing in the winter
months. A m y and Jonathon - who rent in Fitzroy so they can walk and cycle previously owned a four-wheel drive that they used to travel off-road in holidays around
Australia. Similarly, when Nathan lived in Queensland, he was 20 minutes away from
the surf and used his bicycle to get there. He lives in Melbourne now and borrows or
hires a car to get to the beach, quipping that he "can't walk to Torquay".
Maribyrnong residents also use their vehicles to participate in leisure activities. For
example, Danica meets with her girlfriends for coffee, drinks or dinner usually twice per
month. Her friends live near, or in, Maribyrnong, but they visit venues all over
Melbourne - including the city centre. South Melbourne, Port Melbourne or St Kilda.
Danica says she usually gets a lift, and all the women travel in one or two cars.
Maribyrnong residents also enjoy leisure venues close to home. Barbara, Shirley and
Rose socialise and shop at the nearby Moonee Ponds shopping strip. Barbara catches a
tram there. Rose walks and Shirley drives. They say that Highpoint shopping mall also
attracts locals - including too many "teenagers", according to Shirley and Barbara.
Transport itself can be a source of leisure. Road trips to tourist destinations on the
weekend offer people such as Therese, or Ryan and Lauren a source of enjoyment.
Martha, as noted above, values her regular walks in her neighbourhood. In fact, many
people go out of their way to build walking into their daily life because o f the health
benefits (discussed later in this chapter). Others, like Essendon resident Fred, find
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walking for pleasure a little boring and prefer to cycle instead. Conversely, another
Essendon resident, Carol, cycles for transport regularly but rarely cycles for pleasure.
Some described the pleasure of driving. Richard and his wife, w h o live in Fitzroy, are
happy they bought a Peugeot wagon. As Richard remarks, " i t ' s the first car w e ' v e had
that's got air-conditioning and all the cons". Carlton resident, and chef, Nathan, also
enjoys driving and says "if I had money I'd be choosing to buy a nice car". When
prompted, Nathan easily engages his imagination in reeling off several options for what
would be a "nice car".
Sarah:

If you could get any car what would it be - if you could afford a new car?

Nathan:

I ' m not sure. Honda Accords are cool. My mate's got one of those.
T h e y ' r e nice.

Sarah:

What do you like about it?

Nathan:

The gadgets! No, it's just a nice car, comfy, has everything, they go all
right. Or otherwise I'd try a Holden Monaro or something like a ute.
Holdens are pretty cool. I suppose they're sporty. I always look at the Audi
shop on the c o m e r and I've always thought I should just go looking
through there.

Cultural studies research has described h o w sub-cultures orient themselves around the
automobile in multiple ways. Best's (2006) ethnography of youth car cultures at San
Jose, Silicon Valley in the U S describes protocols and performances in car-dependent
youth scenes: cruising; racing; and, building and enhancing vehicles in mechanics class.
This research reveals how the automobile is deployed for leisure in multiple ways, by
young people w h o are building their identities in terms of class, race and gender.
Similarly, the collection edited by Miller (2001a) illustrates the use of the automobile in
a variety of cultural case studies, with different ethnic, class and gender compositions.
Another example of transport being a leisure pursuit is the practice of walking o n e ' s pet
dog. The dog owners 1 interviewed seem to enjoy this practice, sometimes proving
surprisingly travel-intensive. Fitzroy resident Jack walks his dog locally three times per
week, and Shirley enjoys walking her dog down the street where people will stop and
talk to her.
Other dog-owners go to greater lengths to give their dog exercise. Every second day,
Pete's partner drives their kelpie from their h o m e in Essendon to her father's property
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o u t s i d e M e l b o u r n e to so it can run. T h e y w o u l d like to take their d o g on holidays m o r e
o f t e n , so they w a n t to b u y a b i g g e r car: " w e need a station w a g o n f o r the d o g " . Rose
and Fred, w h o live in E s s e n d o n , o w n a d o g too. Rose estimates twice per week they
drive their c a n i n e to a d o g s - o f f - l e a s h park " w h e r e a d o g can j u s t run". Rose explains
that the park is " n o t within w a l k i n g distance". She j o k e s that it " w o u l d be a bike ride
a w a y " , but the c o u p l e (with their d o g ) a l w a y s drive.
T h u s far, this c h a p t e r has elaborated on the role of transport as a practice that facilitates
the pursuit of m a n y g o a l s at o n c e . A s well as yielding multiple direct benefits, such as
fitness or pleasure, transport practices m o v e people and things b e t w e e n households,
through social n e t w o r k s , to w o r k p l a c e s and schools, within markets, and to and f r o m
cultural and a d m i n i s t r a t i v e v e n u e s . T r a n s p o r t is integral to the structure and function of
the e c o n o m i c , cultural and social fields.
A s well as b e i n g a tool for a c c r u i n g capital, transport also costs. S o m e interviewees
e x p l a i n e d h o w they seek to m i n i m i s e their e c o n o m i c losses in m a n a g i n g transport.
S o m e are better e q u i p p e d to m i n i m i s e these costs, as they possess skills, k n o w l e d g e ,
r e s o u r c e s and c o n t i n g e n c y structures, d u e to their stores of cultural and e c o n o m i c
capital. T h o s e w h o d o not p o s s e s s such resources experience limited mobility, or
c o m p o u n d e d e c o n o m i c , cultural or social disadvantage.

6.3 Costs of mobility
T h r o u g h o u t the history of transport in M e l b o u r n e , there h a v e been o n g o i n g debates
a b o u t allocating the costs of transport. A s discussed in C h a p t e r 4, various levels of
g o v e r n m e n t subsidise public transport, roads, and the m o t o r vehicle construction
industry. C h a n g i n g public transport fares, the introduction of tolls and increases in the
price of petrol all s h a p e h o w these struggles unfold. Not surprisingly, the e c o n o m i c
costs o f transport c o n c e r n e d m a n y of the research participants in this study.
M o s t i n t e r v i e w e e s sought to m i n i m i s e the e c o n o m i c costs of their transport. Eric is a
p u b l i c servant with a p o s t g r a d u a t e education, w h o lives in Fitzroy. He has a detailed
u n d e r s t a n d i n g of the financial implications of the various transport options, and
e x p l a i n s his m o b i l i t y choices in entirely e c o n o m i c terms.
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Sarah:

So why don't you own a car?

Eric:

Mainly cost. Like, I could afford to go out and buy one, but it would sit
outside my home five days a week, Monday to Friday, doing absolutely
nothing, every week. On the weekends, half the time it would sit there
doing nothing as well...
It's cheap hiring cars on the weekend. For example, one day's hire in the
next two weekends for each weekend is 38 bucks, including all insurance
and stuff That's one day hire, but 1 only need it one day. It's 40 bucks plus
petrol, they do all the washing and cleaning and maintaining and
registering and insuring and all the rest of it. It's actually cheap.

Sarah:

Do you have an idea of how much you have saved or how much you are
not spending?

Eric:

I suspect I probably don't spend much more than a thousand bucks on car
hire a year. Also I normally share that cost with my partner, because it's
household living costs. It's not my car and it's not her car. So I'm probably
only spending 500 bucks a year on the car, which is far cheaper than you
could have a car sitting out the front yard doing nothing anyway. And even
as a family unit, if you like, a thousand bucks a year is not much. Rego and
insurance will cost you that. Depreciation is your biggest cost, and you're
not paying that either.

Various forms o f cultural capital - knowledge, information, skills and status - are
utilised for preserving and acquiring economic capital. For instance, a range o f cultural
competence is implicit in Eric's explanation. Eric's postgraduate training in the sciences
prepares him well for the mathematical calculations, incorporating fixed and marginal
costs, and notions of depreciation. Eric also described using his internet access at work
to research the various cost options, and book hire cars. Such resources are available to
those in white collar work who are granted the freedom to manage their own time and
activities during the work day.
Eric also benefits from having significant economic resources that allow him to save
other financial costs. For example, the outlays involved in hiring a car are often higher
than the ongoing marginal outlays involved in running one's own car. Eric's high
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income provides him with sufficient cash flow to afford the irregular outlays associated
with renting vehicles.
Eric can afford to own a house in Fitzroy, conferring him access to the cheapest mode
o f transport - walking - to fulfil the majority o f his transport needs. Eric bought his
home, which he now owns outright, because he "hates" commuting by car or public
transport. Eric is not unusual; many residents of Fitzroy live there to avoid the expense
of long commutes. A m y , a public servant who works in Melbourne's city centre, weighs
the transport costs against rent.
Amy:

1 think it was a fairly conscious decision to pick a suburb that would be
easy to get to work. I think that we would think very carefully about
moving further out where we would then have to think about taking public
transport, and it would be an additional cost on top of what we're paying
now. At the moment we don't really pay for public transport.

When choosing between the various motorised forms of transport, many were mindful
o f the financial outlays. Adam thinks it is mad that parking in the city centre can be
cheaper than public transport fares, when calculated for a whole family. Imogen, on the
other hand, took her family on public transport once to save the $25-30 parking fee.
Gail also thinks parking fees are steep, she says " i f you don't have a $2 coin, you can't
park within 'cooee' of the city!"
Comparisons between the price of public transport and travelling by automobile were
frequently made by the interview participants, with the car usually coming out on top.
Fred estimates that driving his car to work is three or four times cheaper than catching
the train. Owen lives in Zone 2 where it costs $9.70 for a day pass to ride by public
transport.
Owen:

Which 1 reckon is ridiculous. In social justice terms, there is no
justification for making people out here pay $9.50 to go [to the places]
where people who are considerably more wealthy [live]. 1 mean this is the
poorest area in Melbourne.

Even within the category o f ' p u b l i c transport', there can be differences in the costs of
travel. When Rebecca travels from home to her university, the bus is cheaper than the
tram.
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Taxis are seen to be the most financially expensive mode of transport. Many people mostly those on low incomes - reported never having used a taxi before, or only once in
their lives. For example, 81-year-old Walter o f Maidstone said: "I've only been in a taxi
once in my life 1 think - when 1 was a kid, I went to Luna Park. 1 don't think my wife's
ever been in a taxi". Rebecca, a PhD student, says she avoids catching taxis because
they are too "expensive" whereas public servant Richard is occasionally willing to "lash
out" on a cab ride. Rose and her husband Fred explain that using a taxi is economically
rational when compared to costs o f owning a second vehicle, although it still feels
counter-intuitive to them to do so.
Rose:

When we made a decision to go with one car... it was on the basis that if
we both had to be in different places at different times and couldn't do it
any other way, then we would use a taxi without thinking twice... I think
that somehow you grow up thinking that taxis are a luxurious way o f
travelling... You should think of it as just a good way of getting from A to
B. At one level I think it's a sensible thing to do, to use a taxi occasionally
rather than to have your own car.

A number interviewees from the Maribymong sample reported owning more cars than
there were drivers in the household. These households appear to experience little
incentive to sell their old vehicles when they upgraded.
Imogen and her husband possess three cars. She explains that they want to get rid of the
third car, which was once hers, but neither she nor her husband have done so. They have
been in this predicament of owning an excess vehicle "often" before. Danica and
Therese are young mothers who also live in households with two adults, two toddlers
and three vehicles. Gail's household in Altona, consisting o f two adults and two
children, has four cars. They find this number unwieldy, and have plans to rationalise
their household's automobile quota to two. Christine laughs about the fact that her
household in St Albans, comprising three adults, has four cars: her "chariot", the "big
family car", husband's work van and son's vehicle.
Pete is a chef and his peers think he ought to own a better and more expensive
motorcycle. When he started riding Pete wanted a bike with a lOOOcc engine, but he still
uses the 1984 Honda 250cc bike that he bought when he was learning to ride. Pete
decided not to buy a car or a more expensive motorcycle because he preferred to spend
the money on other things such as his mortgage.
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Pete:

I do all the services and stuff myself, but if there's a problem that 1 need
someone to look at it and they just go, "throw it in the bin". I haven't had
to: the brakes work; this works; that works.

Sarah:

Why would you want to throw it in the bin?

Pete:

Because it's old. It cost me 1,200 bucks and it just keeps running. I ' m not
one of those people who will see a problem. Just because it's old, it's not a
problem to me. A lot of people pick on me about it.

Sarah:

Do they?

Pete:

Yes, they say, "you make all this money", because I'm the head chef here
and they think I make $200,000 a year or something. They go, "you make
all this money and you drive around on this old bike". To me it's not
something that needs replacing. It still works. When it breaks, I will throw
it out, but until then it is fine.

Maribymong resident, Ryan, also cited home ownership as his motivation to go without
a vehicle seven years ago. Ryan estimates that not owning a motor vehicle saved him
$500 per fortnight in expenditure on transport, as he cycled and used public transport
instead. In nine months, Ryan reports, he saved enough money for a deposit to buy a
house.
Brunswick resident and youth worker, Jack, also seeks to save money by travelling by
motorbike instead of car. Jack explained that driving his Corolla, a small and relatively
fuel efficient automobile, was costing him $60-70 per week in petrol. Petrol to run his
motorcycle costs $10-15 per week. Both Jack and Pete get around on small, cheap
motorbikes because they seek to minimise the financial costs of their mobility.
Some would never spend a great deal on a vehicle even if money was not limited.
Whilst Pete acknowledges the appeal of a larger motorcycle which would "have a bit o f
guts". Amy, a university-educated public servant living in Fitzroy says " I ' m not really
into cars... 1 don't know that that's what I'd spend my money on". Rose, an academic
living in Essendon, agrees. She and her husband will keep their car until its running
costs start increasing, or else it becomes unsafe. Rose seeks to minimise her economic
expenditure on the automobile: "I think cars are functional - a waste of money".
Sometimes owning a car can be costly to stores o f cultural capital. Rose - a university
lecturer - says she will buy an almost-new car when it comes time to replace her current
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vehicle. She clarifies: "we don't want something that looks too flash, but we want
something that's safe and fairly new". Despite wanting many o f the features that come
with an expensive car, this aversion to a "flash" vehicle suggests that an obviously large
economic investment would not yield any of the forms o f capital in which Rose has an
interest. Indeed, to drive around in a "flash" car may be detrimental to the large stores o f
cultural capital she possesses as an academic.
Similarly, Timothy - a passionately committed cyclist and school teacher - was a little
embarrassed to confess that their Essendon household owns two vehicles, even though
he admits one would be sufficient. However, as he pointed out, Timothy displays a
bumper sticker on his Subaru saying "is this car trip really needed?" which may protect
some of his cultural standing as cyclist/car owner.
Janet, a public servant living in Fitzroy was about to purchase a vehicle when I
interviewed her. She intended to buy a second-hand car to avoid the economic losses
associated with depreciation. To do so, Janet mobilised and maintained her stores o f
cultural capital: interpreting detailed information available from manufacturers and
other organisations; reflecting on her experience (through work) of driving new hybrid
vehicles; and weighing up her political and environmental concerns.
Much of the interviewee's discussions of transport reflected on economic principles.
Even if the interviewee did not always seek to maximise their own stores o f economic
capital, they often drew, in one way or another, on economic rationales when discussing
their transport practices and daily life.
Perhaps the most seemingly economically 'disinterested' opinions about transport came
from Beth, who is university-educated and married to a cultural entrepreneur. A daily
car user, Beth asserts that she would be glad to spend more money on petrol - an
argument which seems to run contrary to the principle of capital maximisation.
Sarah:

So what's your take on petrol prices? Do you think the government should
be doing more? What sort o f impact do you think it will have?

Beth:

Oh no, I think they should be more expensive. I think the more expensive
it is the better and the less people will be driving, especially those fourwheel drive things. So I'm happy for the fuel to go up and up and up
and up.

Sarah:
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Beth:

Well, no not really. I mean, we h a v e n ' t got a mortgage or anything like
that and w e ' r e not at all in debt. So w e ' v e got the money, you know, it's
not naught here [in the questionnaire about income]. So, you know, w e ' r e
alright to buy petrol.

Rather than being a case of disinterest, Beth and her partner might be said to have
mastered the rules of the game, hence being "alright to buy petrol". Moreover, this
extract suggests Beth believes the rules of the economic field ought to be harnessed in
favour of more a preferable outcome: fewer people using cars. Thus, whilst Beth does
not necessarily seek to minimise her own economic losses in the field, she still
subscribes to the rules of the field and participates in the game. Beth hopes that the
e c o n o m y can be transformed in order to achieve what she believes would be more
positive ends.
This analysis of the interview data suggests that individuals w h o possess the right
cultural and economic capital are best equipped to minimise their financial losses in
m a n a g i n g the costs of transport. The financial calculations, alone, that are necessary to
figure out how to maximise o n e ' s economic capital whilst maintaining o n e ' s mobility
(and in turn, capacity to accrue other capital) are not simple. In the first instance,
individuals must weigh up the potential advantages of spending their economic capital
in order to own a vehicle, be it an expensive car to be shared by the household, a fuelefficient motorcycle or cheap pushbike that is liable to be stolen. Some decide to buy a
vehicle, for various reasons; others seek to minimise, or avoid entirely, the costs of such
a purchase.
Then, there are ongoing marginal expenses such as petrol, public transport fares and
parking fees. These economic incentives and disincentives that surround a particular
m o d e of transport are not always in harmony. Driving a car can be more or less
expensive than public transport, depending on the geography of the journey, or the
frequency with which the j o u r n e y is made. For some, catching a taxi is economically
rational, for others it is an occasional luxury, for others still it is entirely unimaginable.
Others are more limited in their scope to preserve economic wealth, due to: a paucity
of transport options; the presence of obstacles; the complexity of structures to be
negotiated and a lack of knowledge or money to invest in the competition for capital;
or other more pressing interests. Nevertheless, there is evidence that most aspire to
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preserve - i f haphazardly or ineffectively - economic capital when managing
their transport.

6.3.1

Travelling without money

Wil and Nathan described how they have employed various forms of economic and
cultural capital to avoid paying public transport fares. They both admit they would
probably be upset if they were penalised. Nathan says "if I got stung $150, I'd be like
'oh m a n ! ' " . Both Wil and Nathan have stable incomes, so they are not compelled to ride
without tickets: they object to paying, especially when it seems they can avoid it, such
as on short trips.
Wil:

Like, with post-grads not being able to get student discounted rates, it's
ridiculous. And then, the fact that y o u ' v e got to buy your concession cards
here, in Victoria, I've always found that amazing. It's not enough just to be
a student, y o u ' v e got to be a student with enough money to buy your
[discount card]. It seems a bit ridiculous.

Sarah:

Do you ever not pay?

Wil:

I used to not, just for short trips... You know, I ' m not going to pay $3 to go
just to the city or just down the street. You know, because if you can't get
a concession ticket, like, oh this is just too much. So you think, oh bugger
it. But then it gets to the point where you're being on the look out for
inspectors on the tram, so just like pay the money and do the right thing.

