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SCHOOLS – THE GATEWAY TO TOMORROW’S TRAVELLERS 

This paper will discuss, through reference to practical experience in transnational co-operation 
and local action, the potential impact of the education community on Mobility Management. 
 
I hope to explore a fundamental hypothesis related to the conference theme: 

 
Effective partnerships within the education community must cater for, and reward, a 
diverse range of aspirations amongst the actors, few of whom are actively committed to 
Mobility Management philosophies. 

1. Background 
For many people the concept of Mobility Management is seen as being technically biased, 
with the emphasis on providing good quality infrastructure and public transport systems. 
Others take this understanding a step further by promoting the need to develop accessible 
and relevant information systems to ensure that ‘alternative’ modes of transport are not 
surrounded by mystery and misinterpretation. A typical example of this exists in the United 
Kingdom. There exists, amongst non bus users, a very poor image of buses derived from poor 
experiences or hearsay. Many people see buses as dirty and smelly, full of unpleasant people, 
and nearly always late. There is a perception that the bus timetable is written in a secret code, 
only accessible by regular bus users, with even the simplest piece of information such as 
which bus to take to a given destination being kept as a closely guarded secret. 
 
Of course these perceptions are rarely correct, but they are nonetheless powerful 
disincentives to bus use in the same way that many UK parents drive their children to school 
because they fear that their child will be kidnapped and molested. This despite evidence that 
their children are 100 times more likely to die as a result of travelling in the car than from 
kidnap, and that, in any case, they would be protected from abduction by the presence of the 
parents or carer.  
 
It is against this confused, frustrating, and sometimes mildly amusing context that we, as 
developers and promoters of alternatives to car travel, attempt to persuade people to change 
travel habits developed over a lifetime. Often, the messages we give will have little personal 
relevance for the recipient. We may try and appeal to their better judgement when greater 
influence could be achieved taking a different approach. The UK Government is currently 
promoting an excellent sustainable living campaign called ‘Are You Doing Your Bit’, but how 
effective will be messages which talk of benefits to the planet or to the community, without 
talking about benefits at the personal level?  
 
Compare such promotions with the marketing of cars. Motor companies realise that peoples’ 
choices are not dependant on price or economy alone. Customers undertake a complex 
decision making process which takes in a wide variety of variables such as colour, size, 
performance, status, image, extras, music system and many others. To compete with such 
powerful images and perceptions, should we not do more than provide the means for 
alternatives to car use, but appeal to people on a variety of levels in order to ‘sell’ walking, 
cycling and the use of public transport? In other words, should we not put the same 
investment into affecting peoples’ hearts and minds as we do into reshaping the road 
environment and give them valid personal reasons to leave their cars at home? 

2. Settings 
We also have to take into account the best setting to target our messages and consider this in 
the context of local and national transport policies. Transport Policy within different EU states 
give different levels of empowerment to implement transport issues at the local level. Whereas 
mobility management issues can be embedded and supported within these Transport Policies, 
within the UK, for instance, such policies are permissive rather than wholeheartedly 
supported. It is at the local level that government is often delegated to take action which is 
seen as anti-car, while the National Government can praise successful schemes, and 
separate itself from those which are less popular. 
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Finding the most appropriate settings depends on public acceptance and the realistic chance 
of making a positive difference. Often this difference will be possible only by appearing to 
satisfy the actors perceived needs whilst seeking to achieve our own. 
 
The Target Project, part of the Interreg IIc North Sea Region initiative, explored a number of 
potential settings during its two year life. The project recognised the most common journeys 
which we make and sought to affect the way in which we make them. Key journey types 
included travelling to and from work, travelling to and from school, and travelling for shopping 
or leisure purposes. Various different interventions were developed across the project which 
encompassed many of the discussion points about marketing and publicity mentioned above, 
as well as creating physical measures designed to help travellers access the public transport 
system more easily. 
 
