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CHAPTER 1.
DIRECTION OF THE DAILY MOVEMENTS

Every morning mlllioné of workers leave their homes on their way to
work. At first sight, the routes taken give the impression of a maze; but closer
examination reveals certain definite groupings.

The most marked trend is from residential suburbs ("dormitories') to
business and industrial districts. This stream —- and its reverse in the even-
ing — is so dominant that, flgnor‘ing crosé»currents, the whole movement hasbeen

described as "tides of daily ebb and flow", (1) as workplaces are usually in
the centre, and residential districts on the fringe, of towns, the general trend
of the tide is centripetal in uthe morning and centrifugal at night. The outstand
ing example is the City of L%)ndon, v;zhich "regularly expands and contracts bet
ween and insignificant night I;Opulation of 13,709 and the more than thirty times
as large number of 436,721 in the day". (2) |

The main trend is, however, but across by multi}arious crosscurrents
and counter-currents of vari;)us .volume, Cross-currents are most conspi
cuous in areas witﬁ several E.ndust'rial centres withiﬁ daily travelling distance,
such as are to be found in Lé;ncashire, Yorkshife and the Midlands. (:3)

But they occur also in big toiﬂms and conurbatinns With a number of business and
industrial districts. 'Thousa,‘;nds of people travel daily from one outer London

il
d

(1)Census of England and W@les, 1921. General Report, p 190
(2) Ibid., Workplaces, p V.: (3) Ibid., General Report, p 193
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Borough to another, as against the more: usual movements between outshirts and

centre; it give a random example 1 350 inhabitants of Wandsworth travelled to
(1)- ’
work in Hampstead in 1921. The Mer‘seyside boroug'hs- presented a similar pic

ture, and" between '1'0% é.nd 60%‘ of the wo'\rking population of every-Tyneside

town went daily to work m some other town between 9% and 50% of the Workers :

(2)

T

in every Tyneside town had come in grom outside".
' Counter-currents. I’n}larg.e towns which attract masses of labour from
outlying‘"sn]oixr-b:s:1 thére ate at the same time centri-f.ng_a-l mg;verﬁéht'é‘. Inhabitants

of central London distridts tiavel to work in R eading, Slough, and Hatfields, to
53 X s - ' 5 _;-\‘7‘{% e PR Tyt - i [ - ;« ! 0nf ety -
mention only a few instances- s'ttre&ams of workers leave centra.l Birminéham each

morning for Longbridge, Bourv111e Fort Dunlop and otle r places many Liver— i

pool people proceed to work in Speke but also to Manchester, Salford and other
more distant places Manchester sends workers to Trafford Park Glasgow to

Hillington, and 80 forth In all these towns routes can even be traced from the
fringe of the built-»up area across the mty and out again to the opposite fring'e; o
daily journeys' 'of inhabitants"of 'ﬁe‘cont'ree “to factories on ‘the Great Wést Road

are a case in point Counter-ourrents are not however, restricted to large towns.

ARSI

....

working elsewhere against 1 905 coming to work from other places In Brentford

pede L Tae g

on the other' hand “ekitd N n:bered 2 248 entrie 5, 2, 074.

Yet a different lights is. thrown on. the daily journey if viewed from the _

A S

dwelling place- and thefworkplace respectively, if viewed from the dwe[ling Qlaoe

(1) Tbid., Workplaces In London and Five Home Gounties p.8:

(2)H. A, Mess, "The Growth and Decay of Towne" Politioel Quarterly, July-8ept.
1938, p. 398,
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the configuration ‘ishone of-dispersion: the -inhal;itants of a neighbourhood
leave each morning in vvarions di*rections'onv journeys of very different lengths.
The extent of- thlS phenomenon, even twenty years ago, was impressively de-
monstrated by the spec1flcatlon of workplaces of the enumerated population in
the Census of England and Wales, 1921 (1) A more recent example is provided

by a L.C.C. census in Watling in 1937. ( ) The dispersal on their daily jour-

neys of the over 7,000 workers from this estate in the Hendon district was such

that 38% worked with Hendorf: a further 20% in various areas not very far from

I-iendon, while 42% 'travelle'd‘:to a number of -other London districts.

The same is happening in a unit much sr_n_atller than a residential area;
a sample inquiry in some London . Boroughs (3) revealed a remarkable degree
of dispersion even from individual homes where there are two Or.more earning
members in a family. | |

Viewed from the other end the conflguratlon is one of the conflux
at the workplace. The Census (1921) returns on " Workplaces" show this fea-
ture as complementary to the dispersal from domiciles. - Actually, there is
a high degree of coneentration in a comparatively,small number of workplaces,
of employees coming from a very much larger number of scattered dwelling
places. 4 The situation in this country, .twenty years ago, was summed up by

the Registrar-General as follows:

! S L

(1) See Statistical Part, p 113 fol. (2) See p. 22 f.
(3) See Statistical Part, p 155

(4) See p. 116, 0n the relevant fmdmgs in the Industrlal Region of Central Germ.
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«Since the’needs‘of mdﬁs't'fy‘ and commerce have so far been best .
-met by a concentratlon of the day population, while for residence
+and domesti¢c purposes converse-conditions dre preferable, in-

- dustrial areas are generally associated with a larger number of
‘dormitory areas, and.such intersection as takes place is charac.
terised by a daily, pulsatlon between the common industrial centre
and'a larger number: 6f surroundmg reésidential- areas. (1) -

On- broad llnes 'thlS descrlptlon ’Stlll holds“good although ‘some: changes - have
occurred since &thlS was: wrltten . on- the one: hand dormltorles .have been built
for much more numerous populatlons w1th the result that the numbers:leaving
'such areas on thelra Journeyz to work are con51derab1y greater than formerly.On:
‘the other hand, ~workplaces -have _come to,be riore” decentralized within the ur
ban ‘aréa;*and there are now mo.re_' verylarge works ‘which employ. thousands
of w‘orker's These" developmelnts"ﬁhai'ie':r:e's"ulted' in producing ‘a more marked
conflux towards‘the smgle works Investlgatlon ‘of the daily journeys made by
the employees of partlcular flrms have vy lelded Lllustratlve charts:, hundreds or
thousands of routes: *start at}the dlssemmated homes of the respective firm's
employees and converge ‘at:the factory gates (@) L e

“ The terms -b"dlspersmn" and "conflux'": should hot be taken to imply -
that: the .;dally movement:s of ;va_rlous worlgersi,from_sa given residential.area or-
to a given workplace'i-formi:reglilar patterns_f:;sSome-» streams of movement ,- are

short;-;,and these are usually tlie_': most voluminous; others are.long:and of less ,

volume. Furthermore, the routes taken are often -only in a limited number of,

| N N R - - s P
w7 el Sy vy N R

(1) Census of : England and Wales, 1921. General Report p 1931 im‘ .
(2) Sée p.t 200 ff.mor 2 ianis 1 el Sreoat s, Ol




o

P
i Cod

directions. ,This; is especiaily so in fhe case of piaces on the fringe of a large
town or industrial area. L(k)ngbridge,_k for instance, which is situated in the
South-West corner. of Birmingham, ;_lr,é,_ws its employees vla.rgely frc_)m North-
East to North-West, a certain po?‘tion from the South, and hardly_ any from Eas_t
and West. Carreras' cigarette factory, on the other h_é,nd, is located within
the built-up area of London and has the lines of -its employees' journeys con-
verging from e{f_ery direction. Corresbon_ding differences exist between cen
tral and outlying ":. residentiai districts. |

The configuration of the 'rout_eié taken on the journey to wgrk must not
be regarded as stable; viewed over a p_eriod, the picture is kaleidoscopic. The
various currents of movement vary in. .s‘.‘.trengthand direction; some _'expand and

contract periodically, -other undergo less frequent but more definite changes .
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CHAPTEF II
FUNCTIONS OF THE DAILY MOVEMENTS

‘Clearly; thedé éxtensive and diverse daily movements must: be -
prompted by various strong motivating - forces: “What, then, are “these forces?
In déseribing the various” trends, it has alfead'y“«been mentioned that-some ﬂjouﬁ
neys ‘are due to'the way in which urban settlements have.grown: topographic con
| dition§ are ’oéle‘ ‘main dause of the journey to'work. Others lie in the - econo-
mic and social fields: in'the structure and requirements of the modern system:
of society. - AR S P S
“ " ‘While thé tides of daily ebb and flow between outly-ingi'(iormitories and
dentral ‘workplaces ‘are in §énefdl accepted as-'a natural consequence of - the .
b{xg urban -dggl'b'meratioh,‘thé’ -cross=- “and-counter-currents:are frequently con
sideredas reflecting ‘a lack of- organisationand deprecated 4s.a mere waste .
of money, time and energy. It will be s'een, howéver, that more detailed ana
lysis leads to a different appraisement of the position.

TOPOGRAPHIC: '
Co-ordination of Dormitories and Workplaces

Modern town-growth is characterised by the separation of residen-
tidl quarters from industrial and business districts. Thé earning inhabitants
 of dormitory sqburbs travel.td work és a-matter of course — the very name
."dormitory" implies that it ls located as a distance from potential workplaces.

Factories, too, are being set up in more or lesé isolated localities, so as to |
make travelling a necessity’ for practically all their erhployees; this applies

to large single works as well as to Trading Estates with numbers of smaller



of London, from’ Becontree to the- Great ‘West Roa.d for instance. A similar

In addltlon to these centrlpetal Journeys to work there are cen-
trifugal ones, from homes in the old centra,l dlStrlctS to new factories on the

outskirts of the towns It is*too early y et to see tomwhat extent this tendency

e’

of "llvmg in' a‘nd"'workmg out" w11-1 develop -+ It.is conceivable,, however that

it may remodel town life cons1derab1y, after all men are remaining in, and
flockmg to, the town largely in order to _enjoy its facilities for a fuller life,

in such spheres as social lntercourse,; educa.tlon, amusement and shopping.

At the same time, an arrangement Whieh:.locates the residential quarters in .

the centre of the town and industrej.lsa,tﬁthe fringe provides workers and employers

alike with good opportunities for choqu_:ng_v suitable jobs and labour respectively.

Easy access to-the openicountry would be-a -necessary feature of such a town

" plan.(1). - Far e o . *é b s Ly .

It has been due to the -fattitude of neglect‘mg“the implications of the dai-
ly journey.- that '"there has been no =~attempt .towa,rdsiseclur,ing development with
proper correlation‘of workplace and home"..‘(%)- "'fhe.re is little .consultation.
between the transport agencie‘s_-and looal ahthorities in the matter of disposi-
tion of housing estates." ’(? )-'.' In Greater London the main new. housing estate
was developed in the East of the town-, while most of the new factories were .

built in the West. The result has been»da‘ily journeys across the whole width o

situation arose in Gla,sgow, as the result of non= co-operatlon between various .

departaments, ""the Special Commissioners having located Hillington, - their

(1) See p. 108 -

(2) Sir G.Gibbon, Barlow Commtssxon Minutes of EVLdence- heresfter re-
ferred to as '"Barl ow Commission, Evidence", p. 863

(3) Major H. E. Crawford ibid., p. 688.
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tr'ading' estate, 'five miles on one side 6f Glasgow, and the.local.authority., -
in Glasgow building;their housing development five miles on the other side .of
the city". (1. o 2 E o O, .
ECONOMIC AND SOCIAL :°
* The social’and economic importance of the daily journey. consists

in its contribution to the mobility of labour, 'the very breath of life to modern
industry . (2)  The primary manifestation of mobility of labour.is, of cour
se, migration: “workers move from their old homes to the neighbourhood of
new workplaces. There is a conﬁnuous miération of individuals and of fami-
lies towards new centres of - economic activity, thus adapting :the ‘geogra
phiéal distribution of the population to the changing needs of industrial devel-

| opment. * This re-orientation.is ’Eaking place on broad lines and.over dong pe. .--.
riods; but it entails incisive ruptures of human and of economic life. :‘(3-.) The: -
smooth working of the social-economic organism requires adjustments of a
less radical kind; "the flexibility of the industrial structure is assisted by the-
daily journey-to work. - : ﬁ . .

" Apart from facilitating economic- change, the jou’rn,ey to work fulfils
important functionsralso'in a- stationary society:-=daily travelling widens- the;:.
labour market, making ‘easy-the choice of employment to the employee and the
choice of employees to the employer; this increases the independence, in both
private_and working life, of the wage-eamer; firms too are rendered less de |
(1)Sir Montague Barlow: ibid.p 874 ' e S’

(2)Balfour Committee*on Industry and Trade, Final Report, 19I29-, Cmd. 3282 .
" p.235. (3) (written on following page)
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Pendent on local labour m recrultmg thelr workpeople ."—Furthe'r:’,‘ daily' tra-; '

vellmg helps to preserve the famlly umt, by maklng lt poss1b1e for varlous earn .

" ing members to work in dlfferent locahttes whtle mamtammg hpme life in the

i v

domestlc ctrcle The dally Journey thus serves to co- ordmate fa.ctorles and
offlces with thelr varymg labour requirements on the one ha,nd and the human

belngs offering thelr labour and grouped in famllles, on the other hand

& el
= S Ti B A . S -
: . B -

a) Essentlal Condltlon o'f‘"
Large- Scale Undertaklngs R

The emergence of large-scale manufacture as the most economlc form .

- -

of productlon ln varlous branches of Lndustry has led to the development of huge

plants employing many thousands of workers, mamly in the 1ron and steel,

_ engineering- and chemlcal lndustrles and also 1n the retall trade in the form of

department stores It would be physically 1mposs1ble, 4 e g to house the 20000
employees ‘of an engmeerlng works in the v1cm1ty of the factory the great ma

Jorlty of such workers belng men, they and thex.r famlhes constltute by them-

&

selves the populatlon of a medlum —s1zed town The commumty would be fur

ther mcreased by the aux11)1ary services whlch are -necessary for such a number
of 1nhab1tants the area. covered by | houses would render illusory the nearness
“between home ,and,i workplace_.,- Moreover, there would be the somal and econo
-mic disadvantages '_of a on.‘:evni_ndustry town Even tor a town of the s1ze of Ox

(I)See A.D. K. Owen "The SOClal Consequences of Industrlal Transference'" in
The Socmloglcal Rev1ew October 1937

L

o
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ford, apprehension’is felt about the one-sided type of employmeént offered and
lone its lndﬁstri'a_lt population depends. Daily'trairelling by the workers has thus
become necessary to secure the concentration of labour in plants of the size de
manded by technlvcafl' and economic considerations.

*

b) Contribution to the Mobility of Labour

i) Wlidening of the Labour - IR
_...Market in_ General ' T
Fron the point of vlew of thé worker, the principal significance of :the
jburney to wo‘rk is that It extends the market in which he I8 able to-offer his -
labour and thus enlarges his economic independence. He is not obliged to .ac -
cept a job from thosé flrms which he can reach by walking from his home.
Moreover, daily travelling puts at his disposal ‘a'more varied choice of em_
~ployment in‘a broader range of occupationsand industries, -to éult his inclina-
tion, training and‘ skill. He can more easily change his employer If he wants:
to, without having to move his home to anéther locality, with all the cost and
inconvenience this would involve; this is specially important for those who own
houses in which they live. (1) 'The possibility of daily travelling to Work'redu-
ces the danger of unemployment - more will have to be said én this point.
In the private sphere, too, the worker derives a greater amount of in_
dependence from daily travelling; the fact that he can choose his place of liv_

t . 1

(i) See p. 17
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ing, to a large extent uninfluenced by his place of work, means as increase of
personal freedom. This is most clearly demonstrated by the conditions as they

exist in certain American "Company Towns', where not only the housing ac-

" commodation but also utility services and amenities are provides by the one

company on whichthe inhabitants depended for employment. In such towns,
there is hardly any side of the workers' life which is not, in one way or ano-
ther, under the influence of the dominating employer. In this country, the sys-
tem of paternalism under which the employer is ‘at . the same time the landlord
helongs now, on the'_ whole, tp the past. Even to-day , however, it is not wit_1_1~
out significance that- tﬁe worker can choose his place of residence beyond the
sphere of an emplo&é_r who is influential socially and politically.

A developmeni-; should be mentioned here Whlch operates to prevent the
worker from beco_ming more: independent in the choice of his dwelling place.
At the same time,whgn the.tie binding the employee to the \_zecinity of his work
is loosened by tfansp;)rt facilities, his freedqm to choose where to live is en-
dangered through cé:rta,-in consequences of the housing policy in this country.

Since the last war, local authorities have become 4lmost the sole

agents for buildip_g hb_uses _foi‘ the poorer sections of the community. @ This

fact influences the location of individual workers' homes in two ways: first,

(1) This organization of subsidised building is peculiar to British housing po-
licy. With the exception of the fully socialised provision of houses in Vienna and
of course, Russia, the continental countries have developed bodies intermediate
between the public authority, on the one hand, and the prospective tenents, on
the other hand --- see the author's article, '"Public Utility House Building in
European Countries'", in the International Labour Review, 1929, Vol. XX

1 and 2.
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for various reasons, mainly administrative and financial, municipal building -
3y,
has in some towns been concentrated ina few large housmg estates Second :

ly, the monopoly of subsidised building in the hands of the local ‘authorities has
implied undesirable restrictions in the allocatiOn of new dwellings': as a rule,
a man is dependent for being housed or rehc;used on the local authority in who
se district he has been livmg This creates difficulties in moving from one

London borough to another as well as in inter-urban mlgration _ The following

;% -

is a case in pomt when the Ford Motor Co moved their works from Trafford

-Park to Dagenham, the workers coming w1th the firm could not be’ accommoda'

ted in the L.C. C estate at Dagenham, smce these houses ”were reserved*for

famlhes who had been livmg in the London County area for at least two years
It is obVious that these features of mumctpal housmg policy restrict the work

ers' freedom to select the place of their domic11e according to thelr personal
Circumstances and thus reduce the mobility of labour ‘which is recognised as”
an essentia_l facftor ‘of modern industry and of the worker' s independence°

The benetits which‘the employer derives from the—extensiwon‘ of the labour
market brought about by the workers' hablt of daily travellmg correspond to
those accruing to the worker The poss1bility of selecting ‘his hands’ frofm an
area w1der than the immediate Vicmity of the factory premlses ‘make§ it easier
for a firm to fmd "the right may for the‘right ]Ob" This is very apl;arent in
the case of. skilled and otherw1se spemahsed ]obs Standard Te'lephOneS', e.g. ’

draw the male employees of thelr New Southgate factory from all over Lon-

don, as it would not be possible to find the necessary number specialised in
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light engmeermg withm walkmg olsta,nce of the works (1) Another. example

is the employment by the motor mdustry in Blrmmgha,m of people from the

Blank Country for certa.m hard work to whlch they are tra,dltlona,lly accustom
ed and which they are better able to do tha,n townsfolk ‘The workers concern
ed, on the other hand, obta;in hlgher wages ln__Blrmmgham than those prevail

ing in their own district. For the recruitment of several hundreds of stokers,

‘the Leuna Works (Central Germa,ny)). went as fa,r ‘é,s_.to the Mansfeld District,

over 30 miles away, where the. decline of the copper mmlng lndustry had .
set free labour sultable for thlS hard work. . Spema,l workmen's trains were
run for these men Incldentally, an mterestlng fea,ture was that, since the
Reichsbahn- Gesellschaft asked for a mlmmum of 500 passengers for these
trains, a number whlch surpassed Leuna s dema,nd for the type of worker to -
be drawn from the Mansfeld district, the firm recrulted “other worhers from
places along the route, in_order to :nxa,ke up 500{ -'l‘he rather long journey s

of these cornple.menta,ry‘men ha.d thus an o'rigi'n connected neither with the

firm' s _nor thelr own actua,l requlrements — a s1tuatlon whose causes can’

seldom be so clearly traced but. whlch may be assumed to prevall in many ca-

- ses. The hlstory of the Leu.na, works provides also an illustration from a dif_

ferent aspect of the 1mportance for the employer to be not dependent on local
labour. In 1920 the works was for severa,l da,ys occupled by riotlng workers
. thereafter; the_ ,firm's ‘housing scheme was altered and only.a restricted v
number. of watchmen,, fore;_men', | a,nd "keyaworkiers; accommodated in the imme_

P A > T b o om
: e o : Ll nl
~ g L ; Wi

" (1) See the Statistical Pa,rt, p 145 -fv :
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diate rieighb'ourhood"df the works. ' This occurrence may explain why also in
less extreme cases a firm may favour daily travelling by its employees,. out
of diSlike for having an isolated factory surrounded by the homes of masses of
dismissed or otherwise dissatisfied workers. 'V'In the opinion of the directors
t_heré are many disadvantages in a Joint Stock Company being landlords as well
as efriployér's'" " was the answer by an imporfant fa'ptory in this country to the
questiori"about'firfmls' " housing schemes for their .employees. ¥rom both the
employer's and the worker's points of view‘,. firms-'. housing scheme s are to

(o

be considered as possible causes of friction in industrial relations.

