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PERSON TRIPS AND TRAVEL




INTRODUCTION

This chapter presents findings on the characteristics of person
trips, which are defined as one person traveling in any mode of
transportation. This is counted as one person trip. If two
persons travel together, it is counted as two person trips, A
person mile of travel ceccurs when a persen travels cone mile. If
three perscns travel 5 miles together, it is counted as 15 person
miles of travel. Most of the information presented in this
chapter is based on the 1983 NPTS survey, although wherever
possible, equivalent data on particular characteristics have been
compiled from the 1977 NPTS survey in order to show trends over
time. The relationships described in this chapter are comparable
to material in Report No. 1l in the 1977 NPTS report series,

This chapter analyzes trip-~making characteristics such as:

=} the number of person trips,

o the length of person trips,

o the distribution of perscn trips, and
o daily person miles of travel.

It evaluates the relationship of the above trip-making character-
istics to various socioc-economic characteristics of individuals,
such as:

o age,
o) seX, and
o puossession of a driver's license,

as well as household characteristics, such as:

household income,

household position in the life cycle,
place of residence, and

size of SMSA,

QOO0

In addition, the relationship of trip-making characteristics such
as:

trip type,
means of travel,
time of day, and
day of week

cocoeo0

are addressed in relation to the average number and length of
trips, as well as individual and household socic-economic
characteristics listed above.

SUMMARY OF NATIONAL ESTIMATES USED IN THIS CHAPTER

1869 1977 1983
Persons 197,213 213,141 229,453
Annual Person 145,146,000 211,778,000 224,385,000

Trips

Annual Person Miles 1,404,137,000 1,879,215,000 1,946,662,000
of Travel (PMT)

Note: All numbers in thousands.




PERSONAL TRAVEL: AGE, SEX FIGURE 6-1

As Table 6-1 and Figure 6~1 show, CHANGES IK DISTRIBOTIOR OF PERSONE BY AGE
the largest change in age groups 30 = o
(excluding perscons undexr 5)
between 1969 and 1383 occurred in
the decreased preportion of 5 to ‘—
15 year olds (26 to 18 percent of 25 +
the population), the increased

number of 20-39 year olds (27 to .
36 percent of the populationl, the 20 4 .
haby bocm generation, and the
increase of the elderly popula-
tion, those 60 years old or older
(15 to 17 percent of the popula-

Percent
J
|

15 ]
tionj. Other, less substantial =
shifts in age groups alsoc occurred _ﬂr—
during this time pericd. B ] = — 1
10 A
Sex and age seem to have had an -
impact, although slight, on the -
numbex and length of trips taken 5 - |
daily by the average individual. |
Although Table 6-2 shows men and MEIIEIERE i w|2i&]|3 z o|2|R|B13 i
women both averaged roughly three 1ldle]s b I 81 |I(e18 4 & ilé did ; %
. R X ~{N[{a|+|0]jo|O - L ER 3 -iN"n 0|0
trips daily in 1983, men tended to 0 _
e i onge ri - -
tak glxgﬁtly 1 ger trips, 1089 1977 198:
resulting in approximately 26 : =~
daily miles of travel compared to
21 for women as a group. _
Age, rather than sex, seems to
have had a greater impact on trip- B
making charagteristics. Those 16 -
to 49 years old averaged more than
3 trips per day, while all other -
age groups made between 2 and 3 =
trips on the average, The one -
exception appears to be women over -
age 65, who averaged less than two
trips daily. =
- I )
TABLE 6-1
DISTRIBUTION OF PERSONS BY AGE AND 5EX
Age
) = A1l
Under 5 5-15 16-1%  20-23 30-39 40-49 30-59 60-64 and Qver Fersons
s 1 - N
1969
Male H/A 51.0 49.9 46.0 47.3 47.5 6.7 47.9 43.2 47.9
Female R/A 4%.0 50.1 54.0 52.7 52.4 53.3 52.1 568 52.1
Total 100.¢  100.0 100.0 100.0 100.0 100.0 100.0 10020 100.0
ALL PERSONS H/A 26.0 7.8 1%.0 12.2 12.8 11,6 4.6 10.2 100.0
1977 _
Male 50.4 51.0 49.7 48.5 48.4 48.1 47.1 4%.7 41.3 48.1
Female 49.6 49.0 5¢.3 %1.5 51.6 51.9 52.9 54.1 58.7 51.9 o
Total 100.0 i00.0  100.9 100.0 100.0 i00.0 100.0 100.0 100.0 100.¢ %
ALL PERSONS 6.9 15.8 7.8 17.3  13.0  10.6  10.7 4.4 10,5 160.0 -
All Persons 5
texcluding under St* N/A 20.2 8.4 18.5% 14.0 11.4 11.5% 4.7 11.3 100.0 H
1963
Male 52.8 S1.1 50.3 49.9 47.8 50.2 46.5 i8.0 40,3 48.6
Female 47.2 48.9 49.7 50.1 §2.2 49.8 53,5 52.0 59.7 51.4
Total 100.0 106.0  160.0  106.0 100.0 100.0 100.0  10Q.0 100.9 100.0
ALL PERSONS 7.2 16.2 6.7 17.7 15.7 10,7 10.3 4.9 10.8 100.0
All Persons -
lexcluding under 51*  KW/A 17.3% 7.2 19.3 16.9 11.5 11.1 5.3 11.4 100.0

*Excluded for comparability with the 1969 data.

L
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Individuals between 20 and 64
years of age typically made the
longest trips at 9 to 1l miles,
compared to 6 to 7 miles per trip
for those over 64 and under 20,
Those between 20 and 49 traveled
the most, averaging over 30 miles
daily, compared to those over age
64, who traveled the least each

day, or less than 13 milss.

In general, more trips were made
for family and personal business
purposes {36 percent) than for any
other reascn, followed by social
and recreational trips (28 per-
¢ent), work and work-related trips
{23 percent), and civic, educa=~
tional, and religious trips (12
percent} {Table 5-3).

As shown in Tables 6-3 through
6-5, sex and age characteristics
influenced the type of trips made
by individuals. Men took more
work and work-related trips than
women (28 percent vs. 18 percent,
respectively), while women made
more family and perscnal business
trips {39 percent vs, 32 percent).

TABLE 6-2
AVERAGE DAILY PERSON TRIPS, TRAVEL, AND TRIP LENGTH BY AGE AND SEX
(1983)
Age
65
5=15 16-19 20-29 30-39 40-49 50-59% 60-64 and Over All
Average bally Trips
Male 2.3 3.3 3.5 3.3 3.1 2.8 2.7 2.2 2.7
Female 2.3 3.4 3.4 3.6 3.2 2.8 2.1 1.6 2.7
ALL 2.3 3.3 3.4 3.4 3.% 2.8 2.4 1.8 2.7
Average Daily Person Miles of Travel
Male 16.8 22.0 32.4 35.1 38.4 29.9 26.6 14.8 25.5
Female 15.4 20.8 23.6 27.8 31.4 21.1 20.9 10.5 21.1
ALL 16.1 21.4 30.9 31.3 34.9 25.2 23.7 12.2 23.2
Average Trip Length (Miles}
Male 7.5 6.8 9.3 10.8 12.5 10.6 9.9 6.6 9.5
Female 6.6 6.1 8.8 7.7 9.8 7.6 9.8 6.8 7.9
ALL 7.0 6.4 9.0 8.1 1t.1 9.0 9.8 6.7 8.7
TASLE 6-3
DISTRIBUTION OF PERSON TRIPS BY PURPOSE AND AGE
(1983 - ALL PERSONS)
Age
[
5-15 16-19 20~29 30-39 40-49 50-59 60-64 and Over All
Earning a Living
To or From Work .4 13.1 26.4 26.13 28.2 26.6 21.7 6.3 20.4
Work Related Business .4 1.1 2.3 3.3 1.2 4.1 2.1 1.5 2.4
Subtotal .8 14.2 28.7 29.6 31.4 30.7 23.8 7.8 22.8
Family and Personal Business
Shopping .3 12.4 16.7 18.5 19.8 22.1 24.0 0.6 18.2
Docter/pDentist .1 .6 .8 1.2 1.3 1.2 1.7 3.6 1.2
Other Family Business .8 106.2 15.5 20.5 19.2 15.8 18.4 18.1 16.1
Subtotal .2 23.2 33.0 40.2 40.3 39.1 44.1 52.3 35.5
Civic, Educational,
and Religious 37.8 24.7 6.9 5.0 4.3 6.1 4.9 7.6 11.8
Social and Recreaticnal
Vacation -4 .1 .2 W3 .3 .3 -4 .2 .3
Visiting Priends 12.2 15.7 13.8 9.0 7.6 8.5 10.4 10.4 11.0
Pleasure Driving .5 5 .4 o | <5 .7 .4 1.3 .5
Other Social and
Recreational 19.3 19.8 15.7 14.0 14.1 12.9 14.6 17.7 15.8
Subtotal 32.4 36.1 3o.1i 23.7 22.5 22.4 25.8 29.6 21.6
Othey 6.8 1.8 1.3 1.5 1.5 1.7 1.4 2.7 2.3
TOTAL 100.0 100.0 100.0 100.0 100.0 100.0 1p00.0 100.0 100.0
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This may have been the result of
the greater number of women than
men whe stayed home to maintain
the household, and therefore made
fewer work trips and more of the

and social and recreational trips,
were made fairly proportionately
between both men and women.

The relationship between age and
trip purposes is what one might

years old. dvic, educational,
and religious trips comprised
approximately. 30 percent of all
+rips for those less than 20 vears
old, and among this group, ancther

household’'s personal trips. The expect. Work trips predominated, 36 percent of;the trips made by
remaining trip types, civic, approximately 30 percent of all teenagers pertiined to social and
educational, and religious trips, trips, for those between 20 and 59 recreational aftivities.
TARLE 6—4
DISTRIBUTION OF PERSON TRIPS BY PURPOSE, AGE, AND SEX
{1983 - MALES) i
Age e R
03
5-15 16-19  20-28 30-39  40-4% 50-59 60-64 amd Over _All
Farning a Living )
To or From Work 1.5 16.2 31.6 33.1 13.9 31.6 26.2 6.7 24.5
Work Related Business -4 1.6 2.5 £.7 4.4 5.6 3.2 - 2.1 3.1
Subtotal 1.9 17.8 34.1 37.8 38.3 7.2 29.4 8.8 27.6
Family and Personal Business
Shopping 9.4 9.4 14.6 16.2 16.4 18.3 1%.9 31.2 15.7
Docteor/Dentist .2 +5 .6 o7 .5 .7 1.7 2.6 .9
Other Family Business 9.0 10.1 14.3 16.7 18.4 16.5 19.2 19.1 15.0
Subtotal 159.3 0.0 29.5 33.6 35.3 35.5 40.8 52.9 31.6
Civic, EBducationsl,
and Religious 39.1 24.4 5.6 3.6 3.0 4.4 4.0 5.8 11.1
Social and Recreational
Vacation .5 .1 .2 3 ] 2 .3 .0 «J
Visiting Friends 11.9 15.8 13.2 3.4 6.1 1.3 10.1 10.3 10.6
Fleasure Driving .3 .7 .5 -4 .4 .8 «5 1.3 « &
Other Social and
Recreational 20.5 19.6 15.5 13.9 15.4 1.5 14.90 18.2 16.0
Subtotal 33.2 36.2 29.4 4.0 22.2 20.9 4.9 29.8 27.5
Other 6.5 1.6 1.4 1.0 1.2 2.0 .9 T2.7 2.2
TOTAL 100.0 100.0 100.0 100.0 100.0 1006.0 100.0 fno.0 100.0
TABLE 6-5
DISTRIBOTION OF PERSON TRIPS BY PURPOSE, AGE, AND SEX
{1983 - FEMALES)
Age _
65
5-15 16-19 20-29 30-3% 40-49 50~-59 60-64 aﬁg Over All
Farning a Living -
To or From Work 1.2 10.0 21.2 20.8 22. 22.2 16.4 -6.0 16.5
Work Related Business .5 «5 2.8 2.1 2.1 2.7 2 -9 1.7
Subtotal 1.7 10.6 23.2 22.9 24 24.9 17.2 6.9 18.2
Family and Persocnal Business .
Shopping 11.2 15.4 18.8 20.4 231.2 5.4 28.8 36.1 20.3
Doctor/Dentist 1.3 .6 1.0 1.6 2.0 1.6 1.6 _ 4.5 1.6
Other Family Business 10.6 10.2 16.8 23.7 20.0 15.1 17.5 17.1 17.2
Subtotal 231.1 26.2 36,6 45.7 45.2 42.1 47.9 51.7 9.1
Civie, EBducational, 36.6 25.1 B.1 6.1 5.5 7.6 6.0 -9.2 12.5
and Religious
Social and Recreational
Vacation +3 .2 .3 o | .3 .4 .4 -3 -3
Visiting Friends 12.5 15.7 14.4 8.7 9.0 2.6 10.8 10.6 11.4
Pleasure bBriving W7 .5 .2 .4 .6 .6 .2 1.3 -5
Other Social and 18.1 19.9 15.9 14.0 12.9 13.4 15.5 17.3 15.6
Recreational
Subtotal 3l.6 36.3 30.8 23.5 22.8 24.0 26.9 29.5 27.2
Cther T.0 1.8 1.3 1.8 1.8 1.4 2.0 - 2.7 2.4
TOTAL 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0
o == iy - —u e =z




PERSONAIL, TRAVEL: MODE OF

TRANSPORTATION

AGE,

As shown in Table 6-6, approxi-
mately one-half of all trips were
made by an ind:ividual driver in an
apto or passenger van. The pro-
portion of all trips made via this
mode remained constant between
1977 and 1983. During the same
period, those riding as a pas-
senger in an aute or passenger van
decreased by approximately 3
percentage points, from 30 to 27

percent, perhaps due to the
increased vehicle ownership and
hence availability. The pro-
pertion of travel via public
transportation also decreased
slightly during this period.

In addition to the previously
mentioned correlations between
sex, age, and trip purpose, there

ship, although slight, between an
individual's age and mode of
transportation in some instances,
The 30 to 49 age group were more
likely to drive themselves than
other age groups, with over 56
percent of their travel made hy
personally driving themselves,
This same group made the fewest
transit trips in 1977.

also appeared to be a relation-

TABLE 6-6
DISTRIBUTION OF PERSON TRIPS BY AGE AND MODE OF TRANSPORTATION
Age
65 and
5-15 16-19 20-29 30-39 40-49 50-59 60-64 Over All
1977
Private Vehicle
Auto, Van~Driver .5 38.6 55.6 6l.4 62.1 59.2 57.3 46.8 44.5
Auto, Van-Passenger 57.8 31.7 21.4 17.7 17.9 20.2 22.2 28.6 30.2
Pickup 4.8 5.2 9.7 11.0 11.0 9.9 8.2 5.5 8.5
Other Private Vehicle .2 .9 1.2 .7 .7 .8 .4 .4 .7
Subtotal-Private 63.4 76.4 87,9 90.8 91.7 90.1 88.1 81.3 83.9
Public Transportation
Bus, Streetcar 3.0 2.7 1.8 1.3 1.2 1.8 2.0 3.0 1.9
Train .0 .1 3 -3 .3 .3 .3 .0 .2
Subway, Elevated Rail .1 «1 -6 «5 .3 -3 .3 .1 -3
Subtotal~Public 3.1 2.9 2.5 2.1 1.8 2.4 2.6 3.1 2.4
Cther Means
Walk 15.8 14.5 8.0 5.5 5.4 6.3 8.1 14.3 9.3
Bike 1.8 1.5 .5 .3 .1 .1 .2 .2 .6
8chool Bus 18,2 3.9 .2 a1 .1 .0 .0 .0 2.8
hirplane .0 0 -1 .1 .1 .1 .1 .1 .1
Other .7 .B .8 1.1 .8 1.0 .9 1.0 .9
Subtotal-Cther 33.5 20.7 9.6 7.1 6.5 7.5 9.3 15.6 13.7
TOTAL 100,0 100.0 100.0 100.0 100.0 100.0 100.0 100.0
ALIL, MODES 16,1 10,2 22.8 17.1 12.5 11.0 a.s 6.5 100.0
1983
Private Vehicle
Auto, Van-Driver .0 34.4 51.0 56.5 56.0 54.4 53.8 47.2 44.4
Auto, Van-Passenger 56.3 30.0 21.3 18.9 19.6 22.4 21,8 30.0 27.0
Pickup 6.1 6.8 11.2 11.7 l2.6 10.7 13.3 6.5 10.1
Other Private Vehicle .2 .8 .6 .4 .6 .3 .1 .2 .5
Subtotal-Private 62.6 72.0 84.1 87.5 §8.8 87.8 89.0 83.9 82.0
Publie Transportation
Bus, Streetcar 3 3.0 1.7 1.3 1.0 1.2 1.5 2.3 .7
Train .0 .1 .3 .2 .3 +3 .1 .2 .2
Subway, Elevated Rail .1 -2 .4 -4 .3 .3 .2 .1 .3
Subtotal-Public 2.9 3.3 2.4 1.9 1.6 1.8 1.8 2.6 2.2
Other Means
Waik 1¢.5 15.6 9.9 5.9 4.6 6.8 6.4 10.4 8.5
Bike 1.8 1.6 .B .5 -4 .1 .0 .3 .8
Schocl Bus 15.9 4.8 .1 .0 .0 .0 .0 N« 2.6
Airplane .0 .0 .1 .1 -1 ! .1 -1 .1
Other 6.3 2.7 2.6 4.1 4.5 3.4 2.7 2.7 3.8
Subtotal-Other 34.5 24.7 13.5 10.6 9.6 10.4 9.2 13.% 15.8
TOTAL 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0
ALI, MODES 13.8 8.3 22.7 20.3 12.5 10.8 4.4 7.2 100.0




PERSONAL TRAVEL: SEX, MODE OF FIGURE 6-2 )
TRANSPORTATION CHANGES IN DISTRIBUTION OF AUTO DRIVER

Y BEX
Pable 6-7 shows that over time TRIPS B

women drove more themselves and 55 -
traveled less as passengers. This [jmaLe i
may be due in part to the trend L f
discussed in Chapter 4 of this —
report of increased vehicle owner- 50+ . .
ship within households. In 1983,
the proportion of trips made by @
both men and women by personally ,g 45 -
driving the car was essentially -
the same, 44 percent (Figure 6-2). o

=

&g 404

C

)

@

o 354

T
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30 4
25

1977

TABLE 6-7
DISTRIBUTION OF PERSON TRIPS BY SEX AND MODE OF THANSPORTATION _ R
1977 1983 o
Male Female All Male Female ALT
private Vehicle z
Ruto, Van-Driver 48.8 39.7 44.5 44.5 44.3 44.4
Auto, Van-Passenger 21.0 39.7 30.2 21.7 32.0 27.0
Pickup 12.6 4.3 8.5 15.3 5.1 10.1
Other Private Vehicle 1.1 -4 .7 .8 .1 M-
Subtotal-Private 83.5 84.1 B3.9 82.3 81.5 82.0 . -
Public Transportation
Bus, Streetcar 1.7 2.2 1.9 1.5 2.0 1.7
Train .3 .2 .2 .3 .2 .2
Subway, Elevated Rail -4 -3 .3 -3 .3 -3 -
Subtotal-Public 2.4 2.7 2.4 2-1 2.5 2.
Other Means
Walk 9.2 9.4 9.3 7.9 9.2 8.5
Bike .9 <3 .6 1.0 .5 .8
School Bus 2.7 2.8 2.8 2.9 2.4 2.6
Airplane .1 .1 .1 .1 -1 -1
Other 1.2 .6 .9 3.7 3.B 3.8
Subtotal-Other 14.1 11,2 13.7 15.6 16.0 15,8 _.
TOTAL 100.0 100.0 100.0 100.0 100.0 100.0




PERSONAL TRAVEL: INCOME

As shown in Table 6-3, in 1983 the
number of trips made by family
members and the average length of
the trip were directly propor-
tional to total household income.
Figure 6-3 graphically displays
this relationship. The average
number of household trips ranged
from 2.1 trips (average length of
6.9 miles) for households with
incomes less than $10,060 to 3.0
trips (average length of 10.8
miles) for households earning
$40,000 or more.

Earning a Living
Family and Personal
Business
Civic, Educational,
and Religious
Social and Recreational
Other

ALL

Earning a Living
Family and Personal
Business
Civic, Educational,
and Religious
Social and Recreational
Other

ALL

Earning a Living
Family and Personal
Business
Civie, Rducational,
and Religious
Social and Recreational
Other

ALL

Under
$10,000

TABLE 6-8
AVERAGE DAILY TRIPS, TRAVEL AND TRIP LENGTH
BY HOUSEHROLD INCOME AND PURPOSE

(1983)
$10,000~ $20,000- $30,000- $40,000
19,9589 29,999 39,999 and Qver All
Average Dally Trips
.6 .7 .8 .7 .6
1.0 1.0 1.0 1.0 .9
«3 3 .3 .4 .3
.7 .7 .8 .B .7
.1 .1 1 .1 .1
2.7 2.8 3.0 3.0 2.6
Average Daily Person Miles of Travel
5.4 6.6 8.5 8.8 6.0
6.1 5.9 6.9 7.3 5.9
1.4 1.5 1.5 2.3 1.5
7.3 8.3 12.1 13.9 9.1
.4 .4 .5 .7 .5
20.6 22.7 29.5 33.0 23.4
Average Trip Length
8.9 9.4 11.3 12.1 9.9
6.3 6.3 6.7 7.0 6.3
5.0 5.1 4.6 6.4 4.9
10.3 11.1 15.1 16.5 12.3
7.4 5.6 7.0 10.3 g§.8
7.8 8.2 9.8 10.8 8.7




Also cerrelated with level of
household income is the likelihood
of household members driving them-
selves by aute rather than using
an alternate travel mode. As
shown in Table 6-9, in 1983 over
50 percent of those with household
incomes of $40,000 or more drove
themselves, compared to 34 percent
of those earning less than
$10,000. ©On the other hand, the
probability of being an auto pas-—
senger did net vary significantly
between income categories.