The two main settings consistently identified as targets for sustainable travel initiatives are the 
school and the workplace, both of which were included within the Target Project.  
 
The workplace is a valid target because potentially it can involve a very large proportion of the 
community, and has the potential for an immediate impact, though longer term additional 
benefits are limited as people may already have committed a large part of their travelling life to 
the car, and may be able to influence few others except their peer group and family. They may 
also have entrenched attitudes to travel choices which could be difficult to influence. Further, 
businesses themselves are very difficult to engage in the process as, at present, there is little 
incentive to be involved, especially for small and medium sized businesses. 
 
The school setting has long been recognised as a target for delivering all sorts of information. 
Road safety, health education and citizenship are common subjects covered in most schools 
across the UK to some extent or another. Many would argue that this is just because they 
provide a convenient means to approach a captive audience. Others would suggest that 
delivering messages to children in this way has many benefits as messages can be designed 
to meet their needs at appropriate ages, having an impact now, whilst at the same time giving 
children messages which will be useful to them later in life. These messages can be designed 
to impact on friends and family, and be given credibility by the whole school community. There 
is a well established and recognised hierarchy of communication, with recognised profiles of 
actors being clearly understood within this hierarchy. Understanding the profiles of these 
potential partners gives us an opportunity to combine divergent views into actions which can 
satisfy a range of needs.  
 
A typical example could be the delivery of cyclist training to children. This is common in the UK 
and is usually aimed at children when they reach 10 or 11 years. This training has been 
ongoing since 1948, and has developed to take into account modern teaching practice and 
traffic conditions, with the primary parental desire clearly being to make young people safer on 
bicycles. Schools are often involved through habit, with this training offering one of the few 
opportunities to be seen to assist in the delivery of ‘lifeskills’ education. Providers do 
everything they can to make it easy for schools to take part in the programme and increasingly 
believe that young people are more encouraged to use their cycles as a form of cheap and 
convenient transport after they have been trained. These young people may continue this 
cycle use as they grow older and consider the bicycle as a viable means of transport as 
adults. In road safety terms, they become aware of the way in which cyclists are treated by 
other road users so that if they become drivers, they may have greater consideration for more 
vulnerable road users. This is a simple example where each of the actors can have diverging 
needs, but all these needs can be met, and in some cases united, by a well designed 
programme. 
 
In Leeds, cyclist training is timed to encourage children to use their cycles through the long 
summer holiday before they start at secondary school. They are positively encouraged to use 
their cycles for future schools travel, and the training is delivered by professional trainers, all 
keen cyclists, who can show them that cycling is an acceptable and flexible means of 
transport, even when they become adults. 
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3. Motivation 
At this point it is worth considering what motivates people to change established habits. The 
example of the purchase of a car above shows that people are not always, if ever, persuaded 
on a course of action by altruism, but rather respond to a variety of other influences. In the 
case studies below there is a consideration of why the activities have been successful. An 
attempt was made at the start of each project to consider the needs and desires of the client 
groups so that the promotional messages could be directed at those. 
 
In some cases the potential partners had clearly identified views or contributions which could 
be fed into the projects, such as the stated desire to control vandalism, as in the first example 
below. In other projects, simple surveys of attitude and behaviour were used to establish base 
lines and provide the information from which to develop project programmes. This was 
important to establish how these projects could be developed and promoted to different actors 
or partners and how outcomes could be sought which would satisfy their variant needs and 
points of view. 
 

4. Case Study 1 

SafeMark, South Yorkshire Passenger Transport Executive  
 In the UK a statutory duty exists to provide bus transport to pupils who live more than three 
miles from their schools. This transport has a very poor image with bad behaviour amongst 
users, and a perception of bullying and poor quality buses. There is something of a vicious 
circle within which, as behaviour deteriorates, so bus operators use older and lower quality 
buses for the service, therefore degrading its image still further. It is recognised that this may 
not be the best way to encourage young people to continue to use buses as adults. 