Nathan and Wil told me about a number of strategies they have used to avoid paying for
their trip. Nathan always carries a ticket but only validates it when he sees ticket
inspectors. Wil carries his driver's license from another state, and when asked for a
ticket he says "oh sorry, I ' m not from here." Wil says dodging a train fare would be
more difficult than on the tram, that you would have to be "super smooth" to get away
with it. Both Nathan and Wil can invest economic and cultural capital to minimise the
risk of being fined - in the form of contingency tickets, official documentation such as
interstate licenses, and manners that exude respect for the authority of the ticket
inspectors. This investment pays off, because neither of them reported having been
fined since living in Melbourne, despite frequent interactions with inspectors whilst not
holding a ticket.
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Dave uses public transport without a ticket, but because he lacks economic and cultural
capital to help him manage the risks like Nathan and Wil, he has incurred large financial
penalties. A fine for travelling without a public transport pass can cost nearly 50 times
the fare. On a net income of $436 per week, Dave currently owes about $2,000 in
transport-related fines and was paying them off at a rate of $50 per fortnight.
Although the financial risks are very tangible for Dave, the prospect of being fined does
not stop him from using public transport to go about his daily life. Although he walks
and cycles every day, Dave has spent the last several years of his life travelling long
distances between places. He is resigned to the penalties he incurs for not always being
able to buy a ticket. Unlike Wil and Nathan - who avoid fares to minimise their
financial outlays, and with success - Dave does not seem to expect to get away with
travelling sans ticket. Dave describes the debts in a matter-of-fact way, as a normal,
ongoing cost of living.
Dave:

So I have got $470 worth of transit fines, for travelling with no ticket.

Sarah:

Oh really? How many times have you?

Dave:

Three times: $ 120 for a $2.70 ticket.

Sarah:

Yeah? Do you nomially not buy the ticket?

Dave:

No, 1 normally buy the ticket. If 1 haven't got one I come here and see [the
social worker] and he normally gives me one, nomially I have a ticket. Just
on the odd occasion I have to go past Melbourne, and Melbourne is the
place where you get picked up for it. Especially around the Olympic
Games, they were really getting, they were cracking down on it.

Sarah:

Did you get caught then?

Dave:

No, I got one then. But I've got three over about a six month period.

Sarah:

How- can you do the same thing with paying them off?

Dave:

Yeah, slowly yeah. I haven't even bothered with them.

Sarah:

Haven't you? How come - you just don't?
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Dave:

I don't know, well 1 daresay it will come - a warrant - means you have to
pay it, and the next time you are on the train they will pick you up, take
you in, and charge you. If you get caught ... Then they will sort out how
you are going to pay it. Make it an order so you do have to pay it, if not
you do community service.

Sarah:

Have you had that happen before?

Dave:

Once before. When I was in Sydney: $370 again.

Sarah:

For public transport fines? Did you do it as community service?

Dave:

No I actually paid them off at $20 a fortnight.

Sarah:

Golly, pretty expensive.

Dave:

It is.

Dave's inability to pay for the transport he utilises means his economic disadvantage is
continually compounded. Conversely, as described earlier, those who can afford to pay
for a public transport ticket are also likely to have sufficient economic and cultural
capital that they can devise and implement effective strategies to avoid such costs.
The alternative to incurring ongoing penalties for fare evasion is to experience limited,
and physically demanding, mobility. Suzana and Lae live on government pensions in
Collingwood. These women migrated to Australia and raised children on their own, and
now their children are adults, both have recently started learning English formally.
Walking is the only reliable mode of transport for them, because it does not cost money.
Lae does not drive, never receives car rides from others, and has never used a taxi. She
walks for transport every day, except once every fortnight she catches a tram and train
to get to Footscray markets.
Suzana's transport situation is similar: she has never driven a car, but loves the idea o f
driving because it would save her from having to walk everywhere. Suzana describes
how walking is her default mode of transport: wherever possible, she travels by foot.
The costs o f using public transport are prohibitive for Suzana to use this mode
frequently.
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Suzana:

If I go far away, 1 catch [public transport], i f I can walk, I walk. Like if far,
yeah 1 catch transport. Like normal life, everyday, everyday walking. To
school, to shop, to church, always. Yeah.

Sarah:

So you can always get where you need to go?

Suzana:

Yeah. If 1 have money, [that's] why 1 walk 2 kilometres from my home to
school and back home... because saving money, I need to buy many
things, you know. Especially, when my daughter was with me, they buy
school, buy everything, still 1 pay, still bills come in! ... I never [was]
working like for money, like nobody give to me, just my pension.

In Collingwood, Suzana is surrounded by public transport infrastructure and most of her
destinations are within a distance that she can travel by foot. Suzana feels upbeat about
her ability to travel, despite the fact that she is economically restricted to walking for the
majority of her journeys and, at age 66, Suzana is finding walking increasingly
exhausting.
These stories resonate with much research that emphasises the importance of car
ownership for individuals living in a car-reliant society, and how lack of access to
transport can compound disadvantage. For example: Cass et al's (2005) and Jain and
Quiver's (2001) theorisations of the importance of transport in conceptualising social
access and exclusion; Bostock's (2001) account of how not owning a car is detrimental
to the health and well benig of single mothers; and, Froud et al's (2002) research on
how economic disadvantage compels people to engage in risky transport options.
The economics of transport seem like an obvious point for intervening to change
people's transport habits. Ideas such as cheaper public transport fares, tolls, congestion
taxes, and adjusting petrol subsidies, are all debated as possible ways to reduce
Australia's car dependence. Indeed, the cost o f transport was included in transport
decisions for many of the people interviewed in this study. Walking sometimes
prevailed over public transport for Fitzroy residents who preferred to save their money.
Parking fares in the C B D were mentioned by some as a deterrent to using the car.
However, economic rationalism is too simplistic to properly understand why people use
the transport modes they do. This chapter illustrated the many interests and objectives
that people pursue, and that resources and circumstances can constrain their options.
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E c o n o m i c constraints are but one consideration for p e o p l e w h e n they m a k e decisions
about travel. Whilst e c o n o m i c incentives h a v e the potential to c h a n g e A u s t r a l i a ' s
transport usage, o u t c o m e s d e p e n d on the distribution of resources including e c o n o m i c
capital, cultural capital and geographical factors. For e x a m p l e , skills in calculating the
cheapest options can enable a person to save e c o n o m i c expenditures. A s will be
discussed in the next chapter, p e o p l e ' s social connections also help to b u f f e r the costs of
transport, for e x a m p l e being able to b o r r o w a car f r o m a friend. Also, significant
e c o n o m i c barriers to using transport already exist for people on low incomes. T h u s ,
e c o n o m i c incentives can have c o m p l e x , and potentially inequitable, impacts on p e o p l e ' s
access to transport.
A n o t h e r insight f r o m this interview analysis w a s that c o m m u t i n g is only one kind of
regular trip m a d e in p e o p l e ' s daily lives. By looking at all the benefits that can b e
conferred by travel, the research revealed other m a j o r reasons for using transport
including parenting, consumption, leisure and pleasure. Transport research has tended to
focus narrowly on c o m m u t i n g ; and the j o u r n e y to w o r k is the only kind of trip included
in the Australian Census. M o r e research that quantifies and describes other trips w o u l d
yield a m u c h fuller profile of h o w Australians m o v e around and w h e r e they go, and in
turn provide a m o r e c o m p r e h e n s i v e basis for sustainable transport planning.
This chapter has utilised the concept of capital as a w a y of systematically exploring the
social costs and benefits of transport. People pursue well being in multiple w a y s ,
spanning paid work, family-related activities, shopping, as well as social connections,
physical activity and recreation. Spanning roles of worker, c o n s u m e r , parent, citizen,
motorist or passenger, people reconcile their various goals within the limited resources
they possess and structural constraints or opportunities on offer. The next chapter
explores the role of transport in shaping health, in terms of t w o kinds of capital:
physical capital and social capital.
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7 The role of transport in the pursuit of physica
capital and social capita
This chapter builds on the analysis put forward in the previous chapter, focusing
specifically on forms o f capital that shape health. Chapter 6 looked at how people's use
o f transport helps them in competitions for capital across multiple fields simultaneously.
This chapter examines the role o f transport practices in the pursuit o f physical capital
and social capital.
Transport is instrumental in the pursuit o f health and well being. A transport practice
can contribute directly to health, for example by providing an opportunity for exercise as one participant summarised "walking is good for you". Transport also facilitates
access to other health-promoting practices, including sport, shopping for healthy food,
and access to medical care. As outlined in Chapter 1 o f the thesis, there are also a
considerable number o f risks faced by people when they travel on roads. This chapter
starts with a discussion o f how travellers reap the health benefits offered by transport,
followed by an explanation o f how they manage the health risks o f travelling by road.
A broader perspective on the field o f physical capital is presented later in the chapter,
with an elaboration o f interviewees' concerns about how car reliance shapes the
potential for future populations to be healthy. Some raised concerns about how car
reliance undermines social connections in the community, and this issue is also
discussed in the final section o f the chapter.

7.1 Maximising the physical benefits of transport
As I discussed in Chapter 1 and elsewhere (Hinde 2005; Hinde and Dixon 2005; Hinde
2006), there is a growing body o f research highlighting the numerous population health
benefits o f increasing rates o f active transport (walking, cycling and the public modes)
and reducing car use. M a n y interviewees were aware o f the health benefits that might be
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gained by driving less often, and a number o f the interviewees explained that they use
active transport for the sake of their health.
Rose, a senior academic living in Essendon, builds physical activity into her every day.
She estimates she clocks up 6,000 steps on her pedometer in the normal course o f her
day, plus walking her dog often. Rose walks to her local train station, because she
enjoys the physical activity
Sarah:

Why do you never catch the tram?

Rose:

That's interesting, because it wouldn't cost anymore because your [train]
ticket would pay wouldn't it? Because 1 follow the philosophy that I've got
to keep active, and as much as I can build that into the normal course of
my life, 1 will do that. I never use the lifts here, I always use the escalators
or the outside stairs.
It doesn't seem very good getting on the tram for two stops. That's why.
Even if I've got a really heavy bag, I'll still walk. I have never got on the
tram - never done that [trip to the station] on a tram. People say to me, I
saw you walking with a heavy bag you should get on the tram.

Ryan enjoys the physical exertion of cycling to work twice a week, a ride that takes
approximately 35 minutes each way. Ryan says he is not fit enough to cycle more often,
but nevertheless on his way home by bike he seeks out a "massive hill" for the
"challenge... just to see if I can make it up the hill without stopping".
Amy and Jonathon also value their active commutes to work. Jonathon says cycling is
just as quick as any other mode, but that even if they lived further out it was more timeconsuming, he would quit his gym membership and "use riding to work as my exercise
and not bother going to the gym as well".
Jonathon so appreciates the benefits of cycling that he finds it "a little bit strange" that
other people in his workplace who live in neighbouring suburbs do not walk or cycle to
work. He speculates vaguely that one person in particular is "a smoker, so I don't know
whether that has anything to do with it" - perhaps suggesting that this person does not
care about their health; or that the physical consequences of smoking are impeding this
person's capacity to cycle.
Nancy, a 75-year-old retired "sales girl", and her husband live in Yarraville next to
Maribymong, and are both committed to the benefits of physical activity. During the
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interview, Nancy's husband pointed out " i f you sit around too long, your knees crack".
They both told me about how they regularly drive to Williamstown so they can walk
along the tracks there. Nancy's husband explains their strategy is to "make sure you go
about twenty minutes or so then it doubles by the time you get back".
Some interviewees knew about the physical benefits of walking or cycling, but for other
reasons did not participate in these modes. For example, Pete and Adam both made
failed attempts at incorporating cycling into their day for the sake of fitness.
Gail says that people would be fitter if they used their cars less, but she has so much
to do each day that she often finds herself driving too. When fantasising about ideal
modes of transport, Gail mentioned an electric bike, saying she would "definitely use it
to get to work... but [it's] not the same, of course, because you are not actually doing
any work".
Christine treats walking as a pleasant, but optional, addition to her day. She says she
sometimes walks to her local shopping centre, but only if the conditions are right.
Christine:

If I'm in the mood for walking... if the weather's good, you know. And if
there is something that needs doing at home that I don't want to do, then I
walk to the shop [laughs]. Ironing, or walk to the shop? I'll walk to the
shop.

As well as improving health directly, access to mobility is also important for enabling
other practices that improve health such as medical care. Beth's family, for example,
rely on their vehicle to access their chiropractor who is a 20 minute drive away, and a
Chinese doctor who is 45 minutes along the freeway. Similarly, Gail utilised her vehicle
the day before her interview to take her son to a hospital appointment. For Shirley, her
neighbour's car proved crucial in getting her emergency treatment after incurring an
injury to her eye.

7.2

Minimising the physical risks of transport

There are at least as many kinds o f health dangers inherent in travel as there are health
benefits, and a number of interviewees reflected on these risks.
The two regular motorcyclists who were interviewed in this study both described
first-hand experiences of the hazards o f travelling this way. Jack described having a
near-miss on the way to meet me for the interview. He says his partner is "probably a
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little concerned" that Jack commutes by this form of transport, because her father nearly
lost a leg in a motorcycle accident.
Pete once came off his motorbike when he narrowly avoided colliding with a car. It
caused him a shoulder injury that he hopes is not permanent, although it "it comes back
and forth every once in a while".
Pete:

Some guy cut me off and I freaked out and just hit the brakes and came o f f
He didn't indicate or anything. I was just riding along; he came from the
right hand side and just threw a left in front o f me.
Anyway, the insurance company reckons it was my fault... I just slid o f f
The bike went that way and I went that way. No one was impacted or
nothing.

Because there was no impact between the two vehicles, and Pete was the only one who
incurred damage and injury, the accident was deemed his own fault. The physiotherapy
expenses thus far have cost approximately $1,200.
Many cyclists have experienced multiple injuries in the course of their bicycling career.
Richard explained that when he commuted the ten kilometres to work by bicycle daily
"I used to get knocked off my bike at least once a year... it's just one o f those things".
Ryan describes a similarly eventful history of injury in his twenty years of cycling. He
has been hit by moving cars twice, had two collisions involving parked cars, and fell off
his bike once, fracturing his elbow and taking four months to rehabilitate. Ryan says
that once in every five rides he experiences a near-miss and concludes that "no nearmisses, is a good ride".
Louise only rides a bike occasionally, and was hit by a car while riding a couple o f
months before the interview. Fortunately she was not badly hurt, apart from an ongoing
hesitancy she now feels about travelling by modes other than foot - explaining "I can
walk and not crash into a car. I can walk and not get into an accident unless someone
comes and hits me on purpose". When Louise describes being hit by this car, she does
not disclose much about the pain or shock. Rather, she describes coping with her
boyfriend's anger, concern for the driver of the car, as well as the realisation that the
bike (which belonged to her boyfriend) had been damaged and she did not know how
she was going to get home.
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Louise:

I did get hit by a car over at [the suburb of] Sunshine.

Sarah:

Did you?

Louise:

1 landed on top of a car. I came out of a driveway and on to the road and
she came around the corner. And I jumped up laughing because... the bike
was in the middle of the road and I was on top of the bonnet until I fell on
the ground. I jumped up laughing. [My boyfriend] was behind me, he was
on the footpath. He was hitting the car, going off at the chick that was
driving it.

Sarah:

Were you hurt?

Louise:

No 1 landed on my back. 1 was looking at the sky and just thought, yeah. I
was more worried about the bike because I had to ride back.

Sarah:

Was it damaged?

Louise:

Just a buckled wheel, it went straight that way, I went right on top. Put a
big dent in her bonnet. The boys were going off at her. I just told her to go.
She said are you going to hospital or do you want some money or
something. 1 said "no you're right, don't worry about it, I'm right". It was
lucky, I'm lucky too. She was coming around the corner and wasn't going
that fast. But that was only a couple of months ago.

Sarah:

So it was a bit of a fright?

Louise:

Scared the shit out of me. 1 am lucky I landed on top of the car, not in front
of it... If 1 had landed in the front of it I would have gone under it.

Timothy, a daily bicycle commuter, has many times suffered from some drivers' lack o f
observation. He describes how drivers can be blind to seeing cyclists on the road, and
therefore he says " i f I don't get eye contact 1 feel really nervous". Timothy says he has
been involved in numerous near-misses at roundabouts and a collision when someone in
a parked car opened their door in front of him. He describes one of the worst incidents
he has experienced, which happened many years ago.
Timothy:

I was coming down the hill and building up a bit of speed. Someone comes
driving past me and just turns left, right in front of me. For some reason he
didn't see me. Just turned left, right in front: bang, straight into him... I
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was a bit shaken up there, but nothing broken. I didn't have to take any
time off work.
Often, cychsts make a trade-off between safety and speed when choosing their route.
Carol and her 7-year-old son cycle to and from school together each day. Carol explains
that they always ride on the footpath because the road is too busy and therefore unsafe.
Carol admits cycling on the footpath is slower - she says "sometimes if I am riding
back on my own, I ride on the road. But with [my son], I ride on the footpath because
it's safer". Carol also acknowledged that their cycling probably makes older pedestrians
feel less safe, so she teaches her son to be considerate of pedestrians on the path.
Timothy, whose ride to work is in Essendon, says that if he is in a rush he "can save a
couple of minutes" by cycling along the main road, instead o f following the winding
back streets. The downside of the former choice o f route is that " i f I ' m going to have an
accident, it would probably be in the main road because some idiot will open the car
door or something". Jonathon described a similar comparison between the routes from
which he can choose for his ride to work from Fitzroy to the city centre.
Jonathon:

I guess my route to work has changed a little bit since we first moved
down to Melbourne. I used to ride along some o f the quieter streets and
then in through Fitzroy Gardens, Treasury Gardens into the city, but I
guess I feel quite a bit more comfortable riding in traffic now. I find it's
quite a bit quicker to go along Brunswick Street... Even though [it] is quite
busy, it has a 40km/hour speed limit so cars aren't travelling that fast.