=y ca

.Lil-:f?.égliité}ipg.E,c.ré“r.x_qx‘r}ic C,hangs?.s;in..pézﬁég.léz_ L
"The daily joui‘hey's-contribution to mobility of labour is especially im-
por.tant in"the proééSs of economic: change such as oceurs in_ebxpansivon and de- J
cline of int-iu\sﬁtr'jr‘,"}sh‘o'rt—distance migration of factories, seasonal fluctuations .
and labour-turnovéf in"general. r
E xp ansion of Industry. The’ industrialist who plans to Q_r_ect a new
work finds labour among the prinéfpal location factors, together with raw ma-
terials; site and services and niafkété. 4 Generally,. location will b_e baﬁed on a
combination of the se various factbrs. The factor " labour" can be taken into
éccdﬁﬁt in thre*e-\;féys; either the new works-has t@ be sit_ua;ted in the vjﬂqi&i‘py of
a 'pdol of s:uithblé labour, or new housing 'acéommodatiqn ‘qdjacent to QI_}_e factory

has to be provided for the prospecﬁve émployees,v or the problem may be

[ e

Pt L
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solved by relying on the workers' dail_y travelling. The first method must of
ten conflict with other main location factors (sites, e.g., are most expensive
in densely populated neighbourhoode, and tﬁetran}sport of raw . materials to
such premises may be expensive). ’T'he-eecond method (housing the required
workers near the new factory), if Linderta,ken by the industrialist himself, i_n—
volves initial capital outlay to an extent which may be prohibitiye., To leave,
on the other hand, the const'_ruction_ of ..h,ouses to private enterprise or to local
authorities means a postpo'nement' of 'the, start of p:roduction, a delay whic}l i_t
might be essential to avoid.. (1) nDaily. ’pravelling by the workers is tl_;e expe-
dient to solve this dilemma. Thoefgh th:e firms, as will be shown belqw, have
in many cases to subsidise itheir emplo&ees' transport during the initie.l months
or even longer, those expen’ses are i_ncpmparabrly_ lower than would be the costs
of erecting dwelling houses for therﬁ?1 -- ‘To some extent, .th‘i»s fqnction of the
daily' journey may lose in 'imperte.rice., rLight mobile industries employ a grow
ing proportion of earners, ‘and trading estates providing suitable premises
for small new factories nriay come to be located within easy reach of residen -
tial areas. But this is only a parfiil solution. |

It is in fact a'commdn experi.enc,e that new and expanding works have high
proportions of their employees co_minf.;: f;fom considerable distances, as against

more local recruitment by oldw'esta,bli_shed firms. This is especially marked

(1) ""The success of many new enterprises depren‘ds on the speedmwith‘wmch it
is possible to start production.' P E.P Report on:the Location of Industry in
Great Britain, 1939,p 90. ' :




where a huge plant-is opened in a rural district, the location being determin
ed by factors other then labour. The Leuna vNitrogen Work-s, for .in.stance,;the
construction of which was begun in 1916, are dependent on the v1c1n1ty of bi-
tuminous coal-pits, and strategical reasons accounted for the location in Cen
tral Germany. Only secondary consideration, ’consequently, was given to such
factors as labour ‘supply-. Wlthout the device of daily travelling on the part of
nearly 20,000 employees, production at the Leuna Works would have been held |
up for years; in- ‘the early 1920's, the erectlon of the necessary number of hou
ses would not only have meant an- enormous capltal outlay but, under the post
war conditions in the building industry, have been umertam of achlevement
Similar-conditions prevailed :at Eindhoven, Holland durmg the rapld growth
of the N. V. Ph’ilips ‘Gloelampenfabrieken in the 1920's; the town of about 80000
inhabitants could not supply the 20,000 employees wanted pr th?, jflrm:; con-

. £
R

sequently large numbers,’ .including many Women, were drawn f_ro_m other _pla_

w"

ces far andnear:;  The.same problem was. faced by the De Hav1lland Alrcraft

Company“on openmg thelr new works, and they too were helped by bemg able |
to draw their employees from far afleld ‘When a big englneermg firm under—
took to build-d "'shadow =aircraft-factory under the Go__vernment:s _rearrrxarnent
prografnrhe in 1936, the site: chosen was on. the firm's. own premlses "The
weight of the location-factors in favour of this place (readmess of site and ser
vices, common management with the existing huge works) must ‘obviously have
outweighed other factors, mcludmg labour supply, Wthh would have recommen

ded a different- locatlon, it proved Very dlfflcult to carry the requlred ‘humber

LI f
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of additional workers to the factory, but ultimately daily travelling was made
possible. |

Short-distance migration-of Imdustry;‘ .~ The same factors

operate in the removal of a factory to a,nothei't_ district. During the 1920's and
1930's quité a number of firms have seen fit to move their works from the
centre to the fringe b_f large towns,hor e;/en beyond, where production and work
ing condl’;ions seemgd suéeriora As a rule, the chosen site was beyond walk-
ing distance from the homes of the;' emgloyees and mostly without nearby ade_ |
qxg.ate housing accommolda.tion-g. E\jren if fhere _shouid be a numerically suffi_
cient supply oflvlaebour in’ the ﬁew neighbourhood, the firm . could not consider
relying altogether;on this labour, Ath‘usr parting withx_: its old workers, whose ex
perience, train_ing and loyalty are an asset, imponderable but none the less
important, to the prosperity of the firm. On the other hand, insistence on its
old personnel being housed in theAne‘V& district woqld place _the migrating facto
ry in the same situation as an entrepreneur starting production afresh. The
daily journey solves these difficultizeso There is amﬁle statistical evidence
that in works transferred to their p}eSent site as long as five and more years
ago, the residential distribution of the employees still largely reflects the for
mer location of the factory and entails daily journey s for the workers con

cerned. (1)

(1) See Part B, pp. 134, 141, and 145.
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Reorganisation of multiple Plants. — A development Sirailar to

the transplantation of entire factories is the concentration in a single i;l';tce of
'the various l'oéal branches of one firm; thé' daily journey is irﬁﬁdrtaﬁt “also in
‘ihis connecfién, as shown in the case of the London Passenger XTré.hs‘I.')drth(;ard.
In fhe course of! its formation out of numerous loca,i transport’égeﬁ;:;iiés, the
Board took over rebair shojjé and garages s_'c‘:attered over a widé a'r‘e‘aaf In "fhe
subseciuent unif.i,éatibn, "inadequate and’inconvéhiently; situated ga“rage's! ac-
“quired bj?*the iﬁoa’rd' have been closed .+. “Chiswick Works are Ji)é.ing ;'a:dicai
1y replanned and enlarged to enable (all) the buses and coaches 'fo'b’é"efficiéﬁi
ly overhauled. . ...

’fhe work of méintainirig and overhauling trams has beén Céntraliséa‘ at
Char-'lton‘Works', while trolley-buses are d'eélt with at C}larlton 'Wbi'ks a‘nd‘Ful
well Depot. Eighf repair-shops have, in consequence, been c.losed. (1)

This mé'a:nf a divorce of home and workpiace for the mechanics and engineer's
who lived near the géio‘sed‘garages and repair shops where %};éy had been em-
ployed. If ‘théy had not been able to travel to the new and distant’ workplacé%,
either the Board would have lost these exf:eriénced men and the mén their joﬁs,
or the latter would have had to move nearer to the new workpiaéés 'émiii'ithus:
forsake their residences.

- Continuity of residence is generally desirable in the interes{:tlof private
and of community life. For those who have bought their houses it is further-

more an important financial consideration. Genuine ownership as well as

(1) L. P.T.B., 5th. Annual Report,pp. 11-12



the hire-purchase‘ system bind a man to his residence, for often the house can
not be sold without loss. . This tie either _encroaches upon the mobility of
the owner-occupig)r; if it.prerevents mm frém. ac_ceptimg an advantageous but dig
tant job, or else, if he does accept it;. lgads to daily journeys of excessive
length. For this reaéon alone, if for no other, the purchase of a house, so em
phatically encouraged from va,riouskquarters, cannot be regarded as beneficial
to the wage-‘earner? The nggd fig- 'fOr p_lenty of well distributed dwel}i.ngs to let, |
to help families w_hich want tlo:move nearer to new workplaces.

in additioﬁ to the more fa‘rfrea}ching aqd fundamental changes there are
less drastic but more frequent changes im which the journey to work plays an
equally important part. |

Seasonal Fluctuations. In such regular occurrences as sea

sonal trade fluctuations daily travelling acts a2s a shock-absorber. In the motor
car industry, for example, there arx-'rer slack monthé in the year when many hands
are temporatily dismissed; théy are re-engaged with the start of the annual
upswing of production. Inithe meantime these workers take up other tempo-
rary jobs. Many of the large motor works are at some distance from other .
factories, and only by daily tra.ve.llingﬁbetween home and workplace can unem_
ployment be évoi_ded and the fjirn‘lslena.bled to recruit the full number of men
needed during the peak period of their activity.

The seasonal character of employment is very marked in  agriculture
In fact, on the Continent many workers alternate between agricultural and

industrial empl oyment, in the course of the year. In the rural districts of Wur
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ttemberg (South West Germany) the law of mherltance led to a splltting up
of farms to such a degree as to make the 1nd1v1dua1 plot to0 small to support

a famlly The result often was that farmers took to 1ndustr1a1 ‘work durmg the

wmter months w1thout glvmg up domlolle on the farm compatlve nearness

of factorles and fac11it1es for- travellmg thus enabled them to supplemeént the -

msufflment y1e1d of thelr shrunken farms @ In Belgxum, too, Mahalm s
mvestlgatlon showed a large proportlon of dally travellers to be farmers tak
ing up work in factorles or mmes as a seasonal job farmmg was not d1s -

contlnued but had ceased to yleld enough for the hvehhood of the famlly (2)

L ab our-turnover. - Apart from workers who are temporarlly

dismissed during the slack seas’on,_ there are unstablev .elements who do not
‘remain long in any job. Statistical information on labourg-turnov:er is scanty;
the ratio varies from industrj,} to industry, between areas and from one firm

" to another. That the’ flgures are sometlmes quite cons1derab1e is shown by

data gwen for the Morris Cowley Works the aggregate of ‘workers enterlng

and leaving the firm during 19'35 accounted for 75% of the total number employc: '

it
ed at the begmmng of the year, (3) whlle the actual lncrease  of the personnel

LE”

was only 11. 7% Whether the ]ob is of a non-permanent nature, or whether

frequent loss of employment is due to personal reasons dally travellmg makes

it eas1er for those dismissed to fmd new work

(1) Wiirtt. Jahrbiicher fiir Statlstlk und Landeskunde, 1902.
R PG~ &8 p (3)Includ1ng seasonal fluct.

oF



Decllne of Industry e= During a perlod of depression of an. mdus

try or when a smgle works ls shut down, the dally ]ourney is of outstanding im

%

porta,nce for the workers a,ffeeted Where other employment is within daily
rea,ch the people concerned a,re spa,red the alterna,twe of long unemployment or
uprooting of the home Usually, the dlsmissed workers look for new jobs in-

dividually and fmd them by - lnflltra,tion, as it were, mto other works. Long

' brldge for msta,nce, has numbers of such men from the Black Country on the

1
pay -roll. & We know, ho wever., of,cases in whlcha common solution has been

found by arra.ngement for dally tra,vellmg and thus the social and economic con

sequences of protra,eted and extenswe unemployment ha,ve been avoided. In

. the Reports on the Depressed Areas (2) it is sta,ted that "one example special

ly worthy of note, is tra,vellmg of mmers re81dent m hamlets a,djomlng closed
pits to other plts, often belongmg to the same coa,l;owners, where housing is
not 'a,va,llable" : Whlle the Report mentlons this as an outstanding instance, it
is the usual poliey lin Belgl,um; a,fter the exhaustton of a coe,la-mme the dis-
placed m.iners‘ are da,ily conveyed to WOI‘k in enotl;er pit; long-distance trains
at cheap rates a,re run for thlS purpose | -
The problem becomes less manageable when unemployment is widespread
as a result of the deelme of the ste,pl_e mdustrtes of a whole area. The non-ex

istence of alternative labour markets within daily travelling distance has been

(1) See p. 147 - i . .
(2) Cmd. 4728, 1934, p 200
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ai c;intributory cause of the dereliction of the "Special A'rea.s"7 3 In Scotland,
:eo g., b"“t};ev k;a,sic industries ... are particularly in.terdepe;lden.t, a\,rndr :the shag_
ing of prosperity or depression by the whole area is inevitable on this éccoun?”.
(1 A-il thé'mo}é is it ifnporﬁtht that different industries within dai1§ réaéh' -
should give ol;-ridr‘tjun.iti:es for other em.plfoyment to the workers m afeié s'trick
en by thedde'c'lineuijof their staiple industries. »

The usefulness of the jouxtney to work Ls not restricted to a system® of
priva:té enterprise governed by compefitibn, A planned soci‘etyﬂ:would édualey
v be faced with the co;lflicting needs of economic changé and of 'céntinﬁit}'; of c;org
munity: 1&e° In any dynamic soéiety "the pf:ompt and contiiluou:S diversion of
l—a‘bour and ca,pital'into relatively new types of production is an éssemﬁé,l con-
ditidﬁ for .mainvta.iiling:a satisfaétdry rate of material progress as well as fc')r
avoidimg chronic relapse into _depressiorﬁ"ﬂ' (2 |

. N -

ii) Preserving the Family Unit — The Case
- . of.the Secondary FEarners == .

A considerable number of dally journeys are due fo the impact on the.

. family unit of the organisation of modern industry. Homes ang?.workpla,ces
have come to be not only separated in space but also diff_eremt in structure.,
The labour supply offered by a family may consist of vhusba.n_d and wife, or,
more often, of father and one or more children, somet.imes supplemented by

other relatives. In the modern labour market, however, this family group

(1) Ibid : :
{2) Allan G.B.Fisher, The Clash between Progress and Security, 1935, p 204

ﬁl N
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is in demand not as a unit-but-as individual workers. (1) ;l‘he composition of
labour in workshop and office is deterrﬁined by types and grades of occupation
and little'thought‘ is given to drawing people from the same home. Reflecting
the immense variety and differentiation of modern industry, the demand for
labour in most firms is to a high degree specialised. Requirements vary as
regards physical strength, skill, training and é.daptability, and consequently
as regards sex a.nd age.  Many firms employ great r_xumbers of one special
type of labour. Inthese circumstances it is obvious thaf the various members
of a family ofter fail to obtain work in the same neighbourhood. The daily jour
ney, however, brmgs jobs 'withih reach of those members who‘ are unable to
find suitable work ne;ar hor.r‘xév and thus helps considerably to preserve the fa
mily unit. The procesé of _disihtegration of the family has been going on for.
many decades; it would have proceeded much further without the facility of
travelling to work. .A.ssuming, in the first ir;stance, that the family's home

is near the householder's job , it is the secondary earners who have to travel

to work. The average number of earners per family was found to be 1.72 in

(1) In non-factory work, certain cases of the family as a working unit survive
to this day: some peasants, craftsmen and shopkeepers continue to employ all
working members of the family in their business on the premises of the home.

" On the Continent, the habit is still alive of a whole family being hired and ac-

commodated as a combined labour force for agricultural work. In this country
married couples to "live in'" are a combination in demand as gardener (or
chauffeur) and cook (or housemaid.

A scheme to create idéntity of living and working units, such as had ex
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the Survey Area of the New Survey of London Life and Labour,
in 1929, (2 This means that for every ten principal earners (mainly male
householders) there were over seven earners other than the householder (most
ly sons and daughters); in other words, 41. 8% of all earners living with their

families were not in a position to move their home to the vicinity of their work.
(3).

Girls in particular ofter lack the opportunity for work near their fa_
ther's workplace. This is most conspicuous where there is a daily exodus of
female workers from an area which attracts male labour from outside.  The

main example is that of mining districts, which offer occupations for men only,

isted in the familily household of former ages, under the conditions of factory
production, is to be found in Fourier's Phalanstére: a phalanstére was con
cieved as a community for living and working of 400 families in a local unit.”
In all such cases, real and schematical, a daily journey to work is eliminated
in principle.

(2) Vol. VI, p 34: Average working class family, omitting families without earn
ers: including as "families" groups of one or two earners. The average num-
ber of earners was 1.75 per household in the inquiry by the Ministry of La -
bour into "Weekly Expenditure of Working-Class Households in the United King
dom in 1937 - 38". Ministro of Labour Gazette, Dec. 1940, p 304.

(3) It would be interesting in this context to examine the conditions as to the
journey to work of those persons who leave their home in order to live nearer
their workplace. They form and unknown proportion of the lodgers and board
ers i.e. the '"'many unattached men and women whose circumstances neces-
sitate their living away from their own homes and who have no intention or op
portunity of setting up as housekeepers themselves'" (Census of England and
Wales 1931, Housing, p. xI). But the information about them is scanty and
incongruous. "Exactly what numbers or proportions of the 839, 000 shared
dwellings in England and Wales are occupied in this way cannot be stated with
precision .... though .... it may reasonably be inferred that the proportion
is a large one." A more detailed analysis of the Census 1931 results was
made for certain controlled Post-War Housing Estates in London (Becontree),
Birmingham, Liverpool and Manchester (Ibid., p xiix foll.) This resulted in
proportions varying from a rate of about one lodger in every nine families in
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while women and girls travel to work, for instance, in the textile and clothing
industries. Such conditions prevail in the West Riding, where Leeds is the cen
tre of attraction for female labour from the surrounding mining villages. In
the case of Bootle, a net daily influx of men is contrasted with a net daily out
flow of girls.

While the large modern docks, engineering and ship-repairing

works, timber yards, tanneries etc... provide occupation for

a very large body of men, drawn in part from outside, the large

shipping and commercial offices which are concentrated in Liver

pool, and the large stores and shops in that city, attract a consi

@)

derable number of female workers from Bootle.

Becontree to one in every six families in the Manchester sample.
Unfortunately, no comparable figures are available for the older parts
of the towns. The New Survey of London Life and Labour (Vol III p 37) and So
cial Sarvey of Merseyside (Voll,p.193 ff.) give information on lodgers, but
the findings — about one lodeger in every 40 working-class families in Liver
pool and about one in every 80 such families in the Eastern Survey Area of
London — are based on different definitions. In London, only t hose who board
with the family are counted as lodgers, in Liverpool also others. The Census
records such relations as brothers and brothers-in-law as lodgers; the two
Surveys do not. The main difference is in regard to sub-tenants; they are, as
separate lodger families, included in the Census specimens of new housing
estates, but excluded from the more comprehensive samples of the two Surveys
sub-letting is, however, much more common in the inner than in the outer dis
tricts of a town (see New London Surve, Vol.IIL, p. 52). -
An investigation of the local distribution of sub-tenants and lodgers would
help to show in how far consideration of the journey to work influences the choi
ce of where to live. Do lodgers (in a wide sense) live nearer their work than
workers in general? From where do the lodgers come, from other districts
of the town or from more distant places? In the Liverpool sample, more than
two-thirds were natives of Merseyside. How is the number and composition
of lodgers affected by the opportunities for employment for various types of
earners? A "factor which goes some way to explain the very small number
of women lodgers (in Liverpool) is the lack of industries likely to attract wo-
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- In Litherland; Lancs, females accounted fer ov_er,ha,lf of the daily influx,
- as against less than one-quarter of the daily exodus. (5)

Juveniles, .too, -join in the daily movement, but no statistical documen
tation is available regarding their, participation. That the extent is net incon~
siderable is reflected in the following stz;,ement by‘the London Regional Advi-
sory Council for Juvenile Employment. (6) . ) o

For many .years local committees for juvenile employment have been

deeply concerned at the cdmparatively high cost of travelling in relation

to wages‘:searned by juveniles resident in the 'sﬁbﬁrbs and employed in

Cent-ral London.... The grea,testv-demland for jux:/eniles lies in the cen

tral and western half of the _London‘-Region, while the largest supply of

juveniles is in the eastern ﬁélf .

: A-sample "iinQuiry in .fo'ur Lohdgn’.: beroughs (7) shows eb’out the-. same pro
‘ ‘portion of-lbeysg& .:girl’s: usmg rr1eans of transport on their journey to wo"rk as

in the»oase of; adults.