Objectives 
It was the objective of this project to challenge that poor image, finding out from users what 
they think of the services and devising a scheme to tackle the elements of the vicious circle. It 
was further intended to devise a method of measuring pupil behaviour and considering the 
role of schools within the provision of the service. It was intended to pilot the project in one 
school and roll it out to 5 further schools within the South Yorkshire area. 

Methodology 
The campaign, ‘Safe Mark’, was designed to include the school, the bus operator, the 
Passenger Transport Executive, the Police and the school transport users in a programme 
which would: 

Promote the School Bus Service 
Measure students’ behaviour on the buses 
Offer students the opportunity to report bad and unsociable behaviour 
Target schools with worst behaviour problems 
Monitor levels of bus use 
Reward the school for its ownership of the issue. 
 

One secondary school of the 70 in South Yorkshire was identified as a test bed for this multi-
faceted campaign. Students were surveyed and encouraged, through educational 
interventions and a confidential incident reporting process, to take ownership of their school 
travel issues. Schools taking an active involvement in the project are certificated as ‘SafeMark’ 
schools. This is revisited every three years, encouraging them to maintain a level of 
involvement over time. This is clearly not a capital based programme, but one which focuses 
on the service users’ hearts and minds. In the longer term, improved user behaviour is likely to 
encourage bus operators to use better quality bus stock for the provision of this service. The 
use of a reward system, via the SafeMark, is clearly a tool to draw a wide range of actors into 
the partnership which is essential for the success of such a project. 

Measurement 
School transport users for the schools involved were surveyed for their attitudes and beliefs 
regarding the service. Bus operators co-operated in the design of a system to measure 
behaviour of students using the school transport services affected. Levels of school transport 
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use have been monitored to measure any change in patronage. 

Outcomes 
The target for the uptake of SafeMark over the two years of the project was the involvement of 
5 secondary schools. By the end of the Target project in September 2001, 50 schools had 
signed up and were working towards an award. Bus operators were able to prove, through 
their objective monitoring system, that behaviour on the affected buses had improved, and 
that use of the buses was on the increase. The project is ongoing, and it is intended to 
develop a SafeMark scheme targeting bus travel amongst Primary School children. South 
Yorkshire Passenger Transport Executive have recognised that if people enjoy a positive 
experience of bus travel at an early age, and that this is reinforced through their childhood, 
they are far more likely to remain as customers as they grow older. 
 
A further outcome of the project has been the interest shown by other school transport 
organisers across the United Kingdom. Several pilot schemes are currently underway in areas 
outside South Yorkshire where they are seen as being suitable for schools who already have 
high bus use as well as those that are looking to buses to provide a real alternative to the car 
for school journeys. 

From Stakeholders to Partners 
What has driven each of the main stakeholders in developing this project? Clearly the South 
Yorkshire Passenger Transport Executive has a vested interest to ensure that contracted 
operators delivering the service can do so without risk to their buses and the safety of third 
parties (one incident prior to the project’s commencement had involved a number of seats 
being thrown from the top deck of a double decker school bus). They have the secondary 
desire to ensure that demand for bus travel grows. 
 
The participating schools’ reasons for involvement may be two-fold. They may, on the one 
hand, wish to actively promote the use of buses, and take responsibility for their pupils 
behaviour, though experience suggests that this is not generally the case. Schools tend to 
have little interest in how their pupils travel to and from school and their behaviour on that 
journey. What is far more likely is the desire to display an award which will give participating 
schools a commercial edge over non-participating schools. Schools in the United Kingdom are 
able to compete for customers and therefore have a desire to show that their service is better 
than their local competitors. This competition in the provision of public services offers a 
considerable challenge to transport policy makers. Policies can not be enforced, they can only 
be used to encourage. 
 
For the young people involved, this project provides an empowerment for the normally silent 
majority who have to suffer the consequences of a badly behaved minority. They are 
respected for their opinions and can see that their views are acted upon. 
 