Although Jonathon has grown some confidence about cycling along roads that have
heavy traffic, he recently lost control of his bike on Brunswick Street for a few minutes.
His wristlet got stuck on his belt and his left hand brakes were not working. Jonathon
noted that even though he feels safe, that this incident served as a reminder to him "to
be a bit more careful".
Other people have not been injured before but are all-too-aware of the risks o f using the
roads. Beth and Rebecca both emphasised the importance o f buying cars with plenty of
safety features to protect their families. For Beth, this meant investing in a Mercedes;
Rebecca and her partner are considering buying a second hand Volvo. Also Rebecca
never cycles at night because she does not have lights on her bicycle. Rose urged all her
children to participate in advanced driver safety training, although she acknowledged
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that she herself has never done it. Moreover, many o f those who do not ride motorcycles
said they did not because they were too unsafe.
The dangers for pedestrians are also acknowledged. Gail explained that at Williamstown
Station, a railway line converges with five roads and in the morning there are "hundreds
o f children, crossing at any one time" to get to school. She says about school crossing
supervisors, the "lollipop people, well you've got to have them otherwise you would
have an accident". Christine is a school crossing supervisor, and she knows first-hand
the dangers from which she is employed to protect school children. She reports that in
the course o f the j o b "1 came that close, a few times, to being knocked down".
Some people seem to be comparably blase about their safety on the road. Jonathon's
incident on Brunswick Street was in part the result o f his brakes needing repairing which he organised after his close call. Jonathon says he wears a helmet, although it is
an old one that he needs to replace, but has not as yet. Jonathon explains his helmet "has
lost the hard shell off the top o f it... [which is] to absorb some o f the shock, and also
it's lost the padding on the inside". W i l says i f his income was more secure that he
would buy "a little speeder" motorcycle, saying it would be "completely unsafe, but
they seem to be pretty cool to get around on". Nathan agrees, saying he would like to
ride a motorcycle, and "wouldn't worry" about that fact that people say it is dangerous.
Not only are commuters exposed to health risks, so are those employed to facilitate the
transport system. As mentioned earlier, school crossing supervisors put themselves at
risk for the sake o f protecting child pedestrians. Similarly, tram passengers reported
feeling safer on a tram because o f an expectation that the tram driver offers protection
from potentially violent passengers, unlike on a train where the driver is not visible.
The risk o f violence while travelling was alluded to by some interviewees. Janet says
she avoids walking through the government housing commission in Fitzroy at
night-time, and i f she does she is "careful". When asked to reflect on the changes he had
observed in Fitzroy over the years, Richard noted "now we're getting a lot more drug
affected people wandering around". Although he appreciates the mixture o f people w h o
live in the suburb, he says it can be disconcerting when one refuses to give these people
money, because one does not have any "or you just don't feel like giving it to them, you
just get a mouthful o f abuse".
Some o f the detrimental health impacts o f transport are less tangible. Timothy cycles, in
part because he cannot bear the idea o f driving to work every day, saying that " I don't
Page 177

Sarah Hinde
feel the need to live these ghastly lifestyles that other people live... Why stress yourself
into an early grave?" Many others cominented on the stress associated with negotiating
traffic. Imogen's stories reflected on these sources of tension. When asked to reflect on
an ideal form of transport, she says:
Imogen:

[It would] be nice to fly over that little bit [in the city centre] and be able to
drive into the country, and to drive round the nice areas, where its nice...
and show the kids the animals out the window, and not have to deal with
all the cranky drivers in the city.... 1 suppose if you were running late too
that would be nice.

7.3 Structuring the field of physical capital
A few of the interviewees were mindful o f the longer term implications of the
Australian transport system on everyone's capacity to pursue physical capital.
Specifically, some were concerned with the detrimental impacts of car reliance on the
future health of the population. For instance, Jack named "climate change" and the fact
that "the last war was over oil" as his reasons for changing his own transport practices.
Rose mentioned "congestion" and "greenhouse" issues, which motivates her to
minimise her car use.
Many seemed to believe car use was problematic, without discussing it but instead
showing an enthusiasm to discuss their active transport habits and play down their car
use. Some were not able to articulate why cars were supposed to be bad for the
population's health. When pressed for detail about why it would be better if more
people used public transport, Gail said vaguely "well... the pollution aspect" and then,
" i f people walked more they'd be fitter".
Eric was less convinced about the problems o f high car use, saying "it's not all that: the
car is bad; public transport is good". Eric said other variables needed to be considered,
such as geography, types o f fuel and efficiency issues. He pointed out that public
transport can yield unacceptable environmental costs if it is under-utilised.
Eric:

Public transport is run from fossil fuel as well, and if it's not patronised,
then that could just be a bigger waste of energy and as much fossil fuel
emission.
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S o m e p e o p l e w e r e firm about their belief that a u t o m o b i l e s should be used less, but w e r e
h o n e s t about their o w n o v e r - u s e of the automobile. Beth says " e v e r y b o d y ' s health
w o u l d b e better if w e d i d n ' t use cars so m u c h " . She highlighted the p r o b l e m s of
pollution by citing her personal e x p e r i e n c e of a h u s b a n d with asthma and a child with
h a y f e v e r and " b r e a t h i n g issues", w h o are both negatively affected by car emissions.
She uses her car every day, w h i c h is a philosophical problem for her.
R e b e c c a has a vision f o r an i m p r o v e d transport system, w h e r e b y "the inner city [is] free
of f u m e s [and] cars a n d . . . p e o p l e to w a l k and ride their bikes". She talked at length
a b o u t the social b e n e f i t s of such a situation, so that " p e o p l e k n o w each o t h e r . . . talk to
each other and see each other on the streets".
R e b e c c a ' s partner, A d a m , discussed similar themes. A d a m talked at the most length of
all the interviewees about n e e d i n g f e w e r cars on the road. He argued that the current
s y s t e m is unsustainable, " t h e population is g r o w i n g and g r o w i n g so w e ' r e not going to
be able to j u s t keep on putting m o r e and more cars on the road". He also alluded to the
" E a r t h ' s e n v i r o n m e n t a l f u t u r e " and discussed the availability of, and p r o b l e m s with,
v a r i o u s cleaner technologies. H e advocated i m p r o v e m e n t s in public transport and
facilitating bicycle use. A d a m e m p h a s i s e d the importance of cultural p r e f e r e n c e s - that
p e o p l e are attached to their cars and circumspect about public or shared w a y s of
travelling. He eloquently described the relationship b e t w e e n the mobility system and the
overall well being of a s o c i e t y ' s citizens.
Adam:

Y o u g o b a c k 50 years and people w o u l d walk past each on the street and
say, 'hi h o w are y o u ? ' and dip their caps. 1 w o u l d certainly love the idea of
reaching a sort of Star Trek style, like a beautiful egalitarian world, w h e r e
n o o n e earns m o n e y and n o one o w n s cars because everything is j u s t
simple. It's almost like a bit of a socialist kind of thing in a w a y , w h e r e
e v e r y o n e has access to everything and it d o e s n ' t really matter what you do.
But s o m e h o w , I d o n ' t think t h a t ' s g o i n g to happen.

T h e c o n c e r n s articulated by these interviewees are shared by n u m e r o u s researchers, as
d i s c u s s e d in C h a p t e r 1. In particular, a n u m b e r of a c a d e m i c s f r o m across disciplines
h a v e elaborated on the extent to w h i c h social structures and e c o n o m i c activities, like
transport, create inequitable e n v i r o n m e n t a l e x p o s u r e s that unequally hurt citizens'
health ( M e e s 1999; U r m e t z e r et al. 1999; Feitelson 2002; O'Neill et al. 2 0 0 3 ; H a r p e r
2 0 0 4 ; Brulle and Fellow 2 0 0 6 ; K j e l l s t r o m and H i n d e 2007).
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7.4 Maximising social capital
T h e m a i n t e n a n c e of social c o n n e c t i o n s emerged f r o m the interview data as an important
reason f o r travel. N u m e r o u s participants travel to meet with organised groups, friends,
families, sporting competitions, or to interact with their local c o m m u n i t y . T r a n s p o r t
practices can facilitate m e e t i n g up with others or the act of travelling itself serves as an
opportunity to forge social ties. Whilst transport practices might assist with the
accumulation of social capital, social capital can be mobilised to gain access to
transport. T h e interview data also suggests that the transport s y s t e m s o m e t i m e s acts as a
barrier to p e o p l e ' s sense of social connection.
For 81-year-old M a i d s t o n e resident Walter, transport is crucial to giving him a c c e s s to
the people in his social circle, and he also relies on his social circle to m a i n t a i n his
mobility. W a l t e r relishes participating in a dancing club, w h e r e he says the p e o p l e are
" b e a u t i f u l " . H o w e v e r , Walter experiences a n u m b e r of i m p e d i m e n t s in m a k i n g the trip
to the d a n c i n g club every week. He has health difficulties w h i c h prevent him using the
ticket m a c h i n e on the tram (discussed further in Chapter 8). Also, t w o people u p o n
w h o m he has previously relied to drive him to d a n c i n g - his w i f e and his d a n c i n g
partner - are both no longer well e n o u g h to drive. Fortunately, Walter has others upon
w h o m he can rely to help him get there. On the day of the interview, he said his
daughter " h a d to knock o f f work today, in her lunch h o u r " to drive him to dancing.
A n o t h e r m e m b e r of the dancing club w a s going to take him h o m e . T h u s , in a constant
expenditure and accumulation of social capital through the d a n c i n g club, W a l t e r is able
to remain physically m o b i l e and socially connected.
This chapter has already highlighted h o w mothers spend a great deal of time travelling
with social capital in mind. Therese, Imogen, Danica, Carol (and C a r o l ' s h u s b a n d
T i m o t h y ) all m e n t i o n e d taking their children to visit their o w n parents on a regular
basis. Their toddlers also participated in playgroup and "kinder g y m " so child and
m o t h e r could socialise with others. Beth o w n s a ' p e o p l e - m o v e r ' vehicle that can hold
seven passengers, to a c c o m m o d a t e relatives w h e n they c o m e to stay.
T h e j o u r n e y itself o f f e r s an opportunity for parenting. I m o g e n ' s h u s b a n d , w h o is a
t r a d e s m a n , travels to the h a r d w a r e store approximately once a w e e k . I m o g e n e x p l a i n s
h o w this j o u r n e y is a valued source of family time.
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Imogen:

It's nice too, by the end of the day if we have been home the whole day or
the afternoon, its nice to just hop in, and go with him and be out, even if its
just picking up some screws or whatever... just being together, hke he's
just come home from work and he wants to go and get something... [the
children] want to go with him, so we just go all together.

Imogen also often takes her children to the Mornington Peninsula to visit their
grandparents, i f she forgets to pack food for the journey, Imogen says she opts for
'drive-thru' fast food rather than stopping to eat. If they stop and get out, Imogen knows
they would get "stuck" in the playground. In terms of physical capital, letting the
children play would confer them with the benefits of physical activity. On the other
hand, the purpose of the trip is to spend time with the grandparents. It might be said that
in managing this journey, Imogen is prioritising the children's social capital gains (or
future physical capital gains, such as playing at the destination) over the immediate
benefits to physical capital during the journey.
Other participants described socially beneficial aspects o f the journey itself Nathan
enjoys riding in taxis, where he can "jump in and have a bit of a chat, sit in the front
seat". He always initiates conversations with the drivers, by saying "how's your day,
mate?", and says the taxi drivers on the Gold Coast are more "chatty" than in
Melbourne. Janet also appreciates talking to taxi drivers.
Janet:

Taxis drivers are great, they're a really good way to find out what's going
on in the country and what's happening electorally and what the politicians
are doing. They're a good source of information, gossip and all that sort of
stuff

As a school crossing supervisor, Christine not only facilitates the students' safety on the
road, but is also part of their daily social life. When she describes her involvement in
these students' journeys to and from school, it is clear that this work also brings
Christine social capital of her own. She says she started being a "lollipop lady" after her
children left home and she found herself doing nothing during the day.
Christine:

[1] love it, I really do... The kids are brilliant, the parents are great... [I
love] the meeting of people. The kids tell you their secrets, actually too
many secrets! .. .They like to show you their readers and their homework.

For Beth's daughter, catching the bus to school also offers an important medium for
maintaining friendships with her peers. Beth says that apparently the bus ride offers her
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daughter "quite a social scene". Carol and her son also enjoy the journey home from
school for its social benefits.
Carol:

We had a friend come back last night to play. [My son] has got his scooter
there and [his friend] says, 'can I ride it?' 'Yes, of course'. So [his friend]
rides with us... So that socially is good with the other kids. So [my son]
says to [his friend], 'can I ride now?' And [his friend] says, 'Yes, okay you
can'. So then [his friend] gets on my bike and... he stands on the pedals
and 1 hold him up and we go that way. So it's a good thing.

Shirley enjoys the social aspects of walking her dog. She describes how taking her dog
encourages conversation with her neighbours in Ascot Vale, near Maribyrnong. Shirley
explains "people I've never seen before will say 'hello'... if they've got dogs, they'll
always stop and talk".
Rebecca similarly appreciates her walk to work each day, partly because of the chance
to mingle with her local community in Fitzroy.
Rebecca:

There are... some beautiful little old Italian families that have obviously
lived here for quite a long time, when it wasn't a particularly nice area to
live. You know, they sit on their porches or they do laps around the
neighbourhood. Which is something, I used to live in a Greek migrant area
in Adelaide, and Greek migrants used to do the same thing. And there's
something really comforting about knowing that there are people that
wander around neighbourhood, you know, or sit on their porches.

For Rebecca, walking gives the chance to explore the neighbourhood, but she also
appreciates that other people do the same. Thus, transport in itself contributes to a sense
of community. Amy described a similar feeling about walking through Fitzroy to
"explore" the neighbourhood.
As well as accumulating social capital through transport practices, people also take
advantage of their social capital to enhance their physical mobility. The most obvious
example of this is when people share a vehicle within a household. A number of the
interviewees are couples who share a car: Ryan and Lauren; Rose and Fred; A m y and
Jonathon; Richard and his wife; Megan and her partner; Nancy and her husband; Walter
and his wife.
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Other couples have more cars than hcensed drivers in their household; Gail and Beth
have an innovative solution to their superfluous car situation. Instead o f storing their
excess vehicle in the garage, both have lent their vehicles to friends. Thus, having
invested the economic capital, which then depreciated to a negligible amount, these two
women have been able to utilise the economic investment in maintaining their social
capital. Conversely, their friends may be said to have utilised social capital instead o f
economic capital to procure a vehicle. For example, when Rebecca's bicycle was stolen
from outside her apartment in Fitzroy, a friend lent her another.
Nathan prides himself on being self-reliant in his mobility, describing himself as a
"gypsy". He explains, " I ' v e haven't relied on people.... I'll walk places or I'll find my
own way there or j u m p in a taxi". Nevertheless, Nathan's social capital provides him
access to a motor vehicle:
Nathan:

[My friend] just said " d o you want to buy my car?" I was saying " w h y
[would I] do that? Y o u may as well just give it to me". And then because
o f the insurance and everything, they just want to leave it in their name,
and he just said "come and grab it and use i f . All I've got to do is go
down and get it.

There are other examples o f people utilising their social capital in order to remain
mobile. When Patricia moved into a retirement home, a friend who she knew through
her membership o f a community dieting group offered to drive her to meetings so that
she could continue participating.
The potential benefits o f transport in facilitating social connections are not always
realised. Often - such as in the case o f public transport - people report their travelling
experiences as being socially isolated, even when they are surrounded by people. Ryan,
w h o spends two hours on a crowded tram most days, says other passengers are not
receptive to talking. Richard appears to agree, including himself amongst the
unreceptive ones. When asked what he does while riding on the tram, he answers "1
generally retreat to my own little world like everybody else on the tram".
Rebecca and A d a m are more philosophical about why people do not socialise when they
ride on public transport. They see it as a feature o f Australia's culture, rather than an
inevitable or natural reaction. During A d a m and Rebecca's interviews there was a
lengthy discussion o f this topic, where they explained how they believed that things
could be different.
Page 183

Sarah Hinde
Rebecca:

Then t h e r e ' s j u s t all that icky stuff about silting next to s o m e o n e that
smells or not w a n t i n g to talk to p e o p l e and all those weird sort of social...

Adam:

Yeah but t h a t ' s crap and you can only l e a m that by being brought up in
society w h e r e people j u s t j u m p on public transport... T h a t ' s j u s t a
cultural thing.

Carol also hopes for a d i f f e r e n t approach, and believes that public transport provides the
necessary infrastructure f o r a m o r e positive e x p e r i e n c e of society, through transport. At
the end of the interview, I asked her about her ideal f o r m of transport and she w a s very
sure of her answer - d e f i n i n g it in terms of social connections and well being.
Carol:

It w o u l d be s o m e w a y that e n h a n c e d m y living, so it would be s o m e t h i n g
that I w o u l d e n j o y as part of m y day. It w o u l d n ' t be considered j u s t g o i n g
from A to B, but it w o u l d be s o m e t h i n g that contributed to m y time,
m y living...
I c o u l d n ' t think of anything m o r e e n j o y a b l e than w a l k i n g up to a tram stop,
seeing a friend and saying ' h e l l o ' and w e get on a tram together and it will
take t w o hours to our destination and then w e would g o to work. So the
time w o u l d be spent in the c o m p a n y of s o m e o n e that I liked to talk to,
it w o u l d be friendly and it w o u l d be s o m e t h i n g that you w o u l d look
f o r w a r d to.
It w o u l d n ' t be s o m e t h i n g to be squished. It would be s o m e t h i n g that
could be taken as part of living. It w o u l d n ' t just be a block of time that
is discounted.
That w o u l d give m o r e space to the actual living and it would stop the
rushing, because it w o u l d be included. It would contribute to m y time,
m y living. That w o u l d be m y ideal f o m i . Public transport has the ability
to do that.