2

s

ThlS mqu1ry mdlcates further tha,t the daily Journey facdltates the so
c1a1 rise of a famlly, by bei mg able to travel to flrms which provide proper

training, a docker s or roundsman s chxldren have access to skllled occupa-

men to' Merséyside from other parts of the country".

(4) W. Hew1tt Workpla,ces and Movement of Workers in the MerseySLde Area, .
p--19.. ‘

(5) Census 1921 Workplaces, P 9

(6)First Annual Report (1935), p

(7) Based on the household cards of the New Survey of London Life and Labour,
see, p 155 f, below : :
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tions often not to be found m the vtctmty of thelr father s workplace Ma,ny '

household cards of unskllled Workers had entrles for children, including grown

up sons and daughters, who travelled to other parts of the town where they
were apprentlces or had posts of hlgher standlng, and sometimes higher in
come, than their fathers who worked within walkmg distance from home.

¥

In other zcases the srtuatlon_ is rev_ersed, that is to say, the household
er travels to work, while his wife"or ohildren find local employment. This
happens frequently in outlymg suburbs; many r‘factories have in recent years

been located on the frmge of 1arge towns, largely factorles which employ pre

dommantly unskllled labour, they offer employment to women and juveniles

hvmg on nearby housmg estates, but have no demand for skilled men. Such

conditions ar_e _clearly V1s1ble at Watling, the L. Cr_._ C. housing estate in Hen-

don; of the householders, li_ttle over one quarter worked in Hendon, as against

- over one half Of_the seconda,ry'ea,rner's’ ; on th_ei_ other hand, more than one half

of the househo‘_lders travelled to dlstant'borouéhs; fas against not much more
than a quarter bf’th}e_sercondary earners (the bialance being made up by persons
working inv inte‘r'mediate districts surroundin.g ;Hen_don ) (1) However, the ad
vantage of liyiné n'ear theirf work is‘for juveniles o}fset by the fact that their
employment 1s of a blmd-alley type the demand for-their labour ceases

when they come mto their 1ate Tteens. - "For Watlmg youngsters, Hendon is a

i

place where one can earn money, prov1ded one is young enough and London is

(1) Ruth Durant, Watling, p 13

Sk
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a place which ‘harbours prospects' :
,,,,, Those adolescents who can afford ambitions, and who want a career ra
ther than a ]ob, do not work near by; they travel to London each day." @) The
journey to wot'k thus helps to pret'ent social decline by remedying such dangers
as are found, for instance; in Cimiberland with its leclér(')f a snpplementary la
bour market w1thm daily tra,velhng distance, namely’ "the almost complete
absence of openings for Juvemles, Wthh is crowdlng chlldren into blind-alley
occupations, endangering their' whole economic future". (2)

Apart from enablmg the worker to rise in the social scale daily travel
ling also widens the chmce amongst ca,lllngs of equal social standing. In the
modern economic system in whlch labour has become so highly specialised,
it is important that the entrance of a young person into worklng life should be
sulted to his 1nd1v1dua1 capa.01ty Vocatlona,l guidance endeavours to steer
boys and glrls mto careers sulted to thelr special aptitudes. This refinement
in the use of man-povt/er can be turned to use only‘ if openings'of t"/arious kinds
are available to the tnhabitants of all districts. This opportunity is often lack
ing ina sma.il town or poor borough, but daily travefling to 2 more distant
workplace overcomes this difficulty and makes the choice of the right opening
possible, whilst the place of residence is not rolobed of its promising young
citizens. - ﬁ

At tne sarne time, the- tamily a,,s a whole benefits from the varied enl-

ployimment of its members. It is economica,lly safer for the family not to have

- (1) Ibid, (2) Reports on the Depressed Areas, 1934, p 41.

(’g,,'



Place of ‘Work of All Peop.le At Watlmingfin 1937
. (L.C.C. Census of the Estate)

Dictricts
(of workplace ) Tenants Others
Number % Number %
Westminster and Chelsea .. . . . 225 5.6 69 2.3
Kentish Town, St. Pa,ncra,s., Islmgton' . 687 17.2 227 7.5
City, Holborn . . . . . « « - « . 552 13.8 203 6.4
Paddington . . . . . . o o ¢ o o o 554 - 13.7 334 11.1
South London . .. « o « «.c « 700 80 2.0 15 0.4
2,008 52.3 858 27,7
Hendon ... . « « « « o « « « « - 1,055 26.3 1,681 54.3
Willesden and Marylebone . . . . .. 501 12.5 396 12.7
Hampstead and Highgate . . ... . . 170 4.2 108 3.2
Finchley and Southgate . . . . . . . 70 1.7 20 0.6
Acton and Southall . . « . « » « o o 72 1.7 54 1.5
Other Districts . . . + « ¢ ¢ o «. 0 = 66 1.3 = -
Total . . . . - « & e . . 4,032 100 % 3,117 100%

all its eggs in one basket, i.e.not to depend on one industry which may decline

while others prosper. Domestic life, 'moi'eover, is enriched by a variety of
occupational interests among thé fa,miiy.

If a severance occurs between residence and workplace, either by a
transference of the factory or by r_’emoval of the family home, young persons
are frequently willing and able to cha;ﬁge theilf jobs so as to live again near
their work. Older employees, howé;/er, stick to their jobs; it has become in

creasingly difficult for men over 40 and for women even over 30 years of age



4

- 32 -

to find new employfxientg Ma,ny o}derﬂeml;loyeels,' moredver, hévé géined spe_
cial experienbe in their jobs and enjoy confidential and responsible positions,
and in some efirms also can:look forward to a pension if they’ stay on. This is
made poss‘iwble for them by travelling to work.

In conclusidn it can be stated that everyday working life is full of instan

- ces in which the journey to work is serviceable.tb the worker; daily travelling

helps him in getting the right job, in retaining a suitable job, in comb‘in‘ing

two intei*rﬁittent jobs, and in changing over from declzning to flourishing in~

dustries. But for the daily journey, breaks in the worker's life would be -much
_'more frequent through repeated_: migration of individuals and of fa,milihes..

In t_he profound. ﬂuctuations of the modern econonﬁc« systeni, the‘ da_i.ly
journey is an important means of giving the necessary flekibility to tf-le iﬁdug_
trial structure and thus _mitigatiﬁg the impact of change. Whenever this flexi
bility has been lost, there have appeared areas of stagnation and decay such
as the Depressed Areas. The daily journey is certainly no 'pé.nacea; but
the isolation of an area, without access to alternative labour markets for the
principaﬁf earner as well as for othef members of the family, is without doubt
one factor making for economic depression.

By'.»incr.ea,s_ing the mobility of labour, the daily journey is not only in the
best intere'sts of -émployers and Workers, but it also fosters the progress and
pro;s_p'erity, of the economic life of the nation as a whole. Daily travelling to
work ené,blés the country to make the best use of its man-power; it helps to

direct workers to those poirits where they can most effectively be put into ac

tion.

b
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CHAPTER III

THE PRICE OF THE DAILY JOURNEY

1. The Cost in Money

a)The Burden on the Community as a Whole.
i) An Item of the Costs of Production in General

For reasons which hai,ve been dijsc‘ussed in the preceding pages, travel-

- ling to work is in principleva;n ésseptia,l feature of the present social and econo

mic system. : It is, thereforé, ‘an_;(‘er;ror to regard the cost of this transport
merely as a wasteful additioh to _thf:e }i;cessary cost. It is characteristic of the
modern econoinic structure t_hat the rciost of distribution forms a considerable
part of the cost of producrtiovn ina vsfiaer s‘ense; and this applies to the trans-
port of labour as well as té that of - réw materials.and of finished goods. Nor
is it a valid argument against thg econorhic soundness of transport to and
from work that vehicles required for the peak traffic lie idle during the grea
ter part of the da,y; similar périég_is of idleness occur in other services which
are governed by the rhythm of nature""or of Ahuman life; agricultural machinery
is an example of tﬁe first, 'resta,uré.hts of t}{e _sédohd type of periodicity.

The capital invested in 'tra,nspc')r_t,_r both publlic‘_and private, for the pur-
pose of the journey to work has to be f:onceived as a constituent part of the
country's industrial equipmént, .aarid the running costs of railways, busses and
trams as an itein in the cost of productidn. Beyond this general fact, however,
little is known of the importance of the cost of daill'y travelliﬁg as an item in

the national economy. Under the present complicated economic organisation,
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the transportation of labour to the'workplace natilrally costs more than for-
merly — but what is actually the nation's bill of costs for the journey to work,

and what proportion of the total cost of product'ion is to be regarded as nor-

mal or desirable? Neither question can at pi'esént be answered satisfactorily.

i

More research _{svneéded on these poin{ts.,:‘ ﬁnﬁil_furthei: infé)rmation is avail
able, recourse Amvus_t be had to some illustrative data, in order to obtain an
. “approximateai'dea o_fnvthe. m;ggnfxtud_e of the costs involved. -

First_;‘.'w_it_h .vxa'ggg,_v.x_‘d:._lto ﬁt;h-e capital sunk in transport equipment; the rail

ways were estimated in 1928 to account for 8.6% of the national vgapital_,(l)

This figure, however; includes” all paséienger trafic and also goods traffic.
On the other ha.nd, there is no comprehensive estimate of the capital invest-
ezl in roa,d .traffiao(z) n - ISR b

Writers on the ecoriomics of railway operation agree that it‘is scarcely
possible to separate the capital and working costs applicable to goods traffic
‘and passenger traffic respfectivelyf It is also difficult to single out the
journeys to work from the total passenger traffic. For while practically all
jouméys on season and workmen’s tickets are travel between home and work
piﬁicé, m'a,r.lyréithéfx‘ ';bread;a;h('iebutter jou‘rnéyé' are paid for at standard ra_
teé :aild Ja,z.-e, therefotre, not distinguishable in the statistical returns. On the

London buses, e.g., no-season or workmen's tickets are issued. Buses,

however, account for over 50% of the London passenger traffic (in numbers

(1) Sir Josiah Stamp, National Capital, 1937, p 234
(2) A certain,indication of the relative importance of passenger transport as
an industrial undertaking is given by the fact that the L.ondon Passenger



of ]ourneys)

The lmportance of the dan.ly Journey varles between different rallway
5 TR '

. hnes but on many of them- 1t has become the backbone of passenger trafflc,

and, on the whole the ]ourney to work accounts for a cons1derab1e proportion

- of the total Journeys The adaptatlon of the transport servwes for the da11y

=f"- - fr

conveyance of earners between home and workplace 1s, of course, spec1a11y

:~marked in the case of urban and suburban trafflc as is shown by the followmg

4;. 2p

data for London and Blrmmgham

xii

On ordmary weekdays, three-flfths of the Journeys on the system of the

-

L.P. T B are made during the sxx hours before the start and after the cessa

t1on of work respectlvely (3) Whlle thls flgure mcludes certam numbers of

travellers for other purposes, such as chlldren on- thelr way to school and shop

pers who return home after the closmg of the shops part of the Journeys to

work notably by second Shlft workers, ‘are made ‘at other times of the day.

It is estlmated that roughly two-thlrds of the Board's total trafflc is busmess
£TE
trafflc, (4) cons1stmg mostly of the conveyance betwen homes and workplaces

_Slmllar condltlons prevall m Blrmmgham, where ”no less than 69% of the rol

11ng stock hes Ldle between the hours of 9 30 a m and 4 30 p m." (5)

CLE

Ttransport Board whlch caters for over 85% of the publlc local passenger trans
port in the London. Transport area, employed, in 1939, a staff of 86, 456. (6th
_.Annual Report, p.21) -This is 2.3% of the 3,767. 000 persons occupied in-Grea

ter London in 1931 (Census Report), and a somewhat smaller proportion of

‘the larger number employed in the total London Transport area.

(3 L.P.T.B. ‘5th. Annual Report, p 30 = ' ¥

(4)° Mr. Frank-Pick, -Evidence berore the Barlow Commlssmn, p 367

(5) A C.Baker, Problems for Minicipal Transport" in Modern Transport
June 1932 p 13.

ot L s

bt Ak AE L
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~ Next to the question of the aggregate cost of daily travellmg, the consn

deratlon arises as to the dlstrlbutlon of the burden, a subJect on Whlch more is

oAl

known ThlS is not the place to discuss the part played by local authormes in

the prov1smn of transport facﬂ ities, pr1nc1pa11y thelr responsibility for roads

LA

= ¢

and streets, and mumc1pa1 tra,m and bus undertakmgs One measure, however

requires fuller dlscussmn, as bemg spemflcally deslgned to facilitate the jour

'.ney to work,"namely' the concern taken by the State in workmen's_ trains.

Tiw

-

-

u) Pubhc Concern in Workmen S Tralns

On the whole it is left to the two partles in lndustry, and mamly to the

workers, to pay the cost of the workers' transport to and from work Their

% -

respectlve shares in the expenses w111 be dlscussed in the subsequent sectlons
To some extent however, these costs have been made a concern of the com _

mumty- in this as in other countries the State has intervened and has assum

ed a certam respons1b1hty for the cost of the ]ourney to work Cheap travel

3 hng has been found to be essentlal for mdustrlal development Consequently

as normal fares proved to be too high for the lower-paid worker, spemally re

duced workmen s tickets have become a common feature in mdustrlahsed

‘ countries The term ''normal fa,res” _must in thi‘s context be understood to

‘. mclude season tlckets lssued for non=manual workers these, although redu-

ced as compared w1th ordmary fares, are yet remuneratlve to the railway

companies, Workmen's tickets, on the contrary, are commercially not pro

fitable, and their issue is, therefore, -dependent on State intervention.

ot
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' The manner in which this measure of economic policy has been put in_

LN

to effect has differed in different countries. The outstanding example of Con

tinental conditions is Belgium, where the main railways are State-owned.

ES

& v
When, in the early days of industriali_sation in Belgium (the 1860's), the fac-

tories and mmes needed cheap labour in excess of local supply, the parliament
decided upon reduced fares for manual workers and by administrative decree '
the State rallway was dlrected to issue abonneme nts d'ouvriers at.
Q@ ) :

very low rates. Tl}e rallway being a pubhc undertaking, operating losses

that might arise from the rebates on workmen's tickets were borne by the tax

payer. There has k_;een con_trouersy as to the origin of the measure: E Ma.-.
haim (2) maintained that the‘ Government took the initiative, while E. Vander.-
velde (3 stresse_d the pressure b_rought about by the employers, who had a
particular mterest ln low travelhng costs for their prospective workers, at a
stage. of mdustrlal development when the factors determining the wage level

~ were not yet flxed,, In the first decade of this century, 42% of all passenger
. journeys on the Belgian State Railways were made on workmen's tickets; af
ter the last war, .even more 7

. In Great Britain, where the- rallways are owned by private enterprise,

it has been more dlfflcult to procure cheap transport for workers: During the

first decades of their transport monopoly in the nineteenth century,the Rail

(1) See p 122. ’
. (2) Les Abonnements d'Ouvrlers sur les Lignes de Chemins de Fer Belges.
1910. p. 10 (3) L'Exode Rural, 1903 p 130 seq.
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'way Companles dlscouraged even thlrd-class travel not to speak of travelllng

at sub-standard fares Workmen s tralns were obtamed from the Rallways in

[ S . B =

return for concesilons made by Parllament

" The. orlg‘:n of the “work;nens 's trams in thls country (and in fact in any

' country) dates back to 18?31 - They were mtrodt.ced was a more or less inci -
dental rrieas:u!:e}o meet a spect.al s1tuat£on m cen.tral"l,ondon, not' as a general
pohcy of cheap transport The case is of partlcular lnterest to-day, for the

reason- that 1?: contams an element of towvn- plannlng, The constructlon of rail

L s .

. way termini in bullt-up urban areas entalled the demolltlon of houses often

B BT L B - o

of worklng-class houses It was the practlce of Parhament in grantmg pow
ers to rallway compames to 1mpose on them the obllgatlon to rehouse the

ey:cted people WLthn: one ’mlle of their prev10us homes Wheff, however, Par
hament -was:asked for powers to bulld leerpool Street 4!Statlon it would have
been a most .onerous obhgatlon to rehous):e the eJected fam-lllﬂe,sil ut: the conges

=

ted nelghbourhood Instead, the Rallway Companles were put under the obli_
' gatlon to provtde cheap transport for the dlsplaced workers between certam

res1dent1al districts and leerpool Street. The beginning vwas made in the

North London Rallway (Clty Trams) Act 1861 sectlon 45, whlch stlpulated

that one tram should be run da_lly each‘way, before 7 a.m. and after 6 P. m.

LS T .. EIVREE SN

" respectively, between Kingsland Station and Liverpool Street, at fares not ex
ceeding 1 d. for each journey, or 2d. for the return journey. (1) Similarly,

ln 1864 the Great Eastern Rallway, on belng granted powers to blllld a station

~ - ¥

in Liverpool Street ‘was called upon to-convey workers from and to Edmonton



ey B

=

and Walthamstow at return fares of 2 i (amountmg to about a farthing a mlle)

.

mwards and after 6 p m. outwards ( ) The development of

'ﬂ

before 7 a.m,

the densely populated worklng—class dlStrlCtS round Edmonton, Walthamstow

and also Stratford lS ‘thus clearly traceable to the dehberate pohcy of prov1d-

'!- i

ing very cheap transport to what were then outlylng dlstrlcts in order to al-

v

- lay the congestlon in the centre of London

. These tralns to and from leerpool Street have become the prototype of
workmen S. trams ln this country, whlch were lntroduced as a general mstltu—

tion. by the Cheap Trams Act 1883 The Act abohshed the- Passenger Duty

.on all fares of not more than 1d a mlle and at the same tlme required the

r!

Rallway Companles to run "proper and sufflclent workmen s trams e for;

workmen gomg to o and returmng from thelr work between 6 o.c. in

the evenlng and ™ 8 o c: in the mornmg as appear te the Board of Trade to be

reasonable L ( ) The superv1s10n has now passed to the Mmlstry of Transport

The tlckets 1ssued are returned tlckets The tlme-hmlt for the Journey ‘home
'1

B " e

-nthe compames havmg termmi in London agreed in

(4)

has since been relaxedJ

1894 to allow holders of workmen S. tlckets to return any tlme after noon,

P

but no extension of the mormng hour has taken place
e A

run ‘a certaln number of workmen 8- trams in-the early mornmg, and any per_

P

The rallway companles

H

son travelhng on these trams can do so at the low workmen s fares. (5)

n

(3)Para

(1) Metropohtan Workmgmen s Trams "A Narratlve of the Travellmg Tax Abo
. lition Committee. "1893. -~ = "y
(2) J.Blundell Maplé, M.P. Cheap Trains for Workers, 1891 See also:E.d.

“ - 'Harper, "'Statistics of London Trafflc" in Journal of the Royal Statlstlcal

Socxety, June 1904.

3 ( 1b) of the Act (4) Modern Rallway Worklng, Vol VII P 206
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The remission of the passenger tax thus constltutes a contrlbutlon to

wards the lowermg of workmen s fares at the costs of the Exchequer The

“ix s

scale of the beneflt derlved by the tax ‘remission may be gauged from ‘the

fact that in the case of the Great Eastern Rallway it amounted, in the nineties,

z *

to ahou‘t»;' L 70 ‘000 a year:(ﬁ)

In fact, the workmen's trains do'not cause actual loss to.the railways,

’ for the takings’ usually cover the cost of the train service, though ot the over

heads; " (7" It can be understood that the rallways in this country, ‘as profit -

' makmg companles, are not fmanclally interested in workmen s trafflc.'Mr.

K,'G.‘f‘ene'lon‘ sums the situation up as follows: "The rallways A do not

BRI P : i T S A - Y L e, LR
make much profit out of workmen's fares, as the charges are so low, (®) put

there isa legal obligation on them to prov1de reasonable facdlties i (9)

Nearly one-ﬁfth of all passenger ]ourneys on Britlsh rallways (in 1938

' over 244 mllhon or 19. 8%) are madé on workmen s tlckets (2 )At‘flrst sight,

o T L sk, ail T R = 0 L Tl

(5) In-fact; the accommodation provided, at the time of demand is often insuf-
. ficient — see below, p 61 {.
" (6) London:Reform Union,- Pamphlet N° 79 (1899), p 7.

(7) F.J.C.Pole and J. Milne in Modern Railway Working, Vol VII pp 206 -7
Cf: Further'Mr. Frank Pick, Evidence — Barlow Commission, p 360: 'On the
railways and trams you have workmen's fares at half rate... The trams and
trolley-busses are not run.at a loss. They. do not earn.in full the interest on
the capital invested in them."