Percent of PMT

FIGURE 6-3 :
DISTRIBUTION OF AVERAGE DAILY PERSON MILES OF TRAVEL
BY HOUSBHOLD INCOME
{1983}

UNDER $10,000 820,000 $30,000 OVER
$10,000 -19,980 -29.909 -39,9¢ $40,000
- % - "
TARLE 6-90 -

DISTRIBUTION OF PERSON TRIPS BY
BOUSEHOLD IRCOME AND MODE OF TRANSPORTATION

{1983}
Under £1Q, 000~ $20, 000~ $£30,000~ $40, 000 : All
510,000 19,999 29,999 39,999 and Qver, Incomes

Private Vehicle =
Auto, Van - Driver 34.0 42.4 46.2 46.2 S1.8 44.4
Auto, Van - Passenger 26.5 26.7 27.4 27.3 26.9 27.0
Pickup 8.0 12,9 11.8 9.6 6.6 . 10.1
Other Private Vehicle .4 -3 .5 .4 i .5
Subtotal - Private €8.9 82.3 B5.%9 83.5 B6.0 82.0

fublic Transportation -
Bus, Streetcar 3.7 1.9 1.2 1.5 .8 1.7
Train .3 .2 .3 .1 .4 .2
Subway, Elevated Rail .3 .5 .2 -3 .2 -3
Subtotal - Public 4.3 2.6 1.7 1.9 1.4 2.2

Other Means -
Walk 19.5 8.8 4.9 5.6 5.9 8.5
Bike 1.1 .8 .6 1.0 .7 .B
School Bus 3.2 2.4 2.9 2,1 2.4 2.6
Airplane <1 .0 .0 -1 2 .1
Cther 2.9 3.1 4.0 5.8 3.4 3.8
Subtotal - Other 26.8 15.1 12.4 14.6 12.6 15.8
TOTAL 100.0 100Q.0 100.0 100.0 100.0 ~  100.0

- = ik




PERSONAL TRAVEL:
LICENSE STATUOS

SEX, DRIVERS

Table 6-10 shows that possession
of a drivers license affected
trip-making characteristies. In
1983, those with drivers licenses
averaged almost twice as many
trips as those without drivers
licenses, 3.3 vs. 1.6 per day.
Correspondingly, those with

drivers licenses made signifi-
cantly longer trips than those
without licenses, 9.2 vs. 6.1
miles on the average, or approxi-
mately one-third further.

As shown previously in Table 6-2,
& perscn's sex did not seem to

significantly affect the number of
trips they made, although there
appeared to be a difference in
average trip length, with men
venturing slightly further from
home. The only exception was that
women without licenses tended to
make slightly longer trips than
men without licenses.

PABLE 6-10
AVERAGE DAILY PERSON TRIPS, TRAVEL, AND TRIP LENGTH BY
SEX, DRIVERS LICENSE STATUS, AMD PURPOSE
(1983)
Male Female All
With Without With Without With Without
Driver's Driver's PDriver's Driver's Driver*®s Driver's
License License License License License License
Average Daily Trips
Earning a Living 1.0 .3 .7 .2 .9 .3
Pamily and Personal
Business 1.1 .5 1.4 .7 1.2 .5
Civie, Bducational,
and Religious .2 -3 .3 .3 .2 .3
Social and Recreational .8 .6 .9 .5 .9 .5
Other .0 .0 .1 -0 .1 .0
ALL 3.1 1.7 3.4 1.7 3.3 l.6
Average Daily Person Miles of Travel
Farning a Living 12.8 1.9 5.4 1.4 9.1 1.5
Family and Personal
Business 7.1 2.0 8.6 3.8 7.8 3.3
Civic, Educational,
and Religious 1.3 1.1 1.3 1,1 1.3 1.1
Social and Recreational 10.9 4.8 12.3 3.7 1ll.6 4.0
Other -4 .1 -4 -1 .4 .1
ALL 32.3 9.9 28,0 10.1 30.2 19.0
Average Trip Length
Earning a Living 12.0 5.8 7.4 6.3 10.2 6.1
Family and Personal
Business 6.5 4.4 6.2 5.8 6.3 5.5
Civic, Educationai,
and Religious 6.8 4.2 5.0 4.0 5.7 4.1
Social and Recreational 13.0 8.0 13.6 7.9 13.3 7.9
Other 7.3 5.9 7.7 4.0 7.6 4.2
ALL 10.0 5.8 8.4 6.2 9.2 6.1




It is not surprising to observe in
Table 6-11 that in 1983 over half
the trips made by individuals with
drivers licenses were made by
driving themselves, while almost
half the trips taken by non-
licensed persons were agE auto
passengers. Correspondingly,
those without licenses were more

likely to use public transpor~
tation, 10.8 percent of all trips
compared to 1.3 percent for
licensed individuals.

Sex, combined with the possegsion
of a license, alsc seemed to
affect the mode of traveling to
one's destination. A larger per-

licenses wer® auto passengers

(53.7 percent vs. 38.6 percent),
while men without licenses were
more likely tg use public trans-
portation than. women (12.5 percent
ve. 10.1 percent)., This may have
been because® women without
licenses oftei had husbands with
licenses who could drive them.

centage of women than men without

- & i
TABLE 6—~11 : _
DISTRIBUTION OF PERSON TRIPS BY SKEX, DRIVERS LICENSE STATUS,
AND HODE OF TRANSPORTATION
(1983)
Male Female _ All o
With wWithout With Without With Rithout
Driver's Driver's Driver's Driver's Driver's Driver's
Licenae License License License License Eécen-e
Private Vehicle -
Augto, Van - Driver 54.7 .0 58.1 .0 56.3 N .0
Auto, Van - Passenger 15.1 3a.8 24.7 53.7 19.9 49.4
Pickup 17.6 5.4 5.0 4.4 11.4 4.7
Other Private Vehicle .9 .2 3 .1 .5 - .1
Subtotal ~ Private 88.3 44,2 87.9 58.2 88.1 - 54.2
Public Transportation
Bus, Streetcar .8 10.7 - 8.3 ] 9.0
Train .3 1.0 .1 .4 .2 .6
Subway, Elevated Rail ‘.3 .8 .2 1.4 .2 1.2
Subtotal - Public 1.4 12.5 1.2 10.1 1.3 - 10.8
Other Means
Walk 6.1 30.2 6.6 25.9 6.4 - 27.1
Bike -5 4.0 .5 .8 .5 - 1.7
School Bus -3 5.1 .2 2.4 .2 3.2
Airplane .1 .0 .1 .0 .1 -0
Other 3.3 4.0 3.5 2.6 3.4 3.0
Subtotal = Other 10.3 43.3 10.9 31.7 10.6 - 35.0
TOTAL l0C.0 100,0 100.0 100.0 100.0 Z100.0
e i # = i
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PERSONAL TRAVEL:
RESIDERCE

PLACE OF

Between 1877 and 1983, the average
daily person trips of 2.7 remained
steady throughout the population.
Despite this consistent national
average, it is interesting to
observe in Table 6-12 that trips
made by residents of non-~5MS5A
areas increased by 8 percent
during this time frame, while
those living within SMSA's did not
alter their rate of trip-making.

Although the average number of
persen trips remained constant
between 1977 and 1983, average
daily person miles of travel seem
to have decreaeged slightly during
this period, from 24.1! to 23.2
miles, as shown in Table 6-13.
This may be due in part to the
fact that an increasing number of
businesses located in the suburbs,
near residentiaml areass, rather

than in more central locations.
However, people living in non-SMSA
locations averaged slightly higher
daily miles of travel in 1983 than
in 1977 {(25.0 vs. 24.5 miles).
Residents of central cities
traveled an average of 14 percent
fewer daily miles in 1983 than in
1977.

1977

BEarning a Living

Family and Perscnal
Business

Civie, Educational,
and Religious

Social and Recreational

Other

TOTAL

1983

Earning a Living

Family and Personal
Business

Civie¢, Educaticnal,
and Religious

Social and Recreational

Other

TOTAL

TABLE 6-12
AVERAGE DAILY TRIPS BY PLACE OF RESIDENCE AND TRIP PURPOSE
Inside SMSA
Within Not 1in Outside

Central City Central City Subtotal SMSA All
T .7 .7 .5 .7

.9 -9 .9 .9 .9

.3 .4 -3 .4 .4

.7 .7 .7 s .7

.0 -0 .0 .0 -0

2.6 2.7 2.6 2.6 2.7

.6 .6 .6 .6 -6

.9 1.0 .9 1.0 1.0

.3 -3 .3 .3 .3

.7 7 .7 .8 A

.0 -1 .1 o1 .1

2.5 2.7 2.6 2.8 2.7




It is also interesting to note the
relationship displayed in Figure
6~4 between miles traveled for
different types of trips and an
area's size. Those living within
SMSA's traveled further for work

FIGUR® 6-4 -
AVERAGE DAILY PERSON MILES OF TRAVEL
BY PLACR OF RRSIDENCE AND PURPOSE
(1983)

N 7.5 — e -
trips on a daily basis, and
shorter distances for family and [ Jausa
personal business trips, than [ ——
their counterparts living outside
SMSA's. This may be due to the 7 )
amount of farm-related employment -
in non-SMSA areas, where people
tend to live close to work, but
far from most other enterprises. 8.5
@ ,
s +
=
6-—1
5.5-1
5 n
EARNING A FAMILY AND
LIVING PERBONAL BUBMESS
S sen .=
TABLE 6-13 -
AVERAGE DAILY PERSON MILES OF TRAVEL
BY PLACE OF BRESIDENCE AND TRIP PURPOSE
inside SMSh _ - _.
Within Not in Outside
Central City Central City Subtotal SMSA All
1977 B
Earning a Living 6.1 8.3 7.2 6.3 6.5
Family and Personal .
Business 4.3 6.0 5.2 6.9 5.8
Civic, Educational,
and Religious 1.3 1.7 1.% 1.8 1.6
Social and Recreational 7.2 9.2 8.2 7.9 8.1
Other 2.0 1.5 1.7 1.6 1.7
ALL 20.9 26,7 23.8 24.5 24.1
1983 .
Earning a Living 5.1 7.1 6.1 5.9 6.0
Pamily and Personal
Business 4.5 6.2 5.5 7.4 6.0
civic, Educational, .
and Religious 1.2 1.6 1.4 2.0 _ 1.6
Social and Recreational 7.0 10.% 9.2 8.8 _ 9.1
Other .2 .5 o4 0.9 .5
ALL 183.0 26.3 22.6 25.0 23.2
_ = -
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Some trip-making characteristics
appeared to relate to the size and
type cf area where one lived.
Table 6-14 shows a slightly higher
proportion of auto driver trips in
SMSA's than in non-S5MSA's, 45.8 to
40.2 percent in 1983, while trips
via pickup and other trucks were
the reverse, with 16.4 percent in
non—~-SM5A's compared to 8.0 percent
in SMSA's.

TABLE 6-14

DISTRIBUTION OF PERSON TRIPS BY PLACE OF RESIDENCE
AND MODE OF "WRANSPORTATION

Inside SM3A

*Inciudes 3.8 percent unknown SMSA.

Within Not in Outside
Central City Central City Subtotal SMSA ALl
1977
Private Vehicle
Auto, Van - Driver 43.8 47.6 45.8 41.7 44.5
Auto, Van - Passenger 29.5 30.2 29.9 30.9 30.2
Pickup 5.4 6.6 6.0 13.6 8.5
Other Private Vehicle .6 .8 .7 .7 7
Subtotal = Private 79.13 85.2 82.4 86.9 83.9
Public Transpertation
Bus, Streetcar 3.8 1.4 2.5 7 1.9
Train .2 .4 .3 0 .2
Subway, Elevated Rail 7 .1 - .1 .3
Subtotal = Public 4.7 1.9 3.3 .8 2.4
Other Means
Walk 12.9 8.1 10.3 7.1 9.3
Bike .6 .7 . .6 .6
School Bus 1.5 3.1 2.3 3.7 2.8
Airplane .1 .1 .1 .1 .1
Other .9 .9 .9 .8 .9
Subtotal - Other 16.0 12.9 14.3 12.3 13.7
TOTAL 100.90 100.0 1006.90 100.0
ALL 32.1 35.0 67.1 32.9 100.0
1983
Private vehicle
Auto, Van - Driver 43.7 47.0 45.8 40.2 44.3
Auto, Van - Passehger 26.5 27.1 27.0 26.8 27.0
Pickup 6.4 9.2 8.0 16.4 10.1
Other Private Vehicle -4 .5 .5 -4 .5
Subtotal - Private 77.0 83.8 81.3 83.8 81.9
Public Transportation
Bus, Streetcar 4.3 1.0 2.2 -4 1.8
Train .3 .4 .3 .0 .2
Subway, Blevated Rail .8 .2 .4 .0 .3
Subtotal - Public 5.4 1.6 2.9 W4 2.3
Other Means
Walk 12.8 6.4 8.8 7.6 8.5
Bike .7 .B .8 .7 .8
School Bus 1.2 3.2 2.4 3.4 2.6
Airplane .1 -1 .1 .1 .1
Other 2.8 4.1 3.7 4.0 3.8
Subtotal - Other 17.86 14.6 15.8 15.8 15,8
TOTAL 100.0 100.0 100.0 100.0
ALL 28.4 42.5 T4.7% 25.3 100.0
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In general, the distributiocn
between the types of trips made
did neot change much from 1977 to
1933, The proportion of trips
that occurred within SMSA's,
however, changed significantly
during this period (Pigure 6-5).
The proportion of trips made by
residents of non-~central city
areas in SMSA's, increased from

CHANGES IN DISTRIBUTION OF PERSON TRIPS

35,0 to 42.5 percent from 1977 to
1983, respectively, due in part
to the migration of population
from the other types of areas to
this ene. Consequently, the pro-
portion of trips made by residents
of SMSA central city and non-SMSA
areas decreased between 1977 and
1983.

FIGURE 6-5

BY PLACE OF RESIDENCE

i

b

50 *
B 7y
] 1ess
40 -
7
a
e
-
g 30
g S0
P
O
a
S
o
€ 20
o
O
—
@
o
10
0
SMSA SMSA QUTSIDE
CENTRAL CiTY NOT IN SMSA

CENTRAL CITY

6-14




FERSONAL TRAVEL: SHMSA SIZE FIGURE 6-6
AVERAGE DAILY PERSCON TRIPS BY SMSA SIZE

A shown in Tab 6~15 th
] le ' ere (1983)

appeared to be a relationship
between SMSA size and the number

of daily trips averaged by the 3.5
typical resident. Those who lived
in SMSA's with a population of
3,000,000 or more averaged 2.4 "
trips daily, while residents of 8
smaller-sized SMSA's averaged = 3.0
close to 3 trips daily (Figure 5
6~6). This same relationship held g
for trips made in both 1977 and a
1983, =
= 251
(=]
2.0
Lass than 250,000 500,000 1,000,000 3,000,000
' -450,909 -980,980 ~2,909,990 and Over
SMSA BIZE
TABLE 6-15
AVERAGE DAILY PERSON TRIPS BY SMSA SIZE AND TRIFP PURFOSE
{SMSA HOUSEBOLDS ONLY)
SMSA Size
Less than 250,000 500,000 1,000,000 3,000,000
250,000 -49%,999 -999,949 -2,999,999 and Qver Total
1977
Farning a Living .7 .7 .7 7 .7 .7
Family and Personal
Business .9 .9 .9 .9 .8 .9
Civie, Educaticnal,
and Religious .4 .3 .4 .4 .3 + 4
Social and Recreational .8 .8 .8 .8 .6 .7
Other .Q .0 .0 .0 .0 .0
ALL 2.8 2.7 2.8 2.8 2.4 2.7
1983
Earning a Living -6 .7 .6 .6 .6 .6
Family and Personal
Business .9 1.0 1.1 .9 .9 1.0
Civie, Educational,
and Religious .4 .3 .3 .3 .3 -3
Sacial and Recreational .9 . .7 .7 .6 .7
Other .1 1 .1 .1 .0 .1
ALL 2.9 2.9 2.8 2.6 2.4 2.7
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Just as there is a relationship
between SMSA size and number of
average daily trips for a typical
resident, there also is a rela-
tionship between SMSA size and
average trip length for some trip
purposes. As Table 6-16 shows,
the larger the population of the
$MSA, in general, the longexr the
distance traveled for the average
earning a living trip in 1983.

Between 1977 and 1983, there was
little c<change in the average
distance traveled for all trip
types ceombined for persons living
in SM5A's. However, for specific
types of trips, there were larger
changes. Over time, trips for
earning a living became slightly
shorter, by approximately 6 per-—
cent, perhaps due in part to the
increased number of businesses
locating in the suburbs near resi-
dential .areas. At the same time,
the distance traveled for the
other trip types as displayed in

FIGURE 6-7 -
CEANGES IN AVERAGE TRIP LENGTH BY TRIP PURPOSE
{SMSA HOUSEHOLDS ONLY) N

D 18TT
B 1ons

- : EARNING A EAMILY AND CIVIC, EDUCATIONAL, SQGIALYS
Figure 6-7 increased., LiviNa PERSONAL AND RELIGIOUS RECREATIONAL
BUSINESS
- 5 et -
TABLE 6-16

AVERAGE TRIP LEMGTH BY SMSA SIIE AND TRIFP PURPOSE

SMSA Size
Tess than 250,000 500,000 1,000,000 3,000,000 . All A1l
250,000 -499,999 =999,999 -2,999,9%39 and Over _SMSA's Blaces
1977 .
Earning a Living 8.6 8.9 12.2 11.9 10.6 16.5
Family and Personal
Business 5.6 6.8 5.6 5.2 5.8 6.4
Civiec, Educational _
and Religious 4.6 4.2 4.4 3.4 . 4.3 4.6
Social and Recreational 12. 2 9.8 11.5 10.7 11.1 11.2
Other * » * * L]
ALL 8.8 8.5 9.1 8.4 8.8 9.0
1983
Earning a Living 9 10.2 11.1 11.5 0.0 3.9
Family and Perscnal
Business 2 5.4 6.3 5.5 5.9 6.3
Civig, Educational
and Religious 3.3 -3 4.0 4.9 3.9 . 4.5 4.3
Social and Recreational 9.0 .8 21.6 12.5 10.5 o 12.7 L2.3
Other 5.8 .2 3.9 8.5 4.4 5.9 8.0
ALL 6.7 .6 10.5 9.1 8.0 8.5 8.7
*Sample size too small for a reliable estimate.
_ - — .
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For most modes of transportation
listed in Table 6-17, there was no
evident relationship between SMSA
gsize groups and the prevalence of
a particular mode of travel., The
two meost common ways to travel, as
an auto driver or an auto passen-
ger, showed no correlation between

SMSA size and the likelihood of
traveling by auto, although
persons in SMSA's of 3,000,000
pepulation and greater made 2
lower percentage of trips in
private vehicles than any other
SMSA size group and a higher pro-

pertion of trips by public trans-—
portation, However, the propor-
tion of trips by truck generally
decreased with increased SMSA
size, while use of public transit
(bus, subway and train) tended to
increase with SMEA size.

1977
Autg, Van - Driver
Auto, Van - Passenger
Pickup
Other Private Vehicle
Subtotal

Public Transportation
Bus, Sreetcar
Train
Subway,
Subtotal

Elevated Rail

Other Mesans
Walk
Bike
School Bus
Airplane
Gther
Subtotal

TOTAL
ALL

1983

Private Vehicles
Auto, Van - Driver
AltH, Van - Passenger
Pickup
Other Private Vehicle
Subteotal

Public¢ Transportation
Bus, Sreetcar
Train
Subway, Elevated Rail
Subtotal

Other Means
Walk
School Bus
Airplane
Other
Subtotal

TOTAL

AT T
Alils

TABLE 6-17

DISTRIBUTION OF PERSON TRIPS BY SMSA SIZE AND

MODE OF TRANSPORTATION
{SMSA HOUSEHOLDS ONLY)

SMSA Size
Less than 250,000 500,600 1,000,000 3,0G0,0C0 all
250,000 -499,599 -999,9%39 -2,999,99¢% and Qver SMSA's
46.2 45.8 46.2 46.6 44.1 45.8
30.5 32.9 32.4 29.9 25.2 28.9
8.7 8.1 6.7 5.6 3.0 6.0
.4 .8 .9 .8 .5 .7
85.8 87.6 86.2 82.9 72.8 82.4
1.5 1.4 1.8 2-4 4.5 2.5
.0 .0 .0 -1 i.2 .3
.1 .1 .1 .2 1.6 .5
1.6 1.5 1.9 2.7 7.4 3.3
7.9 6.9 8.4 10.2 16.1 10.3
-8 «7 -6 .7 .5 .7
2.8 2.4 2.0 2.6 2.0 2.3
.1 .0 -1 .1 .1 .1
1.4 .2 .8 - t.1 .8
12.46 10.9 11.8 14.4 19.8 14.3
i00.90 100.0 100.0 100.0 100.0
12.9 16.0 17.0 32.3 21.8 100.0
43.2 48.6 44.7 47.4 43.2 45.8
25.0 £5.2 ZB.9 27.3 24.6 27.40
9.5 10.2 10.0 7.6 4.6 8.0
.6 -5 .6 . 4 .5 .5
82.3 84.5 g84.2 82.7 72.9 81.3
.6 -7 1.9 2.2 5.1 2.2
.0 .1 0 -4 «9 «3
.0 «0 .0 -1 1.7 .4
.6 -8 1.2 2.7 7.7 2.9
9.7 6.9 7.2 7.1 14.0 §.8
.8 + 8 .7 .7 1.9 .8
2.2 2.8 2.6 2.8 1.7 2.4
.0 .1 .1 -1 .1 .1
4.4 4.1 3.3 4.1 2.6 3.7
17.1 14.7 13.9 14.6 i9.4 i5.8
100.0 106.0 100.0 100.0 100.0
16.4 i4.5 i3.6 27.2 21 i00.0%

*Includes 7.2 percent upnknown SMSA.
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PERSONAL TRAVEL: FAMILY LIFE CYCLE
Tables 6-18 through 6-20 define
relationships between family life
cycle and average daily trips,
average daily perscon miles of
travel and average trip length,
respectively, while Table 6-21
shows a relationship between mode
of travel and family life cycle.

As would be expected, in house-
holds in which all members are
aver 16 years old, or of the age
to qualify for a drivers license,
over one-half of the trips were
made by individuals driving them-
gselves. Correspondingly, those
households with children toco young

to drive had a higher proportion
of private vehicle passenger
trips, due in p&rt to the trans-
port of these children. For
example, in households with tweo
adults and at lesst one child teo
young to drive, approximately 36
percent of the trips were made as
private vehicle passengers.