This analysis of interview data s h o w s the relationship between mobility capital and
social capital to be c o m p l e x and d y n a m i c . T r a n s p o r t can both p r o m o t e and erode social
capital, d e p e n d i n g on the structures and cultures associated with mobility. T h i s is
consistent with theorisations about the integral role of the a u t o m o b i l e in shaping, and
d e f i n i n g , the nature of social connections and n e t w o r k s in m o d e r n i t y (Sheller and Urry
2 0 0 0 ; Urry 2002; Sheller and Urry 2003; Urry 2003).
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This chapter showed how the heahh impacts o f transport that were reviewed in Chapter
1 are experienced and managed by individuals. Some respondents cycle and walk to
places because they appreciate the exercise. The data also suggested that transport is
used by some to access specific types o f medical care, in people's accounts of the role
o f transport in their lives, many emphasised the crucial role of travel in maintaining
their relationships with family and friends, and therefore their social well being.
Many participants were aware o f the perils o f travelling by road, and some had
experienced these dangers first-hand. Strategies for managing the risks employed by
interviewees included choosing a route with relatively less traffic or cycling on a
footpath instead o f the road. Many people refuse to use a motorcycle because they
consider the risk o f injury is too high. As well as managing the dangers at a personal
level, some interviewees reflected on the impact of transport on the health of the
population as a whole. There seems to be a growing awareness of the range of
detrimental impacts caused by car reliance, although the specific details o f these
impacts are still confusing for some.
The strategies, opinions and beliefs and preferences about transport that have been
discussed in this chapter, are embodied in the imaginations and preferences of
individuals. The physical, emotional and cognitive aspects of transport are explored
next in Chapter 8. Bourdieu's concept of habitus, and the related idea of practical logic,
is deployed to examine how people feel about, understand and physically perform
transport. The chapter will explore the experience o f mobility, or immobility, at the
level o f mind and body. This analysis rounds off the thesis, which began at the level of
society with an account o f structures in the field, then explored the distribution of
mobility between classes, genders and places, and in these last two chapters examined
the role o f mobility in social transactions occurring across multiple fields. Habitus is
used as a final conceptual vantage point from which to analyse the social reproduction
o f transport practices, and discuss the implications of automobility for class inequalities
and population health.
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8 The physical, emotional and cognitive aspects
of transDort
This chapter deploys Bourdieu's concept of habitus in an analysis of the qualitative
interview data that explores the cognitive, emotional and physical nature o f transport
and mobility. Transport practices depend on a range of cognitive capacities, physical
skills, and temperaments developed over a lifetime o f exposure, learning and experience
- that is, practical logic. Analysis of the interviews yielded an account o f the specific
practical logics of each o f the mechanised transport modes in the Melbourne transport
system, and these are described in the first part of this chapter.
The gendered nature of the practical logic of transport is then discussed. Melbourne
roads are characterised by jostling for space and individualised management of physical
and emotional dangers, requiring physical competence, technical knowledge and a sense
of self-confidence on the part of the traveller. Overall, the men who were interviewed
described their participation in this system with more confidence than the women who
tended to be more conscious of, and sometimes intimidated by, the risks.
Time emerged from the data as a central variable that shapes how transport is planned
and performed. The calculation and experience of time is discussed in this chapter, as
well as an analysis of how the notion of 'convenience' may be a reconciliation o f the
various practical logics into a single, preferred solution.
The second half o f this chapter uses the concept of habitus in more detail to analyse the
nature o f mobility and transport. I consider the extent to which mobility is an inherited
disposition, experienced as natural and unconscious.
The symbolic, affective and corporeal dimensions of travel have been analysed before
from a number o f theoretical perspectives (see for example Clarsen 2000; Bull 2001;
Taylor 2003; Dant 2004; Sheller 2004; Steg 2005; Sheller 2007). This analysis is
original in that it empirically applies Bourdieu's concept of habitus, as well as the
related idea o f practical logic, to analyse transport practices and the experience o f
mobility.
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8.1 The practical logics of transport
An array of skills enables a traveller to successfully negotiate the Australian transport
system. Most people drive a car, requiring knowledge of how to operate a vehicle and
the confidence to do so. For many, the decision to purchase a car involves
comprehending of a plethora of detail about different models and specifications. Some
people who have more sophisticated mechanical talents repair their automobile when
required. Others travel by bicycle, which may superficially appear a simpler solution
than managing an automobile, but cycling has its own set of knowledge and tactics.
Utilising the public transport system requires unique kinds of expertise such as
deciphering timetables and manipulating ticket machines. Those who ride a motorcycle
are regarded as mavericks by some. This assessment may be apt, given this risky mode
of transport is usually learned informally, casually and sometimes by young people
before they have been taught about road rules. Transport modes are often assessed in
terms of time, which incorporates evaluation of scheduling and coordination of
activities.

8.1.1

A "different woman", a confident driver

Several women interviewed in this study spoke of not having a license to drive,
including:
-

Former hairdresser, Patricia, who is 77 and lives in a retirement home near
Maribymong;

-

Maribymong resident Barbara, 54 years old;

-

33-year-old Louise who is based in Footscray trying to find permanent
accommodation; and

-

Collingwood resident, Suzana who is 66 years old and emigrated from Croatia
when she was 31.

Patricia believes it is because she is female that she was never encouraged to drive, and
therefore never felt bold enough to get her license. After her husband died, she seriously
considered learning to drive to be able to visit her sister by car, but in the end she did
not feel "confident" enough and considered herself "too old" by then. Similarly, the
major obstacle for administrator and cleaner, Barbara, was not feeling confident about
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getting behind the wheel. Barbara does not consider lacking a license is a problem for
her, because she can use public transport and is occasionally chauffeured by her
husband or daughter.
Sarah:

Is there are particular reason why you don't drive?

Barbara:

No, just never confident enough to get my licence. Not worried.

Sarah:

Have you ever tried to get your licence?

Barbara:

1 got my permit, but never actually had driving lessons.

Sarah:

D o you ever think that it would be nice to be able to drive?

Barbara:

Not a lot, no, because I get around a lot. It doesn't stop me going
anywhere. Not the Saturday just gone, the one before, I went to Caulfield
Races, on the tram and the train. It took less than an hour and a quarter to
get there. I f you drove there from here it would take you 45 minutes, so it
wasn't too bad. I just have plenty time to be going.

W o m e n cited financial obstacles to obtaining their license. For example, unlike Barbara
who could afford to get a permit but never learnt, Louise has never obtained a learner's
permit, or received driving lessons. With her limited education and low income, for
Louise the main barriers to getting a license are finding the money to pay for a permit,
and reading the book about road rules.
As a single mother o f now-adult children who has never had paid employment, Suzana
has not been able to afford to get a license or a car. For Suzana to obtain a license, she
believes it would not only require a financial miracle but also the confidence and
strength that Patricia and Barbara described. English is her second language, which
would have posed additional hurdles for her. Suzana finds the idea o f her acquiring a car
absurd yet appealing.
Sarah:

So, you don't have a car?

Suzana:

[Laughing] Never, never for my life, I never drive. No. I love it, I feel
love... I feel i f 1 have money, I really want to [drive]...

[More serious] I don't think so...

[Laughter] W h o knows? I win lotto, money come in!
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Sarah:

Why would you hke to have a hcense?

Suzana:

Never before, I feel maybe I try. This year I said if everybody has a
license, why not Suzana? Maybe if 1 have a license, maybe I'll feel a
different woman [laughing]?

Sarah:

Do you think?

Suzana:

Yeah, I don't know, I feel this year - amazing, yeah.

Sarah:

There's nothing in particular that made you?

Suzana:

1 think that I'm stronger for driving. I've never been like this before.
Never, never: always scared. And this year, I don't know, maybe [because
it's] so hard, you know, it's really hard always walking everywhere. I
never much use [public] transport because it costs money... [And it's a] big
walk, walking from mine to here... That's my crazy feeling... Oh my god,
1 believe I'm going to drive!

These women's assessment of the confidence and complicated skills required to drive is
verified by the experiences of several of the female drivers I interviewed. For example,
24-year-old new Fitzroy home owner and public servant, Megan, only knows how to
drive an automatic vehicle. When she and her boyfriend recently bought their house,
they decided to sell her car and keep his, which is a manual vehicle. Megan cannot drive
the car until she learns how to manipulate the gears.
Sarah:

Given that you have a car, and have been driving, for how ever long it's
been, how are you finding going back to that learning process?

Megan:

Yeah, it's difficult, which is why I haven't been in the car for a couple of
months. It's difficult to learn something new.

Sarah:

And [when you were first learning to drive] why did you decide to get your
licence as an automatic?

Megan:

Because I'm uncoordinated and can't drive and I guess it made it easier. I
could get it faster. My parent's cars were all automafic so it was difficult to
leam manual.

Megan was not the only woman I interviewed who did not feel she had completely
mastered the art o f driving. For Rose, the confidence to drive is something she must
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practise and maintain. She values her ability to drive and considers it a skill worth
maintaining. Rose shares a car with her husband, and makes a special effort to drive at
least once a week.
Rose:

I don't think I ever want to be in a situation where I'm not a confident
driver. I don't want to lose my confidence, as you sometimes see people
do, when you've not got your own car.

Amy and Rebecca, who are both Fitzroy residents, prefer to avoid having to drive an
automobile and savour the frequent opportunities to walk afforded by living in Fitzroy.
Neither is a "confident" driver, so when they do use a car they both prefer to be a
passenger and have their partner drive. Timothy and Carol, who live in Essendon, have
the same gendered division o f driving. When asked who usually drives, Timothy
reported that it was he, remarking "well, I'm a bit sexist when it comes to that". For
Ryan and his wife, the driving is allocated in the same way; Ryan explains he does not
have much chance to drive as he commutes by public transport and bicycle. When his
family travels together on weekends, Ryan drives.
The only man I interviewed who did not have a driver's license, Dave, knows how to
drive and does not lack the confidence to do so. On the contrary, he has accrued
multiple fines for driving while unlicensed. When asked why he does not have a license,
he reported that he was "embarrassed" to do the driving test.
Dave:

I've never had a license. I went for it once, I did hold it in N S W for about
six weeks, but I didn't go for the test or nothing, so didn't complete it.

Sarah:

So you had your Ls [learner's license]?

Dave:

I had the paper yeah, saying that I had them, but I didn't complete the Ls,
so that was cancelled.

Sarah:

But you do know how to drive?

Dave:

Oh yeah.

Sarah:

And you do drive?

Dave:

Yeah. Just been lazy. I don't want to go to the RTA [Roads and Traffic
Authority] and get my license.

Sarah:

How come?

Dave:

It is embarrassing if you have the test.
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Sarah:

The procedure?

Dave:

You've got to watch them go around, you've got to go slow. I suppose I
have to do it though.

Sarah:

Sounds hke you've gotten by without it.

Dave:

Well 1 have, but... 1 brought the car just for work, my mate was driving me
to work, he was licensed. He left, I was driving it for about two months... I
have about $2000 worth o f fines on it.

Sarah:

Really?

Dave:

No license is $500.

This man is unlike the many women I interviewed who were (or were not) licensed and
felt uncomfortable about driving. Dave does not believe his lack of a license reflects on
his ability to drive, just his financial capacity to do so legally. Dave is also embarrassed
by the prospect of being assessed on his driving skills, not because he lacks confidence
in his abilities, but because it is such an elementary, demeaning, and expensive
administrative hurdle for a competent driver to have to complete.
The confidence that many men share in their driving ability is reflected in how retired
school principal, Fred, explains he has a "normal sort of history o f minor incidents".
Whilst he regrets the few incidents in which he was involved, none led to injury, nor did
they reduce his confidence about driving, but instead he says they "wounded my pride".
Nathan, a 25-year-old chef, has immense confidence in his ability to drive, despite
evidence to the contrary. Nathan has been involved in car crashes - as a driver and
passenger - "about five times now", including times when the driver was under the
influence o f alcohol and/or drugs. He says nobody has been hurt apart from him getting
"a scratch on my head", but described significant damage to his own vehicles, other
vehicles, and both public and private property. He does not own a car now, since
crashing his last car five years ago. Nathan knows the dangers of driving dangerously
because he has grown to be a slightly mistrustful passenger, having "flashbacks of
accidents" when other people are driving. However, he told me that he will drive after
drinking "a couple o f beers", and recently damaged a hire car having a "bit of fun" in a
car park and reversing into a coach. Despite these numerous incidents, Nathan's
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c o n f i d e n c e in his driving skills is intact. He d o e s not hesitate to use his f r i e n d ' s car.
W h e n asked if he considers himself a good driver, N a t h a n a n s w e r s "I think so, y e a h " .
T h e r e is m u c h to learn and achieve in order to b e granted the right to drive an
automobile. In order to be given a permit to learn, a person m u s t c o m p r e h e n d the road
rules and spend a sum of m o n e y , thereby mobilising both cultural and e c o n o m i c capital.
The process of learning m e a n s putting the f o r m a l , and informal, road rules into practice
whilst learning various hand, eye and feet coordination skills in operating the vehicle.
E c o n o m i c capital m a y be required at this stage too, to access an a u t o m o b i l e or pay for
lessons. Social capital m a y be utilised instead, b y b o r r o w i n g a car and b e i n g taught by a
relative or friend. T o succeed in all these steps requires not only the possession of
sufficient capital, but also the associated " c o n f i d e n c e " to o v e r c o m e or avoid any fear or
e m b a r r a s s m e n t (even if this w o u l d be appropriate). That the capacity to drive also
d e p e n d s on o n e ' s psychological or emotional states is discussed further later in this
chapter.
Having learned to drive, there is o n g o i n g learning and an investment of capital required
to be an automobile user. T h e next section elaborates on the skills and k n o w l e d g e
d e m a n d e d in purchasing, o w n i n g and running an automobile.

8.1.2

"Cars are not m y forte"

For A d a m , the decision to b u y a m o t o r vehicle with his partner, R e b e c c a , has been a
prolonged and complicated process. A d a m is e m p l o y e d by a design m a g a z i n e , with
w o r k on the side occasionally reviewing restaurants f o r a n e w s p a p e r . A s a cultural
intermediary, he pays attention to the various aspects of product design, and is a regular
target for marketers p r o m o t i n g the latest innovations.
A d a m ideally w a n t s to b u y a car that has " s t y l e " whilst also serving the c o u p l e ' s
practical needs. This is a m a j o r e c o n o m i c purchase for the couple, w h o currently use
public transport and w a l k i n g f o r most of their travel. A d a m is not c o n v i n c e d it m a k e s
financial sense to b u y a car at all. H o w e v e r , h e and his partner w a n t to h a v e a car b e f o r e
they h a v e a baby. G i v e n this motivation, both of them cite " s a f e t y " as a k e y
consideration in c h o o s i n g a vehicle. A d a m has also been reading a b o o k about climate
change, w h i c h has i n f o r m e d and inspired him to consider the e n v i r o n m e n t a l
implications of his purchase.
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Sarah:

What would be your ideal car, if you could get any car?

Adam:

Since 1 read the book. The Weather Makers, have you read it?

Sarah:

N o I haven't read it.

Adam:

It's great. I actually got it sent to me at work for free. It was really odd. I
don't nomially get given books but this book turned up because there's a
company that's trying to position themselves in the market as being
environmentally friendly and they've created this new product that they've
had for ages and they sent out this book. And 1 read it and if I could have
any car on the market, I reckon I'd get a Toyota Prius or the, you know the
hybrid electric thing. That would probably be it.

Sarah:

And does that fit with your style?

Adam:

Oh 1 think it does because at least it's not like, boring, you know. Because
they're trying to position, I think, that car and what ever the Honda
equivalent is, they're trying to position them in the market as being
something a little bit quirky or different as well. And they don't want it to
look exactly like the normal sort of car. I think there's something
interesting about that.

Sarah:

Okay. Yeah right.

Adam:

I think I would sacrifice that. The same as 1 would sacrifice the element o f
style if I could afford a nice car that was safe and efficient and all that kind
of thing.

Janet, a 53-year-old public servant and Masters student, lives in Fitzroy and needs a car
because she travels around Melbourne and also to rural and remote areas for hiking on
weekends. Like Adam, Janet is indecisive about what sort of car to buy, drawing on
various infomiation sources and weaving the details together into a final set of options.
Janet says that cars are not her "forte" however she is able to talk at length and provide
plenty o f detailed arguments in favour of, and against, the various models. This
demonstrates the extent o f detail offered in brochures and websites, to be interpreted by
the potential consumer.
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Janet:

I have decided to get another car. I ' m going through the process o f wanting
another fuel efficient car. Small, again no greater than a 1.6L to 1.8L
engine and I've decided to go second hand because the depreciations
happen and it will have to be a Japanese or Australian car because they're
cheaper to service.

Sarah:

Right. So what sort o f car do you think?

Janet:

I ' m now searching all Green Vehicle guide fuel efficiency and carbon
emission research, all the costs on the websites that you can go to. It would
be either a Mazda, or i f I go European it will be a Peugeot 307. I f it's a
Mazda it will be whatever a Mazda 3 version is. The one I ' m looking at
tomorrow is a three year old car.
So it will be a Mazda or Peugeot. The ones that I was looking at, that were
new, are the new Ford or the new Holden Astra 1.6. I had hoped even i f I
could hang off with my car for another year there'd be more options
because the small car market is moving really quickly at the moment and
there'll be more options in a year and also 1 think within another year or
two, the hybrid options will be better performing. They're not really well
performing at the moment.

Sarah:

Can you say a bit more about how the hybrids aren't performing at the
moment?

Janet:

No I can't. Cars are not m y forte. I've done quite a bit o f reading about it
in the last three months, but only because I've had to. I just know that
reviews and the R A C V are saying that the hybrids aren't performing as
well as they might, at the moment. A n d the hybrid car that I've driven...
yeah they don't feel quite powerful enough to go long distances... so, yeah
I don't want to use those [for driving] through the mountains.

The decision o f which car to purchase is less onerous for some people. For example,
many households have several cars and turn them over rapidly. For these people the
decision is less permanent or consequential. However, the information-gathering and
decision-making persists after a car has been purchased, in ongoing maintenance and
mechanical issues. For those households with multiple cars, there is a constant supply o f
problems to be solved.
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Gail's household in Altona has two licensed drivers and owns four cars. One purchase
was impromptu, because they did not have a car to get to their home town in the country
when Gail's parents died. She said "we didn't have a car to go home... so we bought
that one on the spot!" Gail reels off the various mechanical problems with each of the
cars - the "white one with the bracket problem" and the Colt that they loaned to a friend
that is "not bad on the petrol" but too old and they will have to get rid of it. Another
recent purchase has been at the mechanic shop for weeks. Gail and her husband have
plans to sell two of the cars, which are surplus to their requirements, but they aren't sure
which ones. Or, they might decide to get rid of more than two, and buy new cars. Again,
this interviewee seems to find the complexity o f such a decision a little unwieldy,
because this couple has been postponing it as they "haven't really had a look around"
and considered their options properly yet.
Dave is financially limited in what he can afford to buy and therefore is free from the
dilemmas o f the wealthier car consumers about the various makes and models, and their
economic, cultural and environmental impacts. Nevertheless, he is a vehicle owner, and
has some knowledge about the kind of car he owns. He is also subject to the ongoing
decision making, skills acquisition and learning associated with owning a vehicle. Dave
has a wealth o f knowledge about his automobile and is developing skill in keeping it on
the road. His proficiency gives him a confidence in his ability to do a range o f
mechanical tasks; for the things he has never done before, he knows he will be able to
figure them out with his friend's help or the instruction book.
Sarah:

What kind of car is it?

Dave:

A V L Commodore.

Sarah:

So does VL mean 1989, is that right?

Dave:

No well see V L is just the model of the year, before that was V H , before
that was W B , and then it was V L . Now it is like DS and S U V and GTR,
got all sorts popping around left, right and centre.
... It is not registered... As of next week or sometime this week, it is
sitting in my mate's garage until I can afford to fix it. It is just needs new
brakes, tyres, stuff like that.

Sarah:

Yeah?
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Dave:

Things I just never got around to doing.

Sarah:

So you do it yourself?

Dave:

Oh yeah.

Sarah:

Have you always?

Dave:

Yeah I've been, I've had a lot of help by friends, just showing how to
change the brakes, diff, tail shaft, gear box, pull the motor out, put it back
in. Don't ask me how to put it back together. 1 will put it in but 1 don't
know how the pipes go - got to get the book out for that one.

The purchase of a car requires more than just the investment of economic capital. Car
owners utilise various forms of cultural capital, in the form of researching and planning
a car purchase, trading off between the different priorities, as well as managing
mechanical problems and deciding when to get rid of a car. Some people do extensive
research and mull over these decisions, whereas others are more constrained or
spontaneous about it. Either way, maintaining an automobile inevitably demands
ongoing thought and judgement: diagnosing problems, servicing the vehicle, or else
finding someone else to service it for you. And, as discussed later in this chapter, a
special set of knowledge is also acquired by those who regularly negotiate the policing
and legal structures that enforce transport rules with fines and penalties.