(8) Workmen's ‘fares are on a tapering scale, starting at 2d. for a return
journey of one mile each way and amounting to one farthing a mile after the

'* twentieth. -+The .average charge on workmen's tickets was 0'53.d. per mile

in 1927, Memorandum N° 11, Royal Economic Society, p-16.) :
(9) "British Railways since: the War,;' in-Journal of the Royal- Statlstlcal So-

-ciety, 1933, p.394. See also D.N. Chester, Public Control of Road Passenger

Transport, 1936, p 208.

-(10) Returns of the Railways of Great Britain, Summary Table A 1(d), pPp 22

and 26. Season tickets accounted for 31'3% of all journeys.
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this ratio and the number may seem impressive; however, in Belgium the

1

proportion is nearly one-half of all journeys (47.6% in 1925, for instance); it

must also be femembered that a worker travels twice daily, i.e. 600 times

i

in a full working year. On this basis, only 407, 300 persons availed themsel-

ves of workmen's tickets, in 1938, on the railways of Great Britain (exclud-
ing London Transport. )
Of the road services, tramways are, like railways, compelled by law

to issue reduced workmen's tickets. Where they are run by minicipalities,

~ the situation resembles that of the Continental State railways: losses due to
_ low workmen's fares are borne by the ratepayers. On buses workmen's ti_

“ ’ i ¥ . . » . M
ckets are sometimes issued for reasons of competition with trams. Howe

ver, in some instances at least, the term ''workmen's ticket'! has changed

its original meaning: the fares are at the levei of season tickets rather

_ than so low as to cofnply with the rates of workmen's tickets imposed by

.statute,(l) : - Lo

The number of passenger journeys and the use of the various types of

_tickets in‘the London Transport Area is shown by the accompanying table.

Workmen's tickets amount to 23.6% of all local journeys on the main rail-

ways, and to between 14 and 17% on the Board's railways, trams and trol
' q i :
ley-busses. On the buses they are not issued, and as the latter convey half

of the total passengers in London, the average percentage of workmen's

L]

(1) This can be seen from the fares on country buses in the Oxford region;

from Kidlington, e. g. , the weekday season ticket to central Ox. costs 15s. mon

thly, while workmen's tickets to Cowley(at the far side of Ox) amount to 19s. 6d.
- (Time Table of the City of Ox. and Dist. Motor Bus Services, Ed.N° 119, p 78.)
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 tickets on all services is only 8. 7 It must be kept m mmd however that

T I S I LI .4 W A { RN PP AR E A L+ SR A S L a4
many bus rides only represent a part of the total Journey the bus is often

EINER S ST T § NI ARPIES NS B3 COURN RN ORI, S B I S PR E S e (PR RS PR T
used as acomplementary service to the rallway from the home to the

TS T SRR Lot ER rrgeaen Uuk, Vi 'I Tomee Ll L O

SUNTATS-ANFHRSER Y - SRR ST 52 SRR 07 § 2o Sl SR o | ui SRt e v g o o
LONDON TRANSPORT AREA
Number of Passenger J ourneys (in thousands) according:to -I it
- Means of Transport and Type of Tlcket
o Dot sl eenwlis yeaiended ¥30th June, 1939 - ¢ ey 2932

' ,-'i;."'“::zjrxi:;f (‘ HGT BLE [ : SRR VRS S SRR : SL ISR S LS ST
A RRRET SRR oS SRR ) S IR LI P L S SRR S W E TR W PRI L S B LG LTS E
Of aEuLwLT e T g ourney s by ‘type "of 'ticketio4 i
S Means of T | ,F‘T?,t,@l‘ . Ordinary [ - Season Wox kmen s
ai [T T s . 2 L AT L + L B EYE T ot
. ‘Transport =100 $1¥% 3 class | ndmber %5t | number*% of
en 1 e e s dh enten T SR ICY Y RIS 5 Wha CO]. 1,‘ dos -;4*5_(_:91"1

1t 712305782, | 217,620 | 374 ]{-138 152(23.6
I
‘?ﬁ’ Wk RETTY g PO LEARVIHEF. < SR 434‘ iyt

I 318.445 | 75,306 15.9| 78,914]16.7
V| 4324851, | iEes o wiwet| 1837282(16.2
i

!

te

Main'*Railv'vais-a a'n “’-'5‘86“554'-'
L.P. T B '
o TR CEY S P 'ti =T
Ballways ceeana 472 665
wppgms o cialail o le516,133
Trolley-buses 570, 605

489,169 -- --|. 81,436|14.3

|
Buses and Coacher 2,222,695 | 2,221,056 1,639 0.1} owmo o s
oo, aRetrL s git ig g o s ;;:i RS e B R S UL
- 4* Grand!Total’®?" ~"’i~'!4‘,’i368;"652a !.= ‘37,692,303 - 1294,°565+% 6:7]:381;784' 8.7
RO R R R R ,i Pt s ks T TN /Ol Kl T T AR
a) Parties to London Passenger Pooling Scheme
AL Lag HuLLY  AYRWIL T DO e T n G dmd b o
N Compxled from L.P. T, B. ) Slxth« Annual Report, p. 45
PR e Pash e il s 4 reea i T B e et
IR U I TS R T v 10t aaae R AG L s

station and from the station to the factory or- sho'p In quite a number of
s L 2ined wloar s {xd i AN S SV T T ‘; e mt e we g s
s . instances. the costiof the dally‘ journey s made upkby a workman 5 fare for
RO L Yueetg (f\() 0 st} ey o "»".‘ oo SRR LS I A FIRT Y S SRR § ST
.+ the! train’ plus»an!ordmary fare for, a bus. Trave_ller-s- who change;blises on

’




R

_ 43 -

their journey to work have to buy two ordinary ticlﬂ:ets each way. 60% of all
London bus and coach rides were penny rides in 1937, and feeder services
doubtless aqcopnted' for a high proportion of them;. (Barlow Commission, Evi
dence. p 372.)

Other implications 6f the workmen's trains% will be discussed below in

(1)

the sections "Hardships of the Daily Journey'" and 'Measures of Relief".

L
il

i

b) Employers' Share in the Cost of Transport
As a rule, the employer does not directly s};are in the expense of the
worker's, journey to work. Notwithstanding this fact, employers are définitg
ly concerned with the fares to bg _borne by their ?mployees, for the obvioué .
reason that they have an influex}ce on the Vs(age—lew;’(el.
Wages paid bly,‘ a firm gwh'i;ch has all its workers living within walking
distance need not tal;e travelling expenses into account. Where, however, la
, ﬂ ,

bour is recruited at greater distances, the wagés have of necessity to be
| ; e .

high enough to permit the payment of fares, unless everybody cycles. This

consideration must be assumed to influence the various agreements on wa-
ges, although in most cases it is not clearly aséertainable. As implied in
the term, collective agreements fix wage-rates for a whole industry (or

branch of industry) on a national or regional basis; they do not take account
YL, T I ’ :
7 s % +

*

(1) The pfoblems of workmen's tickets ffom the point of view of the trans-
port undertaking are discussed in Municipal Trading, by Herman Finer, 1941,
Chapters 15 and 19. ' : : !

I
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of high'travélling’costs *daused by the isolated location of &itier * factories or
residéntial districts. ‘The! higher e‘xpéiises“'of travelliig'“p evailing in": the
“larg M i6wiis'as compared w1th smaller places ‘are? certamly partly respon
sible (the other main item being higher rents) for higher wagés'in' the ToTnier,

T T T I I b P T T e I T I e e
ot particuldfly i London. Mg scording {82 Report on'Colléctive Agreements be_

1
H
Y N

PRI : § T <:-': Pk 4. 74Y P
tween Employers ?4nd Workers, (2) - some national agre‘emeﬁts classify towns

and districts; some group them into seven classes of places; some provide

higher rates in the Home Cotinties. '+ 4 #%- = 1% Clepwyoigaold (Y

2 Y0 B Giplas Bh whidh gradmg prodeeds are'not Wsudlly éniimerated

chirrikey: | ey rergdtrmis mys o e e Jilrs R ¢ He L A P T
sHetted sy aedements, bt in-the bulldlngfmdustry.':'.. . some'of ‘the matters

I TR R TN LS B N NS L v ST Loty g4l beas acae L i
LHRIV AN taken into‘consideration’are ‘indicated in‘a questionnaire which’must
. R T R L T e e It .
be completed before-applicationfor-grading... 'is'entertained.” They

whesks ainiRae e (iaisport Tacilities™, Y1 the locality PG

b R - P ge ate ] Tl D o T ogegWEn 7oAl R S PR IS F o RIS
S8 TR Thug! Yexcept 'in' the building t rade; ~the costs of the 'journey to work

£

£ F e iter Cewnnes 2 LI A L ok - I Ak T BN LR

are not'perceptibly’taken’ into ‘account in thé fixing of wage rates. “There‘are,
3T N i 'zf_‘g;_;.f >ty ‘:‘}'. Foa foype e I REURPE .","g a1 5O R

however, Shstanoss ot difedt contribution by firms towards their'émployees'

e mgolray @ s L Taded B L, o L ratderebin o
transport to Work 41 l T4Y o S ‘.«- . y Ll N CARN Ea N

ity Suliyer ) e Lebdnmlessuars vl e 0 T T s Gen b Joomdi )

(1):-See the:juxtaposition’of. wage-rates ln' London and theslarger.provincial:towns
in the Barlow Report, p 320. =~ - - 1 :
ir(2):Ministiyof Liabour; Volm1.(1934),r p:xviird: = vr2 AREES:: CRTRNCRRITENS &
(3) In the building industry, workers have of course, no fixed workplace, and -
costs of travelling to the changing sites where bu11d1ng goes on are an item of
irregularity which is liable to upset the budgets of the workers concerned, un-
less an allowance_ is made, for_it.. There. are really two.types of allowance.in.
~the: building industry}rfirstst the gradmg of wage :rates: according ‘to.théfaverage
Jf¥8conveniencerof travelling in'the district,and secondly;.:compénsation:toiindivi-
dual workers for exceptionally long journeys. O e 310 etr 0
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Employers' subsidies are either permanent or temporaty. .The latter
usually r-eﬂect changeé in the demand for iabour. Employers undertake to
subsidise workers' transport costs when undertakings are strated or expand-

ed; when a factory is transferred to another site; when a multiple concern re_

i

organises its branches ; when a special scarcity oq;llcurs of a particular type of
labour. Some examples may illustrate these varioés cases.

A highly differential system of employers' sfhouldéring the costs of their
employees' travelling was adopted during ‘the rapid‘development in the 19éO's
in some districts in Germaﬁy., It became usual ~£of certain firms to subsidise
the fares of their workers on a sliding scale proportional to the distances co-
vered by the daily journeys. This was called Entfernungszus cﬁlag . The
allowances nearly equglled the total amounts of the fares. 'Foremost amdng

these firms were the huge plants of the chemical industry, which entered the

labour market only after the last war, with works situated in the open country

' (plants at Leuna and in the Bitterfeld and Wittenberg districts). The employ

ers' federation in the old-establisheci machine industry, on the contrary, ex-
plicitly forbade its members to pay such Entfe rnfxng szuschlige.

In the period of rapid growth :ofuthe N.V.Philips Gloelam__
penfabrieken, Eindhoven, Holland, this firm provided bus services for its work
ers on a large scale at less thaﬁ economic costs, ‘IThough the passengers paid
fares, the services involved atloss to the firm, as. the vehicles were idlé bet
ween starting and stopping hours at Philips’, excei)t for a small amount of |

travelling by the employees' families. (1)
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"When our works first moved from Edgware to Hatfleld W states a

. - I3 [ -
R PR e (x [ [ i »

large engmeerlng flrm, "we provided free transport for such as requlred it

fo; :L perlod of three t; four .—r’nonths., (] In other cases, the perlod of adapta -
- m;{ of rﬁoilél‘ﬁg”;ng tr;.nsport to the n‘ew"loca:tlon of a factory, and therefore the
i need for sn'bsf:{dilsa’tion of tfa.res by the employer, ,takes not months but years,
After a fégééa{nléét’llh’ lnvolylné the closmg-down of some plts, in
BN s L s yaruhliss ey Cay g g

South Wales, "nearly 300 men and boys from Dowlals foimd'employment at

R TPLTS B £ s ) O N N 5 i S 2wl B L
.... collieries at distance of two and four miles respectlvely, where th'ey
“ 2 @f cragit aly it 2 : FR !
were conveyed by train at the expense of the Dowlals Company w (2
co i B oA’y 3l o R I T e
The shortage of Juvenlle labour in the western part of London in'the’
1 E NN I U R ) (‘. % o g8 % T .

mld 1930!s led some flrms to offer free transport to boys llvmg in East Lon
STRLIRT U A ER T P e T PREECTTE SR oty Pt sl b A
don, either on the L. P. T B system or by spectal buses.
T oo fmdte el DL oo
Permanent contributions to the costs of transport by employers range
b ' T .,’nlh R TR ‘ - 3 i . o
from fmanclal investments for the 1mprovement of rallway facilltles for the
"Jif"‘!""‘t' iy Cdh o U 4o T :
firms' employees to such modest services as the prowsxon of cycle-sheds
I A IECH I AL < AL A T L, T
and works canteens.
BeEL v usdT gy Y o -

It is not uncommon for big works to bmld or contrlbute towards the
, eosts of, statlons a’t'thz dlo\ors}:of the factory for the‘cbnvenlence of their em -
j“ ployees‘° ‘ Tlie “Slem‘enswer,ke " ﬁerlln - épanda:u, wnth an atgg:regate personnel
o of 65 (lOO m Oc}tobe’r‘ t1}928 ) nndertoolz an -even costller sc;heme -- the cons-

j' ST SNPET VI BT 0 L AT S 450, T . AT T7 1 BRI

tructlon of a line connecting Slemensstadt w1th the ex1stmg passenger rail-

0 Ui SRTRY B Y, JVERRE RN 4 1 N SR N A N BV S TR R
way. ‘

S

s

r
3 : Lt "

(1)F. Bakker Schut, Industrie en Womngbouw 1933 ‘p ol N
(2) Hilda Jennings, in Second Industrial Survey of South Wales, Vol, III, p. 130.
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Recent years have brought an increase of auxiliary services on the
part of firms in connection with their employees' jlourneys to work, As the
cicycle is found by many workers to be a convenien;t and economic mean‘s of

; I
transport, firms are faced by a growing demand fo;’%' orderly storé.ge placés
near to where the cyclists arrive and depart. (1) !

The growing distance between home and workplace has at least p.artly
accounted for the provision of works canteens by a great number of firms_.‘
"Canteens are an employees' service, not regarded as a profit-making con_
cern." (2) While the food costs are usually covered by the takings, the ini-
tial capital outlay for the canteen and equipment is borne by the' firm. H?ating
and lighting are mostly paid for by the firm, the yvagés_ of the canteen s’;aff
in some cases. Formerly, the additional costs Ofn taking the midday mgal
away from home were borne by the worker. Many: had their dinner brought
to the factory by their wives or children, continuiﬁg the rural custom of car-

rying the midday meal to the workers in the fields. In one case at least,

transport to the .factory of dinners prepared in the various homes was orga-

nised and appropriate vans put into use. For a certain factory in Baden,
the cost of this transport was estimated, before the 1st war, at 5 to 10
pfennig per meal, and accordingly a minimum cost of 20 marks annually per

(3) ; :

worker was put down for this item.

(1) The price of cycle-sheds is between 22 s. and 60 s. per accommodated bi

cycle (exclusive of extra structural items), and about 10s to 20s p/cycle for y

simple racks. ‘
(2)Canteens in Industry' pub. by the Industrial Welfare Soc, first ed.1939,p 29

(3) Page 65 of the study reviewed on p 124. '
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"c) The" Cost of the Dally J ourney to the Employee Lot b

]

-4

i is' the exception to find the ' employer taking a” reéognisable share

in workers' transport costs — as a rule the costs ‘of the Journey are borne

0 Py 55 ,,,'
.....

by the employee Accordmg to the amount of travelling expense they incur,
earners can be classified uiljthree sectlons expenses are ‘il for thosé who
* work i ‘walking distancé of their homes; expenses are comparatively low
foii’“‘é“yéi{sfs: Sl éxberises "Vary greatlyfor'users of public'means of* trans-
"port The avallable ‘statisfical ev1dence does not allow as assessmentto‘be
mads of the'proportions of the three seétions in the country as'a whgle -or 21n
" single didtricts.” “Yet'it is this proportion, ‘together with the'amounts:of indi-

 vidual-fares, Which determines the average costs of travelling to work for

Tro 3Ry e st e b - . . . »
any given'body of earners’ - - e S AR
ot froades miedi e om0 Y B TR
_ . v TETHL Y T Fr
Lo _— i) ) ACT:UAL COSTS
St iy L — — T T T S,

¢ el

et A country-wide survey would be. needed to find out the number ~and
.distribution of the, earners who work wzthin walking distanpe_rtof theirhomes
and,are thus free from travelling expenses. ‘Not even an‘estjrnate can “he
ventured.;  The statistical materia_l.co_ll__%e.ted for thi__s stu‘dy{ Is probab_ly weigh_
+ ted . on the side, of travelling, as attention has been _'mainly. given to lnstances.

where a fair amount of daily tra‘velling was assumed to take pla_ee. The sy

; (3) -
nopSLS points to.a -very. great variation in the proportlon of earners who
. i »)-»‘ ‘}lx-«- 1.1 - d ._".1 A : . ]
! R w B . i".‘43J <:‘

€%

(1) Canteens in. Industry, pubhshed by the Industrial Welfare Society, flrst ed.
1939, P29 et "
(2) Page 65 of the study rev1ewed on p 124 ,

(8) pp. 164/5.

L
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l

5
i

i

- walk from door to door the range is from 71. 5% td 1.5% of the firm's em-+

I! '
ployees At most of the flrms under review, however, employees who walk

!

nd employees who travel to work are more evenly mlxed :

A sumlar dlversxty in the indicende of travelllng costs prevails a-
mongst the mhabltants of a glven place of resrdenc:e and between varlousuresr
dential places. Of the householders in L.C.C. block dwelllngs (mostly in-cen_
tral districts) 28% work localy and pay no fares, of the householders in Be-

contree and in St. Helier, only 9%. E

Cyclmg 1s a cheap means of transport, and it is used by mllllons of

_ earners for thelr dally ]ourney It 1s estlmated that 8 million blcycles are

|
used during the summer months, and 4 mllllon in the winter season. (2) - Not

all bicycles serve the journey to work: the figurj}es include those whioh are

i

used only for the purposes of shopping and pleasuré and by children on thier

way to school It is clear, however, that without Fthe widespread use of the
mcycle the natlon s expenses for travellmg to work by public conveyancle
would be cons1derably higher. g E! ' k

No lnformatlon is avallable on the local. dllstrlbutlon of bicycles, but
it seems safe to say that the countrysrde and small:er towns benefit to a larger

~ extent from cyclmg than towns of metropohtan srzeH and w1th1n the conurbatlons,

the outskirts lend themselves better to cycling than the streets in the cen -

tral dlstrlcts where trafflc congestion is notorious. The relief of - . tra_
. 5’ Tt .

Ii

(1) Communication, in 1937, from the Brltlsh Cycle and Motor Cycle Manu- ,
- facturers. Ltd. : - ,




M. o milen LT e bolan g meocapary Bl 0 Sty g

o

-50 - -

e 3

st copriiosdy e B o1 SR LT L ma e,

velling costs by the use of the blcycle is thérefore presumably hlgher in small

ohns mw ela plwis reyrny L 2 O TEE 2 I I I VN SRPR PR e
and rnedlum-sized places than ‘in London or Liverpool, The cost of cyclmg

S ST Wt = 0 ',_:13.\-;5.\,";!“ <. R A xi','-

consist mamly in the purchase of a bicycle; the price, in normal times, is
Y e (A Nt TS TR TN o B s At oweie i B

from about t 47 or somewhat htgher if pald in weekly mstalments of 2s or

Ir FEOREDSENY uLduh LSS o vr b s g e TSR S ST S TIVS ST _;

2s. 6d. spread over a year. After this sum ‘has been paid there remam
P I o T e L T O P
only the relatively small expense for repair and ‘maintenance and pos51b1y

. N . ) - - .
P ~agahivdanpot € B ::«g,.._,qg.i‘_v‘.,\J. Chgye Lt

insurance, and in some cases for spec1al protectlve clothmg Many people
4 N }I =¥, L b ™
however, use their cycles durmg the summer only and join the ranks of fare

et F
‘;‘.