TABLE 6-18
AVERAGE DAILY PERSON TRIPS BY FAMILY LIPE CYCLE AND TRIP PURPOSE
Single 2 or More Single 2 or More
Single 2 or More Adult, Adults, Adult, "Adults,
Adult, Adquijts, Youngest Youngest Youngest Ioungest
No No Chilag Child Chila child
Children Children Under 6 Under & 6-15 - 6~15
1977 N
Earning a Living .8 1.0 .3 .5 -5 , o7
Family and Personal
Business .8 .9 .7 1.0 .8 -9
Civic, Educational, _
and Religicus .2 .2 .3 -3 -] : .5
Social and Recreational .7 .8 .6 .7 .B .7
Other .0 ] .0 .0 .0 .0
ALL 2.5 2.8 1.9 2.6 2.6 2.8
1983
Earning a Living .3 .9 .2 .5 .4 -6
Family and Personal
Business .9 1.1 .6 -8 .9 1.1
Civic, BEducational,
and Religious .2 .2 .3 -3 .6 .5
Social and Recreational .8 .5 ) .5 .5 _ .8
Other .0 -1 .1 .1 -1 -1
ALL 2.7 3.1 1.6 2.3 2.9 3.1
2 or More 2 or Moxe
Single Adult Adults, Single Adult Adults,
Youngest Child  Youngest Chila Retired Retired
16 or Oldex 16 or Older No Children No Children All
1977 )
Earning a Living .7 .9 -0 .2 -7
Family and Perscnal
Business -8 -9 -1 1.0 -9
Civic, Bducational,
and Religious -5 -4 -7 .2 .4
Social and Recreational .B .8 .6 .5 .7
Other .0 .0 .0 .0 .0
ALL 2.8 3.0 1.4 1.9 2.7
15832
Earning a Living .8 .9 .0 .2 .6
Family and Personal
Business .7 .9 1.1 1.1 .9
civig¢, Educational,
and Religious .4 -4 -1 .1 -3
Social and Recreational 1.0 .8 .8 .7 . .7
Other .0 .0 .0 .1 .1
ALL 2.9 3.0 2.0 2.2 2.6
_ h 3
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1977

Earning a Living
Family and Personal
Business
Civic, Educational,
and Religious
Social and Recreational
Other
ALL

1983

Earning a Living

Family and Personal
Business

Civic, Educational,
and Religious

Social and Recreational

Cther

ALL

1977

Earning a Living

Family and Personal
Business

Civic, Educational,
and Religious

Social and Recreational

Other

ALL

1983

Barning a Living

Family and Personal
Business

Civic, Educational,
and Religious

Sncial and Recreational

Other

ALL

TABLE 6-19
AVERAGE DAILY PERSON MILES OF TRAVEL BY FAMILY LIFE CYCLE
AND TRIP PURPOSE

Single 2 or More Single 2 or More
2 or More Adult, Adules, adult, adults,
Adults, Youngest Youngest Youngest Youngest
No Child Child child Child
Children Under & Under 6 6-15 6-15
10.7 2.2 6.3 3.7 6.6
6.4 2.8 6.2 3.4 6.0
1.1 .6 i.5 1.8 2.4
11.3 4.0 7.4 5.5 8.0
3.6 - 1.3 ! .9
3.1 10.1 22.7 14.8 23.9
8.0 1.6 6.1 2.5 5.8
7.7 2.5 4.6 3.8 7.3
.8 .9 1.5 2.0 2.5
9.8 8.0 7.2 7.4 9.7
.5 .6 .5 .3 .7
26.8 13.6 19.9 16.90 26.0

Single Adult
Youngest Child
16 or Qlder

2 or More
aAdults,

Youngest Child

16 or Qlder

Single Adult
Retired
Nc Children

2 or More

Adults,

Retired

Ne Children

15.2
33.3

-1

.7
5.4

13.1 23
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TABLE 6-20
AVERAGE TRIP LENGTH BY FAMILY LIFE CYCLE AND TRIP PURPOSE

Single 2 or More Single 2 or More
Single 2 or More Adule, Adults, adult, Adults,
Adult, Adults, Youngest Youngest Youngest Youngest
HNo No child Child Child Child
Chiidren Children Under & Under 6§ 6=15 6-15
1977
Earning a Living 10.7 11.2 7.4 10.8 7.4 - 10.2
Family and Personal
Business 5.2 7.0 4.0 6.5 4.3 6.9
Civic, Educational, -
and Religious 4.9 5.4 1.8 4.6 3.8 4.5
Social and Recreational 9.5 15.0 6.7 10.2 6.7 10.7
Other * * 14.7 315.8 17.9 22.2
ALL 9.1 11.5 5.1 B.6 5.6 8.4
1983 B
Earning a Living 9.6 9.2 7.5 12.4 6.3 9.9
Family and Personal
Business S.t 7.4 4.2 5.8 4.1 ° 6.9
Civic, Educational,
and Rellgious 3.9 .8 3.7 5.1 3.5 4.9
Social and Recreational 13.8 12.1 20.1 12.2 8.7 11.8
Other 5.7 9.1 11.4 8.0 3.4 9.7
ALL 8.9 3.0 9.1 8.9 5.7 _ 8.5
2 or More 2 of More
Single Adult Adults Single Adult Adults
Youngest Child  Youngest Child Retired Retired
16 or Older 16 or Older No Children No Children All
1977 -
Earning a Living 8.4 2.9 4.5 8.0 10.5
Family and Personal
Business 5.5 6.7 3.4 6.0 5.4
Civiec, Educational,
and Religiocus 5.4 5.6 4.6 4.5 4.6
Social and Recreational 10.2 11.8 16.8 10.3 11.2
Other 25.0 * 13.0 * 48.3
ALL 7.8 9.4 9.4 8.0 3.0
1983 -
Earning a Living 5.7 2.5 N/A 8.0 5.9
Family and Perscnal )
Business 7.5 7.0 3.8 4.8 6.3
Civie, Educaticnal,
and Religious 5.0 8.3 2.1 “5.5 4.9
Social and Recreational 7.0 19.2 8.2 7.9 12.3
Other 11.6 5.3 6.6 3.5 B.D
ALL 6.6 1.2 5.5 6.0 8.7

*Insufficient data.
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TABLE 6-21
DISTRIBUTION OF PERSON TRIPS BY FAMILY LIFE CYCLE AND
MODE OF TRANSPORTATION

Private Private
Vehicle Vehicle Public School

Family Life Cycle Driver Passenger Pransportation Busg Other Total
1977

Single Adult, Mo Children 61.0 15.9 6.5 .0 16.6 100.0
Two or More Adults, No Children 63.3 24.2 3.2 -1 9.2 1060.0
Single Adult, Youngest Child Under 6 25.9 37.0 6.4 5.1 25.6 100.0
Two or More Adults, Youngest Child Under 6 43.1 44.7 2.2 2.9 7.1 100.0
Single Adults, Youngest Child 6 to 15 35.4 36.3 5.0 5.5 17.8 100.0
Twe ot More Adults, Youngest Child 6 to 15 46.2 36.8 2.5 5.6 B.9 100.0
Single Adult, Youngest Chiid 16 or Older 57.2 28.7 3.2 1.5 9.4 1¢0.0
Two or More Adults, Youngest Child 16 or Older 63.2 26.3 2.3 1.2 7.0 100.0
Single Adult, Retired, No Children 57.6 15.4 7.1 0 19.9 166.0
two or More Adults, Retired, No Children 55.4 32.9 1.7 .1 9.9 100.0
ALL 50.9 33.8 2.9 2.8 9.6 106.0
1983

Single Adult, Ne Children 65.3 14.4 4.2 .0 16.1 100.0
Twoe or More Adults, No Children 58.7 26.0 2.3 .1 12.9 100.0
Single Adult, Youngest Child Under 6 36.8 26.3 2.9 5.4 21.6 100.0
Two or More Adults, Youngest Child Under 6 48.5 34.8 1.8 3.5 11.4 100.0
Single Adults, Youngest Child 6 to 15 35.6 34.8 1.5 7.0 18.1 100.0
Two or More Adults, Youngest Child 6 to 15 43.9 36,3 1.9 5.4 12.5 100.0
Single Adult, Youngest Child 16 or QOlder 459.6 24,8 3.6 3.3 18.7 100.0
Two or More Adults, Y¥Youngest Child 16 or Older 61.0 24.9 2.1 .8 11.2 100.0
Single Adult, Retired, No Chlldren 62.5 13.7 3.0 .0 20.8 100.0
Twe or More Adults, Retired, No Children 53.1 34.4 2.1 .1 10.3 160.9
ALL 51.8 30.2 2.5 2.6 12.% 106.0




PERSONAL TRAVEL:
TRANSPORTATION,

MODE OF
PURPOSE

Over time, there was a slight
change in the distribution of
travel modes for specifie¢ types of
trips. Table 6-22 shows that in
1983 proporticnately fewer people
made trips for earning a living by
driving themselves than in 1977
(32.8 percent vs. 34.7 percent),

perhaps due to increased promotion
and uge of car and vanpooling
nationwide, However, a greater
percentage of people drove them-
selvea for family and perscnal
business in 1983 than in 1977 due
in part to the trend of increased
household vehicle ownership, and

therefore avaflability., In addi-
tion, use of public tranait for
social and recreational trips in-
creased from 13.7 to 18.1 percent
between 1977 and 1983, perhaps
due to the increased pumber of
fixed rail systems and extensions
gonstructed during this period.

— - —al
TABLE 6-22
DISTRIBUTION OF PERSON THIPS BY MODE OF TRANSPORTATION AND TRIP PURFUSE
(WITHIN MODES)
Private Private
Vehicle Vehicle Public School
Driver Passenger Transportation Bus Ggther* All
1977 N
Earning a Living 34.7 13.4 43.7 1.9 13.2 24.8
Family and Personal
Business 35.0 36.1 17.9 1.6 31.4 33.6
Civie, BEdAucational, and =
Religious 7.2 11.7 21.6 92.3 24.2 13.2
Social and Recreaticnal 22.2 37.2 13.7 3.3 29.8 7.2
Other .8 1.6 3.1 .9 1.4 1.2
TOTAL 100.0 100.0 ic0.0 100.0 ino.o igo.o
1983 .
Earning a Living 32.8 9.5 42.0 .9 14.5 22.8
Family and Personal
Business 39.4 5.7 16.2 .2 30.1 35.5
Civic, Bducatienal, and o
Religious 5.3 12.7 22.7 95.6 16.6 11.8
Sacial and Recreational 21.4 37.7 18.1 3.0 36.1 27.6
Other 1.1 4.4 1.0 .3 2.7 2.3
TOTAL 100.90 100.0 100.0 100.0 160.0 100.0
*Includes airplane, bicycle and walk trips.
i -




It is also interesting to observe
in Table 6~22 the change over time
in the distribution of specific
types of household trips taking
place. Trips for earning a living
comprised a slightly smaller
proportion of all trips in 1983
than in 1977 (22.8 percent vs.
24.83 percent), while family and
business trips increased during
this peried from 33.6 to 35.5

percent of all household txips.
This may reflect the proliferation
in the number and type of services
available.

While Table 6-22 reflects the
distribution of the types of trips
for a specific mode of transpor-
tation, Table 6=-23 shows the
distribution of modes for a
specific type of trip.

1977

Earning a Living

Family and Persocnal
Business

Civic, Educational, and
Religious

Social and Recreational

Other

ALL

1983

Earning a Living

Family and Personal
Business

Civic, Educational, and
Religious

Social and Recreational

Other

ALL

TABLE 6-23

{ACROSS MODES)

DISTRIBUOTION OF PERSON TRIPS BY MODE OF TRANSPORTATION AND TRIP PURPOSE

Private Private

Vehicle Vehicle Public School

Driver Passenger Transportation Bus Other* All
71.3 18.2 5.2 .2 5.1 109.0
53.0 36.2 1.6 .1 9.1 100.0
27.9 30.0 4.8 19.5 17.8 10¢.0Q
41.4 46.2 1.5 .3 10.6 100.0
37.6 42.7 7.5 2.1 10.1 100.0
50.9 33.8 3.0 2.8 9.5 100.0
74.5 12.6 4.5 .1 8.3 100.0
57.5 30.4 1.1 .0 11.0 10G.0
23.4 32.5 4.7 21.3 18.1 i60.0
40.1 41.1 1.6 .3 16.9 100.¢C
25.8 57.9 -8 -4 15.1 100.0
51.8 30.2 2.5 2.6 12.9 100.0

*Includes airplane, bicycle and walk trips.




Table 6-24 shows the likelihood in
1983 of using a specific mode of
transportation for different trip
purpcses. Household members were
more likely to use a private
vehicle to drive to and from work
{over 75 percent} than any other
mode of transportation.

For family and personal business

trips, 57.5 percent drove while
approximately 30.4 percent were
private vehicle passengers. The
two remaining cateqories of trip
purposes listed in Table 6-~24,
civic, educational, and religious,
and social and recreational, had
more pecple who rode as passengers

than served as drivers. This was
due in part to the nature of the
where it was common for
family and fiiends
together,

Earning A Living
Home to Work
Work Related
Subtoctal

Shopping
Medical or Dental

Business
Subtotal

Civic, Educational, and
Religious

Social and Recreational
Visiting Friends
Pleasure Driving
Vacation
Other
Subtotal

Other

ALL

Family and Personal Business

Othetr Family or Personal
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TABLE 6-24
DISTRIBUTION OF PERSON TRIPS BY MODE OF TRANSPORTATION AND TRIP PURPOUBE
(1983}

Private Private

Vehicle Vehicle Public

Driver Passenger Transportation
75.2 12.2 4.6
68.1 16.1 4.2
74.5 12.6 4.5
56.1 32.1 -9
46.5 44.1 4.2
59.8 27.4 1.2
57.5 30.4 1.1
23.4 32.5% 4.8
45.1 37.1 1.8
34.5 62.0 .0
19.4 54.0 4.6
37.1 43.0 1.5
40,1 41.1 1.6
25.8 57.9 .8
51.8 30.2 2.5

-
4]
»

m Wy

Total

100.0
100.0
100.0

100.0
100.0
100.0

100.0

100.40

i0c.0
100.0
100.0
100.0
100.0

100.0

100.0

to drive
particularly trans-
porting children unable to drive
themselves.

e
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PERSONAL TRAVEL: TIME COF DAY

As shown in Table 6-~25, the most
heavily concentrated peried for
trip-making was during the three
hour periecd of 4 p.m. to 7 p.m.,
when 21 percent of all trips
occurred. 0Of the time periods
depicted in the table, the 9 a.m.
to 4 p.m, periocd had a larger
distribution of daily trips at 44
percent, but covered a 7 hour, cor
much larger, time frame.

Approximately one-third of all

cemmuting to work toock place
between 6 a.,m. and 8:59 a.m. (the
morning rush hours), approximately
one-guarter between 4 p.m. and

6:59 p.m. (the afternocen rush
hours), &nd another one-guarter
between 9 a.m. and 3:59 p.nm.
(midday).

Most family and personal business
activity, 57.1 percent or an 8
percent hourly average, occurred
midday between 9 a.m. and 3:59

p.M., with slightly fewer trips,
averaging 7 percent per houx, made
between 4 p.m. and 6:59 p.m. The
highest hourly average for civic,
educational, and religious trips,
at 11 percent, took place between
6 a.m. and B:59% a.m., while the
most concentrated peried of social
and recreational trips, at an
hourly average of 6 percent,
cccurred between 7 p.m. and 11:59
p.m.

TABLE 6-25
DISTRIBUTION OF PERSON TRIPS BY PURPOSE AND TIME OF DAY
(ACROSS TIME PERIODS)
6:00 a,m. 9:00 a.a. 4:00 p.m. 7:00 p.m. 12:00 a.m.
to to to to to
8:59 a.m. 3:59 p.m. 6:59 p.m. 11:59 pom. 5:59 a.m. Total
Earning a Living
Te or From Work 32.4 26.7 25.2 9.3 6.4 100.0
Work Related Business 1r. % 59.4 15.4 2.8 3.5 100.0
Subtotal 30.2 30.1 24.2 9.4 6.1 100.0
Family and Personal Business
Shopping 3.5 57.2 22.3 14.0 3.0 100.0
Doctor/Dentist 8.8 T0.4 14.7 3.2 2.9 100.0
Other Family or Business 10.4 56.0 20.3 10.8 2,5 100.8
Subtotal 7.0 57.1 21.2 12.0 2.7 160.0
Civigc, Educational, and
Religious 31.5 48.1 10.0 8.6 1.8 160.0
Social and Recreational
Vacation 15.6 53.2 15.4 13.2 2.6 100.0
Visiting Friends 3.8 39.9 24.1 28.1 4.1 100.0
Pleasure Driving 1.1 53.7 22.7 15.5 4.0 100.0
Other Social and
Recreational 4.6 35.3 24.0 32.0 4.1 100.0
Subtotal 4.4 37.7 24.0 29.8 4.1 100.0
Other 11.0 49.0 20.4 16.4 3.2 10¢.0
ALL 14.6 44.3 21.3 16.0 3.8 100.0




During the various time periods of
the day, different types of trips
tended +to predominate (Table
6-26). Between 6 a.m, and 9% a.m.,
the typical weekday morning rush-
hour period, almost one-half of
the trips were work-related, as
would be expected. Then, from 9
a.m., t® 4 p.m., the centrzal
portion of the day, between the

typical morning and afterncon com-
mute periods, almost one-half of
the trips pertained to family and
perscnal business.

puring the typical afternoon rush
period, between 4 p.m. and 7 p.m.,
no one trip type predominated.
Therefore, it is interesting to
note that only cone-gquarter of the

trips during thiis pericd were made
by commuters, while approximately
one-third of the trips pertained
to family and personal business,
and another ome-third to social
and recreatioral trips. Then,
during the eatly morning honrs

between 12 a.®. and 6 a.m., work
trips again p¥sdominated, with

one—-third of the trips.

TARLE 6-26
DISTRIBUTION OF PERSON TRIPS BY PURPOSE AND TIME OF DAY
(WITHIN TIME PERIODS)
6:00 a.m. %:00 a.m. 4:00 p.m. 7:00 p.m. 12:007a.m.
to to te te te
§:59 a.m. 3:59 p.m. 6:59 p.m. 11:39 p.m. 5359 a.m. All

Barning a Living B
To of From Work 45.6 12.3 24.2 11.8 35.2 20.4
Work Related Business 1.9 3.2 1.7 1.4 x.2 2.4
Subtotal 47.5 15.5 25.9 13.2 37.4 22.8

Family and Personal Business z
Shopping 4.4 23.3 19.0 15.4 11.8 18.1
Doctor/Dentist .8 2.0 .9 -3 1.0 1.2
Other Family or Bueiness 11.5 20.2 15.3 10.8 18.7 16.1
Subtotal 16.7 45,5 35.2 26.5 2%.5 5.4

Civic, Bducational, &nd z
Religicus 25.8 12.9 5.6 6.4 5.5 11.8

Social and Recreational

Vacation .3 .3 .2 .2 2 .3
Visiting Friends 2.8 9.9 12.5 19.4 121.0 11.0
Pleasure Driwving .1 .7 .6 .5 .6 .5

Other Social and B
Recreaticnal 5.0 12.7 17.9 31.5 1€4.0 15.9
Subtotal 8.2 23.6 31.2 51.6 34.8 27.7
Other 1.8 2.5 2.1 2.3 I.B 2.3
TOTAL 100.0 100.0 100.0 100.0 10d.0 100.49
- - = =
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PERSONAL TRAVEL: WEEEKDAY, WEEKEND

Table 6-27 shows the distribution
of trip purposes for a particular
day of the week, while Table 6§-28
shows the distribution of trips
for a particular purpose by day of
the week. It is not surprising to
note that less than 11 percent of
all work and work-related trips
occurred on the weekend, while
social and recreational and family
and personal business accounted
for over 80 percent of all
Saturday trips.

Earning a Living
To or From Work
Work Related Business
Subtotal

Family and Personal Business
Shopping
Doctor/Dentist
Other Family or Business
Subtotal

Civic, Rducational, and
Religicus

Social and Recreational
Vacation
Visiting Priends
Pleasure Driving
Other Social and
Recreational
Subtotal

Cther

TOTAL

TABLE 6-27

(WITHIN DAY OF WEEK)

DISTRIBUTION OF PERSON TRIPS BY PURPOSE AND DAY OF THE WREX

Monday Tuesday Wednesday Thursday Friday Saturday Sunday All
23.4 26.2 26.9 27.1 21.6 9.3 6.0 20.4
2.5 3.5 2.7 2.6 1.8 1.9 1.3 2.4
25.39 29.7 2%.6 29.7 23.4 11.2 7.3 22.8
16.2 17.2 15.7 16.4 18.6 26.1 16.5 18.1
1.6 1.8 1.5 1.5 1.6 .4 -1 l.2
19.3 16.4 17.0 17.9 17.2 13.5 10.3 16.1
37.1 35.4 34.2 35.8 37.4 40.0 26.9 35.4
11.1 14.2 12.2 12.1 10.1 4.2 i9.3 1i.8
-6 .2 .0 -4 .2 -4 .2 .3
9.4 7.4 7.5 7.1 10.7 15.4 21.2 11.40
4 <3 -4 -2 -4 Y 1.5 .5
12.9 10.5 14.3 12.3 15.2 25.3 21.7 15.9
23.3 18.4 22.2 20.0 26.5 41.9 44.8 27.7
2.6 2.3 1.8 2.4 2.6 2.7 1.9 2.3
100.0 100.0Q 100.0 100.0 100.0 100.0 100.0 100.0




In general, the distribution of
particular types of trips within
the time periocds for weekdays,
displaved in Table 6-29, did not
change much over time. Exceptions
included the increase in the pro-
portion of family and personal

business trips between 1977 and
1983 during all time periods
except 9 a.m. to 4 p.m. when 1t
remained steady. The percentage
of civic, educational, and
religious trips decreased between
7 p.m. and midnight, but increased
betwean midnight and 6 a.m.

dort

L

TABLE 6-28

DISTRIBUTION OF PERSON TRIPS BY PURFPOSE AND DAY OF THE WEEK

(ACROSS DAY OF WEEK)

Monday Tuesday Wednesday Thursday Friday Saturdag; Sunday Total
Earning a Living =
To or From Wotrk 16.6 18.2 19.2 19.6 16.5 6.2 3.7 100.0
Work Related Business 15.9 21.3 16.8 16.0 12.0 11.1 6.9 100.0
Subtotal 16.5 18.5 19.0 19.2 16.1 6.7 4.0 100.0
Family and Personal Business
Shopping 13.0 13.5 12.8 13.4 16.2 19.6 11.5 100.0
Doctor/Dentist 18.9 20.4 17.5 18.1 19.9 4.4 .8 100.Q
Other Family or Business 17.3 14.5 15.5 16.4 16.7 11.4 8.2 100.0
Subtotal 15.2 14.2 14.2 14.9 16.5 15.3 9.7 100.0
Civie, Bducational, and
Religious 13.6 17.1 15.1 15.2 13.4 4.9 20.7 100.0
Social and Recreational B
Vacation 29.1 8.6 1.4 21.5 11.8 18.5 9.1 100.0
Visiting Friends 12.3 9.5 10.0 2.5 15.3 19.0 24.4 100.0
Pleasure Driving 10,9 7.1 9.1 5.9 11.4 20.0 31%.4 in0.0
Other Seocial and 11.8 9.4 13.2 11.5 15.0 21.7 17.4 100.0C
Recreaticnal 12.2 9.4 11.7 10.7 15.0 20.5 _ 20.5 100.0
Subtoctal
Other 16.2 13.9 11.4 14.6 17.3 16.0 10.6 100.0
ALL ié.5 id.2 id.6 14.8 15.7 i3.8 iz.% 160.0
E
s = b =
TABRLE 6-29
DISTRIBUTION OF WEEKDAY PERSON TRIPS BY TIME OF DAY AND PORPOSE
{(WITHIN TIME OF DAY)
6:00 a.m. 9:00 a.m. 4:00 p.m. 7:00 p.m. 12:00 a.m. :
to Lo to o to -
8:59 a.m. 3:59 p.m. 6:59 p.m. 11:59 p.m. 5:59 a.m. oknown All
1977
Earning a Living 55,5 19.6 37.9 17.4 53.6 - 8.5 30.2
Family and Personal
Business 9.6 48.3 30.4 25.7 7.5 34.3 33.1
Civic, Educational, and R
Religious 28.9 13.8 6.6 9.9 1.7 11.4 13.8
Social and Recreational 5.0 17.1 23.8 45.6 35.2 - 23.2 21.6
Cther 1.0 1.2 1.3 1.4 2.0 2.6 1.3
TOTAL 100,0 100.0 100.0 100.0 100.0 i00.0 100.0
19B3 z
Earning a Living 50.3 19.3 31.1 15%.4 46.2 - 31.0 27.6
Famiiy and Personal -
Business 15.5 48.2 36.4 28.4 22.7 46.3 36.0
¢ivie, Educational, and N
Religlious 2¢.8 12.2 5.0 6.2 6.2 2.1 11.9
Social and Recreational 5.8 17.8 25.2 47. 4 22.5 . 16.6 22.2
Gther 1.6 2.5 2.3 2.6 1.4 - 4.0 2.3
TOTAL 1006.0 100.0 10 0 100.0 100.0 icgeo 1e0.0
3




Table 6-30 lists weekend person
trip distribution by purpose for
each time period during the day.