8.1.3

Bicycling: "keep your wits about you"

Like driving, to ride a bicycle on the road also demands knowledge of the road rules as
well as informal knowledge of how to assert oneself and keep safe on the roads. Cycling
also involves its own kind of physical coordination. Similar to driving, the men I
interviewed were comfortable with their cycling abilities whereas women frequently
lacked the skills to cycle confidently, if at all. Beth reported that she does not know how
to cycle, joking it is because of her "terribly deprived childhood" when she learned how
to roller-skate instead. Janet also did not learn to ride when she was young, remarking
that "my parents gave me the piano, gave the boys the bikes". Barbara knows how to
cycle but refuses to use the gears - preferring to pedal harder or else get off and push.
The women I spoke to who knew how to ride were not overly confident about doing so
on roads. Megan rode her bike often while growing up in a country town, but has not
cycled since moving to Melbourne because she is intimidated by the traffic. Amy is an
occasional cyclist but finds it much more mentally demanding than being a pedestrian.
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When she cycles in the city centre, Amy will sometimes get off and push the bike
because it feels too unsafe. She explains "riding through the main streets, particularly in
peak hour, I don't really like it very much at all".
Amy's husband, Jonathon, also cycles in the city and found it daunting when he first
moved to Melbourne but is fine about it now. A life-long cyclist, Jonathon does not
believe there are any particular skills required, saying "I think it's just getting used to
having cars around you... I think it's just confidence."
Other regular cyclists told a different story. Timothy says "you've got to keep your wits
about you and anticipate". Gail also emphasised the importance of always being vigilant
when cycling.
Gail:

You've got to be concentrating, really focused, all the time, you can't
afford not to be... there's unseen dangers.

Ryan commutes by bicycle several times a week and utilises a range of strategies to
keep safe while cycling in traffic. His skill base has been acquired through trial and
error, noting that multiple "accidents taught me how to ride on the road". Ryan always
makes eye contact with drivers, and sometimes yells out to them to make sure drivers
take care. In chaotic intersections, he cycles quickly and always indicates. He is
especially conscious in the morning, when drivers may be blinded by sun glare. Ryan
follows the road rules "religiously". For example, he does not roll through red lights
unlike many cyclists who do so "at their own peril". At times, Ryan cycles away from
the gutter and takes up most of the lane, which he told me bikes are allowed to do. He
suspects this frustrates motorists, but persists because "they see me and I don't need to
squeeze past" - a lesson learned when he was knocked off his bike by a car that had
legally turned left immediately in front of him.
Commuting by bicycle can be quite a feat of management. Pete, a chef living in
Essendon, wanted to get physically fitter and hoped to start cycling to work. Because
the distance to his work is long, Pete started by bringing his bike on the train for the first
and final stretches of the journey. His plan was to gradually reduce the train ride and
increase the distance he could cycle as he got fitter. The plan turned out to be
impractical, partly because it is "tricky getting the bike on and off the train". Not for
want of trying, Pete concludes that cycling to work is unfeasible, he says "I wish that I
could, but I just couldn't do it".
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Adam, who lives in Fitzroy and works in Port Melbourne, also found it difficult to
establish a routine of cycling. In setting out to become a cyclist, Adam borrowed a bike
from a friend and tested his plan to start cycling to work.
Adam:

I was toying with the idea o f riding to work, because at the time I had a
gym membership at the gym next door to my work in Port Melbourne. We
don't have a shower at work, but 1 had access to a shower at the gym, and I
had this sort of crazy hair-brained scheme of buying a bike and riding to
work, having a shower at my gym, and then going to work and then riding
home.
I originally borrowed the bike to see what it was like to ride from Fitzroy
to Port Melbourne, and so we did it on the Melbourne Cup public holiday
last year and Rebecca and I got on the bikes and rode to Port Melbourne,
you pretty much had to either ride miles out of your way or go through the
city and at peak hour I just don't really want to arrive at work that stressed
out... I've never been a big bike rider anyway in terms o f commuting and
that sort of thing, so it didn't pan out and my gym membership lapsed and
I decided not to.

Even cycling for leisure can be complicated to organise. Eric points out that cycling on
the road is no fun, but cycling on bike paths and trails is very enjoyable. Fred agrees and
negotiated with his wife to start cycling instead of walking for fitness, because he would
find it less boring. Before they started, the couple shopped around to source a "women's
bike" for his wife to use. Now they are appropriately equipped, Fred explains the major
obstacle to them going for rides is that they have to either cycle through traffic to get to
the bike paths, or else manhandle their bikes into their car and drive there. The role of
the automobile in the practice of cycling may explain why Fitzroy resident Eric, who
does not own a car, has a bike "rusting" in his shed.
Some people consider cycling a diversion or a novelty. PhD student and Fitzroy
resident, Wil, sometimes jumps on his bicycle and meanders to local destinations, but is
equally happy to walk. He jokes that his bicycle is an "old-school ladies bike, like those
old Holland bikes you see around". Janet's is "a litde old-fashioned ladies bike" that she
is learning to ride on weekends for fun, but never uses for transport purposes. Dave says
his bike is "a piece of shit" that he bought to replace a quality one that had been stolen
from him. It is broken at the moment, but that does not matter because Dave is just as
likely to walk.
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For those who are serious about cycling, the world of pedalling can be just as complex
as car ownership - with various makes and models, mechanical issues and techniques to
master.
Richard:

I've got a few pushies, I've got an old touring bike and motor bike...

Sarah:

What's the difference between a touring bike and road bike?

Richard:

A touring bike... the frame's a bit different; it's sort o f like riding on an
armchair. It's really comfortable; it's got quite a long frame on it. It looks
the same as a road bike, but a road bike has got a tighter frame on it and it
just turns quicker. When you hop on a road bike, they want to be ridden
fast... it's like a greyhound. It's funny to explain. It's just the frame
dynamics.

Some have a simple reason to not use a bike. Rebecca confesses why she walks instead
o f cycling: " i f I ' m honest, it's because I don't want to ride up that hill".

8.1.4

"Messing a r o u n d " with public transport

People experience the physicality of using the public transport system differently. Fred
prefers the chance to sit and read on the train, whereas Ryan is happy to stand on the
tram because he sits all day in the office. For others, using public transport is physically
demanding. Young mother of two, Imogen, describes the difficulties associated with
taking small children, pram and other parenting equipment on public transport. She says
it is not clear where and how to move the pram through the barriers at the train station
and on the train there is insufficient room because passengers crowd in the doorway,
with no conductors to move them. Imogen found it such an uphill battle last time she
used public transport, two years ago, she concluded "obviously they don't want people
that have prams using public transport" and has not used it since.
Walter is 81 years old and when he introduces himself he declares " I ' m deaf and I can't
see". He describes how using the ticket machine on the tram is physically impossible
for him.
Walter:

I can't stand up in the tram and push the buttons. I couldn't possibly do
that... [it is] quite difficult... dangerous really.

Walter is proud that in 30 years of travelling by public transport, he has always paid his
fares. With the removal of tram conductors and introduction o f ticket machines,
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compliance has become more difficult for him. He explains that to get to his closest
local ticket vendor " I ' v e got to walk down there, past the place where I ' m going, to get
a ticket". Fortunately, Walter's 50-year-old daughter sources the tickets for him.
Another young mother of two small children, Therese, is physically capable of using the
ticket machines but finds them unfathomable. She describes struggling with the ticket
machine last time she caught a tram, saying "it's just beyond m e . . . all this machinery".
In her recent visit to Perth, Therese appreciated the assistance she received f r o m
security guards and bus drivers in using the public transport system. For Therese, the
complexity of the tasks means the "human element is nice... you can ask them
questions".
Karim is a refugee from Afghanistan w h o had been in Australia for three months at the
time of interview. In Afghanistan he had received some schooling, and then worked as a
taxi driver for 20 years. Karim was working in a mechanical j o b here in Australia when
I met him. For Karim, language has been a major barrier for him in accessing transport.
He told me he cannot read and write at all, and says "I d o n ' t understand" the timetables
and ticketing systems for public transport. The same language barriers also apply to
obtaining a driver's license, and Karim therefore only walks.
Those w h o can read and understand English are culturally better equipped to utilise
public transport, but still there is much to comprehend: deciphering maps, routes,
timetables, and pricing schedules. Eric uses public transport only occasionally, but
demonstrates his sophisticated understanding about how to get the system to work best
for him.
Sarah:

What do you use the tram for?

Eric:

Normally to get longer distances and if it's really miserable, I might catch
one, but not to work. I have friends that live in East St Kilda, so I can
either: catch a train to Windsor; walk; or even catch a tram down Swanston
Street, which goes much closer to their house. It depends on weather,
timing and all that sort of stuff, whether it's a train or a tram.
And coming back it depends on which way they are going around the loop
as well, as to whether you want to sit on a train going around the loop and
then if it comes back from there, if it goes to Parliament [Station], then
that's pretty close to Fitzroy, but if it goes to Flinders Street [Station], then
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you still have to either walk for half an hour or you have to walk up to
Bourke Street or Collins Street and catch a tram.
In that sense, it might just be easier to catch the tram going all the way and
just walk from Carlton or stop and have a coffee or something in Carlton
and then walk home. It depends on what you feel like at the time, really:
whether it's working in your favour or not.
Dave, w h o I have already explained is not only proficient in owning and driving a
motor vehicle (albeit unlicensed), as well as cycling; he also has a detailed knowledge
of h o w to use the public transport system. His favourite m o d e of transport is the bus
system, because of its wide geography and comparably quick travel times.
Dave:

[The bus system] takes out a wider distance... the good thing is there is
always three buses that run one line, and they go to different sections, so 1
might want to go over there and over here, I know which buses to catch.
T w o or three you know, always run off one line. The bus that runs f r o m
Sunshine pretty much comes from St Albans, comes from St Albans all the
way into Melbourne. That is a total convenience, that is. Especially when
you are out to get to the station, and you get off the bus, wait for the train,
and the bus will beat you in the long run.

As described earlier, Dave owes $470 in fines for not paying public transport fares.
Negotiating with the administrative and legal structures has given Dave a detailed
knowledge of how these systems work, and how they can, or cannot, be manipulated.
Dave:

I daresay it will come, a warrant. Means you have to pay it, and the next
time you are on the train they will pick you up, take you in, and charge
you. If you get caught.

Then they will sort out how you are going to pay it. Make it an order so
you do have to pay it, if not you do community service.
Many appreciate the plethora of public transport modes that are on offer in Melbourne.
A unique knowledge must be accrued to make the most of each and every mode. For
example, tram user A d a m sometimes forgets that buses are available and is not sure
when or where he might be better o f f using one. In contemplating a trip f r o m Essendon
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to Carlton, Carol is also unsure of how to use public transport for a trip that is
perpendicular to the tram and train routes, which point into the city.
Carol:

1 had to go to Carlton. I couldn't even think how I would get there by
public transport in my head. 1 would probably have to catch a tram to
Essendon Station. I would have to go into Richmond or something, change
lines and go out. It's pathetic. Perhaps there's a bus, I wouldn't have a
clue. Trams go down Lygon Street, I think, so I could catch a tram, if I
figured how to switch...
I have to be there at 9.30 in the morning. I wouldn't even consider taking
public transport for that journey, because it is across [perpendicular to the
tram lines]. There doesn't seem to me to be any clear pathway, like if 1
could walk up the street, catch a tram to Carlton, 1 probably wouldn't even
do it then, because I have to be there at 9.30.

It is perhaps no wonder that Altona mother of two and multiple-car owner, Gail, who
rarely uses public transport, drove her son to a medical appointment in the city centre
the day before she was interviewed. Despite her proud announcement that her husband
knows all the train routes and could tell her which train to catch, she judged that the
planning and coordination involved in using public transport for the journey would have
been "too much messing around".

8.1.5

Mavericks on motorbikes

Opinion is polarised on whether motorcycles are good or bad. Most interviewees either,
object to motorbikes and have never used one, or, are current or former riders. These
mutually exclusive perspectives may underpin the mutual misunderstandings and
hostility that can exist between motorcyclists and other road users.
Non-motorcyclists often regard the form of transport as too dangerous. In other words,
these contraptions and the people who use them seem to subvert the logics of the other
modes - in terms of customary ways of behaving on the roads, and more philosophical
questions about what constitutes acceptable risk. The alien image of these motorised
bicycles may partly be due to the informal processes of skill development that most of
these (male) travellers experienced in their youth, distant from the constraints and
dangers of the road.
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Motorcyclists cite a range o f advantages to travelling in this way: not only pleasure, but
also economy, time efficiency and environmental benefits. As with the other modes o f
transport, motorcyclists implement specialised strategies for managing the risks.
Ot those participants who are favourable towards motorbikes, their first exposure was
usually during youth. Nathan (aged 25), Wil (aged 27) and Adam (aged 31) had all
learned to ride on farm land owned by relatives or friends, so while they reported
knowing how to ride, they had never used a motorbike on the roads. Eric and Richard,
both in their forties, reported that they had used a motorbike during their younger years.
When 27-year-old Dave was younger, his brother and mates initiated him.
Dave:

I know how to ride... My brother's mates, they stole an 80[cc] or
something: 'look at the bike we stole, give it a go'... That's how I've
ridden.

This informal introduction to motorcycling is reinforced by a licensing process that is
considered easy. As Jack explains "it's only a day course, no one fails i f . Pete, a 26year-old chef, owns a 250cc motorbike and uses it every day to travel to work. His
introduction to riding is typical.
Pete:

W e had this 50cc when we were 12 years old, and [my mate] goes 'yes, it's
all right, you just do this and this'. So I hopped on and we were going
around and there was a muddy yard, and then I just lost it. 1 went that way
and the bike went that way. The same mate tried to teach me how to use a
skateboard, rollerblades, so I just kept falling off all the time. 1 should have
learnt then actually.
I just really like it. I did a weekend course and got my licence and that's it.
Then I bought a bike.

Given motorcycling is a skill mostly learned by young men away from the public road
system, Rebecca may be justified in feeling that motorbikes introduce a wild element to
the roads. She describes how motorcycles are unique because the rider is camouflaged
from view and eye contact, that they have the potential to inflict more damage than a
pushbike, and because motorcyclists sometimes behave on the roads as though they are
obeying their own separate rules.

Page 203

Sarah Hinde

Rebecca:

I don't like them... there's something about motor bikes. 1 don't know; it's
a sort o f wildness and uncontrollabiHty that really frightens me. The people
that ride them often seem to be quite fearless and quite aggressive. There's
an aggressiveness to them: the sound o f the motor, the leather, the
visibility o f the rider. Yeah, I find them quite confronting in that way.
Whereas, I guess, cars and bicycles: bicycles, there's a safety to them,
because how much harm can you do to someone on a bicycle? You know,
you can't get up to the speeds that a motorbike can, and you can see who is
cycling. You can see a cyclist. And same with cars, you can normally see
who's driving a car. And I just feel like bicycles and cars, while they have
an uneasy relationship, there is a relationship o f sorts. Whereas
motorbikes, seem to be outside of any social etiquette on roads... I've been
on the back of one once and I didn't like it at all.

Beth, a North Fitzroy resident and mother o f two, acknowledges this assessment o f
motorbikes as wild and dangerous, having travelled as a passenger on numerous
occasions with "blokes", joking about her "misspent youth". Beth admits that
sometimes she enjoyed the rides, but "a lot o f the time, in fact, I was terrified out o f my
brain because they went really f a s f . Megan also notes the affinity between "boys and
their toys"; her boyfriend travels by motorcycle daily but she would "never ride one".
The worries that many non-motorcyclists have about these devices stem from concerns
about safety. Rose and Fred, for example, have a son who owned and used a motorbike
for a few years, which they found worrisome. It turned out these fears were appropriate
because their son had a collision with a car; fortunately, he was not seriously injured.
Daily motorcyclist, Pete, incurred a shoulder injury from crashing his motorcycle, the
pain of which still troubled him at the time o f the interview. Similarly, when asked
whether he would want his child to ride a motorbike, former motorcyclist Richard was
very reluctant.
Fitzroy resident Jack also travels daily by motorcycle. Both Pete and Jack have settled
on this mode primarily for financial reasons: purchasing and operating a motorbike is
much cheaper than an automobile, but provides the same scope for travel. Pete also
finds it pleasant, riding home from work late at night when there is little traffic on the
road. Jack feels good about the environmental and political benefits o f using a
motorbike instead o f a car, noting that "the last war was about oil" and his concerns
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about climate change. He explains " I ' m not saying I'm an activist or anything like
that... [but] every little thing you can do has got to make a difference doesn't it?"
Jack is conscientious about managing the risks associated with using this form of
mobility. Jack reports that he wears the appropriate safety gear, and explains that it is
important to "take it easy".
Jack:

I would rather drop back and do under the speed limit in areas that are built
up with high traffic than get hit. Especially tram tracks as well when it's
raining, they're slippery. I am safety conscious on the bike... The idea is
you always let the bikes go in between the cars, just to get in front of the
car quickly and then you just come back to the speed limit.

Nathan, the young chef w h o has been involved in multiple car crashes, may better fit the
stereotype that bothers the non-motorcyclists. Although Nathan does not own a
motorcycle, he says "Yeah, I'd j u m p on, it fascinates me". When asked whether he
considers them unsafe, he replies "I w o u l d n ' t worry about that... I don't care what
happens".

8.1.6

G e n d e r and the practical logics of transport

T h e overarching logic that integrates the various modes within the transport system is
individualistic competition: for space, safety and right of way. That competition is
governed by rules requiring sophisticated knowledge, legal endorsement, physical
skills, and a manner of self-assuredness while travelling. This interview data analysis
revealed that the masculine transport culture of jostling, physical confidence and
technical knowledge often leaves w o m e n at a disadvantage. This is especially the case
for w o m e n w h o are economically poor, or lack the social connections, that would
support their access to car use. The men who were interviewed were confident drivers,
and more inclined to embrace the physical risks and social forcefulness necessary to be
safe while cycling or motorcycling on the road. This is consistent with the statistics
described in Chapter 5 which showed a higher proportion of men drive to work than
w o m e n , and male employees do the majority of bicycling to work.
B e s t ' s (2006) ethnography revealed a similarly pervasive role for gender governing
youth car cultures in San Jose. Her description of the 'cruising' scene at Santa Clara
highlighted the strict and gendered rules that shape how girls and boys interact. In this
sub-culture, males drive the cars and aggressively dominate the space. The environment
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is risky for girls, who accept or decline invitations to 'cruise' - as passengers according to strict protocols. The 'choice' to join or refuse enabled by these protocols
was embraced by the girls who were interviewed as representing self-determination and
'girl power'. Best (2006) argues that these labels disguised underlying sexism in the
cruising culture.
Reflecting on the history of transport (see Chapter 4), it appears that over the last
hundred years this masculine culture of transport became gradually more entrenched.
The invention of the automobile at the turn of the twentieth century prompted fears that
roads would be dominated by automobiles, become more dangerous and less conducive
to other forms of transport. This resonates with how the interviewees experience roads
today. Further, men were presumed to be the most capable of managing the physically
demanding and mechanically complex work of driving (Clarsen 2000). The physical
and technical nature of driving is still a cultural barrier to car use for some women.
Thus, gendered divisions in mobility persist, in an environment that has given priority to
cars (and those who use them) in terms of laws, urban form, and also, the practical logic
of the road.