.4

piialbiine ad boon s J PR te oo 7 )
payers during the wet seasono The problems involved m cycllng to work are
& 4 %“,i" Sl gl §ob, 0 Ladmest L w4 s dmad
mainly of a non-financial nature and will fmd ‘their place in the sectlon on the
VT nenena metnbe s ol [ S SR 7 PO Ttnal Tty LDb
strain of the daily journey. »
alh chabiv masdtoahe derd a“'mzﬁv R S R A R TY PR [PRROE B
Fares are the main form of expenses of travelhng to work The total
ST 0 el ot Res o Lani oo chjawe 0
amount- of fares paid . is no better known than the total number of fare-pay-
r”‘-\‘i p‘l (29 73 ,x)-‘iui-'." '}r)lvi i xitx I}' \a' ~> . 4'.‘ B SR S T ey P b ied e {L ¢ oo i A
ers. Various investigations show a wide dlvergence of fares rangmg from
Aepnyseos obdug vl oo o T ot v cmaow Tudea Lt oals

a penny to well over 1s. a day, that is from 6d. to upwards of 6s. a week
A DA N L o S

The accompanying table summarises some of the fmdlngs on the range of

consivasid do coidedinae S faoe, a0 siamTs e o Lvizan el L
weekly travelling costs. Whether the level of fares is low, as in the Mersey
reat s o B eava s Tollant L Sloz weoy <0 ) gna b sk

side sample, or high, as in the case of the L. C.C. cottage estates, there is

Y L LoD e MM Oe L oxla v T LD Fy et b ey ~eile

in most instanceés a cons1derable range or travelhng costs: in the latter case
v oite wallorvl Welits e ndvalege L suiiRd o e gl e et

over a quarter of the dally travellers paid under 3s a week, while nearly

vt R

another quarter paid over 6s. The average amount per fare-paymg miner

in - the South Wales Coalfield was 2s. 32d weekly, in one dlstrlct however,
R TR NSt DAVILT Y & S e T J*"Y "*"i;i';‘r NEs st T 1 el ot .
for which partlculars are given, the average fares of those, who travelled

© A‘
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Range of Weekly Fares

Summary of Sample Inquiries

Total |

Percentage of fare-payers who pay
fare- : A
Groups of Earners payers 2/ - 3/- . 4/6 6/
) under under to to to and
review | 2/ 3/- 4/6 6/ - more
Carreras' Employees (8) 779 (% 37.5 ° 34.0 18.0  10.0
‘Riverside Workers, ‘ ] :
Merseyside(®) ... ... .. 371 [30.5 52.5 17.0
up to 3/- over 3/- to 6/- over 6/
Tenants, L..C.C. (a) - '
Cottage Estates .........43,477 | 27.3 f 48.6 24.1
Block Dwellings ...ove00- 11,294 66.9 28.9 4.2
up to over 2/6 over 4/- over
. - (a) 2/6 to 4/ - to 5/6 5/6
Earners, 4 London Boroughs '
East HAM. e vnneernnnen. 365 | 31.3  37.2 17.4  14.1
Stepney . .....caen 483 | 72.2 23.5 2.5 1.8
Tottenham ........... . 246 52.8 26.8 9.0 11.4
Willesden ........c0... 282 57.2 29.4 5.1 8.3

(a) For particulars, see Statistical Part, below
(b) Source: Social Survey of Merseyside, Vol. II, p 137

(¢) Including 0.5% unascertained cases i ,
i
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by bus or train were 3s. 71d. (1) A TR NS

. AN IR BN LN 5 a e . .
The.difference ‘betwéen variolis places or districtss are increased if

“the” Pineidenceiof hlgh fares "goes with afhlgh proportlon of fare-payers . a-

I
mongst the total’ earners\rin one place \‘Nhlle in another place thereris.a small
fsre '» -."% -H Pk

proportlon of fare-payers and 'these’} ‘pay only low fares. Such contrast is

i -~ .

" 111ustrated by 2 comparlson between’*a central and an outlymg London borough

; ay e, - _,qn ey Ve L T

The sample of Stepney showed well over half of the earners_!K working locally

R T 1 T I T R TR A2 O St A

—and the~ remainder averagmg a fare-of 2s. 2d. weekly. East Ham, on the
B oye R N A T I TR T

other hand, had only between a thlrd and a quarter of its earners workmg

t H o r“‘ ') g"{h”,
m the nelghbourhood of their- homes andv the 71%- -who: travelled to-work paid
Ll ,,t..wmhwﬂ nﬁ'

a weekly average of 3s.73d; "in’ fares.

‘.‘_-:‘:'O --g?‘llg._-— R Y] 8 \‘__ TN 1“ O

[ The; outstandmg feature of these examples and indeed of every in-
(a 5 e

qulry into the matter, 1s the remarkable varlatlon in* the burden of fares,

£erd : Uoa  Adg Y - -
” and that between vartoui locahtles as well as amongst the em;l’ge;; 40f a
’ smgle flrm and amongst ‘the earning in_l;abxtants‘ of .a slngle’ i)f:;;; orudlstrxct
The question-arises - therefore as to the relative costs _of the journey
to work: how do the expenses of daily travelling compare with the income of
the respective workers, and for what proportion do they account of the total

weekly expenditure of the family ?

ii) Relative Costs

Fares and Wages. = The informatlon so far available does not

. T - PR, .|

. ff’ﬂl‘—‘«.a g DA S -t e L.c‘nillf‘”"f STUE ST
5 - PN KLY E R o N
Thi o i LT R L OPaE Prautd cLotuar (Jd

(1) Hilda Jennings, 1oc. oit., p 38 and p 107, ~7 % %€ palt e i
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‘reveal a correlatlon between fares and wages it :has not been found thati the

Bl

amount of fares paid by various persons is proportmnal to their earnlngs

Not even a definite upper limit has emerged for the fares in proportlon to
sl

wages. There must, of course, be a limit beyond,whlch the worker will prather

forgo the job than pay the fares, unless the employer is prepared to contrlbute
|

towards the cost (the question of choosing the cheapest means of transport
ll

also appears at this juncture). It is probable that from an examlnatlon of

more extensive and varied -statistical material certain correlations between
, ]

wages and travelling costs would emerge, though‘%,qu'alified by other factors.
Panding further' information, the material in handfyields some interesting re

~sults, notabnly a distinct " difference between the p?sition of primary and secon
. i . i -

dary earners. The self-dependent worker, espeucially, the main bread-win
Il

ner of the family, cannot spend more on fares than would leave at least a
h

bare subsistence. ThlS hmlt is not effective with secondary workers; Juveml

es in particular are not expected to maintain themselves entirely. 'I‘he res_
|
tricting influence of transport costs on the choosmg of a jobis, therefore of

less concern to Juvemles than to men, and in fact many boys and glrls .are

found whose fares absorb substantial proportlops of their earnings. Even
|

when _the fares for juveniles are lower, the rebate is not great. This_,' is.
i

made evident by the sample inquiry. in four London boroughs. (1) The ‘respec

|| !
tive travelling costs of ]uvemles and adults were 2s. 41 d. as against 2s.

l
i
|

| kN

(1) See p 188.

Y,



11 d.-in the-.case . of -sons, .and-.2s. 3d. as -against 2s 10d. .inthe case of.
daughters. -Until:.they:reach their late 'teens, however, juveniles -earn in..
peace-time-under: 20s., many of them only about half this sum. Similarly,
-+ information. given:for miners .in the South Wales Coalfield showed that in some
~cases . where. fares for adults were 4s. a week, boys enjoyed a reduction. of
only. 6d. (1) 200 555 5 R T :
~.Many.women, too, are secondary - earners;their wages, like those of
Jjuveniles,: .serve to increase the combined family income rather than.to pro
vide for the total maintenance of the individual earner. . Their transport costs
-need not, ;therefore, be restricted to a.small fraction of the wages, as.is. the
scase with the primary, earner.+ This -explains why fares are allowed to swal
- low::up:-high proportions.of:the gross wage of females: At Carreras' cigaret
te.factory.. over .one-fourth of the reporting girls paid 4s.6d. or more per

{2 - :
77 A -girl earning E 2

~=

‘week, and:another. third paid-between .3s..and 48, 6d;,

= might thus: spend 10% or.more of her wage on transport to work. - Housewives
- as'far as'the available material goes, - appear to be in a specia;l position: on
taking-a job::they: have - a double’range of duties and find it, therefore, impe-
rative to:avoid- lengthy journeys; their average fares: are low. (See p..183)

- . But .. juvenile and women workers by no means regard. high fares as ne
_ -gligible: T'He. -anxiety. felt on.this score by committees.for juvenile employ -

syt

Ry S D

(1) Second Industrial Survey of South Wales, Vol III, p 10ém
(2)See p. 171

®
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ment in London has already been mentioned . (4) The need to keep travelling -
expenses down is shown by the use of workmen's trains, which are cheap but
run only early in the morning. The statistical returns on workmen's  tickets

do not specify the issue to various types of workers; however, a visit. to a Lon
don railway terminus between 8 and 9 a.m shows r numbers of juveniles and .
of women waiting in the station: although their work éloes not start before. 9'10‘
clock they are forced to sacrifice as much as an .hoz%r each day in order to be-
nefit by the reduced fares on these trains. |

Fares as an Item in the Family Budget. — "The discussion .

of the travelling costs of the secondary earners leads tp the conclusion thai:
the amount spent on fg,res must not in the main bre r?elated to the wages of the
individual earner; what matters more is the family income, made up of the
pooled incomes of the various earning members. The sum of their expenses
for the journey to work has to be fitted into the hous"eh'old budget. |
Fares occupy an intermediate position betwee:n the necessities of life
and the dispensable items. Travelling to work is mii)t of such importance ias
food, clothing and shelter — after all, very ma,ny e;.rners still live with'ui:
walking distance of their workplace and are not, b"therefore, charged with
any expenses under the heading. For a large proportion of the working popu
lation, however, daily travelling has become 'a prérequisite ‘in\ securipg or

retaining a job. For them, the net wage available for consumption is- . gross

(1) See p. 22
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wage' less’the mﬁou‘ht»--ofr the fares for the:daily journey.: - i .. ‘o0 ol
< & v Thereflare-few items of expenditure in:the Slvorking-class budget
which range from'nil tO'z:many'fshilliﬂgs .a week. Drinks and tobacco: resem-.
ble fares in this respect, but théy-alreISemilu);urie's, and- spending,,under,...:
these headings is at the discretion of the people themselves. :Travelling:«ex:
penses;* onthe contrary, - a.r’é"sin.most;cases—;sca_pable of reduction only xwith
in narrow ‘limits by the persons concerned.: Another feature.which makes |,
travelling costs special_ly burdensome -is the fact that fares have to be paid .
in cash-at:the time .c.>f travelling, or,:in the ca_Se of weekly or f season tickets,
even:in adVéﬁce‘;:there is ,n’o“pos_s’ibility of.deferred payment . such as;canbe . .
arranged:iwith the purchase of many household goods; and with-the, rent in

‘cases of v_eme'x‘gency;'ixl,)..-‘- .-,‘.‘:';,-. Tt e erm Y e

‘is kawg, InvieWw-of their importance . as.an-item of domestic expenditure,it
is astonishing {that:so»little is known about the actual burden on the family .
budget of ‘thetcosts:of the daily journey.. .One:;would, on first thought,, look for
information=>to thé*:various scalculations of the cost-of-living. index, based on
invest-‘i’g"étions*bf‘shOusehold expenditure. =Thls .expectation;. hoWey,er}_,v is dis.,
appointed; ‘for:reasons deriving: from the peculiar nature of. the travelling
¢osts =which make.it«difficult,if _ndt‘,impossible, .to gain reliable knowledge. .
on this ‘point* from sample '.inquirievs." - into.family: 'budget§., - This. becomes -
obvious :from¥ an analysis ofithe -‘:method;aand; results . of theilatest . Ministry.

of Labour publication on the subject.

(1) Several small money-lending firms were known, before the war, to advan

ce money, at high rates of interest, for the purchase of season tickets.
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This investiga.tién of "Weekly Expendittirebof Working-Class House_
holds in the United Kingdon in 1937-38" (1) has, for the first time, not :only
specified fares, but subdivided this item (N°82) so as to show  separetely the
fares for the journey to work. (2) The result obta;ined by this sample in-
quiry is an average of 1s. 63d per family, representing 1.8% of the total ex
penditure of 86s. 3d. a week. (3 Although it 1si not impossible that this
amount and ratio are fairly correct averages for the whole country, tl;ere
are reasons for l.considering them to be understater;nents.

The main reason is the selection of families according to their lo
cal distribution. Painstaking care has been applied to have all regions of
the United Kingdom as well as the various occupations and types of f'amiiy a
dequately represented. But it is one thing to make the distribution of sé.mple
families represénta.tive from the point of view of the cost of living in general
and .another to do so from. the particular point of ) view of the daily travelling
costs., Little is known about the incidence of faréfs, apart from the - fact that
they are conspicuously sensitive to location, | Within each region there are
signal differences, both in the proportion of fare-payers and in the incidence

of high fares. This applies to the South Wales Coalfield and to Stockton-on-

i -
; :

(1) Ministry of Labour Gazette, December 1940.Excl. Agricultural households.
(2) In the former compilation of the cos-of-living index number, fares had been
lumped toget her with: soap and soda, domestic ironmongery, brushware and
pottery, tobacco and cigarettes, and newspapers. All these items together
had been assessed an aggregate of 4% of the costs of living; it is clear that not -
much weight can have been allocated to fares. Source: Ministry of Labour,
Cost of Living Index Number; Method of Compilation, 1939. .

(3) Plus 8% d. for journeys other than to and from work. o
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TeeS; as Wellﬁés”‘,'tel;Lﬂbndvori‘:a"fndaLi'vefpbol:v e T
Minor: points, at least suspect of loading the’ results towards un

derstating the expenses for daily: travelling, are: a)-the inclusion in the'in

quiry of ‘unemployed persons;b) the unspecified . proportion of ‘a group of earn:.

“ers. m'any,: of vi/hofn‘:musf; '.bevas;sﬁmed to live near th’é"’li"-Workpla.’ce9 namely
permanent empleyees"of~ 'rai\-lWag Companies, 1o¢5-1 authorities, ‘public utility
unde'r:takings'anc;i ',Govemimeh‘f -4i'aepa;rtments, with WageS‘ or salaries.not ex-
ceeding E 250 per year; ra‘_‘ilw,ay -employees, :m_dreovelr,f travel on.free :
passes-:—.;andi"cj) “neglect of the costs of " eyclﬁinga“ e T

| * - In view ofiall these - uncertainties -it remains,. to say«the least, an
open questienxs}vh'e'thér”the colle'c"tivoh of’ 9,000-budge'ts -of working-class~ fami
ldies from . the whole -Ijnite_dv Kingdom has- hit the true everage of daily travel
hng costs:of millions:of ”fa,mil‘i’e‘s. i

: .;I?rd'fe'ssof ' BoWley,a_,riAd-:Miss T. Schulz .have ‘excluded the.fares:to

and firem;i)@;erk’éffdﬁi'ltheir .récent -analysis of “'Workir:lg-ClaSS"Bu‘d'getsa(l) :
In. their - sarﬁﬁle inquiry, which includes- towns of various sizes; expendi-:
.»fure; for fa,‘refs ‘between.home and . workplace was .ac¢counted for:in 51 out -
of the total 168 ;bﬁdée’fs}undmu _review" and ranged from6d. to. 7s. - 6d. per

week, _a,vera,ging a,t 2s 4d per fa,reupaymg fa,mlly a,week

3 fa- -
;

'The results on the costs of dally travelhng obtamed from a ge—

{1) Imstltute of Statlstlcs Oxford.,"'Bulletm Vol II N° 9 p 5. The authors
assume that in some'cases fares were not recorded - a.s household expenses
but paid out of the pocket- money reta,med by the earner.

&
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Another approach proves equally unsati:sfactory; it errs on the
large side. Based on traffic statistics, an estimate of the travelling costs
per family has been made for the London: Tranéport area.{1) The ‘r_eczei‘pts
from fares, in 1936-7, amounted to over L 41 m;illion. As a populatioﬁ of
9.700,000 was assumed to be served by the Londpn transport system, .thlis
meant travelling expenses of % 4 6s. 2d. per person or about ¥ 15 per
family per year. The average income of the wori(ing - class family wés ta -
ken to be E 190 annually, and from these data it was concluded that the to . "
tal travelling costs were ' about 8% of the average income of working- —.
class families'". This computation, however, whiqh is being widely used in
public discussion, is fallacious. The reasons why the result of 8% is de-
finitely an overstatement are the following. The :average travelling costs,
which are here related to the income o.f the poorer section of the population,
include, on the one hand, the fares for journeys m which poor families scar
cely take part, such as season tickets ( including first class) - and ordinary
first and second-class tickets on the railways, fares for visits to shqps
and theatres in the West End and for week-end éxcursions, including coach
rides, further, the fares for local journeys by visitors to Londosn from the
Provinces and from abroad. On the other hand,} it is ignored that workmen's
tickets cheapen the travelling costs of the poor, g.nd that the fares on trams
and troller-busses, which chiefly serve working‘—class districts, are ona

lower basis of charge than the bus fares. (2) Finally, it is not known whe

(2) Barlow Cémmission, Evidence, p 360
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Cotaln s TUURE A N mdnede e e e b eageni il e sy
ther the poor travel” as often and over such*long distanceés*as better - off

people. The' pr‘?o'pe'xi “Galculation"would bé‘td télate the'totalaverage ‘travelling
i

costs to the“‘(un kﬁown) ota.l aver a.ge~ ihcome: of the Greater London:families
which would Yesultfin a 1ower percentage taken’ up by travelhng costs;” thigst
‘ would moreover have t6'be" qua,hfled by tbe sta,t'érhent that the “workers ‘enjoy

cortain reductions ahd That the"poor make fewer plea,éﬁre *rides (which' dde’ es
‘timated at a,bout one-third'6f the' tota,l jouriiey’s) - ‘2> cEvy s gfin
AN As’éeneral“sources fail to prodiice’ 'satisfactory resultsion-the tra?
velling ‘eXpénses “of the family, these™ sfpentos - must be made' the object of
specﬁa«fln\;éstlga,tlgh*gﬁ But“most’ spec ial inqiiries haiiie i'started=from! ithe <
workplace aAd could not," f¥6im the miatefiEl thus obtained, -‘examine! the’biir,

T T R T S PP L S T Sy G P
den of " fares “on’the*whole fa,mlly"umt., f‘t'Only*a_ few smallﬁsampleﬁmqulr,l,esu;are

é far Cé:i}irflable for! §1v1ng Jome: mdlcatlons of 'the posmon wisd cripe
= 6 Siard F sy S L Tl B A W S SO P B L Eae e : -
B 7 T Sta,tlstlcal 'pari, {3)- 'the‘aiggregatezt fares for-thejourney+to*:

work ha,ve been computed for 923" workmg Iclass fa,mlhes “Wwith:morethanic:

% 1g% 32 ‘-u,u

one’ “ehrner’ each from “four London Bouroughs.,‘ “The- result treferring-tor

ke L F IOy f?;-‘, N s T I G S S T g emgl g e Teg eyt ot R ¥ s
1930, it an average of 4§, 2d™ per week per" fa,mnly‘“:f'r*-lf ‘wé fassume; ! for

Sanger b osE Tt es b x D PE o S T . ot N - -
argument, that tkfédweckly ‘income™ per‘ family (with several earn
LT R

mcludmg ]uvemles}) was® I: 5 “ihe” fares amount t6"4.2% of "the total
A AU EE At i [rc R IR ST PR S e TR R S . £ 1 2PN L W SN L
income. The " average of *4s.'2d! includes those ' families” who*have all'mem

‘bers WOrklng 1oca,ll3;:’é’ﬁd‘tiiﬁ'gé}i%‘exﬁehses for® daily - travelliiig. “The average

P
B I - ZH LU S Bk T R L B S R e 3 L B [y )
. AN AESEA SO S & PRI 3 5 R * ool T B A ESE AR S Yooor2i0 3

(2)Ibid, p 367 0 () Seep. LS5 i Ty n Y L
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weekly fare per family with more than one earnér ranges from 2s. 8d in
Stepney to 6s. »8d'_in East Ham .