Table 6-31 displays the distribu-

trips were made during the middle
portion of the day, the seven hour
period between 9 a.m., and 3:59
p.m. Another 36 percent of the
trips toek place in the late

tion of weekend person trips by afternccen through the evening,
time of day. Over one-half of all from 4 p.m. to midnight.

TABLE 6-~30
DISTRYBUTION OF WEEKEND PERSON TRIPS BY TIME OF DAY AND PURPOSE
{WITHIN TIME OF DAY}
6:00 a.m. 2:00 a.m. 4:00 p.m. 7:00 pom. 12:00 a.m.
to to to to to
B:59 a.m. 3:59 p.m. 6:59 p.m. 11:59 p.m. 5:59 a.m. Unknown All
1977
Earning a Liviang 34.5 8.0 16.3 8.2 21.1 6.3 10.4
Family and Personal
Business 20.3 42.9 32.8 19.8 9.0 45,7 34.5
Civie, Educational, and
Religious 19.3 14.5 7.2 7.1 1.9 4.6 11.5
Social and Recreational 23.4 33.3 48.2 63.9 65.0 40.5 42.2
Other 2.1 1.3 1.5 1.0 3.0 2.9 1.4
TOTAL 100,0 100.0 100.0 100.0 100.0 100.0 100.0
1983
Earning a Living 28.2 7.1 9.4 7.4 14.3 6.5 9.3
Family and Persocnal
Business 24.9 39.7 31.4 2:.0 26.5 56.7 33.6
Civie, Educational, and
Religicus 18.7 14.3 7.4 6.7 3.7 2.6 11.5
Sccial and Recreational 25.86 36.3 50.1 &3.1 52.6 33.4 43.2
Other 2.8 2.6 1.7 1.8 2.9 .8 2.4
TOTAL 108.0 100.0 100.0 100.0 100.0 100.0 100.0
TABLE 6-31
DISTRIBRETION OF WERERND PERSON TRIDE RY TIME OF DAY RMm BIIRDOSE
(ACROSS TIME OF DAY)
6:00 a,m, 9:00 a.m. 4:C00 p.m. 7:00 p.m. 12:00 a.n.
to to to to to
8:59 a.m. 3:59 p.m. 6:59 p.m. 11:59 p.m. 5:59 a.m. Unknown All
1377
Earning a Living l1e.1 40,2 20.9 14.2 5.4 W2 1006.0
Family and Personal
Business 3.3 65.1 19,9 10.3 .7 .7 160.0
Civie, Educational, and
Religiocus 9.5 65.8 13.1 11.0 .5 .1 100.0
Social and Recreational 3.1 41.2 23.9 27.2 4.1 5 100.0
Other 8.4 49.2 22.2 13.8 5.6 B 100.0
ALL 5.7 52.3 21.0 17.9 2.7 oA 100.0
1983
Earning a Living 20.9 40.0 19.4 13.2 5.8 7 1pc.c
Family and Personal
Business 5.1 62.0 18.0 10.3 3.0 1.6 100.0
Civic, Educational, and
Religious 11.2 65.3 12.4 9.6 1.2 .3 100.0
Social and Recreaticnal 4.1 44.1 22.3 24.1 4.6 .8 100.0
Other 8.0 61.0 14.0 1z2.2 4.8 .0 100.0
ALL 6.9 52.6 19.2 16.5 3.8 1.0 100.0

i
N
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Interestingly, this was not very FIGURE 6-8

different from the distribution of DISTRIBUTION OF WEEKDAY AND WEEKEND PERSON TRIPS
weekday trips shown in Table 6-32, :

where over 40 percent occurred (1983) .

midday, rcompared to over 50 80 = = .

percent during the weekend, and 38 _ -
percent tock place during the late [ weexoay - ;
afterncon and evening, compared to B8 weexeno :

n
(=)
1

36 percent on a weekend (Figure
6-8). Nighttime trip distribu-
tions were also similar for beth
the weekend and weekday, approxi-
mating 4 percent of all trips.
Only early morning trips seemed to
vary by time of the week. Weekday
morning rush hours, between 6 a.m.
and % a.m., comprised 17 percent
of the weekday's trips, compared

i-N
(=]
1

Percent of Person Trips
[A]
[a]

to 7 percent of the trips during 204
the same time period for a typical
weekend.
101
0 - l—- "::_'-:
#:00 m.m. 200 a.m. 4:00 p.m, 7:00 pBL 12:00 am,
- 8;50 &2um, ~3:59 p.m. -8:80 p.AL =11:38 pJn, ~5:5%9 am,
N -~ YR o
TABLE 6-32
DISTRIBUTION OF WEEKDAY PEBRSON TRIPS BY TIME OF DAY AND PURPOSE
{(ACROSS TIME OF DAY)
6:00 a.m. 9:00 a.m. 4:00 p.m. 7:00 p.m. 12:00 a.m.
to to to to to . —
B:59 a.m, 3:59 p.m. 6:59 p.m. 11:59 p.m, 5:59 a.m. HOnknown Total o
1977 . L
Earning a Living 30.8 27.0 2B.6 9.3 3.9 ) .4 100.0
Family and Personal .
Business 4.8 60.8 21.0 12.5 .5 4 100.0
Civie, Educational, and
Religious a5.1 41.8 10.9 11.5 .3 - Y ) 160.0
Social and Recreatiocnal 3.9 32.9 25,2 33.9 3.6 = .5 100.0
Cther 14.6 38.8 23.9 18.2 3.6 - -G 108.0
ALL 16.8 41.7 22,9 16.1 2.2 .3 100.0 -
1983 - |
Earning a Living 31.2 29.0 24.6 8.8 6.0 .4 100.0 —
Family and Perscnal - T
Business 7.4 55.1 22.1 12.4 2.4 .6 100.0
Civie, Educational, and P
Religiocus i8.5 42.2 9.1 8.2 2.0 ) N 10¢.0 B
Social and Recreational 4.5 33.0 24.8 33.86 3.6 _ .5 100.0 -
Other 12.0 44.6 22.5 17.7 2.4 .8 100.0
ALL 17.1 41.1 21.9 15.7 3.6 .6 100.0 |
5 = S B
6-30




7

WORKERS AND
JOURNEY TO WORK



INTRODUCTION

In this chapter, information is provided on workers and their
home-to-work travel. Summary tables are provided on worker
characteristics such as place of residence, income, age and sex,
and occupation. Information on home-to-work travel includes
average trip length, average commute time, mode of travel, day of
week, time of day, vehicle cccupancy, and carpool size and
arrangements,

Whenever possible, data on these characteristics for the 1983
NPTS are reported with data from earlier (1969 and 1977) NPTE
surveys to illustrate trends. The reporting in the chapter is
comparable tc material presented in Report No. 4 in the 1977 NPTS
report series and Report No, 8 in the 1969 geries.

The chapter includes the following data:

o percentage of workers, average home-~to-work trip length, and
average commute time;

o mode of home—to-work travel;
o home-to-work trip occupancy; and
o carpool size and carpool arrangement,

Significant changes occurred in home-to-work travel patterns
between the first NPTS in 1969 and 1983, when these data were
collected. Perhaps most significant is the larger proportion of
women who entered the workforce during this period (women workers
increased from 36.0 percent to 43.0 percent in the li-year
periodj. There was a considerable shift in the percentage of
population residing in SMSA's, but outside the central city (a
change from 35.6% to 44.2% in the short period of time from 1977
to 1983). As the workforce shifts from a manufacturing economy
to a service economy, and as the "baby boom” population matures,
these changes will affect home-to-work travel and the resultant
demands on the transportation system.

The NPTS survey guestionnaire contains seven sections, two of
which are uged as sources of data for home-to-work trips and
travel. Section III of the guestionnaire contains a series of




questions on the respondent's occupation and characteristics of
the usual home-to-work trip, such as mode, distance, and time,
Section VI of the questionnaire requires specific detailed infor—
mation on all trips taken by househcld members on a designated
travel day. Information collected in Section VI includes trip
purpose, mode of transportation, distance, trip time, and vehicle
occupancy. It is quite possible that there may be some diffex-
ences between the worker's usual work trip, as reported in
Section ITI, and the home~to-work trip on a specific travel day
{Section VI). For example, a persoh may report "auto” as the
nsual means of travel to work, however, public transportation may
have been used on the designated travel day because the car was
in a repair shop. RAverage trip length data obtained from both.
sources do actually vary; see Data Considerations for possible
explanations. :

The first section of this chapter, which discusses workers and
their home-to-work travel (Tables 7-1 through 7-7), is based on
Section III of the NPTS survey. The second section, which
discusses mode of home-to-work travel {Tablex 7-8 through 7-16},
is based on Section VI of the NEPTS survey. The vehicle occupancy
section {Tables 7-17 through 7-21) is also based on Section VI.
The last section (Tables 7-22 through 7-26)}, which discusses
carpool size and arrangement, is based on Section III of the NPTS
survey. -

SUMMARY OF RATIONRAL ESTIMATES USED IN THIS CHAPYER

1969 1977 1983 -
Workers 75,758 93,019 103,244
Annual Person Trips 37,638,363 43,767,000 46,493,000

To and From Work

Annual Vehicle Trips 27,822,015 31,372,000 35,369,000
Tg and From Work

Annual VMT 261,487,666 284,738,000 302,058,000
To and From Work

Note:; All numbers in thousands.




WORKERS, HOME-TO-WORK TRAVEL:
PLACE OF RESIDENCE

The most significant peopulation
shift between 1977 and 1983 was
the decrease in population cutside
EMSA's and the increase in pepula-
tion inside SMSA's not in central
citiee. The percentage of workers
living in SMBA's increased from
67.8 percent in 1%77 to 76.0
percent in 1983 (Table 7~1 and
Figure 7-1). Most of the growth
in these areas occurred in the
suburbs and other areas outside
the central city. The percentage
of workers living in central
cities 1inside SMSBA's decreased
from 32,2 percent in 1977 to 2%.0
percent in 1983.

The average trip length for all
workers, regardless of where they
lived, increased from 9.3 miles in
1977 to 9.9 miles in 1983, In
fact, trip lengths for all cate-
gories shown in Table 7-1 in-
creased. The longest commutes in
both 1977 and 1983 were for
workers living in areas outside
central cities in SMSA's. The
shortest trip lengths were for
those residing inside central
cities of SMSA's.

Percent of Workers

FIgure 7-1

CHANGES IN DISTRIBUTION OF WORKERS BY PLACE OF RESIDENCE
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1877

1983

WORKERS AND THEIR HOME-TO-WORK TRAVEL* BY PLACE OF RESIDENCE

Percent of Workers (93,019,000)
Average Trip Length (Miles)
Average Commute Time {(Minutes)

Percent of Workers {103,224,000)
Average Trip Length (Miles)
Average Commute Time {Minutes)

Note: Comparable data not available for 196%.

*Average trip length and commute time is based upon the worker's "usual" home-to-
work trip. See Data Considerations for an explanation of differences in "usual"®
and actual trip distances.

*#*Includes 3.4% of workers who live in SMSA's, but location in SMSA is unknown.

CENTRAL NON-CENTRAL SMSA'S BMBA'S
cIy CiTy
TABLE 7-1

Inside SMSA's

Within Hot in

Central Central Qutside
City City Subtotal SMSA's Total
32.2 35.6 57.8 32.2 180.0
7.6 10.6 9.2 5.6 9.3
20.1 21.4 20.8 17.6 19.8
29.0 43.6 76.0%% 24.0 100.0
8.0 11.1 9.8 10.6 9.9
20.5 21.5 20.9 18.4 20.4
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Figure 7-2K shows the changes in FIGURE 7~2A
trip length between 1977 and 1983. CHANGES IN AVERAGE TRIP LEWGTH OF HOME-TO-WORK TRIPS
BY PLACE OF RESIDENCE

The average travel time to work in - -
1983 was 20.4 minutes. This is = T
slightly higher than the 19.8 15 : ——
average in 1977. Workers who live /3
inside SMSA's spent more time | |
traveling to work than those
living outside SMSA's.

1err
1933

Travel times for SMSA workers
remained relatively stable during 10 4
the period 1977-1983 for both "
central city and non-central city
residents (Figure 7-2B). If a
calculation cf travel speed* is
made from the time and distances
shown, it is interesting to note
that the commute speed for all g -
SMSA workers increased from 26.5
to 28.1 miles per hour (Figure
7-2C). For workers living outside
central cities, the speed
increased from 29,7 to 31.0 miles
per hour. For central city resi-
dent workers, the speed increased 0
from 22.7 to 23.4 miles per hour. aMEA SM3A ALL

CENTRAAL NON-gg#TRAL BMSA'S BMSA'S

cITY

Miles

For those living outside SMSA's,
commute time increased from 17.6
to 18.4 minutes. The distance
also increased, and the average
travel speed increased from 32.7
to 34.6 miles per hour.

[

*Commuting Speed

= 60 x Average Trip Length _ P
Average Commute Time

FIGURE 7-2B
CHANGES IN AVERAGE COMMUTE TIME BY PLACE 0? BRESIDENCE
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WORKERS, BOME-TO-WDRE TRAVEL:
SMSA SIZE

Table 7-~2 lists characteristics of
SMSA work travel by SMSA size.

Commuting time increases as SMSA
size increases. Using 1983 as an

illustration, the commute time

increased from a low of 15.3
minutes in SMSA's with less than
250,000 population to 26.8 minutes
in SMSA's with 3 million or more
residents., This significant dif-
ference represants about 2 7%
percent greater travel time in the
most populated areas,

Between 1969 and 1983, commute
time decreased in all SMSA size
groups, except in areas where the
population exceeded 3 million
residents, where commute times
increased slightly. On average,
the commute time decreased almost
l0 percent frem 23.1 to 20.9
minutes in all SMSA'‘s.

Foxr 1983, Figure 7-3 illustrates
the variation in commute time,
trip length, and average speed by
SMSA size.

- Tacsa P | 1A -
Between 1269 and 1% P -

eLa
trip length decreased for a
SMSA's from 9.7 to 9.2 miles, but
then increased again to 9.8 miles
in 1983. It is interesting to
note that the average travel speed
was less for the largest SMBSA's in
1983 than it was for any of the
smaller SMSA's (Figure 7-3).

I

g
1

LR

FIGURE 7-2¢

CHANGES IN AVERAGE SPEED (MPH) OF HOME-TO-WORK TRIPS
BY PLACE OF RESIDENCE

[ &
[+
i

Mies Per Hour

I:j 1\ry

SM3A
GENTRAL
ciTY

L3
QUTSIDE

SM3A L
NON-CENTAAL BMSA'S SMSA'S
CiTY

1969

Percent Workers (47,091,000)
Average Trip Length (Miles)
hverage Commute Time (Minutes)
Average Travel Speed (mph}

1977

Percent Workers (63,063,000)
Average Trip Length (Miles)
Average Commute Time {Minutes)
Averadge Travel Speed (mph)

1983

Percent Workers (80,086,000)
**hverage Trip Length (Miles)

hverage Travel Speed (mph)

TABLE 7-2

WORERERS ANN THEIR HOMBE_TO-LODE TRAVYDT DY SMSA SYZE

FEASANAN e ANER

{SMSA'S ONLY)

=4

250,000- 500,009~ 1,000,000~ 3,000,000 All

Average Commute Time (Minutes)

499,959 999,999 2,995,999 and Over SMSA's
13.9 15.5 29.6 26.0 100.0
10.6 B.8 9.2 11.3 9.7
19.8 21.2 23.7 25.6 23.1
32.1 24.9 23.3 26.5 25.2
15.2 16.3 3z2.4 23.8 100.0

7.9 8.7 9.9 10.2 9.2
17.1 18.9 21.8 25.2 20.8
27.7 27.6 27.2 24.3 26.5
13.5 12.4 29,3 23.4 100.0%

9.9 8.6 10.8 11.2 9.8
18.8 17.9 22.1 26.8 20.9
31.6 28.8 2%.3 25.1 28.1

*Includes 6.9 percent of workers living in SMSA's, but lcoccation in SMSA is unknown.
**See Data Considerations for an explanation of differences in "usual" and actual trip distances.




WORKERS, HOME-TO-WORK TRAVEL:
HOOSEHOLD INCOME

People tend to live further from
their work as their incomes in-
crease. In 1983, for example,
heme to work trip length was 7.9
miles for people with incomes less
than $10.000 (Table 7-3). Pecple
with incomes over $40,000
traveled an average of 11.5 miles
from home to work. The same
tendency was true in 1983 for
average commute time, which in-
creased from 18.8 minutes for the
lowest income group teo 22.2
minutes for the highest income
groups. The same tendency was
observed in 1969 and in 1977.
BRetween 1969 and 1977, average
commute time decreased for workers
in each of the income groups. The
trend was reversed between 1977
and 1983 when commute time for
each income group rose slightly;
however, it remained below the
1969 level. Although travel time
for all groups decreased between
196% and 1983, the drop was not
uniform. Travel time for workers
with incomes below $10,000 dropped
only 0.7 minutes from 1969 to
1983, while it dropped 2.8 minutes
during the same period £for those
with incomes over $40,000.

As income increases sc does the

speed of traveling to work. For
the lowest income group, the speed
was 25.2 miles per hour. The

speed increased for each higher

31.1 miles per hour, respectively.
Such variatiom in travel time,
distance, an& travel speed is
probably due to residential loca-
tion and mode of travel used by

il

income group to 27.2, 30.4 and the different Income groups.
FIGURE 7-3 -
WORKERS AND THEIR COMMUTE CHARACTERISTICS BY SMSA SIZE
{1933) )
35 — =
3 uNDeR 250,000
[] 280,000 - 409,908
30 4 - 800,000 -~ 99,009
II 1000000 - 280090
B 5900900 AND OVER
251 |
N |III |IIIII
1'5 h A F
- __Illlll\ | ||||||
5
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PERCENT OF AVERAGE COMMUTE  AVERAGE TRP®  ~ AVERAGE SPEED
WORKERS TIME (MINUTES) LENGTH (MILES) ~ (MILES PER HOUR)
TABLE 7-3
WORKERS AND THEIR HOME-TO-WORK TRAVEL BY HOUSEHOLD INCOME
Household Income (1983 Dollars)
Under %10,000- G2, 000~ over
510,000 19,999 39,999 $40,00D Total
1969 _
Percent of Workers {75,758,000) 12.2 27.9 47.0 12.9 100.0
Average Trip Length (Miles) N/A N/A N/A N/A 9.7
Average Commute Time {Minutes) 19.5 21.6 21.5 25.0 23.1
Average Travel Speed (MPH) HN/A N/a N/A N/A 25.2
1977 -
Percent of Workers (93,019,000} i0.8 23.6 17.3 18.3 100.0
Average Trip Length (Miles) 7.3 8.1 2.6 11.0 9.3
Average Commute Time (Minutes) 18.0 8.5 20.0 21.9 19.8
Average Travel Speed (MPH) 24.3 26.3 28.8 30.1 28.2
1983 . _ _
Percent of Workers (103,244,000} 11.2 24.6 42.7 21.5 © 100.0
*Average Trip Length (Miles) 7.9 B.7 1G0.4 11.5 9.9
Average Commute Time (Minutes) 18.8 19.2 20.5 22.2 20.4
Average Travel Speed (MPH) 25.2 27.2 30.4 31.1 °© 29.1
__ *See Data Considerations for explanation of differences between "usual" and ackual trip
iengths.
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WORKERS, HOME-TO-WORK TRAVEL: AGE FIGURE 7-4

. ACCUMULATED PERCENTAGE OF WORKERS BY AGE
In general, average trip length
increased with the age of workers
up to about age 35 in 1977. 100
Beginning at age 35, average trip
length decreased (Table 7-4}. The
shortest trip lengths (4.1 and
4.8 miles. respectively) warse
reported for the youngest and
cldest age groups.

Qo
Q
i

The above tendency continued in
1983, except the age at which the
drep in trip lengths ococurred wag
about 50 years of age.