8.1.7

Managing time: " b u m b l i n g " , hurrying or being "hyper-organised"

Most interviewees cited time as a key variable in choosing which mode of transport to
use. For Megan, timing is of the utmost importance.
Sarah:

If a bus and a tram were leaving at the same time, to the same place, which
would you pick?

Megan:

I'd work out which one was the quickest. It wouldn't be on preferences. I
like a bus or I like a tram to be on time.

Megan recently moved to Fitzroy, where she can walk from home to work. Above all,
Megan loves that walking takes a consistent and predictable amount of time. She also
appreciates that the trip is quick, but reports that being a pedestrian is pleasant enough
that she is willing to spend up to 40 minutes walking to a destination.
Sarah:

So how have you found, overall, that transition of walking to work
instead?

Megan:

Fantastic. Even train and tram, it could take you half an hour one day and
then maybe an hour the next. Whereas with walking it's consistently only
15 minutes no matter what.
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Even to those who are less concerned about sticking to a schedule and minimising their
travel duration, time is still a factor to be understood and managed. Barbara is content to
use public transport because she says "1 just have plenty time to be going". Even so, she
IS able to recite the frequency and trip duration of the buses and trams that run near her
house, including multiple routes that go to different destinations. Barbara is also
mindful of how conditions and timings change during the day, between peak, non-peak,
daytime and night, and she considers these variables when planning her journeys and
choosing her destinations.
Timing can vary dramatically between the different modes depending on the
geographies of the origin and destination. For example, when Pete lived in Essendon
with his wife at his mother-in-law's house, he was near the train station. Pete and his
wife then bought a house nearby in the same suburb, and Pete had to begin catching a
bus to the train station in the morning. His commuting time was so drastically increased
that he bought a motorcycle, which he values enormously for its time efficiency.
Pete:

[At my mother-in-law's,] I could get out of bed at 8:55, and be dressed and
out of the house by 9:05 and be at work by 9:45.
Now, I have to be out of bed by 8:00, be out o f the house by 8:20 to be at
the bus stop so I can get to work at 10:00 on the dot. It blew me away,
because I guess I lived about two minutes [driving time] away from where
I was and the difference was massive. So what I ended up doing was
buying a motorbike.

Sarah:

And how long does that take you?

Pete:

In the mornings? About 25 minutes and 1 can get home between 15 to 20
minutes.

Sarah:

So it's quicker than it was when you were living next to the train station?

Pete:

Yes. It's quicker than what it was.

Managing time can involve dynamic mental arithmetic. Pete's simple calculations
depend on the average trip time, and account for only the most basic variables. Places
can change according to moments in time. Janet avoids walking through the government
housing at night because she considers it less safe. Owen notes that public transport
ceases at 7pm in the suburbs beyond Niddrie. "Peak hour" can transfomi the roads o f a
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quiet neighbourliood rendering them "chockers" (as Gail describes), more dangerous
and best avoided. Aspects of place, such as distance, can be understood in units o f time,
such as Beth's "25 minute drive" to Balwyn, or Timothy's "two day drive" to
Queensland. And time can be converted into units o f length, such as the oft-cited metric
of "walking distance". For Ryan, there is a threshold o f acceptability as to how much
time should be spent in transit - anything more than two hours a day is "too stressful".
Each mode of transport also has its own unique set of time-related variables that can
transform the temporal calculations. Rebecca knows that if she is in a hurry, she should
walk via the main roads instead of Fitzroy's back alleys. The linear nature o f the tram
system gives Ryan cause to advise that when travelling this way, it is "always better to
keep moving than wait". Rose prefers to use the train, which avoids the "stop-starting"
of the tram and, unlike driving through traffic, enables her to arrive at a "predictable"
time. Imogen's two young children have very "structured" nap times, and the rapid
escapes afforded by the motor vehicle mean this is her preferred mode: " i f they are tired
I can just go, I'm not sitting waiting for a time for the train to come".
Some people regard themselves as excellent time managers, competently executing
these feats of mental arithmetic and organisation. Rebecca attributes her being "hyperorganised" to spending some time living in London where she did not have a car and
had to travel long distances each day. Rebecca therefore knows how to plan for trips and
maximise what can be achieved with each journey; she often does her "errands" on the
way to and from work. Eric, a Fitzroy resident who also does not own a car, confirms
that not owning this mode of transport eliminates the option to be "spontaneous" every trip has to be planned in advance. Gail's experience in coping with the traffic
congestion and getting her children to school on time gives her cause to boast " I ' m
pretty good at calculating how long [a car trip] is going to take".
Others are less concerned about efficiency, and spend less time planning and forecasting
their journeys. When Adam talked about what he did on his day off the day before the
interview, he described a route that ambled widely around the suburbs.
Adam:

I'm not too intelligent about planning... I tend to really just sort o f wander
around a bit vaguely... bumbling around.

Adam is not devoid o f strategies to manage time: to free himself up he recently
prioritised his activities and decided to give up football. Nathan also describes a
loosening o f time pressure on his days off: " i f I have a day off, I'll just go for a
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w a n d e r " . On other days, Nathan usually prefers to pay for the speed of a taxi than use
slower m o d e s like walking or tram. Similarly, daily train traveller, Fred, believes that he
will use the tram m o r e after he retires, because it is closer to his house. Fred says in
retirement he will be able to " a b s o r b the extra t i m e " it takes to travel by tram.
For M a r i b y m o n g residents, the automobile frequently e m e r g e s as the most timee f f e c t i v e transport option. Altona resident and mother of two, Gail has m a n y activities
to do each day, starting at 9am. In j u s t i f y i n g the use of her car for all these tasks, she
reiterates throughout her interview " i t ' s the time element". A s described above, Pete
also finds travelling by road quicker than the train f r o m his h o m e in Essendon.
For O w e n , w h o lives further out in Niddrie, the time calculations w o r k i n g in favour of
the automobile are even starker as public transport takes a long and convoluted route.
Owen:

It takes m e just over 10 minutes to get f r o m h o m e to [work] by car
n o w a d a y s because of the Western Ring Road, because it is w o r k i n g still...
there is a couple blocks, 1 am on the freeway, then I take the f r e e w a y to the
Ring Road, the Ring Road to [work], that is it. So it takes five minutes to
get f r o m h o m e to the end of the Ring Road and another five minutes to get
[to work].

Sarah:

W o w , t h a t ' s quick.

Owen:

It used to take m e 20 minutes b e f o r e the Ring Road came t h r o u g h . . . with
traffic lights and all that sort of thing it's a pretty clear run.
N o w to go by public transport I w o u l d have to take a bus or walk into
Niddrie, take a bus f r o m Niddrie to Keilor and I think you have to change
buses there at Keilor... Alternatively, I w o u l d have to walk or take the bus
to Essendon Station, and take the train f r o m Essendon to North M e l b o u r n e
and then s w a p to t h e . . . train which c o m e s out here.

Sarah:

Right. That w o u l d take quite a while w o u l d n ' t it? ...

Owen:

T a k e well over an hour.

In contrast, for Fitzroy residents the automobile usually o f f e r s the least time effective
option. Cars m o v e slowly in this suburb, mostly due to the density of through-traffic. A s
long-term Fitzroy resident Richard points out: " t h e r e ' s no point driving in peak hour".
T h o s e w h o do use a car in Fitzroy, do so to escape to outer suburbs or regional Victoria.
N o n e of the participants living in Fitzroy drive to work. Jack lives in a suburb north of
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Fitzroy ( B r u n s w i c k ) and uses a m o t o r c y c l e to travel to his w o r k in the eastern s u b u r b
Glen Iris.
O n e M a r i b y r n o n g resident, Lauren, lives near Highpoint S h o p p i n g Centre, w h e r e she
d o e s most of her shopping. A multitude of retail, medical and child-related services is
close by, as well as s o m e of her friends. In a sense, her everyday g e o g r a p h y is similar to
residents of Fitzroy. For Lauren, w a l k i n g is usually m o r e time e f f e c t i v e than driving
b e c a u s e of the traffic chaos near Highpoint S h o p p i n g Centre.

8.1.8

" C o n v e n i e n c e " : reconciling the practical logics

E a c h m o d e of transport has its o w n u n i q u e practical logic that the traveller must invest
in and master. Driving a car involves mental and physical k n o w l e d g e that cost m o n e y to
h a v e legally endorsed. This is also the case f o r motorcycles, but the skills for this f o r m
of transport are usually acquired in m o r e i n f o r m a l ways. Also, the physical vulnerability
of a motorcyclists m e a n s different tactics are required to stay safe on the roads. Cyclists
are even m o r e vulnerable on the roads and again, operating these contraptions is an art
that not e v e r y o n e has mastered. T h o s e w h o ride bicycles might e n j o y its quaint n o v e l t y ,
or be passionate and active about asserting their right to space on the roads. T h o s e w h o
s u c c e s s f u l l y utilise public transport decipher m a p s , timetables, pricing schedules, and
s o m e t i m e s the computerised technology of ticket machines. E v e n w a l k i n g - the least
physically c o m p l e x of the transport m o d e s - is subject to another logic, that of time. All
travellers, to s o m e extent, must reckon their schedules and travel velocity with variables
such as route geography, to organise and i m p l e m e n t their trip.
T h e principles that govern the various m o d e s are diverse. T h o s e w h o are c h o o s i n g their
m o d e of transport using principles of time e f f i c i e n c y will walk or cycle if they live in a
densely populated suburb like Fitzroy and w o r k nearby, but will frequently use the
a u t o m o b i l e if they live farther away. Public transport users w h o have g r o w n a c c u s t o m e d
to these highly scheduled and " p r e d i c t a b l e " f o r m s resent the prospect of battling with
traffic in a car, w h i c h they w o u l d find "stressful". H o w e v e r , it is these i m p o s e d
structures and schedules that the a u t o m o b i l e - d r i v i n g mothers of small children find a
" h a s s l e " about public transport. A s Eric says about c h o o s i n g w h i c h car to hire, " i t ' s j u s t
horses f o r courses".
Fifteen of the participants e m p l o y e d the w o r d " c o n v e n i e n c e " as part of their e x p l a n a t i o n
for w h y they use a m o d e of transport. For e x a m p l e , N a n c y e m p l o y s the term as a selfexplanatory catch-all term to j u s t i f y a p r e f e r e n c e to drive w h e n she and her h u s b a n d g o
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into the city, or to w a l k w h e n they travel locally. T h e " c o n v e n i e n c e " s e e m s to reflect
not only a p r o p e r t y of time, but also ease, habit and a taken-for-granted reliance.
Nancy:

No, w e d o n ' t use the tram or the train... it's more c o n v e n i e n t f o r us to g o
o v e r the W e s t G a t e B r i d g e . . . or walk d o w n to Y a r r a v i l l e . . . w e do a lot of
walking.

A n additional four p e o p l e described the " h a s s l e s " or " a n n o y i n g " qualities that m a k e a
f o r m of transport aversive. W h e n A m y explained w h y she preferred to walk rather than
cycle, she e x p l a i n e d that w h e n she rides, " i t ' s a bit of a hassle h a v i n g to h a v e all y o u r
g y m g e a r and another c h a n g e of clothes". Although the travel time, including s w a p p i n g
outfits, w a s equivalent b e t w e e n the t w o m o d e s , the time A m y s p e n d s getting c h a n g e d is
a " h a s s l e " . C o n v e r s e l y , the time spent w a l k i n g she finds relaxing.
W h e n p e o p l e talk about ' c o n v e n i e n c e ' they are s u m m a r i s i n g the fit b e t w e e n the usual
logics of their daily life and the nature of a transport m o d e . Multiple rationales are used
to j u s t i f y transport practices including k n o w - h o w , timing, financial costs and other
r e w a r d s such as e n j o y i n g the physical challenge (of cycling up a hill), the thrill (of
d o d g i n g traffic on a m o t o r b i k e ) or the relaxation (of reading on a train). T o g e t h e r , these
m a y b e collapsed into an evaluation of c o n v e n i e n c e , suitability or ease. N e x t , I elaborate
f u r t h e r on h o w these logics are reconciled in the b o d y and m i n d , to feel natural,
a c c e p t a b l e and taken f o r granted.

8.2 Habitus and mobility
H a b i t u s is largely u n c o n s c i o u s , e x p e r i e n c e d as tastes, preferences, and what feels
natural or n o r m a l . Practical logic e m e r g e s as a f l o w of initiatives and responses b a s e d
on a ' f e e l f o r the g a m e ' , that is, k n o w l e d g e of the rules and the capacity to use those
rules in the pursuit of capital. In the case of transport, m u c h of this practical logic is
e m b o d i e d in s c h e m e s of perception and m o d e s of interaction with the e n v i r o n m e n t , and
the p h y s i c a l use of d e v i c e s and m a c h i n e s .
T h e r e m a i n d e r of this c h a p t e r explores h o w the p e r f o r m a n c e of mobility is e m b o d i e d in
t e r m s of the c o n c e p t of habitus. B o u r d i e u argued that habitus is shared within class
g r o u p s , partly b e c a u s e tastes and skills are inherited in the context of the f a m i l y and
a c c u m u l a t e across the lifetime. Habitus is the m e c h a n i s m that creates a ' f i t ' b e t w e e n
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tastes and circumstances, so that routine social practices are unconsciously initiated,
taken for granted and feel natural (Bourdieu 1977; Bourdieu 1984; Bourdieu 1998).

8.2.1

Inheriting mobility

Family members are instrumental in facilitating each other's mobility. The growing
phenomenon of child chauffeuring was discussed in the previous chapter. Some
participants talked about giving and receiving cars between family members. Therese's
father bought her first car for her when she was 18, which she later passed on to her
younger brother. Beth and her husband have been given multiple cars from her fatherin-law over the years. Beth explains: "he offered [us] the old one that he had, which he
always does".
Some participants reflected on the enduring nature of their transport preferences across
their lives. For Imogen's husband, cars have played a central part in his life and identity
since childhood.
Imogen:

He's always been into four wheel driving, hunting, camping... bushbashing whatever, you know, the outdoors... from a very young age... he's
always had his own cars and he's always pulled them apart and fixed them
and all that kind of thing and he's always had a four wheel drive... he's a
Toyota man.

Timothy, the committed cyclist, remembers cycling for transport ever since he was a
child "when I was a kid, cycling was the way to get around... I've always ridden a bike
to get from A to B". He did not own a car until he was 22. Conversely, he says the
students at the school where he teaches are chauffeured by their parents and discouraged
from cycling. Recently, the school demolished the bike racks because nobody was using
them.
Sarah:

And so do you push for kids to cycle more, or?

Timothy:

There's not much point. Their parents don't want them to. Kids don't want
to and the parents don't want to, so there's no need to push. I mean, all the
parents think it's too dangerous and the kids think it's too un-trendy.

Sarah:
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Timothy:

I think so. You know, they're just hanging out until they're 18 and they
can get a car. It's the only thing they're hanging out for. I haven't
converted too many to my way of thinking. All I can say is: I try to set the
example.

Rose's father was a physician in the 1950s and, as discussed earlier in the thesis, his
professional requirement for absolute mobility was the basis for Rose's family's car
ownership. So essential was her father's ability to be reliably mobile, to get from home
in Kew to his surgery in the city, and various hospitals around Melbourne, the family
possessed two vehicles. In case one broke down, there was always a car for her father to
use. Thus, during her childhood Rose enjoyed the benefits of automobile travel not
available to many in her generation.
Rose:

When I got to university and into a much broader socioeconomic group I
suppose, I realised how different it was... It was explained really in the
sense of my father always having to have a car that worked.

Today, Rose and her husband share a single vehicle, because they are both committed to
minimising automobile use. This opposition to the motor car does not mean that Rose
experiences less mobility. Rather like her father, Rose's life is organised around a
presumption of complete mobility. Living in Essendon near a tram line and train station.
Rose does not need a car to be able to get around. Her shunning of the automobile might
be considered a sign of her mobility, rather than a restriction on it. Moreover, Rose is
frank about the limits of her opposition to car use, which does not extend into
sacrificing her mobility.
Sarah:

What would be your ideal form of transport?

Rose:

For what situation? I mean I do think we do use the car a bit. We go down
the coast once a month or so, so we use the car there. To live without a car,
you know it would be pretty tricky, wouldn't it?

8.2.2

Moving naturally

Participants described their usual mode of transport as fitting well with their objectives
and constraints, which was discussed in Chapter 6. The extent to which habitual
transport practices feel natural and are taken for granted is illustrated by the reactions
people have to using other means. PhD student and Fitzroy resident Wil, for example,
enjoys riding on trams but finds buses unpleasant, unfamiliar and out of his control.
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Wil:

I've never liked the bus and dien since I've come to Melbourne there was
something completely unnatural about getting on a bus. A lot o f people
have said that they agreed with me. I don't know what it is, because there's
something weird about buses. A n d you're at the mercy o f the driver.

Ryan refuses to ride on crowded trams, in case something goes wrong and they get
stuck, saying it gets too hot and "more than uncomfortable". Ryan enjoys cycling to
work, whereas Rose - a regular train commuter - finds cycling uncomfortable: "I don't
actually like riding to work, and arriving feeling hot and sweaty and dishevelled and all
that". Timothy resents it when he is unable to cycle to work, describing it as a feeling o f
physical withdrawal.
Timothy:

People get withdrawal symptoms i f they don't go for a daily run or
withdrawal symptoms i f they don't go to a gym, i f they're used to going to
the gym. I get withdrawal symptoms. I hate driving, certainly i f I don't
have to. I ' m really annoyed i f I've got some heavy stuff that I have to take
to school and I have to drive for the day.

8.2.3

A mobile habitus

Dave has been homeless on and off since he was 14 years old, has little income and is a
long-term resident at a lodge. His stories include anecdotes about being expelled from
trains by ticket conductors, fined for driving without a license, and having his bicycle
stolen from the courtyard at the lodge where he lives. These obstacles do not prevent
Dave from getting around. Dave describes his regular, fluid and easy movement
between cities, between suburbs and within his own neighbourhood. Dave utilises all
the modes o f transport - walking, bus, tram, train, taxi and he owns an unregistered
vehicle and a bicycle.
Dave:

I have a bike.

Sarah:

Y o u do?

Dave:

I do 10, 20k a week.