In a survey of three Brighton housing eg,tates, 2s. to 3s. per fa
mily per week -wére found to be the most common amount of transport costs;
and ''wages are lbw in Brighton". (1)

On the Liverpool housing estate, Norrié Green , the amount of fa
res - for the daily journey was, in 1937, 2s.6d pér household per week, des
pite the fact rthat nearly half of the earners wyalke.d or cycled . to work. (2)

On new housing estates where véry .erV are employed within
walking distance of their homes, the family's aggregate expenditure for
travelliﬁg goes up nearly at the same rate as tl%e number of earners. .This
is clearly demonstrated in a report on the Kingstsi._nding Estate in North Bir
mingham. (3) .Amor_lg families with-one adult mazle earner only, the most
frequent entr.yb as to costs of transport is 2s. to under 3s.; among fami -
iies with two earners, 4s, to under 5 s.; with thrJee earners, 7s. to under
8s.; in families with four or more earners, the most frequent entry is 10s.
or more; 12g5.6d. or 3s per employed per }s'on per week is a fairly
typical subtraéti;on that musf be made from the e;rnings on account of dis -
tance from wbrk. ” . |

In an investigation of 141 budgets from a new housing estate in

(1) Marion Fitzgerald, Rents in Moulsecomb, Brighton, 1939, p 39

(2) Population Problems of New Estates, University of Liverpool, 1939, p 18

(3) M.S.Souter, ‘-E. H. Wilkins and p. Sargant Florence, Nutrition and Size of
Family, 1942 (the inquiry was made in the Spring of 1939), pp 44 and 45.)



Stocktofi-on>Tees; (1) the™avVérage weekly fares. werelsls: 2d::per:family::
There is a noteworthy absence of "correlationf'ﬂbeﬁve"eh"sfar"es"‘fOr the dailyjour’
ney and indomes.™ Thé households  were acla.ssnfied in five:groupstaccording
'to’-iii"co'iﬁé;’,5%"whiich<’ra§’ri"’g“éd *from’between” 258 'andf-‘-v35_f's."f to between - 70s: and:
80 s. a week. Their respective travelling éxpénsestweré: “1s. 2:1/4d.,10d.,
18% 4d: 7 18.°485, afid1s. 3Las’ In'the*lowest incdme group,=which comprised
Gbout’ ofiethird 'of-all’familiés tndér -reviewy the ‘avérag'é-far'é“s; ‘for the jour~
,‘ ne'yi io"‘"v“id"fk%hbﬁﬁf’éd thus :'t'c‘)f:lé'é'twééﬁf"ifléﬁg%ﬁ and’ 4f7-5%‘+*«"o’f thétotal incomes
of thefam,_“lyf‘u SR AR r*sg»ﬁ:ﬁ B R O O
< WMESTIOE thede - siinples; it is true, . Fefér £6 Hiew housing-estatesion-

‘the' fringé of th&townsy“Whére ‘the iliﬁfdeh?f'éf‘- fares’is'higher than in the ‘older
districts T but'infact ! JitéTédnsiderable proportion 6f workerss are now - -
houged oni* théfeutskirts, » In Birmingham, for}ex'é.mplle,igonvly»;:18":v8*%i'of‘fthe N
working-classipopulation:live -i‘rf.:_the‘ Central Wards, :28.6% in the Middle Ring,
an’dé'='5'2o'6%i-bi«?ﬁ' the:Outer Ringi:@»; s Dl R el D k:'_. NIRRT S PRI B S PR

SRERS S LTS S SRR B T S Y T M T N

Fares and R ent. The conclusion from the foregomg sec_
Lo YT T o TUTEEY wie .2 2R e, e e o —
tlons is that fa,res are not propertional to wa,ges nelther are the travellmg
Bl b IMerHe Mo ULointo gy BT B v oE O S e O Y T S L
expenses of 1nd1v1dua1 workers taken into a,ccount in the determmatlon of wa
VoV e e Rk RCE |
ges, not are the costs of tra,velhmg in any way assessable as a flxed peruw
L BREE I S h G S R T T B S Y R R T R e 1O

centa,ge of the respective individual earmngs or of the pooled incomes of the

3‘ i“ . »—v-r_—w ﬂ.w,m-— - --m—‘n-—' e e e et e TN B
28 e T i R ey T I D NN TE: “,i"«:- i tii,”r"{_z iy {

{1)G. C:M. M'Gonigle and J. Kirby; jPoverty -and-Public Health; 1936 pp;198, 201
(Z)When *We BuildtAgain;.a-Bournville Village Trust. Research Pubhcatlon, 5
1941+(the figurésirelate: to, 1Q38) PAdy bt oo e;, i

&
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i in the centre are more valuable than at a distance the rent in the suburbs

K
.
1'

4

families. This would mean that earners lwmg thhin walking distance of |

their work-place enJoy, in'a theoretl_cal sense a quasi—differentlal rent to the

'H

amount of thelr colleagues' travelllng costs. .-Or 1s the non-expenditure c“ on
o |] N
fares {or the payment of low fares) offset by hlgher costs of housmg ? It has

;.

|l
mdeed been w1dely held that such compensatlon takes place in other words

5 g
that as a rule hlgh fares go with low rents and vwe versa. In the New

Survey of London Llfe and Labour thlS v1ewwas voiced as follows

(1) "The cost of travel to and from work commonly bears an inverse relation
. ﬂ; .
to the level of house rent the workman who moves away from the congested
3 P

centre frequently paying- mote for travel and less for housing. " This opimon.

is based on the- assumptlon “that housmg in the town centre and housing on the

K

outsklrts are the same thmg, S0 that the location. is the only variable m the

comparlson On’ locatlon depends the cost of the buildmg site, and as sltes

£

&

!

.,of fares and- rents is borne out’by the facts under certain conditions, name

'4

1y where the comparlson concerns dwellmgs of similar age, size and type

*i

ZOxford workers, for mstance, taklng houses in Kldlmgton are mdemmfted

|r
for high travellmg costs to Oxford by rents whlch are definitely lower than they

.would have to pay for s1mllar houses in or nearern Oxford Less clear is the

following case. The London Passenger Transport Board»' undertook to prove

g

e

(1) Volume . I, 1930, p 97 o SR B : o

- must be correspondmgly lower Thls theory.of a- complementary character 7 -
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tha't?-"as;t'lzle-%farg;’goe‘s‘;up the;rent-comes down'! (,” _.Thisystatement covers,
‘;‘i"ho:wevéxlf', only:thé new cottage estates;n jfurt,h_‘ermo;‘e,' ‘merely the fares.of;the .
householders . are-counted and no allowance, made for thq -additional;.fares,. of
f;se'éondalrxvftearnérs.«,.,3:;: Y S AN S ﬂ, AET e e, ) e e
B g ++-In bothforegoing-instances, ‘the, comparison ‘;;?OQ,.QR}:T}S;?‘!}Y houses
bu'llt"sinée:ﬁlQI&,zThe :samples do ﬁbt; a\-thglj_gf_qrgzj giye 3 a.%,ggue~chtqr§59f the
:sactual bo’nditioh; =In.fact;; the:difference r btheep@hg_ accommodation. available
for working-class families in the _,_'c‘er’ipr_e ~and on the outskirts of .large.towns
isca-main:feature:+of the housing . dévelopment in the last two.decades:,most
rthouses i in the {céntral distric‘tvs,' ?'ape_'01d;g ymany-of th?, Q‘Yg@illipggﬂggtgvorg,Mg/'}th
.:out;mdde'x‘na,za'm”‘enit_ie:vsﬂ, ei.ndz-.-ncati 's'elf_-vc_gnta{i(nedk;‘_:_’_I‘h_e ouglyi_ngﬁ_shubvu‘x_f@sﬁ .and .
‘hous iiﬁg Jestates ;ijon ‘the cont'r"ary , consist: 1=argé1y ‘or entirely of-comparatively
new 'buildihgs, .In:spitefof some Jerry. ';buildihg_‘; '-@he standard of these houses
is “greatly ‘supérior:to;the old accommodation prevalent in the.central districts
‘of-"t‘owns; s Sbme -of 'the-new hotses, were gjfurther;norg _erected.in;times of high
isbuilding: c’d Sts'and-highsrates of interest: . The- publli c:-subsidies .given.towards
reducing their. rent have not been _'s‘gfﬂcient;to ;balvance: the. aggregate. increase
t of costs y==' hence.the-higher; rents in-eutlying d'%str»i'cts,h awhich .at the same
e timé«;{nﬂ'iét;;h:igher::','xtravelliﬁg'ké()sts'ou tpeirﬁ_yrgsi,de_p‘g_s; o vrdbacems £ nd et
: “This:state:of affairs is _confirmed»fr'om_\:rariogs sources.. 4The very

material of:the- New+London -Surv ey, .bears witness to the fact that, in
" some cases at least, fares and i‘ents, far from being compensatory, are more

e i i e, it i bl £ S A it

(1) Barlow Commission Evidencé, p 416 Thegp LBO0 lamads Tt oh)
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£

the four boroughs rev1ewed

or- less directly correlatlve ,5 . o 4 ' . %
The four boroughs mcluded in .a sampleﬁ mqulry (1) show the‘fol—
. %
lowing weekly averages for rent ,an(\i for fa,res relspeetiVely: ' :
- . _ l : : i
S ) N Y ) : i
- . L : Average ~ Average fares
Boroughs o - _Tent (a) _per fgmiwly(b),_‘
East Ham " 070wl e 0 LTor e e dn w0 .12 -6 i . 6 8
Stepney . . i . e e e e s ete 0 :10' 2 2 81
Tottenham . . . ¢-c v v o ohe o a et etk 12 4 4 2 ‘
WﬂleSden « s e -.’ o o B. o, o s o _.. & o o @ ? 16 4 4 7% - .

_:a) Total Survey Samples, New London Survey, Vol III pp 355, 395, 403 and

Vol. VI, p 461. - : ¥ : *
b) Families w1th more than one -earner — See p:i 186 . ’ =
_This table shows that both rents and fares are lowest in Stepney,

whilst East Ham combines the second highest rent with the highest farefs of

Further ev1dence for the cumulatlon of 1 fare and rent is glven by

various recent lnvestlgatlons of the cost of 11vmg m outlylng housmg estates.

N ¥

In Stockton-on -»Tees two central areasl from . Whlch famllles

j!

were moved to a new suburban estate had average weekly rents of 4s. 8d.

! i

‘"On thelr transfer to Mount Pleasant the comrmtments of. the translated fa—

‘milies were, by reason of hlgher rentals, mcreased by 4s. 4d. per week "

4

@2.) In addition fares up to 2s. 6d per famlly per week became unavoxdable

A _A S B ;
(1) See p. 155 f. A S o -
(2)G.C. M. M'Gomgle andJ Klrby, p 118 SR I T 2
Y, ;
.
¢
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Slrmlar results emerge from a report on the cost of living in %

s :
three Brlghton housmg estates "It is 'thfe‘°high rents’ taken-'toge_ther with o
ther necessary;“éiiperid“i‘ture' that create’difficulty" .... "The'cost-of travel

. ling to work is generally lncreased on moving to a new estate unless tenants

3o e 'C}" %

(already possess blcycles,'" A U ST e I

: 1

T It is, therefore, “not uncommon to.find people continuing:xto.re -

N P %" * g
side ln unsatlsfactorythouses in the. VLcmlty of their work rather than;m;ur:
the addltlonal expense o£ 'travellmg costs from a suburb where ho$é1§g ‘. con
tditions: are- vastly superior'. ( ) Tkl Do s Wf ’
. £ 5

Correspondingly;, there have been complaints.that the . mhabltants

of outlying housmg estates suifer from malnutrltlon they are at a loss to

make both ends meet, as a result of high rent plus hlgh fares..

ot oml vl e L rred e T S
The: conclusmns as to the money costs mcurred by the worker for

aA} fd»':?k Li* & PRV S “hos Tie o B ool ety
the da11y journey can be summed up as follows Fares, the” main costs of

travellmg, are related to the family budget rather than to the 1nd1v1dua1 bud

. e el [P Y P i .
get. Fares are of very uneven mc1dence ThlS unevenness 1s wholly borne

e ‘i- T IR SR Tl Coa s

by the worker, for under present condl.tlons 1t is neither compensated by
oo ri PR
dlfferentlal wages accordmg to travelllng expenses nor’ counteracted by

v ¢

B e T S
the rent.,

r

- R A £ ox.

(1). Marion Fitzgerald, loc, cit.p 37, seq — "Between 2s and 35 a'weok," either
1 on bus- fares,or hlre ‘purchase. of cycles,..is. a common estlmate but a conSL—

derable number have transport costs much higher than that,” rlsmg as” high
.as8sin famlhesqmth several earners, " ibid. Dr. M'Gonigle, too, stress

the pomt that ""the capltal cost of the ctcycle (probably bought on the hlre-pur

chase system) constitutes, for a longtime, a drain upon the famlly mcome"

(loc.Cit., p 201). Do

(3) G.C.M. M'Gomgle and J.Kirby, loc:cit., p202- - -2 710 o

&

e



iF

D

J——

srimone o oady SERT L e e P amR . Hemne Lo

- 67 -1_}

2. HARDSHIPS

P

When -a person sells his service as a commodltyJ he has to pre_
sent himself where these services are to be dellvered he- cannot send them
on like the merchant who sells material goods" ( ) ‘The hardships, together
w1th the costs of the Journey to work, are dlrectly felt by the travelllng public

and are often regarded as the main aspect of the whole matter " The hardships

—of the daily journey present the unambiguous problem of reducmg them. as-far as

possible. For this’“prupose, it is necessary jexactly to, know thelr causes, their

nature. and thelr magnitude. - U

. On the whole, the prlces -of the dally journey, pald in the three me .

- dia of money; tlme and energy, are parallel and cumulatlve long Journeys are

usually costly and tiresome as well wh11e a penny ride is unhke to involve
much loss o’f tlme or great fatigue.. However, there are also features of in-
terchangeability of the ‘three. Ltems that is to say, itisto a certam degree

posmble to reduce .one or two of them at the - expense of the thlrd an employee

5

' who can afford a prlvate car for his daily ]ourney reduces the time and pro_

bably the strain, as compared with transport by a publlc conveyance a man

[l

on the other hand who does ot mlnd the exertlon of cyclmg to work minimi-

ses the costs and often saves time; a person, fmally who puts up w1th loss

,1 ¥

~of tlme by waltmg can travel by an early Workmen s train at a cheap rate.

I‘he flI‘St dev1ce the prlvate car, has not so far attamed practlcal lmport-

ance for the Journey to work in thls country or on the Contment WhllSt it

_——

(1) P,Sargant Florence, Economics of Fatigue and Unrest, 1924, p 61
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24236y doésnot permit 6f weighing the duration and fatigue of the journeyin per - .

_68 -

plays an outstanding part in the U.S.A. The second method cychng, is. good

" for-fit:persons in:fair *weather, provided  the journey -is not-too long and does
12 not-lead ‘tH¥ouigh dangerous streets and traffic jams. 1), ¢The fact that work -

“men's trains aré ru'ﬁ.only up to 8 a.m.means in many cases.a serious prolon

' gatlon of thé‘titne .Spént on the.journey. (2), B N

d7ios Inview of the cumulatlve character, as well as of the interchange

5 ability,tof the three media in which the j.ourney to work is paid for, it would

% . *.pe convenient to'measure.them all by the same yard-stick: ;An. interesting at

' tempt has been made by a Dutch writer to express the burdens of loss of-;time

T afid of the strain of‘the journey to work.in terms of money, so that they might
b6’ Gompared as -"indirect costs". with the direct money-costs. But.as shown
-in ‘the! Stétl'stical'éPa;rt;,«v(l-‘)‘,;,,this attempt has not been successful; .the present

“state o --knowledge of the.effects of daily travelling on well-being. and efficien

-¢'ééntages of-wages' earned.or.fares spent.” In the absenceof a common denomi

Wi natorifor-the' pricé-paid in the various Imedia, loss of time and strain have to

fibe reviewed > separately.. i S N I RN
~1 itk SR LS T S T - o . : - .
URE 1 Tac R FURPAES (5 S P N P S i‘,l{’,;‘s.:,v. SR
a) Loss of Tlme
ek aree L aow THE U R ALY - ek i "s, oo : L
Tra.velllng tlme is entlrely charged to the employee —_ collect
Pt dooz L et et R ¢ I
ive agreements about the hours of Work do not take account of the duratlon of
R SR S ;rf’; i!es b T - =% -
P R S I
the ]ourney On the whole, flrms are unconcerned with ‘their employees‘
it LS 22t e e vt Ceon T B S

whereabouts before clockmg in and after knockmg off Worklng hours “have

.--m-..._».... ey e ~ . e am =

i
become shorter, bt to a'certain extent this gain of lelsurea tlme “has- ‘been

&
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eaten up by the lengthening of the daily journey. The hours spent on the way
between home and workplace do constitute a loss, for they are lost to sleep
or recreation, to family life, education or public activities, in short, to
time at the employed person's 6wn disposal. Travelling, even at its best, can
not be counted as leisure, considering the lack of privacy, of ease and of chol
ce of occupation diring the journey. Under favourable conditions, it is true,
people read or chat in the train or bus; others play cards; some women knit
But these occupations are hardly practicable in the rush-hour traffic, and
besides, they are mere stop-gaps. During th-e journey concentration is as
difficult as relaxation; instead, the mind is given to killing time, and thus
a mental mechanisation is fostered which is a general danger in the present
organisation of life. Some newspapers and the illustrated press doubtless
owe much of their popularity to the length and dullness of the daily journey.

. In most cases, it is not mere distance which determines the
duration of the journeys: the minutes spent on actual train or bus-rides ac .
count sometimes only for a moderate proportion of the total time ta-

ken from door to door.. For those who us? public means of transport the jour

# 4

ney consists of various components. It begins with the wok from home to the

stop or station where train, bus or tram is boarded. (4) This walk takes a

(1) The problem of making cycling safe has not yet been solved. Separate cy-
cletracks, "regarded by many people as the main hope... break off at all -
road junctions, which are just the spots where accidents are most frequent"
(H.A. Tripp, Town Planning and Road Traffic, 1942, p 28).

(2) See p. 61 f. (3) See p. 126 f. (4) See p. 138
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. ,'.z‘i . ' . :i L r L B S < w‘:{.;:;’_,
couple of mlnutes in central dlStI‘lctS but in the suburbs, where the building

SECLI - SO LU R s

dens1ty is low, lt may requlre 15 mlnutes or more to Yeach the nearest stop

£ 3 i S e : { e Yl ?l x

or statlon., There follows the wait for train, bus or tram vy short‘ mterVal
LT SRR T IR S L SRV A 4 o Poke o s

if'all goes well, but- a long one if the vehicle is late or overciowded. ~  The
e v wons ke v L ‘ e -

timeé spent in the” carriage cn actual travellmg is the thlrd stage of the ]our

T %? %l & Fogs I!‘ : "LI’,- i Tkt T VT

ney “Those travellers are fortunate who ‘can catch a through train to thelr

B s Wc Tl AR D rel st - e rr
" destination — for many the j ourney mvolves one or ‘more changes each of
e -Jf.£,.‘,..:;.i ENE i-') e Argn =T

. _ S
which means another perlod of waltmg Then there is’ the walk from the" ‘sta

e (’:' i

tlon or stop to the door of the firm's premlses. This is the 'last' 'sta'ge’of the

.lf»v.-i fige ST TR A R PR 5 T obae v
]ourney for employees of small and medlum sezed works. In large factorles, :
oo o o e L TE S G st -

FSE SR : 71 fes
however, where a. number of workshops are spread over an extenswe site,

I L L ety §., .

each’ employee clocks in at -hlS department This procedure adds “as “much
- ? : e ¥ - .

as ten minutes to the Journey in some cases.
1 ) E 5

o Even though the total journey is made up of fhese stages the sum

i
5
-
o
-
-
-
R
i
y

‘.lﬂll‘:;—i-‘.'\ . ;ar

~"of thelr duration in mmutes does not glve the whole span “of tlme" to be reckon

ERE AR s S ST S r peee

“ed with, If work starts at 8 a.m. and the time whlch a glven employee needs

N T ARy ’

for the :joﬁ‘f’ﬁey from'door t'o door is, say, three-quart'érs of an hour,; it"“' is
¢ A o0 S .-,-." LA """}ﬁ’ »

moreé likely than 'not that he or she leaves home at 7 a m, mstead of 7. 15 as
- R e s LA B S Y I {:( i oheeE TT

one would expect. The reason is the necess1ty to be punctual Flrms enforce
timekeeping by their employees by regulations of disclpline and wage-cuts;

: —these :vary in thelr strlctness but make the fear of belng late La very real one.
R A Tkl

e P Loy un.,.' 'rc '
S (1) The transport ,servtces “cannot be expected to work exactly acccrdlng
' G i - e

to schedule aand delay is beyond the passenger s control espeCLally where

Y o d b,

the journey involves changing of vehicles. Travellers have, therefore, to
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allow ifor poséible delay b& iﬁserting a num’berf- of minutes,ij up to over a
quarter of an hour, int_o their morning‘é timefable'. The true duration of the
journey to work is thus the net /d‘uration plus some additional tinie to provide
a buffer, as 11_: were,I against the risk of being lh‘até‘.(z) A griévous loss of"
time is imposed oh many users 6f workmen's ltrains by ;thel discbntinﬁation of
this cheap service after 8 a.m. For thoée &hose work start; at 9 o'éléck
the arrival at the terminus before 8‘ o'clock means ‘é. sheer waste of time,
This questi.on will be discussed in the section i‘on meaéures 6f :relief .