80 -

Commute time increased slightly 40-

between 1977 and 1983 from 19.8
minutes to 20.4 minutes.

In the period 1969 to 1983, the 20 - /////
age distribution of the populatiocn

shifted significantly. The shift
reflects the entry of perscns born

1983

Percent of Workers

1eep

during the "baby boom" years (1945 0 T T T T T t T T
tc 1965) into the workforce. In 16-97 iB-20 21-26 2e8-29 30-34 35-39 40-4%  50-68 §0-68 TO AND
1969 for example, 49 percent of OVER

the workers were under 40 years of AGE

age as compared to 60 percent in
1983. Likewise, in the age group
of 50 ysars and clder, there ware
21.8 percent in 1883 as compared
to 28.3 percent in 1962 (Pigure
7-4). Basically, then, the work-
force was younger in 1983 than in

1969,
TABLE 7-4
WORKERS AND THEIR HOME-TO-WORK TRAVEL BY AGE
70 and
16-17 18-20 2i-25 26-29 30-34 35-39 40-~49 50-5% 60-~69 Older Total
1969
Percent of Workers (75,758,000} 2.2 6.5 12.2 8.3 9.4 5.8 22.7 i8.1 B.6 1.6 i0c.0
1277
Percent of Workers {93,019,000) 3.3 8.1 14.7 11.2 11.8 9.9 17.8 15.8 6.2 1.2 160.0
Average Trip Length (Miles) 4.1 7.3 9.1 3.8 11.0 10.7 10.2 9.0 7.5 4.8 3.3
Average Commute Time (Minutes) 11.9 16.4 19.3 20,8 21.5 21.0 20.8 20.5 18.7 17.1 19.8
Average Travel Speed ([(MPH) 20.7 26.7 28.3 28.3 30.7 30.6 29.4 26.3 24.1 16.8 28.2
1983
Percent of Workers (103,244,000} 2.4 6.2 4.2 1.6 14.2 11.7 17.9% 14.3 6.2 1.3 100.0
*Average Trip Length {Miles) 5.5 7.0 190.0 10.2 10.1 11.0 11.2 16.3 7.7 5.7 3.3
Average Commute Time (Minutes) 12.6 16.2 20.1 21.3 20,6 21.3 21.8 20.9 18.8 20.0 20.4
Average Travel Speed (MPH) 26.2 25.9% 29.9 8.7 29.4 3i. 30.8 29.6 24.6 17.1 25.1

o
*See Data Considerations for explanation of differences between Musual® and actual trip langthe,
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WORKERS, HOME-TO-WORK-TRAVEL: SEX FIGURE 7-5 _
CHANGES IN DISTRIBUTION OF WORKERS BY SEX

Table 7-5 clearly illustrates that
females, as a group, traveled

shorter distances and had shorter 66
commute times than males.

=
W vue
[T rFemaLe

What is most interesting is the 611
large increase in the percentage
of female workers from 1969 to
1983. This is shown graphically 56

in Figure 7-5. n
£
In 1983, females averaged 26.5 & 517
miles per hour in their travel to =
work, while males traveled 31.1 2
miles per hour {Table 7-5}. [ 48"
&
&
41
36
a

!

i =N wt{.«ﬁ"luﬁl
TABLE 7-5 :.
WORKERS AND THEIR HOME-TO-WORK TRAVEL BY SEX
Male Female Total _
1969
Percent of Workers (75,758,000} 64.0 36.0 100.0
1937 :
Percent of Workers (93,019,000} 59.8 10.2 100.0 - —
Average Trip Length (Miles) 10.7 7.4 9.3 .
Average Commute Time {Minutes) 21.4 17.6 19.8 .
Average Speeds {mph) 30.0 25.2 28.2 ) ‘
1983 )
Percent of Workers (103,244,000} 57.0 £3.0 100.0 B
*Average Trip Length (Miles) 11.2 8.3 9.9
Average Commute Time (Minutes) 21.6 18.8 20.4 B
Average Speeds (mph} 31.1 26.5 29.1
*See Data Considerations for explanation of differences between - :
"usual" and actual trip lengths. o




WORKERS, HOME-TO-WORK TRAVEL: MODE
The proportion of workers who used
private vehicle travel increased
significantly from 1969 to 1583,
from 73.1 percent to 86.2 percent
(Figure 7-6). Of this, the
"truck, van, and other private
transpeortation” group increased
most significantly from 5.8 to
15.6 percent of the total (Table
7-6).

Over the l4~year period, the
public transportation share
decreased from 7.3 percent in 1389
to 5.3 percent in 1983. The pro-
portion of workers who walk to
work and those who work at home
also decreased.

average
trip length increased for each
mode except for "other,"” which
includes bicycle, school bus, etec.
Although this increase was rela-
tively small for the private
modes, was guite large
public transportation, where
average trip length went from 11.1
miles te 15.1 miles. This in-
crease was probably due to the
number of new rail systems which
opened duriag time period
across the country. In 1977 the
trip length for public transporta-

5 e £ oem
= A L L

-l d
will>

Percent of Workers

Note:

¥YIGURE 7-6

CHANGES IN DISTRIBUTION OF WORKERS BY MODE OF TRAVEL TO WORK
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Other

PRIVATE

PUBLIC WALK HOME OTHER

Modes used in this figure are defined as follows:

passenger cars, trucks, vans, and other private
vehicles,

bus, train, streetcar, subway, airplane, commercial
taxi, and other public vehicles.

all modes not accounted for the first four categories

tion {(mostly bus travel) was in such as bicycles, schoel hus, etc.
the same range as for private
vehicle travel. 1In 1983, the trip
Tam~adeih Fmawv muhlda bvamammambin b $mm
length for public transportaticon
was about 50 percent higher than
for private vehicle travel, which
reflects greater use of rail
facilities,
TABLE 7-6
WORKERS AND THEIR HOME-~TO~WORK TRAVEL BY MODE
Truck, Van,
and Work
Passenger Cther Private Public at
far Transportation Transportatici Walk HOmE other Total

1969

Percent of Workers (75,758,000} 67.3 5.8 7.3 5.1 4.5 10.0 100.0

1977

Percent of Workers (93,019,000} T2.1 1i.5 5.7 4.7 1.7 1.4 100.0%

Average Trip Length (Miles) 9.5 1i1.2 l1i.1 0.3 - 6.7 9.3

Average Commute Time (Minutes) 19.0 19.9 38.8 8.8 - 6.7 19.8

Average Travel Speed [MPH) 30.0 33.8 17.2 2.0 - 24.1 28.2

1983

Percent of Workers (103,244,000) 70.6 15.6 5.3 4.1 3.5 3.9 100.0

**pverage Trip Length (Miles) 9.9 11.3 15.1 0.4 - 5.6 9.9

Average Commute Time (Minutes) 19.1 20.1 46.1 8.9 - 29.9 20.4

Average Travel Speed (MPH} 3l.1 33.7 19,7 2.7 - 1.2 29.1

*Includes 0.9 percent unknown.

**See Data Considerations for explanation of differences between "usual" and actual trip lengths.
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The average commute time for
workers who used private vehicle
travel to work remained relatively
stable for the periocd 1977 to 1983
(Table 7-6). Travel time by pub-
lie transportation increased
significantly from 38.8 minutes to
46.1 minutes, Again, it is pre-
gsumed that this increase is based
upon a higher utilization of rail
transit as compared to bus and the
movement of workers ocut of the
central city. This is further
borne out by the speed of travel
by publie transportation, which
increased from 17.2 to 13.7 miles
per hour in the perioed 1977 to
1983.

WORKERS, HOME-TO-WORK TRAVEL:
OCCUPATION

The percentage of workers by
occupation shifted significantly
during the period 1969 to 1983
(Table 7-7). The proportion of
professional workers decreased
during the pericd. Clerical
workers! proportions increased
significantly, and service
workers' and managers' proportions
alsc increased. The changes in
these three groups represent a
general shift in the United States
toward 2 service oriented econcmy.
Interestingly, workers clasgified
ag farmers increased from 2.7
percent in 1969 to 4.1 percent in

1983.

The average *rip length of 6.9
miles in 1983 was exceeded by all
workers except professiconals,
clerks, and service workers.

The average commute time was rela-
tively constamt for all workers in
1983, varying from a low of 16.1
to a high of 24.2 minutes.
Between 1977 and 1983, the travel
time by category remained rela-
tively stable except for managers,
which increased from 20.7 to 24.2
minutes, and for farmers.

TABLE 7-7
WORKERS AND THEYR HOME-TO-WORK TRAVEL BY OCCUPATION*
Professicnal Farmers Managers Clarks
1989 o B
Percent of Workers (75,758,000} 15.4 2.7 8.6 2Z.9
1977 -
Percent of Workers (93,019,000) 15.5 2.9 10.7 23.8
hverage Trip Length (Miles} 10.7 6.2 10.1 g1
Average Commute Time (Minutes) 21.8 12.6 20.7 1%.0
1983 _ _
Percent of Workers (103,244,000} 12.9 4.1 10.7 30.6
**nyverage Trip Length [Mlles) 9.8 12.0 12.5 9.1
Average Commute Time (Minutes) 20.0 21.5 24,2 19.8
Laborers Unskilled Services Other Total _
1969 - 3
Percent of Workers (75,758,000) 13.8 23.4 11.9 1.3 100.0
1977 -
Percent of Workers (93,019,000} 13.7 19.2 12.5 1.3 100, Q% %=
Average Trip Length (Miles) 11L.5 10.0 6.5 5.2 9.3
Average Commute Time (Minutes) 21.8 20.3 16.1 15.3 19.8
1983 :
percent of Workers (103,244,000) 11.9 16.3 13.5 0.0 1043.0Q
¥epaverage Trip Length (Miles) 1.8 11.0 6.7 - 9.9
Average Commute Time [(Minutes) 22.8 21.4 15,1 - 0.4
*As defined by the 1980 Census of Population Occupational Classification System.
. Included in the 1983 NPTS Users Guide for the Public Use Tapes.
*xSee Data Considerations for explanation of differences between "usual™ and actual trip
lengths.
**kincludes 0.4 percent unknown.
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HODE OF HOME-TO-WORK TRAVEL:
PLACE OF RESIDENCE

As can be seen in Table 7-8, the
percentage of private vehicle
driver trips for all workers
increased from 71.4 to 75.2
between 1977 and 1983. However,
the percentage of private vehicle
passenger trips decreased from
18.3 to 12.2, reflecting a lower
vehicle occupancy. The total pas-
senger vehicle travel remained
relatively stable, decreasing from
89.7 percent to 87.4 percent. The
proportion of public transit use
decreased from 5.2 percent to 4.6
percent.

The largest decreases in public

trxansportation use occurred in
areas outside S5MSA's where the
proportion of worker trips by
public transportation dropped by
two—thirds from 1.0 teo 0.3
percent. In areas inside SMSA's,
transit use dropped from 7 percent
te 6.2 percent. Within the
central cities transit use
increased from 9.7 percent to 10.7
percent; outside the central
cities usage dropped from 4.6 to
3.3 percent.

Outside of the SMSA's, 93.8 per-
cent of the trips were by personal

vehicle in 1977. This dropped to
90.0 percent by 1983, Within
SMSA's, 88 percent of the trips
were by private vehicle in 1977.
This decreased slightly to 86.2
percent in 1983,

In 1983, the percentage of private
vehicle travel by workers outside
central cities was considerably
higher than for those residing in
central cities. Travel by public
transportation reflected a much
higher user frequency for those
residing in central cities (Table
7-8).

TARLE 7-8

DISTRIBUTION OF HOME-TO-WORK TRIPS BY PLACE OF RESIDPENCE AND MODE

Inside SMSA's

Within Not in

Central Central Qutside All

City City Subtotal SMSA's Places
1977
Private Vehicle Driver 67.3 73.6 70.7 73.2 71.4
Private Vehicle Passenger 17.5 17.2 17.3 20.6 18.3
Publie Transportation 9.7 4.6 7.0 1.0 5.2
Other 5.5 4.8 5.0 5.2 5.1
TOTAL 100.0 100.0 100.0 100.0 -
ALL MODES 33.2 35.7 68.9 31.1 100.0
1983
Private Vehicle Driver 70.8 77.0 74.5 76.3 75.2
Private Vehicle Passenger 10.9 12.1 11.7 13.7 12.2
Public Transportation 10.7 3.3 6.2 0.3 1.6
Other 7.6 7.8 7.6 9.7 8.0
TOTAL 160.0 100.0 100.0 100.0 -
ALL MODES 28.4 44.5 76.4% 23.6 100.0

*Includes 3.5 percent of workers who live in SMSA's, but location in SMSA is
QRKNOWN .

Automobile, station wagon, passenger van, other
motorized camper ¢oach,

Private vehicle includes:
van, pickup truck, pickup with camper, other truck,
motoreycle, motorized bicycle, moped, other P.O.V.

Public transportation includes: Bus, train, streetcar, elevated rail or

subway, taxi {commercial use).

Other includes: Airplane, bicycle, walk, school bus, other.
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MODE OF HOME-TO-WORK TRAVEL: FIGURE 7-7
SMSA SIZE DISTRIBUTION OF WORK TRIPS BY MODE AND SMSK SYZE (1983)

Between 1969 and 1983 the percent-
age of private vehicle driver
trips increased in all but the 100
largest SMSA's (Table 7-9). The
percent of vehicle passenger trips
decreased in all SMSA's, reflect-
ing a decrease in vehicle god M —
cceupancy. - —

!

3 vmacie orven
[ vencte pass
il rveLIC TRANBPORTATION

—
As might be expected, a direct
relationship exists between public
transpoxrtation use and the popula-
tion of an SMSA. In 1983, 0.5
percent of work trips were made by
public transportation in SMSA's
with less than 250,000 population.
In the largest SMSA's more than 15
percent of work trips were made by
public transit. The proportion of
public transpertation use 20
decreased from 1969 to 1983 inall

SMSA population groups. But the
largest SMSA's are the only ones
in which a greater percentage of

work trips were made by workers T T T i T
Who use public transportation than ST Gmomo seowe  Lswcosn Smmens MK,
by those who ride as passengers in :

private vehicles {(Figure 7-7). As )
might be expected, the relative —
decrease was the lowest in the greater emphasis placed on public -
largest SMSA's, probably reflect- transportation in these SHMSA's

ing the number o©f rail systems relative to SMSA's with smaller -

built in the larger SMSA's and the populations.

Percent of Workers

SMBA SIZE

TABLE 7-9 -
DISTRIBUTION OF HOME-TO-WORK TRIPS BY SMSA SIZIE AND MODE R
{IN SMSA ONLY}
Less z
than 250,000~ 500,000~ 1,000,000~ 3,000,009 All
250, 000 499,599 959,999 2,999,938 and Over SMSA's
1969 _ —
Private Vehicle Driver 75.7 73.5 69,1 68.5 66.1 69.9
Private vehicle Passenger 20.8 21.6 22.7 19.1 14.1 18.9
Public Transportation 3.3 4.6 7.8 11.4 18.9 10.6
Other 0.2 0.3 0.2 1.0 0.9 0.6
TOTPAL 100.0 100.0 100.9Q 100.0 100.0 -
ALL MODES 15.0 13.9 15.4 2%.8 25.9 10¢.0
1977 -
Private Vehicle Driver 73.0 75.9 74.6 70.2 63.7 70.7
Private Vehicle Passenger 19.9 18.3 18.5 18.5 12.9 17.3
Public Transportation 3.0 2.6 4.0 5.5 16.3 7.0
Other 4.1 3.2 2.9 5.8 7.1 5.0
TOTAL 100.0 100.0 100.0 100.0 100.0 -
ALL MODES 12.6 14.7 16.6 32.9 23.2 100.0
1983 _ =
Private Vehicle Priver 81.4 80.7 75.8 75.5 63.3 74.5
Private Vehicle Passenger 11.7 8.8 13.9 12.9 11.7 - 11.7
Public Transportation 0.5 1.9 2.7 5.5 15.4 ~ 6.2
Other 6.4 8.6 7.6 6.1 9.6 ; 7.6
TOTAL 100.0 100.0 100.0 100.0 100.0 - -
ALL MODES 14.4 14.9 12.2 28.7 22.7 - 100.0%
*Includes 7.1 percent unknown SMSA size.
See Table 7-8 for definitions of modes. N
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MODE OF HOME-YT0-WORK TRAVEL: FIGURE 7-8
ANNUAL HCUSEHOLD INCOME DISTRIBUTION OF HOME~TO-WORK TRIPS

(1983 DOLLARS) BY MODE AND ANNUAL HOUSEHOLD INCOME

Income level has a substantial (1983)
influence on the mode of transpor-

taticen that people use to travel 80
to work. In 1983, the frequency

of public transit trips by workers 80 1
earning less than $10,000 was more
than twice that of those workers
earning more than $40,000 (Table
7-10}). However, regardless of
income, most workers used private
vehicles to get to work. Workers
with higher incomes tended to use
private vehicles more often than
those with lower incomes (Figure
7-8). Workers with lower incomes
tended to use public transporta-
tion and other means more often
than those with higher incomes.

70

Percent of Home—to—Work Trips

PRIV,

In alil incqme groups, the percent~ ATE VEG ¢ PASSENGER
age of trips made in a private 10 - _h‘-‘-‘"‘“‘——-———-—_________,_———

vehicle as a driver increased in JEEE-EﬂfﬂEHﬂmL__
the period 1977 to 1983. The

percentage of trips made in a 0 T ; ooo) o ;
; UNDER $10,000 20,000 40,000 ALL

private vehicle as a passenger $10,000 -19,989 - 39,999 AND OVER

decreased as did the proportion of

those trips made by public

transportation.
TABLE 7-18
DISTRIBUTION OF HOME-TO-WORK TRIPS
BY ANNUAL BOUSEHOLD INCOME AND MODE
All

Under $10,000- $20,000- $40,000 Income

$10,600 19,9499 39.939 and Over Groups
1977
Private Vehicle Driver 57.2 67.7 T4.5 74.9 71.4
Private Vehicle Passenger 23.2 20.5 17.4 15.8 18.3
Public Transportation 8.0 6.3 4.1 5.1 5.2
Gther 11.% 5.5 4.0 4.2 5.1
TOTAL 100.0 100.0 100.0 100.0 -
ALL MODES 9.3 23.5 48.7 18.5 100.0
1983
Private Vehicle Driver 61.7 72.9 76.4 2.0 75.2
Private Vehicle Passenger 15.9 13.3 12.1 9.5 12.2
Public Transportation 6.9 5.2 4.4 3.1 4.6
Other 15.5 8.6 7.1 5.4 8.0
TOTAL 100.0 100.0 104.0 100.0 -
ALL MODES 10.1 25.1 44.1 20.7 100.0
See Table 7-8 for definitions of modes,
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MODE OF HOME-TO-WORK TRAVEL: AGE

In 1983, there was a moderate
increase in the percentage of
private vehicle driver trips made
by warkers as age increased, until
about age 50. Above age 50, the
percentage of trips made by
workers who drove to work leveled
off {Table 7-1l). Younger workers
were more likely than eolder
workers to be passengers in
private vehicles. Public transit
use was relatively consistent from
one age group te ancther.

The percentage of trips made by
vehicle drivers increased between
1969 and 1983 in all age groups,
with the most dramatic increases
among older drivers. Between 1969
and 1983, the proportion of trips
made by workers over 70 who drove
to work morxre than doubled, from
31.3 percent to 78.4 percent. The
frequency of trips made by workers
who traveled as passengers dropped
in all age groups, as did the rate
of public transportation travel.

TABLE 7-11
DISTRIBUTION OF HOME-TO-WORK TRIPS BY WORKER AGE AND MODE
70 and All

16-17 1B=-20 21-25 26-29 30-34 35-39 40-49 50-53 60-63 OQlder hges
1969
Private Vehicle Driver 3l.8 50.0 49.6 57.3 61.8 61l.1 58.0 48.3 41.2 31.3 52.8
Private Vehicle Passenger 31.8 24.2 26.4 22.5 17.0 l6.8 17.7 21.7 18,8 12.5 20.6
Public Transpertation 9.1 9.1 8.8 6.7 5.3 5.3 6.6 6.7 9.4 12.5 7.2
Other 27.3 16.7 15.2 13.5 15.9 16.8 17.7 23.3 30.6 43.7 i9.4
TOTAL 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 -
ALL MODES 2.2 6.5 12.2 8.9 9.4 9.8 22.7 18.1 g.6 1.6 100.90
1977 B
Private Vehicle Driver 48.7 67.2 70.6 78.6 80.2 79.3 78.3 76.6 70.0 70.1 71.4
Private Vehicle Passenger 29.7 20.% 17.3 1¢.8 11.2 11.3 11.1 11.9 13.5 §.2 18.3
Public Transportation 4.6 3.8 6.3 5.5 5.1 5.1 4.7 5.7 7.9 7.9 5.2
Other 17.0 8.9 5.8 5.1 3.5 4.3 5.9 5.8 3:6 13.8 5.1
TOTAL 100.0 100.0 100.0 100.0 2100.0 100.0 100.9 100.0 100.0 100.Q -
ALL MCDES 3.0 8.1 15.4 11.5 12.4 10.2 17.6 15.4 5.5 0.9 100.0
1983 B _
Private Vehicle Driver 4B.8 71.9 74.3 74.8 76.4 75.5 81.9 75.2 ?BLS 78.4 75.2
private Vehicle Passenger 24.9 15.7 13.2 11.9 10.1 12.2 9.6 12.4 3.7 6.1 12.2
Public Transportation 3.4 5.5 4.3 5.6 4.6 4.4 3.4 5.1 5.4 5.4 4.6
Other 22.9 6.9 B.2 7.7 8.9 7.9 5.1 7.3 6.4 10.1 8.0
TOTAL 100.0 100.0 L100.0 100.0 100.0 1iC0.0 100.0 100.0 100.0 100.0 -
ALL MODES 1.8 6.1 14.9 12.1 15.1 11.4 17.5 14.2 6.1 0.8 100.0
See Table 7-8 for definitions of modes,

7-14




MODE OF BOME-TO-WORK TRAVEL: SEX

Females tend to make more work
trips as private vehicle passen-
gers than do male workers. They
also use public transportation
more than their male counterparts.
However, the relative increase in
driving for females was consider-
ably greater than that for males
between 1977 and 1983. The per-
cent of trips made by male drivers
increased only slightly from 76.2
to 78.5 percent during this 6 year
peried, while the percentage of
trips made by female drivers
increased significantly from 62.2
to 70.7 percent (Table 7-12}. The
percentage of trips made by
females using public transit also
increased slightly during the
peried, while male ridership on
publie transportation decreased.