It is clear that each partner has different reasons for wanting to make the project work. There 
is no common desire to promote buses or greener transport, or necessarily to improve 
behaviour and yet an effective partnership has developed, offering a variety of roles to 
partners and taking into account their differing needs. This is a good example of how the 
education community, despite being a demanding partner for sustainable transport and other 
issues, is an ideal setting to influence travellers of today and tomorrow. Promotion of buses as 
a viable form of travel is actually a by-product of a project originally intended to reduce 
vandalism on school buses. 

5. Case Study 2 

Taking Action on Motorised Journeys, Trafikkontoret, Goteborg, Sweden 
Whilst the traffic mix in Goteborg is somewhat different to most of the UK, and levels of car 
use for school journeys are much lower, it is recognised that levels of car ownership are 
growing. Some specific examples already exist where levels of car use for school journeys are 
similar to those in the Yorkshire and Humberside region and it is anticipated that most schools 
may face increased levels of car use in the future. The need for preventative campaigning was 
identified as being essential to control this potential increase in demand. 
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Objectives 
The objectives of the project were to support existing travel choices in the schools involved 
whilst discouraging increasing use of cars for school related journeys against the backdrop of 
increasing car ownership. 

Methodology 
Parents and children surveyed to ascertain usual mode of transport and reasons for that 
choice. 
Design a targeted campaign using this local data on travel choices and behaviour. 
Monitor behaviour and attitudes post campaign 
 
Although levels of car use in the Goteborg District for school journeys are low compared to the 
United Kingdom, two schools were identified where levels of car use were higher than 
average. The project was designed to tackle this existing car use, and provide tools which 
could be used to counter the effects of growing car ownership and usage elsewhere in the 
area. The two schools, catering for different age groups, but geographically near to each 
other, were identified following their involvement in an earlier consultation process related to 
highways measures. The schools share an education ‘hostess’ who acted as a liaison with 
and between the schools and who proved to be an essential partner linking the traffic authority 
and the school community.  
 
Parents were given a questionnaire to measure their attitudes and beliefs to school transport. 
The project team then used this information in presentations to parents during parents’ 
meetings and other forums. From initial attempts the method was redesigned so that the 
information would be presented by the education ’hostess’ . It was noted, subjectively, that the 
parents seemed more open to the information when presented by someone they knew, and 
someone without professional bias. 
 
A similar project was run in parallel in the United Kingdom, but without the personal 
presentation of survey findings and transport choice messages. 

Measurement 
Parents were circulated with questionnaires before any interventions had taken place. Some 
60% responded. Following the intervention, parents were surveyed again, with comparison 
being made between the before and after information. Although no change in behaviour was 
expected, traffic counts were taken outside the participating schools before and after with 
which comparisons could be made. The focus of the measurement was on the attitudes and 
beliefs of the respondents. 

Outcomes 
Comparison of surveys showed that over the course of the project there was a statistically 
significant increase in the proportion of parents who considered walking as a suitable means 
of travelling to and from school. In the larger of the two schools, which caters for children ages 
6-16, school journeys by car reduced by 4% of total journeys from a pre-project level of 21% 
and this was also shown to be statistically significant. The majority of respondents felt that the 
reasons given for driving children to school, mainly linked with convenience, were not valid 
reasons to justify such travel. 
 
In the parallel project within the United Kingdom, no efforts were made to address parents 
directly, either by officers, or by a school ‘champion’ as in Goteborg. The outcomes were 
somewhat different. Whilst no significant differences in attitude or behaviour could be 
measured over the course of the project, the relationships developed with the eight schools 
involved have subsequently led to the development of walking bus initiatives, traffic 
engineering measures and formulation of school travel plans, providing long term benefits with 
the active involvement of stakeholders. 