The available inforn.latiuon -on vthe actual time taken up‘by travel- ‘
ling in general and on the incidence:of long journeyé in parficular is scanty.
When data are gix}en of the length Of‘thei dlail’y. 5ourney, this is usually done in
terms of m.iéleage;. (';3:) The distance as thé crow flies .is eas& to determine
and may be helpful_ as a prelimiflary: m‘easu‘ri?gﬂ;rod for the purposes of town
and country planhing and of transport. What ,n;attérs fof the t;-aveller; how- ‘
ever, is thg time needed for fhe journey. The difference can be obéerved at
Corby, the new wé'i'ks 1';ovs_m of Messrs. SteWarts gnd L_loyds iﬁ NOrtharnpfon-
shire, where "eVe_n-those 1iving just oppo_site the works have “to go someéhin'g
like a mile and a quarter round to croés thé railway 'varnd to reach the works

entrance". (4)

%

(1)In one firm at least, the factory doors were closed five minutes after the

start of work; employees arriving late were not admitted and lost the wages

for:the whole day. - p— ' (2) See pp 135/6

(3) For instance, in the table on the workplaces of the tenants of the L.C.C. -

housing estates, and in the report on conditions in the .South Wales Coalfield

(see Statistical Part.) : o : R

(4) G. Boumphrey, "Industry comes to Corby" in The Listener, 13th March,
1935, p 432. See also p 92. . o
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Some data on the actual duratlon of the dally ]ou ney have been

FEAF I RN ATT S  SOVE A NS - I B i
colledted for thls study and are analysed m the Statlstlcal Part ‘I‘hey show
SO . RS .
a remarkable varlatlon between dlfferent places and dlStrlCtS different " in-
. a( n“ N ' < "“t; .

dustrles and dlfferent types of'workerso Some firms, mostly of moderate si
T RS 2 .0 Y T . . s '

A, s

ze, continue, as in the old days, to draw the bulk of thelr labour from the Vll—

3
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lage in whlch the factory 1s sxtuated Long journeys, on the other hand pre-

- 3
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v‘vall in the large towns espemally in Greater London and in such dlStrlcts in-

one

oy el fdnr Gy u.\j";i L

TRl ey Y RLT L aeeens D Lo < o [
the country where a shlftmg of mdustry has occurred furthegr among ‘the
N W e B R e, S SRR £
employees of very large plants where thousands of persons are occupied on
3N RL R GEM L F e oL far ot
one site. In such places cons1derable proportlons of employees have 3our—
;*'3 :a‘,’o} 4 oal '","_’ et v d - . VT TR R TR |
neys of an hour or more, both in the mornmg and evenmg R
L E By R s Basip o 2oy K ot

So far, no general standard has been evolved for the duratlon of

.;T‘j-{;,w:* ,,, j, i1

the daily journey — the tlme of 30 mmutes whlch some wrlters stlpulate

5wl "@f:; e BT AP

as the maximum, is in many cases lmpractlcable On tlie o'ther'ha'nd,’ it is
4.8 é”f,,-'h,i“( < 28 CRREME L S s ,- s - ; ¥

obvious that the drawbacks of lengthy Journeys are being lncreaSLngly appre

. ~:~. b , P
el LT s 7 i fal gt :

LIV BRSO NET OF PR

ciated. The Mmlster of Labour (Mr, Bevm) wants "to see such staggermg of

pohe

hours ... that m the ma}orlty of cases we get a person from hlS home “to his

. R E
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work in half an hour ceoaa (1) Factory Inspectors have for some- years al
: (.

A
,\‘ -

ready taken up the question of reasonable duratlon of the journey in case " of

b Tare

.8 i:,rm s apphcatlon 'f”r aspermlt to- work two shlftsr' In ~Leek Staffs for ins_

O

iy

e Lt ‘4 atrsintg ot T ogh v ey

q‘s

;.\tance there were dlfflcultles, s as so many women reSLdmg m the: Potterles

wWorFl

B I¥ iRy T
were employed" "a condltlon was therefore lmposed "requlrlng the employ

I - =

x

(L) House of Commons, 27th November, 1940 Hansard col 306 A
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ers to provide means of transport. The women employed on eight-hour shifts |
have special buses, and the journey taken 1 to 1 1/4 hours, whereas the
journey without special buses takes 11 to 2 hours. (1)

Some firms pay attention to the daily journey when recruiting their
staff and do not draw from beyond certain distances; at a department sfore
in Liverpool, for instance, "about half an hour is the time allowed to come to
business... a few geople are living at roughly 40 minutes' train journey, but
these are the exception'. (2) Another pertinent statement is: '""When we are

engaging employees, we realise that it is very important that they shall be

-able to get to these works very easily from their home." (3) This attitude may

seem sound policy on the part of individual firms, but it must be kept in mind
that if it were general, remote districts and outlying housing estates might be
entirely cut off from employment. From declining and temporarily depressed
industries some instances are recorded where those employees who live at

a distance from the works are dismissed first. (4)

b) Strain

It is by now generally recognised that many journeys to work im -
pose a strain on the daily traveller, impairing both his personal well-being

and his working efficiency. In the words of the Barlow Report (p 91): Tra_

(1) Annual Report of the Chief Inspector of Factories and Workshops, 1928, p52.
(2) Answer to the Industrial Welfare Society. It is not clear whether the walk

to the station and waiting time are included. :
(3) Ibid. (4) Second Industrial Survey of §'outh Wales, Vol .IIIp 35.
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* velling ... cad hardly 'fail to have adverse effects on health and-to ~Fesult

in fa:ti'gti‘évi‘(fa,nd)i 1088 of energy... There' can be little ‘doubt, too, that these

adverse effects onithe workers are reflected in no small measure on:their

efficiency and output, and, in turn, on :thé"employers' cost of production." As
-fhe wording’of this statéinent indicates,: the realisation of the ill-effects of
~ daily tfa{felliﬁg under prevailing conditions is founded on general. impression

- rather than’ on éxact kﬂowledgea No special investigation of the strain involved

in régulai’ travelling has been published in this country. ' But in the speech al

réady qudted, MT. B&vin'said that "experience has shown that whetre you can

get a person from his‘hoie to the factory in half to three-quarters of an-hour,

" as against the Hour'or two hours that it'is taking now in many cases,.you in -

-eréase-produaction‘by 9 or 10%". It would be very helpful if the material on

which this ‘statement is based could be made public particularly if it makes pos

'sib16 the deteFmination of an exact Gorrelation between the duration. of  the

-3 . d . . .
daily journey and the out!put(,- A few tentative inquiriesiinto-this matter _have

been made in Germany. (&) R

. ... . The -scarcity of information is largely explainéd by the fact that,

unlike costs,.and loss ;of time, the strain cannot be assessed in definite units.
A - [ I +, ’ f . - - . - o

. Fares. are measurable in shillings and pence, duration. in hours and minutes;
[ poT e D . . B ety

but the strain has to be gauged by description of the inconveniences iﬁflicted

(1) Frledrlch thzma,nn Elnkommens = und Wohnverhdltnisse der Arbeiter
der Maschmen—fabrlk Gritzner A.G.*in Durlach, 1914, ‘W, V. Drlga,lski a.o.,

* arbeit und Wohnung, 1931; Charlotte Grabe, Der Einfluss der Pendelwanderung

auf die Arbeitnehmer, 1926. L Preller” "Die Entfernung vom Wohnort zur Arbei
tsstate" in Reichsarbeitsblatt, 1925, N° 24,
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onthe travellers and by the effects on health and _efficigncy. Attempts (both

in previous and in the present investigations) at an accurate assessment of
the strain will be discussed in Part B of this s;:udy. (1) The results so far ob-
tained do not lend themselves to generalisation, but rather serve to shed
light on the complexity of the problem and to indicate the lines.which further
research might follow. Inquiry into the strain of daily travelling must consi-
der four pointS: causes of the strain; types of persons affected; different forms
of the harm suffered; and effects on afficiency.

The mere duration of the journey is a strain in itself. An hour's
travelling both morning and evening, added to a working day of 8% hours (2')and
a midday break of an hour, makes a total of eleven and a half hours away from
home. It is obvious that this has a direct bearing on the times and types of
meals and on the opportunity for sport and exercise in the open air. Lengthy
journeys added to a twelve-hour shift curtail even the hours of sleep. = The
question is whether a limit can be set, from the point of view of-industrial
health, to the duration of the daily journey, either generally or in conjunction
with the length of the working day proper.

The circumstances of the daily journey by public means of trans-
port need detailed examination, in order to apportion the responsibility for

strain amongst the various features. These are: first, the invonveniences of

(rl) See p. 124 seq., and p 139 seq
(2) Including 3 hour to make up for the free Saturday afternoon
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the varlous stages of the journey, walk'to and from the“statlor{,’ waiting, ‘queue
mg, changmg vehfcles, secondly, the ‘Gondition in the conveyances, viz,
, IS §
) standing "sf'andwiched in overcrowded compartments and the stuffy ‘atmospheére

. »".‘= T R LRI Do gt . e e 20 s e
which tires and fosters contaglon' further, superimposed on all other items, a

Ul:t

L.
constant hurry and nervous “tension dué to the fear of bemg late; -and lastly, e e

-1

LA ;U{ . lll PR . .i.»‘; i P ¥ _i;,ijg_- : s Do ] R, Y
qually influenc’mé§ each phase of the journey, bad weather, T L v

R s 1
Bad weather 5 also the chlef enemy of cycling in this’ country, ‘dur-

ing the winter months the number of per‘“sons who cycle to work drops ‘$harply.

XThe 'Iiondoirf"f’as!se?géer"’fransport Board reports that "indlement weather aggra
: _\]rates the difficulties of ‘meeting the peak flow to and from thé’ factories, as
. many users of bedal cycles then prefer to travel in greater comfort ih ' the
éaé?d'; Yeniclest, (1)’ Slmilar rep{o'i'tss- from other f)éirts of the country, were
.;nade by member fers of the Industrlal Welfare Soc 1ety. On the other hand
thisg method .of rtr‘ans{porrt is free from most of the drawbacks of publlc transpor
‘téuliﬁ‘."“ f\Iot thge' le’a'st adx;anutage is that the cycllst is, to’ some degree “out" at
coinddiea el g ML -

his own time; one mmute lost doés not mean for him the mlssmg of traln or bus,

The Continental investigations pointed"tfc‘f. {he adverse effects of the physical ex
Lirom o YIS : SR s, o1
ertion mvolved in cyclmg, (2) but hig was largely ascribed to a hilly country
iy “ ‘f "‘5"‘ - PR S 2
sxde and referred in the years of the German inflation, partly to undernourlsh

o ih%v‘ wi ';

ed workersn Nevertheless, the fatlgue from cycling is notnegllglbleo This

is indicated by the fact that cycling to work finds comparatively little favour

(1) L.P.T.B., Fourth Annual Report, p26 : ST T e

(2) These remarks also apply to leng‘thy walkmg, though probably not to the
same degree -as to eycling.
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with female workers in spite of this bemg often not only the cheapest but al_

so the quickest method of transport (1) Girls have another reason, however s
which may be at least as effective in keeping‘ them from cyc;lmg, namely A
consideration for their clothes. ";[he difference in dre'ss.hablt's which still, if
in diminishing degree _distinguishes the "black-eoated" from the manual work
man is much less marked among females. The factory gxrl's apparel is es-

sentially of the same kind as that of the shop assistant or clerk: itis  town,
wear , not really suitable as a cycling outflt . :
i

It must be assumed that the strain of travelling is felt unevenly by

different types of persons; separate examination is required of males and .'fe- -

“males, juveniles and elderly workers, office employees and those with non-se_

¥

dentary occupations.

Too little is known about the various forms of the harm done; it
may result in spemflc complaints of the resplratory or digestlve systems, but
it may also make 1tself felt as general tlredness and nervousness. "Vastly

more days are lost from vague, xll—defmed but no doubt very real, disability

due to ennui than from all the recogmsed 1ndustr1a1 dlseases together n(2)

i
How much of thlS disability and ennui is caused by the strain of the daily Jour-

ney ?
To examine these complaints is vactual-ly a matter for medical re_
search; but in some cases it is possible to get informatlon from a perusal of a

firm's personnel records on absenteeism a.nd of the pay-,roll.,j. If the leng_th and

(1) See the findings at Achille Serre Ltd., p 143
(2)Annual Report of the Chlef Inspector of Factorles and Workshops 1931, p 75
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mrcumstances of the da,tly Journey have an mﬂuence en hea,lth and efflclency,

4 -~ . i s : £

1h1s should be traceable in the respectwe employees” proneness to sx.cknees

w

and accldents and in the amount of wages ee,rned by them on plece ‘rates.’ The
releva,nt German mvestlga,tlons found mdeed a defm.lte correlatlon between _
A N A ' H

ot he length and dlscomfort of the 3ourney a,n.d absenteetsm due to sickness, al.

T - oty

50 a s1mlla,r correla,tn,on between the hardshn.ps of the journey and a,ccldent
S

rates, and fmally an mverse correla,tnon between the tra,vellmg ha,rdshlps ‘and

the wages earned, (1) But these mqulries have been m the nature ‘of expe-

rlment rather than of fma,l eeta,bhehrnent — the matter wa,nts further illumina
- tlon"" (2) T T T o :_ R

( udnl; after" the :\ra,rioue dive'ai,d\/;anta;ges of the deily journey. e.re as
51gned to their respectwe causes and to the persons a,ffected can proper stepe
Ibe ta,ken to reduoe the more serious her;n done by the Jou;ney to work

4 T N,

(1)See p. 124 f o '
(2), Among the. statistical data collected for this study, the material of Carre_
ras? mga,rette fa,etory had seemed to make possible an examination of the re=
Jlation between the absenteeism and the travel burden of the individual. employ
ees, However, the number of cases which could be included in the inquiry
proved too small for a sta,tnstwel analysie of this kind,” and the results were in_
conclusive.; See p. .139 f ' .
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3. MEASURES OF RELIEF

The price paid for the journey to work in costs and hardships is
high; to many writers it seems indeed so high as to justify the demand that
daily travel should be abolished. Yet, as has been shown in the preceding
chapter, some of the journeys fulfil wholesome functions in the modern so-
cial and economic system, and others are caused by hard fg.cts of a topogra
phical nature {namely the existing location of industrial and re;sidential dis -
tricts respectively) which may often be neither inevitable nor useful, but
which cannot now be undone for many yea,ré to come. Travelling to work by
masses of earners has, therefore, to be accepted as unavoidable fqr the time
being. As no panacea can be found for the complex grievances, it is all the
more important, and fortunately possible, to some degree to relieve the va

rious complaints. Sometimes comparatively small measures have a consider

able effect.

a)Measures'by Firms.

The Five-day Week:- The five-day Week:is a helpful de_
vice: it reduces by a full sixth the number of journeys and with it the cost,
loss of time and strain involved. To minimise the employeéé‘ travelling
is one of the main considerations p.fompting firms to introduce the five-day

week. The five-day week 'is more often found in cases where workers

(1) See the author' articles " The Journey to Work" in Industrial Welfare,
July 1936, January 1938; and April 1940.
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have to travel long distances to their work than where they hve around the

: fa,etory"f(.,:), #Instances’ ?a,rel given of a firm which 'had moved from Seouth

London to the Reading district: " the five-day system was ‘mainly, started be_

cause many:of the-original workers continued to reside in:London, and .80 _

" much time was.taken:in.travelling"; and'of cases in Birmingham where- "in

: fé,ctoriésiiﬁ‘whiéh'labour is drawn from;the Bla,ck COuntry- i_f- is specially con

gn, (3)

venientisince:it is nétinecéTs_Sa,ry to make  the long journey on Saturdays''.

. = ... The working hours lost through' not opening on Saturday-morning

* are usuallyiadded to the-five remaining+days. As shown by the, following, ca

ige, this can’lead even to aitwo-fold saving of fares: . - -~ -

Yo {7 .1 i Thesmain reason for adoption (gof the five-day week). inthe ...,

Sy

+ «..wholesale: dressmakmg trade in the West End of London ap=

“l <o - pears to.be one of location. The factories are situated in . . :

an area which lg no longer z:*esldém;i.a\,l.9 and workers are- ;. . 1

drawn from long di.stances and are unwilling to m:ake -the
k)

P .
<l : Tk
v e 1

journey for a few hours! wm"k on Sa,turday mornmg

-  ;9 i;,a mn ;&ra; i;lwm,e usual staring tnme before the a,dvent of

) . - s . i e A

) h '-the fwe-—day week “when. it was ;hanged to 8: 30 a, ;n s a,nd

\ zmclder‘xtaillgr aﬁowed worker; to ma,ke use of workmen s ,
- ‘tlckets‘ (4 - 2 s et s

[E

- PN Flaw B £

(2) Annua,l Report of the C}Mef Inspeetor of Factories and’ Workshops, 1929 p 52
(3) Ibid. 1927, p.” 57 * R
(4) Annual Report of the Chief In%pector of Factories and- Workshops 1930, p 62
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For factories, the shoft hours worked on the Saturday make this day
the obvious choice for being dropped as a working day. Retail shops, on the
other hand, might consider adopting the practice of the big department stores
in Paris: in view of the fact that housewives are busy at home after the week-
end they used to keep the shops closed dn Monday mornings. If different busi

nes branches could agree to close on different days, this organisation of the

five-day week would not only reduce the total number of journeys but, being a

"staggering" of working days, would also relieve the overcrowéing of vehicles
and the traffic congestion on each day. Whether the reform can be carried so
far or not, there is nb doubt that from the point of ﬁew of lessening the cost
and hardships of the journey to work, ‘the five-day system is strongly to be
advocated.

"Staggering®' of Working Hours.. ~ Much interest has re -
cently been focused on the "staggering'" of working hours. While this device
does not reduee the number of Journeys but the amount of fares it relieves
the rush-hour traffic. A great dea,l of the strain of the jiourney to work is due
to the fact that many thousands hurry to their work at the same time. If the
cataract of workers arriving at the conventional time can be regulated into an
even fram over an extended period, many of the traffic difﬁculties will be eli-
minated. Less crowding Withih the vehicles and less waiting, queueing and
straphanging will result. Theré will also be less congestion ir; the streets and
consequently a shortening of the time taken on the ].Tourney°

It must not be overlooked, however, that "staggering" involves con_:

Y
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. s1dera.ble dlfﬁcultles it is a. problem of busm.ess organisation, “and it also re-

Aqnlr‘eshx}eréyv careful do{;etelling of the"tfa,nsport services. - ARobjéct lesson,

both of the achievements and limitations of the scheme;is the introduétionand

PR

operation of a stsgge'riﬁé séheme at Austin’s, 'Lo'nghrid’gie; which is'described

in' the Statistical Pa,rt Similar schemes in other countries*':"s{éeﬁi to’confirm

that "sta.ggermg" is a sulta,ble devtce for very big works or groups ‘of’ fa.eto—

rtes, where nurxferous employees are concentrated on the outsklrts of-a ‘town, (1)

fa 1“1“.' B

gt

~'Someé years-ago the Sremenswerke in Berlm-Spandau set the times

' fo_"r '§tart'i.ng ‘work -at intervals of ten mtnutes for dlfferentwumts;; -.At-the...Ford

“‘Motor Works in-Detroit, U.8.A., the ngtagger" extends over two-hours. ,» In

the administrative -centre of Washington,” "'stagger.in_g'l_l»vfwas necessitaed not so

much by the Crowding of public. oonveyanees as by the'conges-tio,n of. the.streets

by ‘private cars, - :beécause 'so. many of the eivil serva,nts arrive.in-their own cars,

Tt I business and: shopptng centres, on the other hand, where the conflux

ConSlStS .of the employees of a number, of: fi.rms, often belongmg to the same

trade; more mtrlea,te problems a,rtse ‘which make lt doubtful whether the

“scheme is practicalbe a'\,.jt,.a\;ll° _ Agreement on the straxting ‘a.‘nd,stgpplng times

of - these " firmis is necessary; but can an Oxford Street shop, -for instance, be
expected to close half or. even a quarter of an hotir 'earller than his. next-door

competltor ? Would "stagger” openmg and closing times of the varlous firms

" be'in'the interest of the: buymg publtc,, eonsrdermg tha,tdt reduces the .opportu

_"’;,‘”5._;_4 . . 1 ta—;f;' - [ BN 3 B L2

g LI gt et

(1) J. E. Cowderoy describes sta,ggermg of hours for outlying factory groups -
in wartime London in’"Publi¢c Co -operation in Transport", ‘Journal of the Ins-
titute of Transport, January 1943 : ;
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nity of selecting the wanted articles from amongst the stocks of several firms?
The inconvenience to the customers would be increased if, in order to do just-
ice to the shops, a system of monthly rotation as to the times were introduced.