Sarah:

Is that to get around or for fun?

Dave:

Yeah, just up the road, down the road, visit a mate.

Sarah:

Visit mates. Where else might you go?

Dave:

That is about it really, just like the sunshine.
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Sarah:

Would you go out every day?

Dave:

Yeah probably. Like I finish here at about 2pm, I go down to Footscray, I
walk down there or ride down there and see what happens. I f something
interests me or I see a mate down there, might go in the city. Actually I
haven't been in the city the last couple o f weeks. But something like that
happens and I'll do that.

Dave's descriptions of moving around suggest he is confident of his ability to get
wherever he wants or needs to go. Even if he hasn't travelled to a particular destination
for a while, the place remains part o f his geography and he remains open to the
possibility that he may travel there again soon.
Dave's favourite mode o f transport is the bus, because it provides him with the most
potential to cover distance. He feels as though his geography is maximised by using
buses, which can take him in any direction, on any whim. During his interview, he
spoke at length about the benefits o f buses, in absolute terms - that he can go anywhere
- but also in relative terms when he compares buses with trains. In so doing, Dave also
demonstrates his depth o f knowledge about travel. He knows the routes and how the bus
journeys link different places together: "I know which buses to catch". His explanations
convey a sense of his confidence, based on experience, in his ability to move around the
city fluidly and with ease.
Dave is mobile despite lacking many relevant resources. He does not have much money,
and through his transport has incurred debts through road and public transport fines. His
collection o f transport assets is tenuous - his bike was stolen from the place where he
lives and he was required by law to remove his unregistered vehicle to a garage
elsewhere. Dave lacks symbolic resources such as a driver's license and vehicle
registration. His geographical situation is also unstable and uncertain: he has been
homeless for half of his life, and has in the past been compelled to move house to be
able to work. At the time o f the interview, Dave was living in accommodation that is
designed to provide short term shelter.
Dave possesses immense cultural capital for travel. He has a feel for how to get around,
due to his intimate knowledge o f places, memory for routes, and knowledge o f the
timing and functioning o f the public transport system. He knows how to drive, despite
not having a license; he knows he can ride a motorbike even though he has only done so
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a few times. Dave is confident in his ability to get from one place to another, using any
of the modes. This ability to move around isn't a product of other resources, but
emerges from his immutable feel for movement - his mobile habitus.

8.2.4

A n immobile habitus

Stories are rare o f those who are not able to reach their desired destinations; and such
stories were mostly told by people who are socioeconomically disadvantaged. For
example, Louise is a young Indigenous Australian woman who recently moved to
Melbourne and for the 3 months prior to the interview resided in a government-funded
lodge. Louise had little sense of free mobility, which seemed to be constrained by her
relationships with men, a lack of confidence in getting around and a sense o f obligation
or compulsion to work long hours at the lodge. Louise had little knowledge of the
geography of her neighbourhood and how to use public transport. Although Louise
misses her two children who still live in Queensland, most o f her daily life is spent
working at the lodge. This work pays her rent but leaves little time, money and
opportunity to pursue her ambition to find accommodation and bring her children to
Melbourne to live with her.
Sarah:

So how come you came to Melbourne?

Louise:

I like working down here see, and so [my boyfriend at the time] moved
down here, so I've moved down here and I'm anchored here now. I met
this other fellow and he's kept me here and I can't seem to get away. He
works here too.

Sarah:

So you work here. D o you work every day?

Louise:

Yes. I just get my rent paid.

Sarah:

Do you like it in [this suburb]?

Louise:

Yeah because this is the only part o f Melbourne I know. I have never really
lived anywhere else to get to know the place. I haven't even been to
Melbourne [city centre] yet. I may have just driven through, but never
walked around the city. I don't want to go there because I would get lost if
I go by myself Unless someone tells me, I get lost.

Sarah:
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When I can, i f I can get out o f here. I am mainly here 24/7. Because when
my caretaker doesn't turn up I do that too...

Louise had few success stories o f venturing beyond her home and surrounding
neighbourhood. Louise only travelled for special purposes, such as collecting her
income on paydays or going on occasional outings led by others. She had little mastery
o f the public transport system, and found it difficult to use.
Sarah:

What about trams?

Louise:

No, the only time I've caught a tram here is when 1 lived in Northcote and
that was when 1 first got here and that was up High Street. I didn't know
where they were going; I was looking at the shops. 1 didn't know where I
was going, I was trying to fmd Centrelink, and I still didn't find it.

Sarah:

Didn't you?

Louise:

No 1 didn't know where it was so I asked around and got directions, but I
still couldn't find it.

Sarah:

So what happened in the end, you just turned around...?

Louise:

I ended up finding Centrelink, after all that.

Louise's story reflects the lack o f confidence experienced by many women about
participating in the transport system. She lives a highly localised existence, with limited
options for employment, housing, or contact with family and friends. Transport is
intimidating for Louise. Her story included the confusion o f navigating, the
embarrassment o f being lost, the emotional consequences o f leaving people behind, the
physical discomfort o f crowded trams and the emotional trauma o f being hit by a car
while riding a bicycle. It is no wonder that Louise says that it is "rare that we would go
out anywhere - [I] can't get out, [I] can't seem to get o u f .
The use o f mechanised transport is technically complex to perform, bounded by
numerous laws and administrative processes, shaped by informal conventions where the
onus is on the individual to jostle along between fellow travellers, in often congested
and harried traffic situations. Negotiating such complexities, confrontations and dangers
requires self confidence on the part o f the traveller, whereby participation can be
unconscious and automatic. The men w h o were interviewed seemed more comfortable
with this arrangement than the women. W o m e n more often talked about being
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intimidated by the mechanised modes of transport, and for some, driving and cycHng
were totally out of the question.
People negotiate their transport through their habitus - the embodied skills, knowledge,
and preferences that accrue over time through experience, so that certain w a y s of
moving around become natural, unconscious and comfortable. B o u r d i e u ' s concept of
habitus shows how o n e ' s ability to travel, in other words the extent of o n e ' s mobility, is
taken for granted. Those w h o are mobile expect to remain mobile, to be able to pursue
their social objectives using 'convenient' transport solutions, even if the m o d e s they use
might change over time.
This thesis has integrated several of Bourdieu's concepts to provide an analysis of the
role of transport in the reproduction of health inequalities, across multiple levels ranging
from historical social processes through to negotiations of the everyday. The next
chapter concludes the thesis by reviewing the key findings of the research and reflecting
on their implications for understanding, researching and developing policy about
automobility, class inequalities, sustainable transport modes and population health.
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9 Conclusion
The objective of this PhD research was to apply Bourdieu's theory to an investigation o f
the role o f transport in the social reproduction of health inequalities in Australia.
Bourdieu's theory offered a comprehensive and rigorous framework for the research.
Although complex to apply, this theoretical approach to the research enabled the
integration of data from multiple methodologies, as well as existing insights from
multiple disciplines, into an overall analysis. The research contributed new knowledge
about the relationships between transport, mobility, social life, health and well being.
The thesis offers a new way of conceptualising mobility in relation to class and health,
adds new insights to theorising health inequalities, and offers practical new knowledge
for policy makers seeking to reduce the unequal health impacts that emerge from
Australia's current car-reliant mobility paradigm. The key findings of this PhD research
are summarised in Table 9.1. This chapter discusses the implications o f these findings
for theorising, researching and developing policy on sustainable mobility, improving
population health and reducing health inequalities.
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Table 9.1: Overview of research findings
Research
question
History of
transport in
Melbourne,
especially Fitzroy
and Maribyrnong.

Key findings
Car reliance was not inevitable but the result of crucial turning points in
development strategies and legislation at the turn of the century (when rail was
still revered), followed by enduring favour of government for the auto sector.
Class differences in transport have existed for many decades, but the modes
used by the classes have changed.
Detrimental environmental health impacts of transport and urban planning have
disproportionately impacted upon lower classes.
Population health has always been a consideration: first in promoting the
automobile, then later in resisting it. Views about how to design healthy cities
have changed.
The evolution of Melbourne's transport system was characterised by negotiation
and compromise. Ongoing themes in the struggles are: faith in notions of
'progress' and the superiority of auto technology; lobbying by powerful interest
groups; and philosophical commitment to freedom of mobility, individualism, and
economic rationalism.
Symbolic, cultural and economic processes were as potent as geography in
shaping Melbourne's transport destiny.

Distribution of
transport in
Fitzroy,
Maribyrnong and
urban Australia.

There are gender, class and geographical differences in household car
ownership, access and use, and the modes people use to travel to work.
Available national statistics are of some value for quantifying the distribution of
mobility capital, but reveal little about the processes that underpin the
distribution.

Forms of capital
deployed or
accrued when
people engage in
transport
practices.

Economic rationalism is too simplistic to understand how mobility works in
people's lives: people pursue many objectives within the opportunities and
constraints of their resources and circumstances.
Physical capital is but one objective in the pursuit of well being; others are
relationships with people, participation in paid work, or being a good parent.
Transport can be, and is, used to pursue all of the above.
Maximising economic capital depends on stores of cultural capital. Economic
and social capital can act as buffers in minimising economic outlays.
Commuting to work is only one kind of trip regularly made by people. Parenting,
consumption, and leisure, also prompt frequent travel.
People are aware of the potential health benefits of active transport, as well as
being mindful of the physical dangers of the road which they try to minimise.

Physical, cognitive
and emotional
aspects of
engaging in
transport
practices.
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There is much to know and perform when using mechanised transport.
People interpret the risks and benefits of the modes differently, depending on
their habitus - their purposes, priorities and previous experiences.
The practical logics of Melbourne's transport system, including managing its
health risks, are individualistic and highly gendered.
One's mobility is often taken for granted. People can feel psychologically, and
physically, uncomfortable about the prospect of travelling more, less or
differently than usual.
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This thesis illustrated the magnitude of cultural momentum underpinning the
ascendancy of the automobile in Australia. Car reliance is often described as an
addiction or love affair, but is better understood as a cultural solution to a complex
range of contexts, interests and pressures. Public debate, government and market
actions, the resolution of working conditions and modern family life, and the practical
logics of moving around, all matter. The car, as a commodity and an idea, entered the
culture through multiple points. Removing the car will need multiple strategies.
All modes of transport can enable people to move from A to B, but driving is regarded
as the best way to get around in Australia. Most motorists' attachment to their vehicles
seems to have more to do with what the car and its system of use can help them achieve
rather than the experience of driving per se. When the car users I spoke to described
their commitment to driving, they talked in terms of flexibility, convenience,
independence or freedom. Automobiles are valued because they enable people to come
and go whenever they want, carry things in case they need them, and car travel is often
the quickest or cheapest available option. The car fits neatly into people's lifestyles.
Most Australians are inducted into the world of motoring as a rite of passage during
their teenage years. Motorists' attachment to the automobile might be better described
as a familiarity - a comfortable fit between well-honed skills and knowledge, years of
experience, and the current demands of everyday life. Once we have learned how to
drive, it becomes easy and automatic and by contrast the thought of using other modes
can be uncomfortable and intimidating.
For those who miss out on the rite of passage into automobility, perhaps because their
family lacked resources or they did not arrive in Australia until later in life, starting to
drive is an intimidating prospect. It requires physical and mental coordination. The idea
of joining the traffic that races along highways can be frightening. The administrative
processes are onerous and expensive, especially for those with limited language skills,
little money or negligible experience successfully negotiating with bureaucrats. Those
who are not up to these challenges - more often women and people who are less
educated or wealthy - are excluded from the mobility benefits on offer to those who can
drive.
When one can partake, automobility is usually the most efficient solution available to fit
together paid work, modem parenting responsibilities, social life and shopping chores.
Full-time mothers describe weeks full of child-oriented activities, frequent trips to
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grocery stores, and regular visits to g r a n d p a r e n t s . People in paid e m p l o y m e n t talk about
m i n i m i s i n g their trip times getting to w o r k in the m o r n i n g - s q u e e z i n g onto c r o w d e d
trains and figuring out w a y s to d o d g e p e a k h o u r traffic. For retired people, too, transport
is a central logistical concern in order to k e e p participating in c o m m u n i t y life and
accessing health care. T h e v e n u e s in w h i c h p e o p l e live their lives are dispersed across
the city and schedules are often tight. T h e car is a cultural tool that e n a b l e s p e o p l e to
live their lives across m a n y sites, thereby linking together the various practices of
p e o p l e ' s e v e r y d a y lives. G i v e n the o f t e n p o o r alternative m o d e s of transport on o f f e r ,
most drivers w o u l d have to sacrifice s o m e of these activities if they did not h a v e access
to a car.
T h e r e w e r e other interviewees w h o adore their cars and love the e x p e r i e n c e of driving.
Car travel o f f e r s these p e o p l e pleasures such as listening to the stereo a l o n g the w a y ,
turning on the air conditioning, relishing the time on their o w n , and f o r s o m e , the thrill
of speeding or doing tricks. But there w e r e also a n u m b e r of interviewees w h o find
driving unpleasant or stressful due to w o r r i e s about crashing, hurting other p e o p l e , the
frustrations of being caught in traffic, or, guilt f r o m k n o w i n g that car use is d a m a g i n g to
the environment. And, there m a n y interviewees w h o w e r e passionate about other
transport m o d e s . Cyclists can be quite c o m m i t t e d to travelling by bicycle, e m b r a c e the
physical challenge, and appreciate the regular exercise, the c h a n c e to think about the
day or look around the n e i g h b o u r h o o d . People also h a v e r e w a r d i n g e x p e r i e n c e s on
public transport, finding it relaxing, convenient, convivial, or else a g o o d time to think
about things and not have to concentrate on traffic. E n j o y i n g a m o d e of transport
depends on lifestyle, gender, circumstances, c o m p e t e n c i e s and tastes a c c u m u l a t e d o v e r
a l i f e t i m e ' s experience - that is, habitus.

9.1 Writing new road rules: sustainable mobility
It is increasingly a c k n o w l e d g e d in health research that mobility is an important e l e m e n t
of the notion of social access. It is vital that citizens are able to get around so they m a y
utilise resources and services, connect with friends and f a m i l y , receive m e d i c a l care or
b u y healthy food. In light of the i m p o r t a n c e of mobility in enabling social life, it is
understandable that m a n y motorists s e e m resistant to the idea of not o w n i n g a car.
H o w e v e r , a shift a w a y f r o m car reliance to m o r e active m o d e s of transport has the
potential to i m p r o v e levels of physical activity, reduce rates of car-related injury.
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d i s e a s e and death d u e to a u t o m o b i l e use. There is also potential to stem the detrimental
e n v i r o n m e n t a l impacts caused by a u t o m o b i l e use.
T h e policy c h a l l e n g e is to find w a y s of preserving, or e n h a n c i n g , the ability of all
A u s t r a l i a n s to participate in social life, using m o r e sustainable and physically active
transport a r r a n g e m e n t s .
T h i s thesis a d d r e s s e s this policy challenge by elaborating on the role of transport in the
lives of Australians, the reasons w h y people travel, and the v e n u e s that are important to
people. S o m e of these are o b v i o u s - getting to w o r k p l a c e s , g o i n g to shops for food and
m a k i n g sure children can get to school. O t h e r sites tend to be overlooked in debates
about transport policy despite their importance in p e o p l e ' s lives and the significant
contribution such places m a k e to the n u m b e r of trips people m a k e . Transport policies
that f o c u s solely on the c o m m u t e to work can only address a relatively small part of the
policy challenge.
People travel to the h o m e s of relatives and friends, venues to share meals, socialise or
e n j o y e n t e r t a i n m e n t , specialist or alternative health practitioners with w h o m patients
d e v e l o p rapport and trust, small businesses that build reputations and relationships with
their c o m m u n i t y , regional tourist destinations, parkland and natural e n v i r o n m e n t s . All
of these sites w e r e m e n t i o n e d by interviewees as important places w h e r e social life
o c c u r s and w h e r e individual, f a m i l y and c o m m u n i t y well b e i n g is p r o m o t e d . Ideally, a
transport system w o u l d enable access to these kinds of sites f o r everyone in the
population.
Several ' h a r n i m i n i m i s a t i o n ' initiatives have been popularly received as sustainable
transport solutions. T h e s e include f o r m a l car-sharing or car-pooling p r o g r a m s , school
crossing supervisors, the w a l k i n g school bus, hybrid engines and alternative fuels, and a
constant supply of n e w a u t o m o b i l e safety technologies such as built-in rear c a m e r a s to
prevent motorists r e v e r s i n g over children in driveways. T h e s e are appealing options
b e c a u s e the traveller can feel proud to h a v e helped the e n v i r o n m e n t or m a k e it safer,
and s o m e t i m e s save m o n e y too. Indeed, these initiatives have the potential to m a k e
incremental r e d u c t i o n s in the n e g a t i v e c o n s e q u e n c e s of m o d e m transport. Perhaps the
m o s t attractive aspect of such a p p r o a c h e s is that the traveller n e e d not sacrifice their
m o b i l i t y , nor c h a l l e n g e their d e p e n d e n c e on the a u t o m o b i l e - their (auto) mobility.
An e f f e c t i v e , e f f i c i e n t , healthy and sustainable transport a r r a n g e m e n t w a s invented o v e r
a c e n t u r y a g o - m a s s transit. Trains and trams served the M e l b o u r n e population well for
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decades. When the city was first established, railways and tram lines were constructed
and these modes were adopted with enthusiasm by the population. The urban form was
at first designed with mass transit in mind, and in those days a traveller could go
wherever they needed by public transport. During the First and Second World Wars,
transport was crucial to move workers to and f r o m factories so they could work to
produce equipment and goods for the war effort. Public transport was a policy priority,
improvements to the system were installed as needed, and the mobility requirements of
Melbourne during those times were largely fulfilled. These decades served as a natural
experiment which demonstrated the potential for public transport to deliver mobility to
the population. Given automobility is proving so unsatisfactory, mass transit might be
regarded as the most sustainable transport arrangement available today.
If public transport was so effective, why was it replaced? This thesis discussed the
multiple entry points through which the automobile infiltrated the Australian urban
form, economy and culture. The ascendancy of the automobile was not inevitable - it
was facilitated by human tussles and negotiations involving numerous interests that
sometimes, but not always, considered the well being of the population. The automobile
was at first received with displeasure because of its loud noise, smelly exhaust f u m e s
and the dangers it posed to pedestrians and horses. At first, it was rhetoric about the
inevitability of technological 'progress' that encouraged citizens to bemusedly accept
cars onto the roads. Private car ownership did not become the norm until after the
Second World War, around the time when the Federal government b e c a m e heavily
involved in promoting a local Australian car manufacturing industry. Oil refining in
Australia also picked up at around that time, and grand freeway plans were developed.
The automobile was a familiar sight on Melbourne roads by then, and began to replace
rail as a potent symbol and tool for trying to grow the economy. People started
embracing the car in pursuit of these economic dreams. Freeways and shopping malls
were built, families moved into new outer suburbs, and the shape of Melbourne was
fundamentally altered.
Today, Australians' beliefs about the automobile have shifted again. The motorists I
spoke to did not purchase their car because they believe in the value of the auto and oil
industries in building Australia's future. Quite the contrary, some interviewees strongly
believe that these industries are problematic and damaging. These days, p e o p l e ' s car use
appears to be guided more by the constraints imposed by an economy, culture and urban
form that have long encouraged car use. Alternatives are now hard for people to
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imagine, especially considering the car has been dominant for most p e o p l e ' s travelling
careers.
Romantic notions about the car have become diluted by facts about the environment,
human safety and oil vulnerability. Now, perhaps the most inviting thing on offer when
people consider driving is not thrill, comfort or prestige, but the entire system of use
that makes using a car so effortless. Australian motorists benefit f r o m the billions of
dollars invested in roads designed to make sure people do not have to slow down, where
impediments like pedestrians are kept separate; petrol stations that also sell grocery
items and drive-thru fast food allow drivers to snack without leaving the vehicle; fuel
that is so cheap in international terms; and a global industry that invests in technologies
including safety devices that, in turn, encourage ever faster speeds. All of this is
especially inviting in a world that demands people fit so much into each day, meaning
the faster and more comfortably they can travel, the more appealing a transport m o d e
will be.
A shift to more sustainable transport would require a system that can compete with, and
ultimately replace, what is currently on offer with automobility. A shift in government
transport spending f r o m predominantly car-related expenditure to investment in public
transport infrastructure and services is essential. Sustainable transport planning and
urban planning need to be synchronised to ensure adequate provision of public transport
infrastructure and services. The transport requirements of people w h o live, work, and
play in the city's spaces can be anticipated and public transport provisions made.
This thesis examined the cultural momentum underpinning automobility, which offers
some explanation of the lack of political will for a transition to sustainable transport.
T h e importance of planning and funding public transport is not a new idea, especially
for urban planners. Much political ecology has already articulated the influential role of
global auto-related industries. Anthropological studies have shown h o w the automobile
has been co-opted as a symbol or cultural device. The analysis presented in this thesis
bridges between structural and individual processes by focusing on p e o p l e ' s social
practices and the experience of everyday life. It gives an account of transport in terms of
h o w it is employed in p e o p l e ' s lives - as a cultural tool that facilitates mobility. This
focus on the cultural uses of transport enables an analysis for how alternative transport
m o d e s could be used to achieve the same social end, that is, mobility.
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9.1.1