From Stakeholders to Partners 
In this case the major stakeholder was Trafikkontoret who, as the local transport and public 
transport authority, have a responsibility to the sustainable development of the transport 
system. They have a clear agenda to control the potential for growing car use and support 
developments which support walking, cycling and public transport use.  
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The schools wish to avoid the same type of congestion which has become common outside 
schools in the United Kingdom. They want to maintain the pleasant and uncluttered 
environment outside their schools and encourage children to become self-reliant on their 
school journeys. 
 
The pupils and parents live in a culture which places greater value on travel other than by car 
than compared with the United Kingdom, and it is encouraging that parents’ acceptance of 
walking to and from school as a preferred travel choice increased over the course of the 
project. Parents are easily swayed by convenience, so being reassured by the project that 
walking is easy and convenient has clearly been successful. 
 
The school ‘hostess’ was undoubtedly the key to the success of the project and demonstrated 
the value of a community leader who could act as a medium to get a variety of actors working 
together, albeit for divergent needs. Her role within the two schools is to take responsibility for 
educating the children in all the life skills they need beyond the academic. This would include 
areas such as sex and health education for instance, and she welcomed the opportunity of 
this project to directly approach parents on an issue which has a bearing on health as well as 
the environment. For her the project could be seen as a tool to improving home/school 
communication as well as her own belief in encouraging safe and sustainable transport. 
 
Attempts by the project team to deliver the information and feedback from surveys was a clear 
failure. Parents saw them as representatives of authority, rather than active partners, and 
where unwilling to enter into a project which they may have seen as intervention rather than 
participation. Further, the project officers were seen as a focus to complain about other public 
services, and therefore were unable to maintain a focus or partnership approach within the 
schools. 
 

6. Case Study 3 

Walking Bus, Weetwood Primary School, Leeds City Council 
Whilst no new idea, the walking bus is a developing phenomena within the United Kingdom. In 
simple terms it is a means of adding formality to activities which already exist. It consists of 
parent volunteers accompanying groups of children on the walk to school. The walking route 
always takes the same route, and is travelled at the same time each day, with children being 
picked up from ‘bus’ stops along the way.  

Objectives 
Walking buses are developed and supported to: 
Raise the profile of walking 
Support existing walking 
Promote transfer to walking 
Identify walking routes and areas for improvement measures 
Encourage whole school ownership of school travel issues 

Methodology 
Walking buses are generally a voluntary arrangement, promoted and supported by local 
authorities, but delivered by volunteer members of the school community, They allow parents 
and other volunteers to accompany groups of children to and from school on fixed routes, run 
at fixed times. Children can join the walking bus at a number of points along its route and the 
ratio of adults to children means that a group of volunteers can create a rota which allows 
them to have a number of days off duty each week. 
 
Weetwood Primary School, a suburban school in the north of Leeds, was one of few schools 
in Leeds which responded to a United Kingdom Government promotion on Safer Routes to 
School. Leeds City Council was invited to advise the school on school travel issues and 
subsequently addressed a number of parents meetings. From these meetings were identified 
a small group of parents wishing to organise a walking bus. The route they had in mind 
covered approximately 2 km, catering for up to 25 children. The parents were given 
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assistance with route planning, risk assessment, creation of terms of reference and were 
supplied with high visibility waistcoats for themselves and the children. 
 
The school was encouraged to take part in the annual travel to school survey, undertaken 
regionally, which established that at the start of the initiative, nearly 40% of children were 
driven to school. Walking accounted for the rest. 

Measurement 
Monitoring of the initiative by the parent group has established that the demand for this service 
is far greater than originally expected. From an original target of 25 children, the walking bus 
now serves between 65 and 100 children daily. The group also monitored car travel and were 
able to show that, at its peak of success, towards the end of the academic year, car travel had 
reduced by approximately 17%.  
 
The numbers of parents involved in the scheme has grown to nearly 100, which, considering 
the school serves just over 200 students, is a significant commitment.  
 