Some degree of staggering already exists through the fact that large
towns, particularly London, have several centres, demanding journeys of dif
ferent lengths from the main residential districts.

In one important, respect, the development during recent decades has
brought a compression rather than a staggering of the period when work starts.
Formerly, factories began work earlier in the morning than shops and offices;
with the shortening of working hours in industry, however, the starting times
of manual workers have become 1a,tef and thus drawn nearer to those: of cleri_
cal and commercial employees. This fact is of consequence for the apprecia-
tion of the Railway Companies' policy of operating workmen'ls trains only up
to 8 a.m., as will be discussed in a subsequent ‘paragraph.

Other Measures. It does not seem unlikely that more exact in_
vestigations than have been made so far will confirm the harm caused by the
fear of being late, both in adding to the time allowed for the journey and as a
major cause of nervous strain. In that case, the remedy will have to be a re-
laxation of time-keeping rules, although these are at present thought necessary
in the interest of output and = discipline. There are centainly cases in which
late-comers disturb the process of productionv; but not all earners are employ_
ed at conveyor-belts making a whole gang dependent on each other, not are

they all members of a team getting group wagés,, Experience in the present
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are spread over an extenswe site, ea,eh employee clocks ln at his ‘department
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war shows that rigid tlmeukeepmg regulatlons can. m ma.ny cases “be ‘relaked
) Tray oo EE

w1thout serlous harm to efflclency In thlS as in other respects, ¥good manage

s

ment should not fmd nt 1mpossxble to reconmle the requxrements ‘of! factory,

3.3 . % . . . . -
rvog? ~-(-n4f"1‘%. ‘-"}' \n- p

shop or ofﬂce with the huma,n needs of the employees e
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A modest contrlbutu on towa,rds shortemng the dally ]ourney can' be

. St
made by firms which have bra,nches sxtueted in Va,rlous dlstrxcts of a town by

TV

tra,nsferrmg employees to branohes whlch a,re nea.rer to:thelr homeso Such a
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tra.nsfer was ca,rrled out some yea,rs a,go by the mumclpa.l Gas Works ‘in Ber

ie rn, £‘3 I EEY 2 o
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lin, a,nd 1t has been pra,ctlsed hy Messr‘sn Ma,rks & Spencer m London ‘Where

L P . B S5 BN

lt can be a,pphed thu.s m.ethod reduces ‘the length of the d‘ally']ourney together

' ina large town would thereby be 1ost

._(", e ’*l \ . ,.;-.‘,v o ,, . p ' o
with the cost and the strai.n9 but tt 1s llmuxted m ltS possﬂmlltles. Employees
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are transferred only in cases of very long Journeys, beca.use a frequent ex-
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change of personnel would be harmful to the team-work in the branches. A
At TETRUTIN S -
strict system of 1ocal recrultlng is not pmsxble WLth the present location” of
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resxdentla,l and busmess dlstrmts, amd the a,dva.nta,ges of the mo blllty of labour
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As a,lrea.dy mentnoned in la,rge fa,etorles where a number of workshops
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whlch may be as much as ten mmutes‘J wa,lk from the ga,tec Where access to
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the works whether by roa,d or by ra,ll, lS from several dlrectlons, help ‘can
be gwen to the exhployees by provndln'g several entra,nees, whlle for cycllsts
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further time may be saved by pla,cmg cycle sheds a.t convement pomts “Wwithin
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the fa,ctory groundso ;
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Within the working day, rest-pauses and the supply of good meals in
the works canteen do much to counteract the strain of the journey as well as

the normal fatigue of the working hours. (1)

b) Measures in the § phere of Transport

wl

Every technical improvement in the transport services reduces the
loss of time and the discomfort of the daily journey. Such measures are the
running ofy through trains, of more frequent trains, of longer trains, and si
milar devices in road traffic. It is clear, however, that in the more serious
cases of overcrowding and congestion éuch as prevail in the large towns, and
notably in London, the success of these measures is relatively slight.

Workmen's Trains - Workmen's trains, which have been re
peatedly dealt with in this chapter, must be discussed here from a particular
viewpoint. On the one hand, their raison d'etre is to relieve the financial
burden of the fares; on the other hand, severe grievances are inflicted on
many users of thesé trains in strain and loss of time. The questions are
whether and how the hardships can be mitigated.

It will clear the issue to compare present conditions with those in the
early times of the operation of workmen's trains. Inthe 1880's and 90's,
workmen's trains from Walthamstow and Edmonton to Livérpool Street were

run only up to 6.47 a.m.. "The Railway Companies have somewhat underesti_

(1) See pp. 35 and 69.
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mated the evils of a wagewoarner bemg landed in London one or two hours
e ¢ 4 s tien ¢ - o . 1

or more before his work begms" was a Judgement in'thé’® Court %of 'the Rall-
way and Canal Commission in the Ma.,tter'of an Inquiry dndér 'th;e’Ch'e‘ap‘ T‘rains

Act, 1883. ¢ The s1tuatton has not matern.ally changed in the last 40 or 50
F PO R 3 4
yearS° m 1936; "the medlcal offmer of Harrods, London, for mstance made
£l e B L o 5 RV T . - — '
the sarne complamt about "the mcrease of the worklng day by members of

Nt A N T A

1‘

_ the staff ((espemally ]unlors) who ma,ke use of the workmen 'S tlckets to save
»g._, o Ta o w‘:’}"‘\{ih‘ st d £t PR oy - TS i

expense, though not obliged to travel at the early hour redulred because of

Lo S R ST R L IS R T SR SR E P < A TR AR Sl
their starting work".
B - Tt D ¥ BEEUL SR N T e : R N
Workmen's tra,m.s, it is true are now being run up to 8. a.m, (ar
35‘ ‘i}.e { ‘3’135‘.«* L e B 1 N

rlval at the terminus), but the number of trams run shortly before 8 o clock

D S R BRI B Lol LI N . .
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is quite ma,dequete to cope with the demand so that many persons have to go

~
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by earlier trams in addition, hours of work in many London flrms t least,
[-apreny o AT SRS + N .. ’ F I R "
do not begln before 9 a.m.; the ttmemlag between arrival at the statlon "and
A _. i “’ ;“H; 4"'3:“;_9’“. w.‘ fﬁ{,,; ‘. . ¢ = 5_
34k LN &1 1

clockmgr-ln time thus remains. Severe crowtdmg in the workmen s trains
e Lo bty Ty 0 P S .8 wJi i
and the ensumg dtscomfcrt is the other grnevanceo In this respect arf'ironi

.y

¥

cal development h.as taken plaoe condlttons have become equa.l to those of
o ae H._ _)'5 . ¥ L [ M

ordmary busmess traffic -— not through tmprovement in the service- of the

e P
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workmen s trains, but through detemoratton of the ordmary tram serv1ce
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during the rush hours. Overcrowding of the vehlcles (and congestlon of the
O A T it &‘g{i et onowe EPL R “Yomy, _.k“ ye 37 s

streets) before the opening and after the closing of shops and offices 1s S0
intense as to be little better than that of workmens's trains. The overcrowd
ing of workmens® trains has thus largely becomeé part of the geferal problem

of the traffic peak. An extension of the operation of workmen's trains be-
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yond 8 a.m, while affording some - relief, would on the wholé narrow the
per.iod of the rush hours and thus intensify the pressure.

This is demostrated by two diagrams showing the London peak traf-
fic on the District Line (Whitechapel Station)' and on the Morden-Edgware Line
(O_va,l‘Station), reshectivelya(z), ‘At Whitechapel, the Westbound loadings of the
trains are about 12,500 at 8 a.m. (per.half-hour), 8.000 at 5.30 and 10, 000
at 9.a.m., while the available seats areabout 4.000. Lhis nieans that even
in the interval between 8 o'clock , When the ordinary traffic is at its highest;
the train loading is twice the seating capacity. On the Morden—Adgware Line,
the drop beiween the two pea,ks' (both about . 12, 006) is sharper, viz. to under
7.000 while the number of seats is between 4,000 and 5.000. In this case
a half-hour extension of the évailability of workmen's tickets would bring
some relief (moreover, the seats provided before 8 o'clock might be .
brought to the full capacity reached for the ordinary traffic ah hour later).

In outlying factory districts, on the other hand, heavy workmen's traffic is
compressed into half an hour, with little ordinary business traffic to follow.

In such areas, an ex_tension of the workmen's tickefs 'period beyond 8 a.m
would, from the service point of view, be possible and would facilitate the
staggering of working hours. ‘But the main problem is inwﬁrd travel.

The situation needs consideration from a wider angle. 'Circumsta_rl

ces with a direct bearing on the operation of workmen's trains have changed

(1)Report from Select Committee on Workmen's Trains, 297,1903, pp. 44/5
(2) L.P.T.B. Third Annual Report, Frontispiece.
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-0 .ebhgiaé’fably{as t6 ¢all'for'a reorganisation, orat least for, an amendment,
of the existing regulations -fo'r. workmen‘e tickets. . From the beginning-up.-to
" this ‘day: “thé rédiction of fares by workmen's tickets has:been.intended to
e ‘a{sgi‘st"’" low=paid” workers,~ Wh.'lle the ti‘ahsport undertakings :were ‘and -are
- to earn the revénue from-the fares of the ordinary: business* traffic.. Former
"'ixfy; when the sta.rtmg time ‘of factorles was distmctly ‘separate.~from-those
Yoof offlces ~“amd shops, thé- dlscontlnuatlon of workmen's- trains after 8 a. m,
. ‘served as'a Griterion of bona_fide_ workers. = As shown.above, ‘however; - the
" two* peribds of traffic‘have drawn closér together, > Furthermore;iit is now

"‘Wif P ve . FEaiat, ATt L X A 1 - T i e
‘ot - a,lwa,ys Jfactory Operatives who earn the lowest wages, ~thusimost need-

*ihg' Gheap fares; bit ‘Fathér juvenile ‘ and other 16w4pais_;'employee8’-of busi-
ness ' hourse ~which déi'ii'bt"epen before ‘9 a.m. Modern':.conception_o_fithe
workers' " welfate; hov‘ve{r‘efi -regards hanging _a_bout._the' ‘station asthighly objeé.
tionable T " "ot eT e Tnl CUoedw o B T ',_“_,_,-5 33 3.,

. Tl | H T TR > PN PRI e ; YR g ;
"7 Thus ,‘the inténded+beneficiaries of cheap tickets:icannot-now be

- ~%lassified by either timé of-transportation or rough . grouping of :occupations.

R R Y PP P e ' : : g
A moré specifictséléction has - become necessary, in order to ensure-that those.

AT _a,ndc;)nly thosé =" Who need it, get -extra cheap ti'ansport without. sacri-

fici‘rfg"éfri’hoiii"df’ino're"'df"th'eir morning sleep. Under.the present system

o it is*not pOSSlble o "pick: and choose the people to. push‘up" into:the latier pe-

‘ I‘lOd it réduced “'fares.,( ) But such dlscrlmlnation is just-themethod which

Wome e eme e e e - - .

Vah, Lt g Y" O S [ R M . o

(1) Frank Ple Varlow Commission: Ev1dence prr417.._,_ i i
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would serve the purpose. In Belglum, as described in the Statistlcal Part

i} faie FLUQ (a1} Iﬂ,lz.’ujl';.: ;3 3 O8ME ZareT A‘D‘ ( ” , _rf~r¥; r-n! 4 & o0 .

every buyer of an abonnement d'ouvrier hasto produce a document
Er0L LU BDLVETRER bus galliove ! 9atouont i 2 oAl dol Tl reni 4. g

-

showmg him to be a bona-fide worker under the terms of the workmen's

§
LD WY S TURCE O 0 O JERUPP ST N
trains act. In thlS country, it does not seem necessary to sub]ect the bulk of
PR RSE 21 At BTSN .')'1""*:;01!::-’? arg iy ‘O Ingacae PRGN TR

__ the users of wo orkmen!'s tickets to such a scheme, which, moreover, mvolves
SOTG At it 8 el Dog henyomiros wdsnbivitag adi o0 trod dao oo :

cons1derab1e administrative work. It should be possrble to find an 1nterme—
Bt syl W el oill 1o 105 megatueons s e oot sy it 2 e

»

dlate solutlo up to 8 a m., everybody might use wo rkmen S txckets, as at

L ANIRNG O s aiNlun W DORI 006t T dpiln o okl DLt 11
present, while those who are to be entitled to reduced fares after that hour
=iy 863 eing i ioxd DRK Emon liifj'uﬁ galionn sy oidtiw ot Tt gt gy by

__would need certificates showing their claim; new regulatlons would have to
i E S 3733 paivigynz ¢ soostesr 1ol eesvobyras 1oLl v el sabd F omee

fix the categories of eligible persons mainly according to the amount of wa-

LGRSOV ity £ 3ov0 B1eATOR Ynint entgen tombe adl o oL S EE R
888 earned Such a procedure would only be an expansion of some ex1stmg
s asivnes Irodesmnl odd e &1 3 aedw esasyavaun Hilaay ol gy feo .

schemes.,' On the railways, for instance, season tickets for perlods from a

8!‘!3‘& TRV AJliz(7 Qi 101 i:‘l.l..)“l}() 3 wPJ’ZuV*wi n{j okt g ’!""‘ AIVE S CANS HI5 'E‘ o f

month upwards are issued at half rates to workers under 18 years who earn
‘ MR

no more than 18s per weeka(l)
fodon odsving To glddramy adl 18w ol 188 et Doludte s od of 5 8T
The principle of a ﬂat rate, i e. uniform fares for local journeys
wor w Dol Progamstd olldig o bebaetis voriwulr Jolim ol haogoc o
of any length is apphed in some. 1arge Amerlcan and Continental towns but

has, on the shole,-found no place in the transport system of thgs country. _From

us‘ Dot ad furgisn yeviwe ol et 1D conang gy gided ;‘"
.t -the. point ;of. view:of .the, worker 's, journey, the maxn qond}e : }vons are (1) Per_

silogey ool med Jzom wdr o aosivamoad; Lo inaany oo

-180ns. withilong danly,;ourneys ‘have;their fares apprec1ab1y reduced under a

e d T
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ﬂat-rate,yschemeo 3(2), Unles,,the maxxmum dlstances ov hlch (the flat
i PR PR x [S28 RS ¥ B S I
ciatiesradT o Ledl siaisd epd ads h’ f?'f:mﬁ Bad Yui-iin et

rate works ;are | fairly, short, a, flat; rate lS b oun

B

d to de'p'en' on i)ubhc subs1d1es,

1Ty B R

(Eﬂ.t“f}”’i’"’ului o sitian rﬂ} ,.zr.'d;f wid {*, ,? 3L L e
brbecause traffic.over. short dlstances would ot b the mcreases of fa.res im
sl Lo el 4.!‘[1 Pyt is ot i or afvereos :., 4 aere 4 s s

Cuty(l)As e warstime: measure,;thxs concessron has been extended to weekly tlckets,
and:the eage:limit has;been raised. -te,25 s. _since. 1st. December, 1940
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pli‘ed: in an equalisation. (3) ‘Flat rates are a temptation to spread the

T gy o i

conurbations further and thus to increase travellmg and aggravate the loss

. - Ee )
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of time and the stram suffered
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Encouragement of Private Transport. The advantages

’.-;i‘z . - AR i . .
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of cycling to work, both to the ind1v1dua1s concerned and as a relief of the pres

AN - BN N ':n;-

- sure on public conveyances, make encouragement of the use of bicycles the

Lo

lright policy This 1s increasmgly recogmsed by employers who prov1de cy

cle~sheds at suita.ble points within the works premises and facilitate the pur—

IS D W : £

chase of bicycles by their employees, for instance by supplymg them at whole

L
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sale prices Durmg the wmter months, many workers cycle in fair weather

Eane B 44 E3

only and go by public conveyance when it is wet; the transport agencies are
FHYET L osatr g ot

usually expected to cope Wlth this bad-weather demand for additional seatmg

o . AR T 4

capactty() o -
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It is to be expected that after the war the ownership of private motor-

'-T‘N,{=‘_§' L__J C s ;_)‘.

cars will expand The relief thereby afforded to public transport depends not
i 1 o ‘f: ; T " L . BRI S . :
N ) » .
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(2) In view of this habit, an instance like the following cannot be regarded as
serving the general interest; In the case of a certain firm the employees who
cycle in fair weather cannot avail themselves of the most convenient public
means of transport when they wish to do so; bus services, in this instance,
nonnot be sufficiently augmented to take all would-be passengers in time for
clockingein It happened that regular passengers were left behind on rainy
da,ys, as "fair-weather cyclists" had boarded the bus before the. Thereafter,

by arrangement between'the firm.and the bus company; only the holders of .
‘weekly tickets were admitted to the buses. The Traffic Commisswners
‘have sanctioned-this’ regulation. The bus might, of course, make a second

,_Journey to pick up the remainder, but they would be late for work. This

‘firm has not found it-possible (as others have done) to relax the time—keepmg
rules, - but expects the falr-weather cyclists to travel by train in ‘bad:

-
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only on'the number of cars thus used but also on the number of persons car,_
ried by each car. Up to the present war, it was an offence for several peo-

ple to contribute to the costs of a.car which they used in common unless they-

) obtained - a Public Service Vehicle Licence and a Road Fund Lic ence:?t(.‘é%) This

regulation was bound to put a severa check on the sharing of cars by workers;
alt_hough there is evidence that to some extent the ruling was circumvented.

It is to be hoped that the emergency measures which, in the earlier part of the
war, encouraged the sharing of care in order to save petrbl, qn the other hand,
will be continued, in some form or otl-xer, in peace time. A lesson can be leéarn
ed from conditions in the United States, where the ownership of cé.-rs is wide -

spread amont all classes of the population, unhampered by the imposition of

-special licences. Several American investigations illustrate the frequency of

‘the car-sharing habit in that country. In 1936, a special Workers' ‘Transpor-

tation Count was taken of the 30. 000 employees of four automobile (and acces
sory) factories in Flint (Michigan); @ showed that two-thirds of the toal
reached the workplace by private car, thé greater part of them sharing it with
at least one other, but more often with two or more persons. 53. 9% of the -

workers spent 15 minutes or less . on their journey, and a further 37.5%;

‘weather, which takes longer than by bus and means a walk in the rain from the
station to the works. Such a policy obviously discourages cycling to work. The
firm subsidizes the bus service and, in order to make it pay, deliberately dis
courages cycling to work by the employees. ‘ j

(1) In May 1939, five men were fined at Cowbridge (Glamorgan) Police Court for

‘thus "acting in direct competition with the public service vehicle system! The

Times, 17th. May, 1939 - .
(2) Unpublished material, obtained in 1937 through courtesy of the American As_
sociation of Planning Officials. '
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20 to..30.minutes; over.a-;?ninemtenths, therefore, - had notlfrnore than ,ha,lffe‘n:_
- thur'-s_.-_r'ide,;;‘ ;hist.x“)iro'uld;have been impossible if two—thlrds of;the workers
"had not’travelled.*by car..<A small sample inquiry in severa,l places-in another

Amerlcan State.. ( ) wshowed tha.t only in ‘a minorlty of cases was the, car sharedf

by members of .the sames: household It . was usually non- relatlves)who were

chked up- at.their own houses, each passenger gelng carrled by prlvate car

£

Lo 1rom*door to. doorl PPN IS S e ;'*'“3 vt TF 4
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The. measures of rehef which can be apphed in the .spheres of fac-

PN

e .-tory;rorgani'sation\ ,and*;tre.nsport service are all or relatively -modest_ import

~ance <! =The "’,m,ajo'r-_.;solutionimust be sought in toWn pla,nn'_in'gj.j“g‘.he qrb'gn:la}_r_

- out as- recommended from- the poiat of aview of 1 he daily - Journey w111 be- dlscus-

: ;:>ed*m' Chapter Viorgaltiwille me—m '3

(,an oe*lessened ir:two: Ways S, tm“ aumber,. as well as the- 1ength .and. -strain of

;}ourneys,towork.can:be recuded. L IETIULEN SRR 5V SIS S P oI EEN
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(1) Massachisétts. -1 am mdebted to Professor Carle Zlmmerman Harvard
i BT for this mformatlon. v RS2 R e

a0 that the burden ofwfdailylstravelhng '