1977

Gther
TOTAL

1383

Other
TOTAL

Private Vehicle pDriver
Private Vehicle Passenger
Public Fransportation

ALL MODES

Private Vehicle Driver

Private Vehicle Passenger
Public¢ Transportation

ALL MODES

TABLE 7-12
DISTRIBUTION OF HOME-TO-WORK TRIPS BY SEX AND MODE

ALl

Male Female Workers
76.2 62.2 71.4
11.9 22.6 18.3
4.8 5.7 5.2
7.1 9.5 5.1
100. 100.9 -
59.1 40.9 100.0
78.5 0.7 75.2
9.9 15.7 12.2
3.4 6.0 4.5
8.2 7.6 8.0
100.0 100.0 -
58.7 41.3 100.0

See Table 7-8 for definitions of modes.
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MODE OF HOME-TO-WORE TRAVEL:
TRIP LENGTH 7

More than half of all workers'
home-to-Wwork trips in all three
survey years were five miles or 3
less (Table 7-13}. Over three-
gquarters of all workers drove - :
their own vehicles to work in -
1983. ©People who traveled less - H
than five miles to work used

"ather" modes (walk, bicycle, —
etc.) more frequently than d4id
pecople whe commuted greaterx z
distances. People who traveled -
more than 20 miles tended to drive
less frequently and were passen- )
gexrs much more often than those S
who lived closer to work, perhaps : .
indicating an ineclination of those
workers to carpool to work. The
highest proportion of transit use
in 1983 also eoccurred among -
workers who commuted more than 20 = =
miles to work.

TARLE 7-13 w
DISTRIBUTION CF HOME-TO-WORE TRIPS BY TRIF LENGTH AND MODE 1
Trip Length {Miles) R
31 All 1
5 or Less 6-10 11-15 16-20 21-30 and QOver Trips B
1969 _ . ]
- = 1
ALL MODDES 52.2 20.4 11.1 6.8 5.8 3.7 C 100.90 o
1977 _ - . _ o
Private Vehicle Driver 66.4 T4.6 77.8 76.4 77.6 64.7 71.4 i
Private Vehicle Passenger 16.9 15.4 13.7 15.7 14.5 23.3 18.3 o
Public Transportation 4.5 6.5 4.8 5.2 4.3 9.2 ~ 5.2 7
Other 12.2 3.5 3.7 2.7 3.6 2.8 5.1
TOTAL 100.0 100.0 100.0 100.0 100.0 100.0. - S
ALL MODES 53.2 20.4 11.1 6.1 5.4 3.8 100.0 :
1983 ) ,7:?
Private Vehicle Driver 72.8 79.8 78.9 80.6 73.4 69.5 75.2 i
Private Vehicle Passenger 1.1 11.5 13.5 13.8 16.9 19.2 12.2 -
Public Transportation 3.2 6.1 6.1 4.5 7.7 1.2 1.%
Other 12.9 2.6 1.5 1.1 2.0 4.1 _ 8.0
TOTAL 100.0 i00.0 100.0 100.0 140.0 100.0 _ -
ALL MODES 54.1 20.3 10.7 6.1 5.2 3.6 7 100.0
See Table 7-8 for definitions of modes.
See Data Considerations for a discugsion of home-to-work trip length.
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HCGDE OF HOME-TO-WORK TRAVEL:
DAY OF THE WEEK

The mode of transportation to work
varies very little by day of the
week. -In 1983, about three-
quarters of all work trips were
made by private vehicle drivers on
any given day of the week {Table
7-14). That proportion increased
on Fridaye and was accompanied by
a decline in the use of public
tranaportation. In 1983, workers
tended to make more trips by

public transportation during the
first days of the week than on
Friday, Saturday, and Sunday.

Few changes in day of the week
travel patterns occurred betwesen
1977 and 1983. The most signifi-
cant changes occurred on Sundays.
Frequency of private vehicle
passenger trips dropped by almost
half while the proportion of trips

made on Sundays by workers wheo use
public transportation doubled.
For all days of the week, 1983
private vehicle driver trips
varied from a 74.6 percent low on
Mondays to a 78.2 percent high on
Fridavs. Private vehicle pasgen-
ger trips varied from a low of
10,8 percent on Wednesdays to a
high of 14.% percent on Saturdays.

TAHLE T-14
DISTRIRUTION OF BOME-TO-WORK *RIPS BY DAY OF THE WEFEX AND MODE
Monday Tuesday Wednesday Thuxsday Friday Saturday Sunday All Days
196%
ALL MODES 16.6 17.9 19.4 17.% 17.6 7.8 2.8 100.0
1977
Private Vehicle Driver 71.1 71.6 69.6 72.7 71.3 75.3 67.0 71.4
Private Vehicle Passenger 18.4 16.5 19.8 17.8 i8.7 16.9 25.4 18.
Publi< Transportation 5.8 6.1 5.2 5.5 4.8 3.2 1.5 5.2
Other 4.7 5.8 5.4 4.0 8.2 4.6 6.1 5.1
TOTAL 100.0 100.0 100.0 100.0 100.0 100.0 100.0 -
ALL MODES 14.9 18.3 18.2 18.2 18.6 7.5 3.3 100.40
1583
Private Vehigle Driver 74.6 75.3 76.1 75.9 78.2 76.0 76.6 75.2
Private Vehicle PasSenger 11.2 12.7 10.8 11.4 11.7 14.9 12.4 12,
Public Transportation 6.2 4.8 4.4 5.2 3.4 2.9 3.1 4.6
Other 8.0 7.2 8.7 7.5 6.7 6.2 7.9 B.O
TOTAL 100.0 100.0 1090.0 100.0 100.0 100.0 100.0 -
ALL MGDES 16.8 18.0 19.2 19.6 16.6 6.1 3.7 100.0¢
See Table 7-8 for definitions of modes.

7-17




MODE OF HOME-TO-WORK TRAVEL:
TIME OF DAY

In 1983, the highest proportion
(32.1 percent) of daily work trips
cccurred in the 3-hour period from
6:00-8:59 a.m. (Table 7-15). This
was down slightly from 34.3
percent in 1969. Between 1969 and
1%83, worKkers gradually spread
their wark travel to hours ocut-
side the peak period (Figure 7-9).
The percentage of worker travel
increased on elther side of 6:00-
8:59 a.m.

In the afternoon peak pericd

(4:00-6:59 p.m.), the percentage
of work trips decreased from 29.3
percent in 1977 to 25.0 percent in
1983.

The proportional distribution of
worker trips by mode varies by
time period. The highest percent-~
age of trips made using transit in
1983 occurred during the peak
pericds: 5.6 percent in both the
6:00-8:59 a.m. period and the
4:00-6:59 p.m. period. Between
1377 and 1983, the percentage of

PIGURE 7-9

workers who tr;veled by transit
decreased during both the wmorning
peak and the afterncon peak.

The percentage ¢of trips made in a
private vehicle as a driver or
passenger was ralatively constant
across the timé periods in both
1977 and 1983, with the smallest
percentage of pkesenger trips in
both survey years occurring during
the 9:0C a.m.-12:59 p.m. time
pericd. A

DISTRIBUTION OF HOME-TO-WORK TRIPS BY TYME OF DAY
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TABLE 7-15

DISTRIBUTION OF HOME-TO-WORK TRIPS BY TIME OF DAY AND MODE

1969
ALL MODES
1977

Private Vehicle Driver
Private Vehicle Passenger
Public Transportation
Other

TOTAL

ALL MODES

1383

Private Vehicle Driver
Private Vehicle Passenger
Public Transportation
Other

TOTAL

ALL MODES

See Table 7-8 for definitions of modes.

1969

ALL MODES
1977

Private Vehicle Driver
Private Vehicle Passenger
Poblic Transportation
Other

TOTAL

ALL MCDES

1983

Private Vehicle Driver
Private Vehicle Passenger
Public Transportation
Other

TOTAL

ALL MODES

*Includes 0.9 percent unknown.

See Table 7-8 for definitions of modes.

1:00 a.m. 6:00 a.m. 9:00 a.m. 1:00 p.m.
to to to to
5:59 a.m. 8:59 a.m. 12:59 p.m. 3:59 p.m.
3.9 34.3 9.9 13.6
3.4 72.0 72.5 70.6
9.4 18.3 16.1 19.3
4.1 6.0 3.7 3.7
3.1 3.7 7.7 6.4
0.0 100.0 100.0 100.0
4.0 32.4 9.4 14.1
3.9 76.7 75.9 75.1
3.7 11.8 9.9 12.3
4.5 5.6 2.7 3.3
7.9 5.9 11.5 9.3
0.0 100.9 100.0 106.0
5.8 32.1 12.1 14.4
4:00 p.m. 7:00 p.m. 10:00 p.m. All
to to to Time
6:59 p.m. 9:59 p.m. 12:59 a.m. Periods
28.1 4.9 5.3 100.0
70.6 69.9 73.9 7l.4
17.8 20.9 19.5 18.3
6.2 3.6 2.3 5.2
5.4 5.6 4.3 5.1
100.0 1400.0 100.0 -
28.3 6.0 4.8 100.0
73.3 74.2 77.5 75.2
12.9 14.3 11.8 12.2
5.6 3.0 2.6 4.6
8.2 8.5 8.1 8.0
100.0 106.0 100.0 -
25.0 5.8 3.9 100.0
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MODE OF HOME-TO-WORK TRAVEL:
PUBLIC TRANSIT AVAILABILXTY

As might be expected, the
percentage of workers who use
public¢ transit is highest for
those who live closest to avail-
able transit. The use of public
transit drops dramatically when
workers live more than 1/4 mile
from transit. For 1983, 10.3
percent of the workers living
cleser than 1/4 mile made trips by
public transit {Table 7-16). This
decreased to 4.2 percent for those
who lived 1/4 to 1/2 mile from
public transit and to 2.4 percent
for those living distances of 1/2
to 1 mile. A similar relationship
existed in 1977.

VEHICLE OCCUPAKRCY

average vehicle occupancy has bheen
calculated in two ways, which
causes slight differences in the
resulis. One way 1s to weight the
data based on trips:

Total Private Vehicle Person Trips
Total Private Vehicle Driver Trips

The second approach 1s to welght
this occupanecy by miles driven per

trip:

Person-Miles of Travel

Vehicle-Mileg of Travel

This will be referred to as=s

"yehicle miles of travel”

(vMt)

weighted occupancy.

§ o

See Table 7-8 for definitions of modes.

= = —_
TABLE 7-16
DISTRIBUTION QF HOME-TO-WORE TRIPS
BY PUBLIC TRANSIT AVAILABILITY AND HODE -
Distance to Nearest Public Transit - ALL
Less Than 174 = 172 172 - 1 1~ 2 More Mo Work
1/4 Mile Mile Mile Kiles Than 2 Answer Trips
1377 -
Private Vehicle Driver 65.4 73.4 73.1 75.4 74.8 iﬁ.? T1.4
Private Vehicle Passenger 16.2 18.3 19.3 18.5 20.5 7.1 18.1
Public Transportation 10.7 5.4 3.3 3.4 0.9 -1.9 5.2
Cther 1.7 2.9 4.3 2.7 3.8 4.3 5.1
TOTAL 100.0 100.0 100.0 100.0 100.0 160.0 -
ALL WODES 34.8 12.5 5.3 3.7 37.3 8.4 100.0
1983 -
Private Vehicle Driver 68.6 77.3 77.1 79.5 79.1 1.6 5.2
Private Vehicle Passenger 12.0 12.5 13.8 10.3 12.2 13.1 12.2
Pubiic Transportation 10.3 4.2 2.4 4.4 0.3 0.5 4.6
Other 9.1 6.0 6.7 5.8 8.4 4.8 8.0
TOTAL 100.0 100.0 100.0 100.0 160.0 100.0 -
ALL MODES 34.8 13.7 5.3 4.3 37.6 4.3 100.0




VEHICLE OCCUPANCY: TRIP LENGTH
Table 7-17 presents vehicle occu-
pancy for different trip lengths.,
weighted by trips. Table 7-18
presents the same data, weighted
by vehicle miles of travel,

Oon a trip weighted basis,

wakhimla
venilag

the

.
GacIdasen ovsaer-

all frem 1.4 to 1.2 during the
period 19%69-1983. This general
tendency toward a reduction was

Pttt ot S lot el T oh il - P-Tu |

COCGpanlY

found at all trip lengths except
for those greater than 30 miles.
For trip lengths greater than 30
miles, the average occcupancy
increased from 1,6 to 1.7, this
may have been due to the fact that
workers realized the greatest cost

-‘:uva.ugn

wid e eus

\..J..l.ya oY

£~ Ehaoa 1o
Lol Ci&sge 10ng

carpooling.

On a VMT basis, overall vehicle

cccupancy remained constant at 1.3
between 1977 and 1983 (Table
7-18). This, again, was probably
due to the increase in occupancy
for trips cver 30 miles, which
heavily weighted the calculation
of the total occupancy. At all

the oceouwmancvy
=ias Upancy

g8tayed the same or decreased over
the six year period.

A stances,

TABLE 7-17

DISTRIBUTION OF HOME-TO-WORK TRIP OCCUPANCY BY TRIP LENGTH

{TRIP WEIGHTED)

Trip Length (Miles)

31 All
5 or Less 6-10 11-15 16-20 21-30 and Over Trips
1969 1.3 - 1.4% 1.5 1.7 1.6 1.4
1977 1.3 1.3 1.3 1.3 1.3 1.5 1.3
1983 1.2 1.1 1.2 1.2 1.3 1.7 1.2
*In 1969, the data is for 5-15 miles.
TABLE 7-18
HOME-TO-WORK TRIP OCCUPANCY BY TRIP LENGTH
(VMT WEIGHTED)}
Home-to-Work Trip Length (Miles)
31 A1l
5 or Less 6-10 11-15 16=240 21-30C and Over Trips
1977 1.2 1.3 1.3 1.3 1.3 1.6 1.3
1983 1.2 1.1 1.1 1.2 1.3 1.8 1.3
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VEHICLE OCCUPARCY: SMSA SI1ZE

Tables 7-19 and 7-20 present SMSA
occupancy data by S5MSA size
welghted by trips and VMT, respec-
tively.

For all SMSA's combined, there was
a drop in vehicle occupancy from
1.3 in 1977, to 1.2 in 1983 on a
trip-weighted basis (Table 7-19),
This decrease in occcupancy was
evidenced in SMSA's of all sizes.
There does not appear to be any
particular relationship between
vehicle occupancy and SMSA size.

In 1983, for example, the varia-
tion was from 1.1 to 1.2, in no
particular relationship to SMSA
size.

The VMT weighted occupancy values
in Table 7-20 are very similar to
those in Table 7-19. In 1983, the
occupancy rate was 1.2 as compared
to 1.3 in 1977. The variation
between areas was slightly
greater, from 1.2 to 1.4, with the
highest value found in the largest
SMSA's.

TABLE 7-19

HOME-TO-WORK TRIP OCCUPANCY BY SMSA SIIE

{SHSA'S ONLY)
{(TRIP WEIGHTED)

Less z
than 250,000~ 500,000- 1,000,000~ 3,000,000 ALl -
250,000 493,999 999,999 2,999,999 and Over  SHSA'S
1969 1.4 1.4 1.4 1.4 1.3 1.4
1977 1.3 1.3 1.3 1.3 1.2 1.3
1983 1.2 1.2 1.1 1.1 1.2 1.2
TABLE 7-20
BOME~TO~WORX TRIP OCCUOPANCY BY SMSA SIIE
{5MEA"S ONLY)

(VKT WEIGHTED) B
Less -
than 250,000~ 500,000- 1,000,000~ 3,000,000 A1l
250,000 499,999 999,999 2,999,999 and Over SMSA's,

1977 1.4 1.4 1.2 1.3 1.3 1.3

1983 1.2 1.3 1.2 1.2 1.4 1.2
7-22 =




VEHICLE OCCUPANCY:HOUDSEHOLD INCOME

Table 7-21 relates vehicle occu-
pancy to househcold income for 1977
and 19%983. There was very little
variatien in cccupancy by income
and little change between 1977 and
1983. There was some tendency
toward a slightly lower occupancy
for the highest income group in
1983, in which the occupancy of
1.2 can be compared to the 1.3
occupancy for all other income
groups.

CARPOOL SIZE AND ARRANGEMENT

During the last decade, interest
in the formation of carpocls as a
major travel mecde has increased.
The initial impetus was dne to the
gasoline shertages of the 1970's
and the greatly increased price of
fuel. 1In recent years, the eco-
nomic situation with regard to the
construction of new highway facil-
ities has again focused attention
on the formation of carpools as a
means ©f achieving greater person
carrying capacity on our streets
and highways.

WORKERS WHO CARPOOL:
CARPOOL

NUMBER IN

Most carpocl arrangements c¢onsist
of two persons (Table 7-22), 1In
1977, 69.3 percent of workers who
carpool reported being in carpool
arrangements consisting of two
persons; in 1983 this increased to
73.2 percent.

In 1977, 4.6 percent of the car-
poolers were in five or six person
carpools; this decreased to 3.1
percent by L1983. However, the
proportion of workers in carpools
of seven or more persons doubled
from 1.1 to 2.2, perhaps reflect-
ing a growth in vanpool
arrangements.

TABLE 7-21

BOME-TO—WORK TRIP OCCUPANCY BY HOUSEHOLD INCOME

(VMT WEIGHTED)

All

Undex 510,000~ $20,000~ $40,000 Income

510,000 19,999 39,999 and Over Groups

1977 L.4 1.4 1.3 1.3 1.3

1983 1.3 1.3 1.3 1.2 1.3
TABLE 7-22

DISTRIBUTION OF WORKERS WHO CARPOOL

BY NUMBER OF PERSONS IN CARPCOL

Number of Persons 1977 1983
TWS 69.3 73.
Three 18.2 1§.
Four 6.8 5.
Five 3.4 1.

S5ix 1.2 1.
Seven or More 1.1 2.
TOTAL 100.0 100.
Total Number 13,739,000 16,059,000

of Carpoolers




WORKERS WHO CARPQOL: DRIVING
ARRANGEMENT

Essentially ne¢ change occurred
between 1977 and 1983 in the dis-
tribution of carpoolers by driving
arrangement. Table 7-23 shows
that in 1977, 37.7 percent of
workers who carpocl shared the
driving responsibility. This
decreased very slightly to 37.3
percent in 1983. The percentage

WORKERS WHO CARPOOL: PLACE OF
RESIDENCE

Workers tend to carpool more
frequently in the larger SMSA's
than in smaller SMSA's. This is
probably attributable more to the
density of the population and the
geographic size of the areas than
to the popularity of carpooling
{Table 7-24). In 1983, 73.3 per-
cent of workers who carpooled

resided within an SMSA and 26.7
percent coutside an SMSA. This
percent. The percentage of car- should be compared with the 76.0
ponlers who rede only increased percent of all workers who resided
slightly ({(Table 7-23}. in SMSA's and 24.0 percent
outside.

of carpoolers who only drove in-
creased slightly from 23.6 to 24.6

TABLE 7-23
DISTRIBUTION OF WORKERS WHO CARPOOL BY DRIVING ARRANGEMENT

1977 1983 }
Share Driving 37.7 37.3 :
Drive Others Only 23.6 24.5 -
Ride Only 37.3 37.7 -
No Answer 1.4 0.4 -
TOTAL 100.0 100.0 .
Total Number 13,039,000 16,059,000 _

af Carnonisrs -
ol Larpoclers

MmAEXYE Y_"3a
LAmiNAeEy §F T &W

DISTRIBOTICN OF CARPOOLERS BY PLACE OF RESIDENCE

1977 1983 _
S All - - All
Carpoclers HWorkers Carpoolers Workers
Inside SMSA's _
Within Central City 28.7 32.2 27.0 29.0
Not in Central City 36.6 35.6 43.0 43.6
Subtotal 65.3 67.8 T3.3* T6.0%%
Qutside SMSA's 34.7 32.2 26.7 24.0 o
TOTAL 100.0 100.0 100.0 100.0

*Includes 3.3 percent of carpoolers who live in 8SMSA's, location™
unknown. : -

**Includes 3.4 percent of workers who live in SMSA's, location
unknown. -
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WORKERS WHO CARPOOL: SMSA SIZE

Table 7-25 presents the distribu-
tion of workers who carpool and
reside within SMBSA's by SMSA size.

In 1977, SMSA's with 3 million and
over population accounted for 16.7
percent of the carpeolers, but had
23.6 percent of the workers. In
1983, the percentages for the same
population group were 22.0 and
23.4, respectively. In meost other
population size groups for the two
years, the percentage of car-
peolers was greater than the
percentage of workers.

WORKERS WHO CARPOOL:
LENGTH

AVERAGE TRIP

Most workers who carpool are
invelved in trips to work that are
relatively short. This would he
expected since the majority of
trips to work are short. Table
7-26 shows the distribution of
carpoolers by length of trip. In
1983, 34.7 percent of carpoolers
traveled less than 5 miles to
work. However, 54.1 percent of
all workers traveled less than 5
miles to work.

TABLE 7-25

DISTRIBUTION OF WORKERS WHO CARPOOL BY SMSA SIZE

(SMSA'S ONLY)

1977 1983
All All
Carpoolers Workers Carpoolers Workers
Less than 250,000 13.2 12.5 18.2 1.5
250,000 to 499,999 15,8 15.2 12.5 13.5
500,000 to 999,999 18.2 16.3 12.5 12.4
1,000,000 to 2,999,999 36.1 32.4 29.9 29.3
3,000,600 and Over i6.7 23.6 22.0 23.4
TOTAL 100.0 100.0 100.0%* 100, 0%*
*Includes 6.9 percent of carpoolers who live in SMSA's, size
unknown.

**Includes 6.9 percent of workers who live in SMSA's, size unknown.

TABLE 7-26
DISTRIBUTION OF WORKERS WHO CARPOOL BY AVERAGE TRIP LENGTH

1977 1983

Trip Length ALl ALl

{Miles) Carpoolers Workers Carpoolers Workers
Under 5 36.9 53.2 34.7 54.1
6 to i¢ 19.9 20.4 19.4 20.3
11 to 15 16.1 11.1 14.8 10.7
16 to 20 g.5 6.1 8.5 6.1
21 to 3¢ 9.0 5.4 14.1 5.2
Over 30 B.6 3.8 8.5 3.6
TOTAL 108.0 10C.0 100.0 100.0

7-25




Figures 7-10 and 7-11 allow
comparison of carpool trip length
distributions with those of all
workers for 1977 and 1983. The
trip lengths of workers who car~
pooled tended to be longer than
those of all workers. Less than
26 percent of all workers commuted
more than 10 miles in 1983,
whereas, of those who carpocled,
more than 45 percent traveled more
than 10 miles.