Outcomes 
The original target of one walking bus route has developed into four. Out of the original group 
of parents a school ‘champion’ has emerged who now co-ordinates the operation, taking 
responsibility for training and other related issues. It is clear that without such a champion, this 
scheme would not have expanded, and indeed, may never have developed at all. 
 
Within the first academic year of operation, the ‘bus’ had a significant effect on car travel. Site 
observation also showed that those parents who did drive changed their parking habits to 
avoid causing conflict to the ‘buses’ and in some cases changed the time at which they arrived 
at school. 
 
A very large proportion of the parents have become involved in the scheme, though it is a 
hard-core of parents who form the regular bus operators. 
 
The new academic year has seen the level of car use slip back towards its original level, 
though all four routes have been sustained and are operating. The parents involved are 
working to return to the high levels of participation seen through 2001. 

From Stakeholders to Partners 
The school is interested in this type of activity because it is one way in which the continuing 
problems of congestion and inconsiderate parking can be challenged without engaging in a 
battle with parents. The scheme uses volunteer parents to set a good example to those 
parents who drive. The organised nature of the walking activity encourages the provision of 
enhanced pedestrian facilities on the routes being used. Often these have been the subject of 
long-standing requests but have been difficult to justify due to usage levels. 
 
The parents involved initially tend to be those who already walk their children to school every 
day. Apart from the social benefits of walking with other adults, the scheme allows them to 
have days where they can leave the responsibility for their child’s journey to school to 
someone else. 
 
The children, especially the younger ones, enjoy the sense of belonging to something special. 
The walk becomes more structured and provides an opportunity for them to improve their 
social skills, discuss the environment around them, and learn vital road safety skills which will 
keep them safer throughout their lives. If they are new to walking, it is felt that the experience 
will provide a positive image. 

Conclusions 

Moving from Stakeholders to Active Partners 
It is clear that each of the stakeholders have very different reasons for taking part in these 
initiatives. What they are not necessarily interested in is the issue of Mobility Management, 
they are usually more interested in issues of convenience, economics or status. It is the 
understanding of this range of motives which is the key to creating effective partnerships. 
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Whilst not all stakeholders motives may be mutually inclusive, combined they can act in 
synergy. 
 
Each of the above case studies, and these are typical of initiatives and interventions being 
developed across the United Kingdom and the rest of Europe, not only tackle issues in the 
short term, they have the potential to affect young people travel choices and behaviour across 
their whole lives. 
 
Local transport policy can provide a framework within which such projects can take place, but 
again, must recognise that each of the different actors will have a different perception of their 
travel needs and the role they play within Mobility Management. Certainly transport policy is 
essential in developing and providing infrastructure to support a new travel culture, but alone 
will not change peoples’ hearts and minds.  
 
The educational community is not just a convenient forum to reach a captive audience, it 
offers a fundamental opportunity to influence current and future generations of travellers 
before they have fully developed attitudes to travel. That community, however, has academic 
goals in their sights, and will be unlikely, or unable, to find traditional curriculum time to work 
on travel issues. Again, the case studies demonstrate that in each case, the schools became 
involved because either a good business case was made to them to undertake such activities, 
and that these would enhance the environment for academic goals, or a school champion 
emerged who would act as the catalyst in developing new action. 
 
This makes the educational community a valuable, yet demanding partner for sustainable 
transport, traffic safety and health issues. We, as transport professionals, being unable to 
impose our projects on them, have to become adept at recognising the schools’ motivations 
for becoming involved. This could be the key to the development and success of Mobility 
Management projects in a number of settings, and be recognised as a means of encouraging 
travellers to make best use of an ever improving travel network and infrastructure. 
 

7. Contacts 
 
Graham Riley, Leeds City Council, UK 
graham.riley@leeds.gov.uk 
 
Pam Horner, South Yorkshire Passenger Transport Executive, Sheffield, UK 
pamh@sypte.co.uk 
 
Camilla Henriksson, Trafikkontoret, Goteborg, Sweden 
camilla.henriksson@trafikkontoret.goteborg.se 
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