Shifting to sustainable transport modes

The perspective elaborated in this thesis opens up the possibihty of transfonning
transport habits by restructuring the nature and timing o f social practices and the
locations where these occur. The responsibility and costs o f travel are mostly borne by
individual citizens, workers and consumers. Organisations and businesses are not held
accountable for the trips their activities generate. This balance o f responsibility could be
shifted. Workplaces could be encouraged to re-envisage the timing of workdays, and
how and where people's work happens. Local governments and community
organisations could be supported to geographically consolidate the delivery of child
care, child development and parent support activities. The way food is provisioned has
the potential to be organised more efficiently. Organisations that generate trips, such as
schools, hospitals, shops and entertainment venues, could collaborate more closely with
planners and transport service providers.
This thesis also demonstrates that the practical logic of a transport mode is a potent
target for policy. The practical logics required to utilise active modes of transport are
unnecessarily onerous, posing a number of physical and mental barriers that discourage
people from leaving their cars behind. For example, young mothers talked about being
afraid they might not alight the train quickly enough with their prams, older people said
they could not physically stand up on the tram to buy their tickets, and the prospect of
cycling on congested roads is scary for many. The delivery o f Melbourne's public
transport system is impersonal. Human conductors are a thing of the past, and travellers
must negotiate the system on their own. For those with poor literacy or who are nervous
about information technology, using the ticketing machines is confusing. New users are
often uncertain of whether they are on the correct route and there is little assistance
available for those who struggle to interpret the maps and timetables. Similar barriers
exist for the novice cyclist, who must subject herself to the dangers o f traffic, weave
between parked and moving cars, and find a place to store bicycle and equipment at the
destination.
Initiatives that make active transport more comfortable will encourage a shift to these
modes. There are a number o f simple changes that could make public transport, cycling
and walking feel more natural and imaginable for people. For example, staff to help
public transport passengers, route and timetable information provided in multiple
languages and different media, less complex ticket pricing, sheltered and well-lit
footpaths, separate bicycle lanes which are clearly signposted, prioritising right-of-way
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for cyclists and pedestrians, provision of security lockers for bicycles, and showers for
cyclists to use at workplaces and other major destinations.
Similarly, changing the practical logic of driving can make this mode less comfortable.
Slower speed limits, traffic calming, road closures and less parking would all increase
the amount of effort required to utilise motor vehicle transport. Allowing congestion to
grow is one of the most effective - and cheapest - ways the government can make car
use more difficult. Laws that limit the experience of congestion to only car users, while
enhancing the movement of other modes, such as dedicating lanes to buses, trams and
bicycles, make the practical logic of driving more painful whilst improving the relative
ease o f sustainable modes. Crucially, unless viable alternatives to car use are made
available, initiatives to impede car use will only reduce people's mobility rather than
change the way mobility is achieved.
This PhD research has shown that for Australia to achieve a sustainable transport
system requires a shift from the automobility cultural paradigm. Although harm
minimisation initiatives have their place in facilitating that transition, ultimately the
negative effects arising from automobility can only be resolved by pursuing a new
vision of how transport serves society. Transport is a tool that supports the mobility of
individuals, to enable them to perform their roles in the culture and economy, and fulfil
their need for health and social well being. The focus of effective sustainable transport
policy ought to be re-imagining ways that transport can facilitate social lives for all o f
Australia's citizens.

9.2 How Bourdieu helps to research a social determinant of health
inequalities
Bourdieu's theory proved a useful theoretical foundation for examining the role of
transport in the reproduction of inequalities in health. Bourdieu facilitates the inclusion
of essential concepts for understanding and explaining how a social determinant
structures health and health inequalities. He defines and theorises the interaction
between structure, class relations, socioeconomic position, the way social costs and
benefits are distributed, lifestyle, social practices, and physical and emotional
experiences. The practical advantages of using Bourdieu included: a framework for
deploying multiple methods to examine various levels of social action; cues for
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ensuring a deep and layered analysis of the interview data; and guidance on synthesising
the evidence into a coherent story.
Bourdieu's theory is comprehensive enough to f r a m e an examination of a p h e n o m e n o n
as complex as the role of automobility in the social reproduction of class inequalities in
health. Bourdieu theorises how social reproduction occurs using concepts that describe
the dynamic nature of social struggle across structure and agency. His notion of field
explains structure, both in terms of how structures arise as the product of struggles and
how structure shapes future action as the site of struggles. Bourdieu provides empirical
guidance on analysing class relations by alerting the researcher to the central importance
of the cultural and economic fields in the reproduction of overall social power. T h e
notion of field is flexible enough that the structures that shape other kinds of capital can
also be systematically examined; in the case of this thesis the field of mobility w a s an
object of analysis. Bourdieu's concept of capital enables the examination of how people
from different social locations experience the distribution of power, bear social costs or
reap benefits, and how these factors shape p e o p l e ' s social practices. The notion of
habitus provides a conceptual mechanism to incorporate the physical, cognitive and
emotional dimensions of social life - the point at which social struggles b e c o m e
embodied and influence well being.
The application of Bourdieu also facilitated a theorisation of automobility which builds
on the more narrow perspectives seen in social science research on car reliance. The
thesis bridges across global political economy views, historical descriptions of the
uptake and use of the motor vehicle, statistical accounts of variables that predict car use,
ethnographies of the symbolic and cultural uses of the automobile in sub-cultures, and
grounded theory analyses of personal experiences of travel. The research incorporated
multiple perspectives on automobility into a single analysis. The following are
examples of mechanisms through which car reliance is socially reproduced, which were
discussed in the thesis:
-

The commercially motivated design of Australian cities, and associated spatial
inequalities in transport infrastructure development, which promoted or
constrained people's travel practices.

-

Seemingly unrelated cultural standards and practices - such as parenting, family
relationships, dietary provisioning, and physical fitness - that generate flexible
and far-reaching geographies requiring individual mobility.
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-

Separate planning and economic structures for the various transport modes
(private auto industry; public transport delivery; taxation and tariff
arrangements), the complexity o f which defies 'rational' individual economic
calculation for most.

-

Complexity of transport systems, rules and mechanical devices, for which
language is usually a pre-requisite, and other skills desirable such as arithmetic,
map-reading, physical competence, etc.

-

Rules o f practical logic that favour masculine modes of behaviour, such as
assertiveness, confidence, self-assuredness, risk-taking.

-

Legacies o f the past that shape the economic, social and cultural context in
which people move around today, including: wartime tariff structures; ambitious
highway systems tweaked and modified over time; industrial development and
global economic influences; and changing recommendations from health
professions about emerging population health issues.

There are numerous mechanisms that reproduce automobility, ranging from structures
such as urban form and economic arrangements, through to the lifestyles of social
groups and individual dispositions. Many of these mechanisms of social reproduction
are taken for granted, or seen as natural, inevitable and enduring, and do not feature in
debates about what can be done in the future. Narrow interventions that focus on just
one aspect of car reliance are unlikely to shift the paradigm of automobility. The
empirical detail provided in this thesis can help to inform, and therefore empower,
researchers, policy makers and community members to address how car reliance
continues to be instilled in Australia's cultural economy.
The theoretical approach allowed the in-depth interviews to be open-ended about core
ideas, such as why people travel and definitions of health and well being.
Conceptualising transport as a social practice, I examined travel within the context o f
people's lives. Although Bourdieu's theory is often criticised as being too deterministic,
the notion o f capital allowed the data collection to explore a wide range of reasons why
people travel. Much existing transport research presumes an individual's travel habits
are simply the product o f the modes that are available in their neighbourhood. M y study
design paid attention to why particular modes were or were not available for people by
looking at the struggles that shaped the transport system. It also allowed for the
possibility that the availability o f a mode is but one variable that is resolved in people's
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practices. Other variables include the array of other social objectives, opportunities and
constraints in operation, as well as people's tastes, beliefs, knowledge and emotions.
The theory informed a deeper analysis of the interview data than might have been
possible using only a thematic approach. The first wave of analysis used grounded
theory to generate descriptive information about people's experiences of, and rationales
for, travel. Whilst this provided some insight into the different forms of capital at stake
in transport practices, the analysis did not achieve much depth in terms of how transport
might be contributing to the reproduction of health inequalities. Reflecting on
Bourdieu's concepts provided new perspectives with which to re-read the transcripts.
The second wave of analysis used a more theoretically-driven approach, as well as an
opportunity to reflect on insights from the social history and transport literatures, and
more was gleaned from the interview data.
By attending to multiple levels of social action, Bourdieu's theory provides impetus and
guidance to bring together several methods. Applying the concepts of field, habitus and
capital called for different kinds of data. Each of the data collection strategies provided
unique insights into the operation of automobility in relation to class inequalities and
population health. For example, the social history revealed how changing views about
how to promote population health have influenced transport planning. The review of the
epidemiological literature showed that car reliance impacts upon population health
through contextual risks such as pollution and dangerous traffic, and upon individual
health such as increased risk of obesity. The qualitative interview data highlighted the
role of transport in individual and family well being, where it is used as a tool for good
parenting, household food provisioning and getting people to workplaces. Each type of
data provided input for critically examining other lines of evidence. The multi-method
approach enabled more robust and comprehensive examination of how transport
contributes to the reproduction of health inequalities.
As well as being conceptually valuable, the expansive nature of Bourdieu's theory was
also a major difficulty in designing and implementing this PhD study. Within
Bourdieu's oeiivre, he deploys his concepts in many ways, and gives little explanation
for how and why his concepts are to be used. I faced a number of conceptual dilemmas
during the study design and data analysis phases. For example: how to draw empirical
boundaries around a field; that a given event or structure is part of numerous fields at
once; the slipperiness between the concepts of field and capital, whereby a field is
defined by the type of capital at stake, and how it is distributed; and, the difficulty in
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empirically examining the extent to which habitus is shared, given the impossibility o f
naming which individuals belong to a class. I addressed these dilemmas pragmatically
by moving back and forth between the research questions 1 had posed, the insights that
were emerging from all the sources of data, and Bourdieu's theorisation o f social life.
The value of theory is the extent to which it facilitates research that generates original
and useful insights. Whilst applying Bourdieu was challenging, the approach
encouraged theoretical rigour and empirical breadth which, in turn, generated valuable
new information.
The application of Bourdieu's theory comes with a responsibility to unearth the
operation of power, to render visible the ways in which inequalities are reproduced.
When health researchers pursue Bourdieu's ambition they can create critical knowledge
to transform the social determinants of health inequalities and help promote healthier,
more sustainable and equitable social environments. My intention is that this thesis is
itself a cultural intervention that helps to unravel the symbolic violence perpetrated by
the cultural paradigm of automobility - to break the rule of the road.
A car-reliant transport system contributes to the reproduction of class and gender
inequalities, by compounding existing economic and social disadvantage and causing
inequities in mobility. Car reliance also generates detrimental health impacts which are
unequally distributed and which disproportionately affect people from lower class
backgrounds. The negative impacts o f car reliance will accelerate over time with
continued damage to the environment, as the supply of oil depletes and congestion
continues to grow.
There are substantial barriers to making a transition to more sustainable transport
arrangements. A significant barrier is the conflation of the social objective of mobility
with the mechanical imperatives o f automobility. This conflation makes sense given
that Australia's urban design, economy and culture have come to rely heavily on the
automobile. Structural processes, the interactions and activities of daily life, and the
practical logics of moving around, all help to reproduce faith in automobility.
Alternative ways o f structuring social life have been displaced from the imaginations o f
the majority o f Australians, including seemingly many of those who govern and design
our towns and cities.
This thesis critically examines the role of the automobile in Australia, and enables the
possibility o f re-imagining the nature of transport. Rather than focusing on the
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mechanics of how people get from A to B, this thesis argues that sustainable mobility is
about appreciating and enabling what happens at A and B. This PhD research provides a
new account of the complex relationship between mobility, transport, population health
and people's lives. By shifting the focus back to the needs and hopes of citizens, this
thesis is an attempt at upsetting the ongoing and uncritical reproduction of automobility
to foster a shift to a healthier, sustainable and more equitable mobility paradigm.
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10 ADDendix
Questionnaire and interview prompts
Demographic

information

-

Sex

-

S u b u r b of residence

-

H o w long h a v e you lived in this suburb?

-

Age

Occupation
-

Do you currently h a v e a paid j o b ?

-

H o w long have y o u been in y o u r current role?

-

W h a t kind of w o r k do/did you do?

-

W h a t are/were s o m e of y o u r m a i n duties or activities?

-

W h a t business/organisation is t h a t — what do/did they m a k e or do?

-

A r e / w e r e you: e m p l o y e d by s o m e o n e else; s e l f - e m p l o y e d ; w o r k without p a y in a
f a m i l y business or f a r m ?

-

If s e l f - e m p l o y e d , h o w m a n y paid e m p l o y e e s ?

-

A b o u t h o w m a n y hours do/did you usually w o r k a w e e k on this j o b , including
paid and unpaid o v e r t i m e ?

-

W h a t w a s the occupation of the main b r e a d w i n n e r in y o u r f a m i l y w h e n you
w e r e g r o w i n g up (at age 15)?

-

Did this person o w n their o w n business?

Education
-

W h a t type of primary school(s) did y o u m o s t l y attend? (State; Catholic; O t h e r
d e n o m i n a t i o n a l schools; Private n o n - d e n o m i n a t i o n a l ; Special private)

-

W h a t type of s e c o n d a r y schools did y o u m o s t l y attend? (State; Catholic; O t h e r
d e n o m i n a t i o n a l schools; Private n o n - d e n o m i n a t i o n a l ; Special private)

-

Did you finish s e c o n d a r y school?

-

H a v e you d o n e any tertiary e d u c a t i o n ?
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-

Have you attended a: (College of Advanced Education; Institute of Technology;
University)

-

What was the name of the tertiary institution?

-

What is the highest qualification you have received?

-

In what field did you specialise?

Income
-

Could you please tick if you receive or o w n any of the following?
(Wages/salary; profits; investment property; stocks/shares; government benefit)

-

Please indicate your gross household income?

Family
-

What is your current marital status?

-

Does you partner currently have a paid j o b ?

-

What kind of work does she/he do?

-

Does she/he own their own business?

-

Do you have any children?

-

What are their ages?

-

What type of primary schools did your children attend? (State; Catholic; Other
denominational schools; Private non-denominational; Special private)

-

What type of secondary schools did your children attend? (State; Catholic; Other
denominational schools; Private non-denominational; Special private)

-

How many people live in your household (including yourself)?

-

Do you have any significant health concerns?

Home
-

What kind of place do you live in? (House; flat or unit; caravan/mobile home;
retirement village; townhouse; rented room)

-

Do you: (Own outright; have a mortgage; rent)

-

If you rent, do you intend to purchase a dwelling to live in at some time in the
future?

Transport
-

How many cars are there in your household?

-

Do you have access to a registered vehicle that you can use when you need it?

-

If yes, does it belong to you or do you share or borrow it?

-

What kind of car is it? (Make, model and year)
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-

N o w 1 will list some other modes of transport. Perhaps using the last month or
two as a guide, could you please indicate for each whether you use these for
transport: (Never, or not at all in the last month; occasionally, or at least once in
the last month; often, or at least once a week in the last month; daily).
Modes: Car; Taxi; Walking; Cycling; Motorbike; Bus; Tram

Discussion

prompts

-

Do you often go t o . . . ? Where is this?

-

Is that h o w you usually get t o . . . ? What are the other ways you could get there?

-

W h y do you go here? Are there other places you could go to do this?

-

Could you please describe this trip: W h y ? W h o with? What happened? How
long (were you on time)? Could you explain the route?

-

How would you have gone to ** if: your car broke down; public transport
workers were on strike; were injured and could not walk?

-

Would you say that these are the places you would usually go a weekday?

-

Are there other destinations (further/closer) not drawn on the m a p that you visit?

-

You mentioned you sometimes travel by **... What do you feel are the
advantages of travelling this way? What are the disadvantages?

-

Do you ever travel just for the sake of it, by car, walking, bike or public
transport? Could you give me an example of when you have recently done that?

-

Do you eat/drink/play music/smoke while travelling? Anything else you like to
do along the way?

-

Would you enjoy travelling this way as much if you could not (do the things you
like to do while driving)?

-

If time was no problem how would you most like to travel? What about if
m o n e y w a s no problem?

-

How cheap/quick/other would it need to be for you to start travelling that way?

-

Car/bike owners: Could you tell me about how you decided which c a r ^ i k e to
buy?
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