Percent

Parcent

FIGURE 7-10
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VEHICLE OCCUPANCY




INTRODGCTION

This chapter presents information on tremds in vehicle oCCupancy.
Like the previous chapters, it highlights this important travel
characteristic in terms of the key demographic, economig, and
travel-related forces which affect it. Also, trends are depicted
over time, focusing mainly on the changes between 1%77 and 1983,
but also including some comparison with 1969,

Vehicle occupancey is an important travel characteristic. It
represents efficiency in travel and, hence, has major implica-
tions for transportation rescurces requirements, energy needs,
and the environment.

At least two different ways exist to portray vehicle occupancy.
One common method is to define occupancy &s persons per vehicle
trip. This report presents some data using this definition, but
relies more heavily on the measure of persons per vehicle mile of
travel (VMT). The latter is a more telling measure from a policy
or planning point of view because the distance involved in the
travel is taken into consideration. The report on vehicle
occupancy (Report Wo. 6) from the 1977 NPTS also emphasized the
VMT-based measure of occupancy.

This chapter presents tables and displays that look at vehicle
occupancy as related to:

purpose of travel,

household residence location by SMSA size,
number of household licensed drivers,
number of vehicles owned by the household,
household life cycle,

household income,

trip lengths,

hour of day, and

weekday vs. weekend.

00 0O0QCOQQOO0

Finally, an effort is made to compare data from the recent 1983
and 1977 NPTS surveys with data from the 1963 NPTS survey. The
1969 tyip data, it will be recalled, were obtained for travel by
autos and vans only. Alsc, trips were not restricted, as in 1977
and 1983, to those in which a household member was the driver.
These two criteria tend to inflate the estimate of occupancy.
Since it is not peossible to refactor the 1969 data, the 1377 and
1983 data were reconfigured to be consistent with the 1969 data
for comparison in one table.

SOMMARY OF NATIONAL ESTIMATES USED IN THIS CEAPTER

1969 1977 1983
Annual Vehicle Trips 87,284,000 108,826,000 126,874,000
Annual VMT 775,940,000 907,603,000 1,002,139,000

Note: All numbers in thousands.




VEHICLE OQCCUPANCY: PURPOSE

Vehicle occupancy varies with the
purpese of travel. Historically,
travel to work or for work-related
purposes has had the lowest rate
of occupancy of all househeld
travel. Travel for discretiocnary
purposes typically involves more
family members and a greater
number of occupants per trip.

Average number of occupants per
vehicle mile of travel fell by
about 10 percent between 1977 and
1983, from 1.9 to 1.7 occupants
(Table 8-1). The higgest changes
were in social angd recreational
travel, where average occupancy
fell from 2.4 to 2.1 between 1977
and 1983, and family and personal
business, which fell from 2.0 to
1.8. Average occupancy for
earning a living remained the
same, at 1.3 occupants per mile of
travel, The largest declines in
occupancy for specific trip
purposes were for pleasure
driving, which fell 18 percent
from 2.8 to 2.3, and travel for
medical/dental purposes, which
fell 23 percent, from 2.2 to 1.7
occupants. Work-related travel
increased the most with an
increase of 14 percent, from 1.4
to 1.6 average occupants.

Figures 8-1 and 8-2 show the
praportions of 1977 and 1983
travel and trips, respectively,
attributable to the various trip
purposes.

FIGUHE 8-1 .
CHANGE IN TRAVEL DISTRIBUTION BY TRIF PURPOSE

40 - =~ == =
1 wer
- 1983
30
D
>
=
1_
S 20
8
2
1)
o
10
0 — I
FAMLY AND GiVIC, SOCIAEY OTHER AND
PERSONAL EQUCATIONAL,  RECREATIONAL UNKNOWN
BUSINESS AND RELIGIOUS
TABLE B-1
AVERAGE QCCUPARCY BY TRIP PURPOSE
(PERSONS PER VEHICLE-MILE)
1977 1983
. Average Percent Average Percent
Trip Purpose Qccupancy of VMT decupancy of VKT
Earning a Living
To Work 1.3 31.7 1.3 30.2
Work Related 1.4 7.6 1.6 4.2
All 1.3 39.3 1.3 34.13
Family and Personal Business -
Shopping 2.1 11.1 1.8 13.3
Medical/Dental 2.2 1.8 1.7 1.5
Other 2.0 12.0 1.8 15.5
All 2.0 24.9 1.8 30.4
Civie, Educational,
and Religious 2.0 5.2 2.1 4.1
Social and Recreational
Visiting Friends 2.3 12.1 2.0 13.5
Pleasure Driving 2.8 .9 2.3 1.1
Vacation 2.7 N 2.5 2.1
Other 2.6 13.7 2.1 13.3
All 2.4 27.3 2.1 30.0
Other and Unknown 2.2 3.3 Zo1.9 1.2
ALL PURPOSES 1.9 100.0 1.7 100.0
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Table 8-1 depicts travel occupancy FIGURE 8-2

on a person per vehicle mile of CHANGE IN TRIP DISTRIBUTION BY PURPOSE
travel {VMT) basis. For compara-

tive purposes, Table 8-2 illus~-

trates the same breakdown, but 40
with wehicle occupancy computed on

a person per vehicle trip basis.
Occupancy per vehicle trip is
generally lower overall (1.6 in

1983) than the per mile measure 30
(1.7 in 19%83). Also, the changes
from 1977 to 1983 are smaller,

L Jor
B8 10sa

COverall trends, however, are
similarx. Average occupants per
trip declined cverall and for each
major trip purpose. The same
trend was true for occupancy per
vehicle mile except for eiviec,
educational, and religious travel, 10 1
which increased on the perszon per

. d the person p
mile basis.

20

Percent of Trips

Interestingly, travel to work

showed no decline on a person pex 0 EATNING FAMLY AND i aom## OTHER AND
mile pasis. Average occupancy A LIVING PERSONAL EDUCATIONAL, REGREATIONAL UNKNOWS,
declined from 1.3 to 1.2 on & per BUSINESS AND RELIGICUS
trip basis. Average occupancy for
pleasure driving dropped from 2.8
to 2.3 between 1977 and 1983 on a
per vehicle-mile basis, but
increased on a per-trip basis (2.4
vs. 2.5}).
TABLE 8-2
AVERAGE QCCUPANCY BY TRIP PURPOSE
(PERSONS PER VEHICLE TRIP)
1977 1983
AvVersge Percent Average Fercent
Trip Purpose Docupancy of Trips Occupancy of Trips
Barning a Living
To Work 1.3 29.3 1.2 27.8
Work Related 1.3 5.3 1.3 2.9
All 1.3 34.86 1.2 30.7
Family and Personal
Business
Shopping 1.8 18.6 1.6 20.0
Medical/Dental 1.9 1.5 1.6 1.2
Other 1.7 14.9 1.6 18.3
a1l 1.8 35.0 1.6 3%.5
Civic, Educational,
and Religlous 2.0 7.3 1.9 5.9
Soeial and Recreational
Visiting Friends 1.9 9.3 1.8 9.9
Plzasure Driving 2.4 .5 2.5 -4
Vacation 2.6 -1 2.5 .2
Other 2.2 12.3 2.0 12.1
All 2.1 22.2 1.9 22.6
Other and Unknown 1.8 .9 1.7 1.3
ALL PURPOSES 1.7 100.0 1.6 100.0




Tables 8-3 and 8-4 display infor-
maticn similar te that in Tables
g-1 and 8-2, but in terms of the
actnal frequency of types of
travel at each occoupancy level.
The results provide additional
insight inte the downturn in occu-
pancy between 1977 and 1383,

The raeduction in travel and trip
occupancy is reflected in a shift-
ing of the percentage of trips and
travel into the lower occupancy
levels. Table 8-3 shows that the
percentage of trips occurring in
single-cccupant vehicles increased
from 59.6 percent in 1977 to 65.7
percent in 1983 for all trip
purposes combined, a 19.2 percent
increase. This increase in share
of single-cccupant trips is
evident in all major trip purposes
shown (Figure 8-3).

Table 8-4 shows the same trends in
cccupancy on a travel basis.
Dverall, the share of VMT made in
single-occupant vehicles increased
from 51.7 percent to 57.4 percent,
or 11.0 percent, for all trip
purposes combined (Figure 8-4).

Percent of Travel

FIGURE 8~3

PERCENT OF ONE-OCCUPANT TRIPS BY TRIP PURPOSE
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TABLE 8-3

Trip Purpose

DISTRIBUTION OF VEHICLE TRIPS BY NUMBER OF OCCUPANTS
AND TRIP PURPOSE

Clvie,

Barning a Educational, Soclal and -

Living Family Business and Reliqious Recreational Other All Purposes
Number of
Occupants 1977 1983 1977 1983 1977 1983 1977 1983 1577 983 1977 1983
One g1.2 86.4 53.1 £1.0 48.9 55.9 40.1 48.3 54.1 56.1 59.6 65.7
Two 13.4 9.8 29.3 25.3 27.9 23.5 33.8 29.9 24.8 .5 24.7 21.5
Three 3.4 2.6 10.0 B.6 11.0 10.5 12.3 11.2 11.4 3.0 8.3 7.4
Four 1.2 .7 4.6 3.1 6.7 6.3 8.4 6.7 6.2 3.7 4.4 3.4
Five .4 -2 1.9 1.3 3.0 1.8 3.2 2.4 1.5 .3 1.8 1.2
Six .2 .2 .5 .5 1.5 1.1 1.3 .9 .7 1.0 -7 5
Seven .1 .0 .3 .1 4 .2 4 .3 .3 .0 +3 .1
Bight .0 .Q .1 .1 3 .2 .3 .2 .6 .4 .1 .1
Nine or More .1 .1 .1 .0 -3 .5 .2 .1 o4 .0 .1 .1
TOTAL 100.0 100.¢ 100.0 100.0 100.0 100.0 100.0 100.0 1dh.0 100.0 100.0

100.0
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The data in Tables 8-3 and B8-4 FIGURE 8§-—4

show an increase in travel by PERCENT OF ONR-OCCUPANT TRAVEL BY TRIP PURPOSE
single-occupant vehicles across
all major trip purposes. In no
case has the share of single-ocou- 100
pant travel declined. The most 0
striking change for a known trip Clerr
purpose was in social and recre- 1283
ational travel, where the percent 80 A
of travel (VMT) made in single-
occupant vehicles increased by 41
percent (from 26.8 percent to 37.8
percent), while percent of trips
increased by 20.4 percent (from
40.1 percent to 48.3 percent).
The most stable relationship was
in earning a living, where the
share of single-occupant travel
increased by only 2.5 percent and
the share of single-occupant trips
by 6.4 percent. This information
suggests that an increasing share
of shorter trips are being made by
single-occupant vehicles.

60 -

40 A

Percent of Trios

20 -

EARNING FAMILY AND CVIC, SOCIALS OTHER ALL
A LIVING PERSONAL  EDUCATIONAL, ARECREATIONAL
BUSINESS AND RELIGIOUS

TABLE 8-4
DISTRIBUTION OF VEHICLE MILES OF TRAVEL BY NUMBER OF OCCUPANTS
AND TRIP PURPOSE
Trip Purpose
Civicg,
Earning a Educational, Social and
Living Family Business and Religious Recreatjional Gther All Purposes
Number of
Occupants 1977 1983 1977 1983 1977 1983 1877 1983 1977 1583 1877 1983
Qne 78.8 80.8 40.0 51.6 51.3 52.0 26.8 37.8 26.8 40.6 51,7 57.4
Two 14.3 13.0 3s.z2 29.9 25.1 25.7 38.2 35.5 49.7 40.3 27,7 25.7
Three 3.8 3.9 13.3 10.9 9.7 7.1 15.1 10.8 7.1 10.9 9.7 8.3
Four 1.9 1.2 6.9 4.4 7.1 7.3 10.8 10.2 11.6 5.3 6.2 5.2
Five .7 .2 3.1 1.6 3.9 4.1 5.3 4.5 3.6 .1 2.8 2.1
Six .2 .4 .8 .9 1.6 2.0 2.5 .8 .1 2.7 1.1 .8
Seven .1 .0 .5 o3 -4 .0 +8 .2 .7 .0 -4 .1
Eight .1 .1 .1 .4 .4 .2 .3 .1 .0 .1 .2 .2
Nine or More .1 .4 .1 0 .5 1.6 .2 .1 -4 .0 .2 .2
TOTAL 100.0 100.0 100.0 100.0 100.0 100.0 100.0 160.0 100.0 100.0 100.¢ 100.0

8-5



An important underlying guestion
is provoked by the data in Tables
8~3 and 8-4, namely, is occupancy
decreasing on short or leng trips?
Table 8~5 addresses this guestion
by displaying the distribution of
single and multi-occupant vehicle
miles of travel (VMT) by trip
length category,

Table 8-5 shows that the overall
share of vehicle miles involving
singlewoccupant vehicles increased

significantly between 1977 and
1983 (52.0 percent versus 57.4
percent, respectively). Higheat
increases in the proportion of
single—~occupant vehicle travel
batween 1977 anpd 1983 occurred in
each of the categories under 11l
miles long, Despite the fact that
the proportions of total travel
remained the same or declined
between the two Years in trip
length categories of 11 miles or

greater, proportions of total
travel made Dy single occupants
increased in ‘'each of these same
categories e¥cept for those of
length 2] to 30 miles. Thus, the
shift between 1977 and 1983 from
multi-occupaft vehicle travel to
single-cccupant vehicle travel,
while existing to some degres for
all trips, is particalarly
predominent ¥
Ilength.

for trips of shorter

TABLE 8~5

BY TRIP LENGTH AND OCCUPANCY

A
|

DISTRIBOTIOR OF VEEICLE MILES OF TRAVEL

8-6

Single Occupant Multi-Occupant A{é? - ]
Trip Length Percent Percent Percent
(miles) 1977 1983 Change 1977 1983 Change 1977 1583 Change
1-4 7.0 8,3 +18.6 4.5 4.2 - 6.7 11.5 12.5 + 8.7
57 6.4 7.8 +21.9 4.3 4.1 - 4,7 10.7 11.9 +1L.2
8-10 6.5 7.9 +21.5 4.5 4.5 0.¢ 11.0 12.4 +12.7
il-15 8.0 B.9 +11.3 5.1 4.2 ~17.6 13.1 13.1 0.0
16-20 6.1 6.3 + 3.3 i.2 3.8 ~ 9.3 1¢.3 10,1 - 1.9
21-30 7.5 6.5 ~13.3 5.1 4.4 ~13.7 12.6 1029 -13.5
31 or more 10.5 11,7 +11.4 20.3 17.4 ~14.3 36.8 25.1 - 5.5
TOTAL 52.0 57.4 +10.4 48.0 42.6 ~11.3 100.0 100-0 -

e
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VEHICLE OCCOPANCY: TRIP POURPOSE,
PLACE OF RESIDENCE

As seen in Table 8-6, occupancy occupancy levels dropped for all household travel, For this group,
levels were generally greater for residence groups inside SMSA's, occupancy for work travel actually
travel by persons in households increased (from l.4 to 1.5}
cutside SMSA's--in 1983 about 1.9 Cccupancy rates for those in between 1977 and 1983, as well as
persons per mile outside SMSA's households outside SMSA's in 1977 for civic, educational, and
vs. 1.7 inside 5MSA's, Travel by and 1983 were generally higher for religious travel (2.1 to 2.9).
persons in households inside all major trip purposes than for

BMS5A's and outside central cities those in SMSA households, with the Travel by persons in households
tended to have higher rates of exception of social and recre- inside SMSA's but outside central
occupancy than those inside cen- ational travel, In fact, the only cities showed reductions in
tral cities (1.7 vs. l.6 perscns cccupancy increases hetween 1977 eccupancy in a2ll major trip
per mile). Between 1977 and 1983, and 1983 occcurred in non-SMSA purposes.

TABLE 8-%
AVERAGE OCCUPANCY BY TRIP PURPGSE AND PLACE OF RESIDENCE
{PERSONS PER VEHICLE-MILE)
Trip Purpose
Civig,
Earning a Educational, Social and
Living Family Business and Religious Recreational
1977 1983 1877 1983 1977 1983 1977 1983
In SMSA
Cantral City 1.3 1.3 2.0 1.8 1.9 1.9 2.4 2.0
Non=-Central 1.3 1.2 2.0 1.7 2.0 1.6 2.4 2.3
City
Subtotal 1.3 1.3 2.0 1.7 1.9 1.7 2.4 2.1
Non-5MS5A 1.4 1.5 2.1 2.0 2.1 2.9 2.4 2.0
ALL PLACES 1.3 1.3 2.0 1.8 2.0 2.1 2.4 2.1
Percent of VMT 39.3 34.3 24.9 30.4 5.2 4.1 27.3 30.0
Trip Purpose
Other All Purposes Percent of VMT
1377 1983 1977 1983 1977 1983
In SMSA
Central City 2.3 1.6 1.8 1.6 27.0 22.2
Non-Central 2.0 2.0 1.8 1.7 38.8 46.1
City
Subtotal 2.1 1.9 1.8 1.7 65.8 T2.2
Hon~5MSh 2.3 1.9 2.0 1.9 34.2 27.8
ALL PLACES 2.2 1.9 1.9 1.7 100.0 100.0
Percent of VMT 3.3 1.2 100.0 100.0




VYEEICLE OCCUPANCY: TRIP PURPOSE,
SMSA SIZE

Travel occupancy rates varied by
type of trip across the different
SMSA size groups as seen in Tahle
8-7, but there appears to be no
gystematic difference which can be
explained by SMSA size.

Average occupancy fell for all
trip purposes across all SMSA

groups between 1977 and 1983, with
the exception of minor increases
in cccupancy for work travel in
the largest SMSA group (3 million
or more), and in "other" travel in
SMSA's under 250,000 and those of
l to 3 million.

In 1983, the rate for SMSBA's

between 250,000 and 500,000 fell
more in line with other SHSA's, in
contrast to 19F7 when it was about
11 percent higher. The biggest
changes leading to its leveling
were sizable réductions in average
occupancy for Family and personal
business and social
recreational t¥avel,

TABLE 8-7
AVERAGE OCCUPANCY BY TRIP PURPCSE AND SMSA SIZIE
{PERSONS PER VEHICLE-MILE}
Family and Civie,
Earning a Personal BEducational, SBocial and
Livin Business and Religiocus Becreational
SMSA Size 1577 1353 ;gzz 5953 ;g!z 1583
Less than 250,000 1.4 1.2 2.0 1.9 2.0 1.9 22 1.9
250,000-499,999 1.4 1.3 2.1 1.7 1.9 1.8 2.7 2.1
500,000~-999,999 1.2 1.2 2.2 2.0 1.9 1.4 2.1 2.0
1,000,000-2,999,999 1.3 1.2 1.9 1.7 2.0 1.7 Z.4 2.3
1,000,000 or More 1.3 1.4 1.9 1.7 1.7 1.7 2.4 2.1
ALL SMSA's 1.3 1.3 2.0 1.7 1.9 1.7 2.4 2.1
Percent of VMT {SMSA's) 40.4 35.6 23.3 29.1 5.3 3.9 £.7 30.4
Percent

Other all of VMT ~
SMSA Size 1977 98 1577 1983 ] "
Less than 250,000 1.9 2.7 1.8 1.7 12.4 14.0 z
250,000-499,999 2.4 1.6 2.0 1.7 15.8 14.4
500,000-999,999 2.1 1.9 1.8 1.6 16.5 13.8
1,000,000-2,999,999 2.0 2.1 1.8 1.7 33.7 29.4
3,000,000 or More 2.3 1.7 1.8 1.7 1.6 20.9 ~
ALL SMSA's 2.1 1.9 1.8 1.7
Percent of VMT (SMSA's) 3.3 1.0 1006.0 100.0*
*Includes 7.7 percent unknown SMSA. -
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VEBICLE OCCOPANCY: TRIP PURPOSE,
WUMBEER OF LICENSED DRIVERS

The following set of tables loocks
first, individually, at the rela~-
tionship between drivers and occu-
pancy and vehicle ownership and
occupancy, and then highlights the
combined effect of both wvariables.

Table 8~8 indicates that no
obvious relationship exists
hbetween occupancy Jlevels and

number of licensed drivers in the
household. If anything, there
appears to be a tendency for
higher occupancy rates in house-
holds with twoe drivers than in
those with one driver or with
three or more drivers. 1In fact,
the two-driver strata is one of
the few that showed cccupancy
increases between 1977 and 1983,

Travel for earning a living and
civic, educational, and religious
purposes showed increased occu-
pancy rates during this perioed,
However, rates for family and
personal business travel and
social and recreational travel
fell significantly for the two-
driver strata during the same
period.

Number of
Licensed pPrivers

One
Twe
Three or More

ALL
Percent of VMT

HMumber cf
Licensed Drivers

One
Twoe
Three or More

ALL
Percent of VMT

Note:

TABLE B-8
AVERAGE OCCUOPANCY BY TRIP PURPOSE AND NUMBER OF BOUSEHOLD DRIVERS
{PERSONS PER VEHICLE-MILE)
Family and Civic,
Earning a Personal Educaticnal, Scocial and
Living Business and Religious Recreational
7 1983 1977 1983 1977 1983 1977 1983
3 1.2 2.0 1.8 1.9 1.5 2.2 1.7
3 1.4 2.1 1.9 2.1 2.7 2.6 2.3
4 1.2 1.9 1.7 1.9 1.5 2.3 2.0
3 1.3 2.0 1.8 2.0 2.1 2.4 2.1
3 34.3 24.9 30.4 5.2 4.1 271.3 30.0
percent
Other all of VMT
1977 1983 1977 1583 1977 1983
2.1 1.4 1.8 1.6 20.7 19.0
2.2 2.1 1.9 1.9 55.5 56.0
2.3 1.7 1.8 1.6 23.8 25.0
2.2 1.9 1.9 1.7 100.0 100.0
3.3 1.2 100.0 100.0
Data on households with no drivers insufficient for analysis; however, these

tiouseholds are included in “all,"®




Somewhat more of a relationship
occurred between level of vehicle
ownership and average occupancy
(Table §-9). For all travel pur-
poses combined in 1983, average
occupancy declined from 1.8
persons per vehicle mile in one-
vehicle househeolds to 1.6 persons
per vehicle mile in households
with four or more vehicles. This
represents a uniform decline in
cccupancy levels for all ownership
groups between 1977 and 1983.
Consistent with earlier relation-
ships, the most prenounced
declines in occupancy were for
social and recreational travel.

"I“”
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TABLE 8-9

AVERAGE OCCUPANCY BY THRIP PURPOSE AND NUMBER OF HOUSEROLD VEHICLES

{PERSONS PER VEEICLE-MILE)

Trip Purpose

- Civie,
Educational,
and Social and

Percent

Religious Recreaticnal

1977 1983 1977 1983

1977 1983

of UMT

1983

Earning a Family
Living Business
Number of
Vehicles 1977 1983 1977
One 1.4 1.4 2.0
Two 1.3 1.3 2.1
Three 1.3 1.3 1.9
Four or More 1.4 1.3 1.9
ALL 1.3 1.3 2.0
Percent 39.3 34.3 24,9
of VMT

2.2 2.1 2.4 2.0
2.0 2.2 2.5 2.3
2.0 1.5 2.3 2.1
1.7 1.4 2.3 1.9
2.0 2.1 2.4 2.1
5.2 4.1 27.3 30.0

Note: Data on households with no vehicles insufficient for analysis.

23.4
42.2
20.6
13.8

100.0
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Table 8-10 illustrates, by trip
purpcse, how occupancy levels vary
under the combined effect of
numper of househeold drivers and
number of vehicles owned. The
data in this table are from 1983

only.

The strongest trends were found in
the jump from one to two drivers;
this usually caused a sgignificant
rise in occupancy. However, the

increase from two to three or more
drivers showed a leveling or de-
¢line in occupancy in most cases;
this may suggest more short trips
with fewer occupants.

TABLE 8-10
AVERAGE OCCUPANCY BY NUMBER OF HOUSEHOLD DRIVERS
AND NUMBER OF HOUSEEROLD VEHICLES BY TRIP PURPOSE
1983*
(PERSONS PER VEHICLE-MILE)
Number of Drivers
Rumber of Three
Vehicles One TWo or More Al
Earning a Living
One 1.2 1.7 1.4 1.4
Two 1.2 1.4 1.3 1.3
Three 1.1 1.3 1.2 1.3
Four or More 1.0 1.6 1.3 1.3
All 1.2 1.4 1.2 1.3
Family and Personal Busginess
One 1.6 2.0 2.0 1.8
Two 2.2 1.9 1.5 1.9
Three 1.6 1.7 1.7 1.7
Four or More 1.6 1.7 1.8 1.8
All 1.8 1.9 1.7 1.8
Civic, Educational, and Religious
One 1.5 2.9 1.8 2.1
Two 1.4 2.3 1.7 2.2
Three 1.0 3.4 1.5 2.5
Four or More ok 2.1 1.3 1.3
Al 1.5 2.7 1.5 2.1
Social and Recreational
One 1.7 2.7 1.5 2.0
Two 1.9 2.3 2.6 2.3
Three 1.4 2.3 1.9 2.1
Four or More 1.7 2.1 1.8 1.9
All 1.7 2.3 2.0 2.1
All Purposes

One 1.% 2.1 1.7 1.8
Two 1.7 1.8 1.8 1.8
Three 1.4 1.8 1.5 1.6
Four or More 1.4 1.8 1.5 1.6
All 1.6 1.9 1.6 i.7

*Data in this table comparable to Table 15 in

Report 6, Vehicle Occupancy, 1877 NPTS.
**Insufficient data.
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VEHICLE OCCOPANCY : TRIP PURFOSE,
LIFE CYCLE

There appears to he a relationship
between where a household is in
its life cycle of development and
its travel behavior, including
trip occupancy. Table 8-11 lists
ten different conditions relative
to presence and status of adults
and presence and age of children
in the household. Unigue travel
needs and economic rescources are

Households without children are
likely to have fewer restrictions
on thelr travel than those with
children. Table 8-11 shows this
to be 8o, with childless house-
holds having uniformly lower rates
of vehicle occupancy. The lowest
occupancy rates among childless
households were found in those of
retired households, which also

Among households with children,
the highest xmtes of occnpancy
were found im households with
voung children ({(youngest child
under & yearsel. Average QCCuUpancy
then fell as the household
matured, as meksured by the age of
the youngest child. These differ-
ences largely prevailed sacross
individual trip purposes.

implied with 'each of the showed one of the largest declines
categories. in occupancy since 1977. -
TABLE 8-11
AVERAGE OCCUPANCY BY TRIP PURPOSE AND FAMILY LIFE CYCLE -
(PERSONS PER VEHICLE-MILE)
Trip Purpose
Civic, -
Educational,
Earning a Family and Sccial and
Living Business Religious Recreational o
Family Life Cycle 1977 1983 1977 1983 1977 1983 1977 1983 |_ . __
single Adult, No Children 1.2 1.1 1.4 1.3 1.3 1.3 1.8 1.5
Two or More Adults, No Children 1.3 1.3 1.7 1.6 1.5 1.4 2.0 1.8
Single Adult, Youngest Child Under 6 1.8 1.3 2.4 2.0 2,2 1.3 3.1 1.5
Two or More Adults, Youngest Child Under 6 1.4 1.5 2.6 2.4 2.5 3.4 3.1 2.8
Single Adult, Youngest Child 6 to 15 1.4 1.2 1.9 1.6 2.5 1.6 2.4 1.8
Two or More Adults, Youngest Child 6 to 15 1.3 1.4 2.2 1.9 2.2 2.4 2.9 2.6
Single Adult, Youngest Child 16 or Older 1.4 1.0 1.4 1.4 1.7 1.2 1.5 i.6
Two or More Adults, Youngest Child 16 or Older 1.4 1.2 1.7 1.7 1.7 1.4 2.0 2.0
5ingle Adult, Retired, No Children 1.0 .0 1.6 1.3 1.3 1.1 1.8 1.2
Two or More Adults, Retired, No Children 1.2 1.1 1.7 1.4 2.0 1.8 2.0 1.9
ALL 1.3 1.3 2.0 1.8 2.0 2.1 2.4 2.1
Percent of VMT 39.3 34.3 24.9 0.4 5.2 4.1 27.3 30.C
Trip Purpose _ .
Percent T
QOther Al}l Purposes of VMT _
Family Life Cycle 1977 1983 1977 1983 1977;; 1983 - —
Single Adult, No Children 1.5 1.2 1.4 1.3 7.3 9.5
Two or More Adults, No Children 1.8 1.8 1.6 1.5 26.2 30.0
Single Adult, Youngest Child Under & 2.3 2.0 2.3 1.6 .8 1.0
Two or More Adults, Youngest Child Under 6 3.6 3.2 2.3 2.2 21.8° 21.3
Single Adult, Youngest Child 6 to 1S 2.0 1.3 1.9 1.6 2.0 2.2
Two or More Adults, Youngest Child 6 to 15 2.5 1.8 2.0 1.9 25.3 ° 21.3
Single Adult, Youngest Child 16 or Older 1.8 2.0 1.5 1.4 .9 .9
Tyo or More Adults, Youngest Child 16 or Older 1.8 1.9 1.6 1.6 10.2 9.3
Single Adult, Retired, No Children 1.0 1.0 1.7 1.2 -6 .5
Two or More Adults, Retired, No Children 1.9 1.1 1.8 1.5 4.9 4.0
ALL 2.2 1.9 1.9 1.7 100.0 100.0
Percent of VMT 3.3 1.2 100.0 100.0
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VEEICLE OCCUPANCY: HOUSEHOLD
INCOME, TRIP PURPOSE

It might he expegcted that as
household income increases, the
restrictions on travel would be
less, and vehicle occupancy would
decline. Table 8-12 indicates
that this isg only partly true.

Household incomes are associated

and other important compositional
elements that affect travel. BAs a
result, we find that the highest
rates of occupancy occurred in
households in the middle of the
income spectrum ($10,000 to
$20,000 and 520,000 to $40,000),
with a general decline in occou-~

of $40,000 or more. .

While occupancy almost uvniformly
declined between 18977 and 1983,
the middle income strata ($20,000
to $40,000) showed some increases
in occupancy--for travel for
earning a living, and civie,

with changing life cycle function pancy for households with incomes educational, and religious travel.
TABLE 8-~12
AVERAGE OCCUPANCYI BY TRIF PURPOSE AND 1INCOME
{PERSONS PER VEHICLE-MILE)
Trip Purpose
Family and Civie,
Earning a rPersonal BEducational, Socgial and
Living Business and Religious Recreaticnal
Income 1977 1963 1977 1983 1977 1983 1877 1983
Under $10,000 1.3 1.3 2.0 1.8 1.9 L.4 2.2 1.9
$10,000 to $19,999 1.4 1.3 2.1 1.9 2.1 2.4 2.4 1.8
$20,00C to $39,99% 1.3 1.4 2.1 1.8 2.0 2.4 2.5 2.3
$40,000 and Over 1.3 1.3 1.9 1.7 1.9 1.7 2.5 2.1
ALL 1.3 1.3 2.0 1.8 2.0 2.1 2.4 2.1
Percent of vM?P 39.3 34.3 24.9 30.4 5.2 4.1 27.3 30.0
Trip Purpose
Percent
Other All of VMT
Income 1977 1983 1977 1983 1977 1983
Under $10,000 1.8 1.% 1.9 1.7 3.3 10.4
$10,000 to 519,999 2.1 1.9 1.9 1.7 21.9 24.1
$20,000 to $39,999 2.4 1.8 1.9 1.8 47.7 42.8
$46,000 and Over 1.9 2.3 1.8 1.7 21.1 22.7
ALL 2.2 1.9 1.9 1.7 10G.0 100.40
Percent of vMT 3.3 1.2 100.0 100.0




VEHICLE OCCUPANCY: TRIF PURPOSE,
TRIP LENGTH

Table 8-13 presents data which
explore the relationship between
occupancy and the length of the
trip. - -

several trends are shown by the -
data. First, trip length did not
appear to have a major influence
on occupancy levels. Occupancies
in 1977 and 1983 were relatively
invariant with trip length, until
trip length reached 30 miles or
more, after whieh occupancy

increased. -
TABLE B-13
AVERAGE CCCUPANCY BY TRIP PURFOSE AND ONE WAY TRIP LENGTH
{PERSONS PER VEHTCLE-MILE)
Trip Purpose . o
Famlly and Civic,
Earning a Personal Educational, Social and
Living Business and Religious Recreational o
Trip Length
(Miles} 1977 1983 1977 1983 1877 1983 1977 1983 I
1 1.3 1.2 1.6 1.5 2.0 1.8 1.9 1.6
2 1.3 1.2 1.7 1.5 2.0 1.7 1.9 1.8
3 1.3 1.2 1.7 1.6 1.9 1.9 2.0 2.0
4 1.2 1.2 1.8 1.6 1.8 1.8 2.9 1.8
5 1.2 1.2 1.9 2.5 1.8 1.7 2.1 1.9
6 1.3 1.1 1.8 1.6 2.0 2.5 2.1 1.9
7 1.2 1.1 1.9 1.6 1.6 1.6 2.0 2.1
8-10 1.2 1.2 2.0 1.7 2.1 1.7 2.2 2.0
11-15% 1.3 1.2 1.9 1.7 2.1 1.9 2.2 2.0
16-20 1.3 1.2 2.0 1.9 1.9 1.6 2.3 2.0
21-3¢ 1.3 1.4 2.1 1.9 1.7 4.4 2.4 2.3
31-~40 1.4 1.5 2.3 2.2 2.3 2.1 2.7 2.1
41 and Qver 1.6 1.9 2.5 2.1 2.2 2.9 2.8 2.3
ALL 1.3 1.3 2.0 1.8 2.0 2.1 2.4 2.1
Percent of VMT 39.3 34.3 24,9 30.4 5.2 4.1 27.3 30.0
Trip Purpose _ o
Percent
Other o All of VMY z P
Trip Length
{Miles) 1977 1983 1977 1983 1977 1883 = I
1 2.3 1.6 1.6 1.5 1.7 1.7
2 1.4 1.6 1.6 1.5 3.2 3.6
3 1.8 1.4 1.7 1.6 3.7 3.9
1 1.9 1.8 1.7 1.5 3.0 3.3
5 1.9 1.4 1.7 1.6 4.7 5.4
6 1.6 2.0 1.7 1.6 2.9 3.1
7 1.8 2.0 1.6 1.5 3.1 3.4
8-10 1.7 1.7 1.7 1.6 11.¢ 12.4
11-15 1.7 2.1 1.7 L.5 13.2 13.2 B
16-20 1.3 2.2 1.7 1.6 10.3 10.1
21-30 1.5 2.0 1.7 L.8 12.5 10.8
31-49 2.0 2.8 2.0 1.9 6.1 6.8
41 and Over 2.3 1.9 2.3 2.2 24.6 22.3
ALL 2.2 1.9 1.8 1.7 100.0 100.0 )
Percent of VMT 3.3 1.2 100.9 100.0




Second, trips in general are
getting shorter. The proportion
of travel (VMT) accounted for by
short trips increased, as shown in
the downward shift in the distri-
bution of VMT ve. trip length:
17.9 percent of all VMT was
accounted for by trips 5 miles or
less in 1983, compared to 16.3
percent in 1977. Similarly, 3e6.8
percent of all trips were 10 miles
in length or less in 1983,
compared to only 33,3 percent in

30

1977, Pigure 8-5 illustrates the
distribution of travel by trip
length in both 1977 and 1983.

Third, trip occupancy declined
rather uniformly between 1977 and
1983 at all trip distances. Occu-
pancy levels seemed the least
affected in only the longest
trips, l.e., those over 20 miles
in length. In fact, the few
increases in occupancy that
occurred between 1977 and 1983

FIGURE 8-5
PERCENT OF TRAVEL BY TRIP LENGTH

ware for travel for earning a
living on trips greater than 20
miles and civic, educational, and
religious travel for trips between
20 and 30 miles and those over 40
miles. Correspondingly, however,
some of the biggest individunal
declines were in the longest trip
lengths, specifically for social
and recreational travel over 3{
miles, and, to a lesser extent,
family and personal business trips
over 40 miles.
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Percent of VMT

5 or LESS
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VEHICLE OCCUPANCY : TRIP PURPOSE,
TIME OF DAY

As might be expected, travel occu-
pancy varied with the time when
travel occurs, largely as a
reflection of the variation in the
concentration of particular trip

purposes of different times of day
or weak. However, as Tables 8-14
and B8-15 show, occupancy rates
within individual trip purposes
were also somewhat affected by

trip timing.

Comparing Tables 8~14 and 8-15
shows, first, a generally higher
1983 level of ogccupancy on

-

TABLE 8-14
AVERAGE WEEKDAY TRIP OCCUPARCY BY PURPOSE AND TIME OF DAY
{PERSONS PER VEHICLE-MILRE) h
Family and Ccivic,
Earning a Personal Educational, Social and
Livin Busliness and Religious Recreatdonal
Time 1577 ;ggi 1 1983 1377 __§933 I377  A983
10 p.m. 6 a.m. 1.3 i.4 2.5 1.6 1.5 1.3 2.3 1.8
6 a.m. - 9 a.m. 1.4 1.3 1.9 2.1 1.% 1.7 2.6 2.3
3 a.m. - 4 p.m, 1.3 1.4 1.2 1.6 1.7 1.4 2.2 2.0
4 p.m. = T pom. 1.3 1.3 1.9 1.7 1.8 1.4 2.3 - 2.0
7 p.m. ~ 10 p.m. 1.4 1.3 2.3 2.2 2.0 1.5 2.3 2.0
Unkitown 1.1 1.9 1.5 1.7 1.3 2.0 2.1 2.0
ALL 1.3 1.3 1.9 1.7 1.8 1.5 2.3 2.0
Percent of VMT 48.7 42.1 23. 306.8 5.1 3.3 19.7 22.5
Percent
Other All of VHT -
T jme 1977 1583 1977 1583 -
10 p.m. - 6 a.m. 1.5 1.4 1.7 1.5 8.5 9.0
6 a.m. -~ 9 a.m., 2.2 1.8 1.6 1.3 20.8 19.2
9 a.m. 4§ p.m. 2.1 1.8 1.7 1.6 37.0 37.9 -
4 p.m. = 7 p.m. 2.2 1.7 1.7 1.6 23.8 22.9
7 p.m. - 10 p.m. 1.6 2.2 2.0 1.9 9.5 10.5
Unknown 1.2 6.0 1.3 1.7 .3 .5
ALL 2.1 1.9 1.7 1.6 100.0 100.9
Percent of VMT 2.8 1.3 100.0 100.0
TABLE 8-15
AVERAGE WEEKEND TRIP OCCUPANCY BY TRIP PURPOSE ARD TIME OF DAY
(PERSONS PER VEHICLE-MILE)
Family and Civic, _
Earning a Personal Educational, Social and
Livin Business and Religious Recreatlonal
Time 1377 ;ggs 1 1377 _§§§3 =
10 p.m. 6 a.m. 1.5 1.1 2.3 2.2 2.1 1.2 2.4 2.6
B a.m. ~ 9 a.m. 1.4 1.3 z.2 1.7 2.4 2.5 2.5 1.8
9 a.m. ~ 4 p.m. 1.6 1.4 2.2 1.9 2.5 3.1 2.5 2.4
4 p.m. = 7 p.m. 1.4 1.4 2.4 2.2 2.4 2.7 2.7 _ 2.3
7 p.m. = 10 p.m. 1.4 1.3 2.5 2.1 2.5 3.6 2.7 2.1
Unknown 1.6 1.0 1.5 3.0 2.0 2.0 3.5 1.7
ALL 1.% 1.3 2.3 2.0 2.5 2.9 2.6 2.3
Percent of VMT 15.3 12.9 28.4 28.6 5.5 6.4 46.1 50.9
Percent B
Qther All of VMT =
Time 1577 1983 1977 1563 .. -
1¢ p.m. = 6 a.m. 2.6 1.2 2.2 2.3 B.2 8.4
6 a.m, - 9 a.m. 1.8 1.9 2.0 1.7 10.5 11.7
9 a.m, ~ 4 p.m. 2.5 2.4 3.3 2.2 49.9 47.9
4 p.m. = T p.m. 2.1 1.5 2.4 2,2 20.5 19.9
T p.m. - 10 p.m. 2.2 2.8 2.5 2.1 10.5 11.5
Unknown 1.0 - 2.8 1.9 .4 .6
ALL 2.4 2.0 2.3 2.1 100.0 100.0
Percent of VMT 4.7 1.2 100.0 100.0
—_— -~
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weekends--2.1 persons per vehicle
mile overall on weekends vs. l.6
on weekdays, or about 30 percent
higher. These differences held
for all trip purpeses except on
travel for earning a living. The
biggest differences were for
civiec, educaticnal, and religious
travel (2.% wvs, 1.5 persons per
mile}) and social and recreaticnal
travel (2.3 vs. 2.0 persons per
mile). AllL purposes except week~-
day work and weekend civic, educa-
tional, and religicus showed
declines in occupancy between 1977

and 1983, both on weekdays and
weekends. Declines do not appear
to have peen any greater propor-
tionally on weekends than on
weekdays.

Weekday occupancy Sseemed to be
greatest between 7 and 10 p.m.,
when family and persconal business
and scocial ang recreational
travel is meore common. Wark
travel occupancy seemed to be
relatively invariant throughout
the day, whereas family and
personal business occupancy

FIGURE B-46

reached its peak between 7 and 10
p.0. Civiec, educaticonal, and
religious and social and recre-
ational occupancies each reached
their peak between 6 and 9 a.m.

Weekend travel did not seem to
have any definitive cccupancy peak
by time of day. The lowest rates
of occupancy occurred between &
and 9 a.m. PFigure 8~6 depicts
proportions of 1983 weekend and
weekday travel by time of day
together with the average vehicle
ozcupancy for each time period.

PERCENT OF 1983 TRAVEL BY TIME OF DAY AND DAY OF WEEK
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AUTO OCCUPANCY: TRIP PURPOSE

As mentioned in the introduction,
the reason data on occupancy from
the 19649 NPTS survey is not pre-
sented for comparison with the
1977 and 1983 survey data is that
the travel corresponds to a
different travel universe. In
1969 trips were limited to autos
and passenger vans only and were
not restricted to heousehold
drivers. Table 8-16 places the
1977 and 1983 data on the same
basis as the 1969 data, so that
comparisons can be made.

In general, defining the trip data
in 1969 terms has the effect of
increasing occupancy levels. The
1883 average occupancy per
vehicle-mile calculated at 2.1,
compared to 1.7 in Table 8-1;
similarly, 1983 occupancy per
vehicle trip using 1969 rules was
1.8, compared to 1.6 in Table 8-2.
Figure 8-7 compares auto occupancy
rates (persons per vehicle trip)
by purpese for 1969, 1977, and
1983 while Figure 8-8 looks at
occecupancy rates in terms of

persons per vehlicle-mile.

Qverall, trends over time in Tahle
8~16 tend to be'in the same direc-
tign as those in Tables 8~1 and
8-2. Average wccupancy for all
travel {(all purposes combined! has
declined betwelan 196% and 1983.
The biggest declines have been in
social and redreational travel,
both in a per mile and a per trip
basis. Only civic, educational,
and religious travel showed an
increase, and only con a per mile
basis, :

rarning a Living
To Work
Work Related
ALl

Shopping
Medical/Dental
Other

All

and Religious

Pleasure Driving
Vacatien

Cther

All

Other

ALL PURPQOSES

Civig, Bducatienal,

TABLE 8-16

COMPARISON OF AUTO* OCCUPANCY RATES BY TRIP PURPOSE

Persons per

Vehicle Tri
1969 1977 1983

Persons per
_ Vehicle-Mile

Family and Personal Business

Social and Recreational
Visit Friends/Relatives

*Includes auto, station wageon, and passenger vans.

e
LYY

LS SR ]

o0wo |

2.7 2.5 2.3
3.0 2.8 2.8
3.3 z2.8 2.6
3.0 2.9 2.7
2.9 2.7 2.5
- 2.5 2.2i
2.2 2.2 2.1
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Occupancy

FIGURE 8-7

AUTO OCCUPANCY RATES (PERSONS PER VEHICLE TRIP) BY PURPOSE

D 1389

187
1683

T
EARNING A LIVING

e L
FAMILY AND CIVIC, EDUCAYIONAL SOCIAL/REGREATIONAL
PERSONAL BYSINESS AND RELIGIOUS

FIGURE 8-8

AUTO OCCUPANCY RATES (PERSONS PER VEHICLE-MILE} BY PURPOSE
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