MYTH, REALITY AND EMPLOYMENT
IN LONDON

By Alan W. Evans and Graham Crampton*

INTRODUCTION

Twenty-one years ago Evans (1967) discussed the myths and reality of employ-
ment in London. The myths were that employment in central London had been
increasing by about 15,000, if not 20,000, persons per annum, and would
continue to increase at that rate, and that employment in central London was
increasing rapidly because firms were taking office space in the central area solely
for prestige reasons. The reality, the paper showed, was that employment in
central London never had been increasing at that sort of rate, but at less than
9,000 p.a.; that, having peaked in 1962/63, it had begun to decline; and that the
expansion in employment in the fifties had been almost entirely in sectors with
good reasons for location in the central area, particularly in financial and pro-
fessional services.

In this paper we consider why the facts revealed in the earlier paper seem to
have had little impact on policy making. We then go on to look at changes in
employment in central London over the past twenty-one years. It now appears
that after 1982 employment in central London may have started to increase. We
show that this turnround has occurred because steps have recently been taken
towards a more rational and cheaper transport system, and possibly also because
the industries which led the decline in the past can now shed very few more jobs.

TWENTY-ONE YEARS AGO

It might be asked why a paper concerned with the structure of urban employment
should have appeared in a new journal devoted to transport economics and policy.
The connection with transport which may have led the editors to accept the paper
was that it was argued, at the time, that any increase in employment in central

* Professor and lecturer respectively in the Department of Economics, Faculty of Urban and
Regional Studies, University of Reading. We acknowledge the help given to us by Martin
Mogridge in preparing the final version of this paper, and also the criticisms and useful refer-
ences made by our anonymous referee. The first draft of the paper was submitted in April 1987.

89



January 1989 JOURNAL OF TRANSPORT ECONOMICS AND POLICY

London would strain the existing public transport system. One quotation, which
was used in the original paper, makes the point:

Any prediction of the future commuting rate is hazardous. But, on these
figures, and bearing in mind the current rate of increase, it seems unlikely
that the increasing load could come to less than an annual average of 20,000
in the period up to 1971. This means that we must expect 200,000 more
commuters, over and above the number travelling to central London in 1961
. . . There may well be further heavy demands after 1971 . . . The main
weight of the extra commuting to the central area must fall on the suburban
railways . . . Fairly heavy capital expenditure would probably be needed . . .
London Transport might also have to undertake costly improvements. The
suggested policy of dispersal from London would probably tend to reduce
investment on road and rail together (Ministry of Housing and Local Govern-
ment, 1964, pp. 43 and 97).

Similarly the London Traffic Survey anticipated an increase of 134,000
employees in the central area between 1962 and 1971 and of 58,000 between
1971 and 1981. We now know, of course, that employment actually fell by
162,000 between 1961 and 1971 and by a further 182,000 between 1971 and
1981.

Urban structure and transport are closely linked. In this case, urban expansion
was seen as creating a demand for transport. More usually, changes in transport
systems have caused the relocation of urban activities. Thus the original location
of activities determines the demand for transport, but the transport system itself
then determines the location of urban activities. It is no accident that urban
economists have often begun as transport economists, and this paper sketches out
some of the ways in which transport and urban structure have been interrelated in
the last twenty years.

SOCIAL SCIENCES AND POLICY MAKING

The section of the original paper which gained some notice was not the original
discovery that employment in the 1950s had not been increasing at the expected
rate of 15,000 p.a. or more, but the publication of two sets of figures: one,
obtained from London Transport, on the number of people entering central
London in the morning peak period, and the other, obtained from the Ministry
of Labour, on the number of National Insurance cards exchanged in central
London. Both these indices showed that total employment in central London
had reached a peak in 1962 or 1963 and had fallen in 1964 and 1965.

Thus the various policies instituted to control the growth of employment in
central London — the Location of Offices Bureau (LOB) set up in 1963, the
“Brown ban” on office development imposed in 1964, and the office develop-
ment permits (ODPs) required after 1965 — all came into existence to combat a
problem which had not only never been so serious as was thought, but had
ceased to be a problem before the policies were instituted. Moreover, the figures
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which were published in the paper were certainly available to government, but
presumably either had never been looked at, or, if looked at, had been ignored
because of the political momentum towards action.

In many respects the whole episode of office development control in London
provides a salutary lesson for social scientists. Politicians made policy by acting
on what was widely believed, and did not apparently find it necessary to check
what the facts were from the figures which were available to them.

Once the policy was instituted, it acquired a momentum of its own, and it
became almost impossible to change it. The Location of Offices Bureau and the
office development permits which were instituted to combat excessive growth in
central London employment lasted through Labour and Conservative govern-
ments for a decade and a half, during the whole of which period central London
employment actually declined, amidst increasing political concern over the
falling numbers of jobs available to inner city residents.

What happened was that the policy did not change — its justification did.
When it was appreciated that the policy was not necessary to solve any transport
problem, the justification became that it was an aspect of regional policy and
designed to encourage decentralisation to the regions. Rhodes and Kan (1971)
knocked that argument on the head by showing that, since major offices would
not move further than one hundred miles or so, the extension of ODP controls
to the whole of South East England did not force offices to move to the regions,
but only hindered the decentralisation within the region.

After that, the justification for the policy became unclear. At various times, in
discussion with one of the authors, government economists suggested that the
justifications for the policy were, successively:

(i) to divert the resources of the building industry to building dwellings
from building offices (but at that time blocks of flats were falling out of
favour — in the case of Ronan Point literally so — so building offices of
concrete and glass used different resources from building houses of brick);
and then

(ii) to preserve housing in inner and central London (so using an extremely
powerful policy to preserve/save a relatively small number of dwellings
which could be protected anyway by the usual planning controls); and
finally,

(iii) in the mid-seventies, it was accepted that there was really no justif-
ication save that the then Labour Government could not be seen to be
winding it up.

Evans (1967) was the first paper to suggest that employment in the inner part
of a British city was declining. It would be an inappropriate metaphor to call it
the first swallow of the inner city summer, but it was certainly the first reporting
of a snowflake in the inner city winter. But only when the wintry conditions had
become a blizzard in the late seventies was the LOB first instructed to turn itself
round from encouraging firms to leave London to encouraging them to return,
and then only with the return of the Conservative Government in 1979 was the
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whole apparatus finally abolished. Social scientists may point out facts which
mean that policies are wrong, but governments only respond to political imper-
atives.

EMPLOYMENT IN CENTRAL LONDON

If the original paper was noted for first pointing out that employment in central
London appeared to be falling, we would suspect that, twenty years on, this paper
may be noted for being one of the first to point out that the opposite appears to
be true: employment in central London appears to be rising.

Unfortunately, we cannot now check the number of National Insurance cards
being exchanged, but cordon counts are still carried out each year to estimate
the number of persons entering central London between 7 a.m. and 10 a.m. The
figures for the period from 1961 to 1987 are shown in Table 1 (London Regional
Transport, 1988). This does not give the number of people working in the centre,
of course, because the cordon counts include both through travellers and those
making non-work trips.

The method of estimation of the road counts has varied over time. Before 1985
London Transport (LT) was only concerned to count traffic on its bus routes
entering central London, which comprised some 50 major roads. The Greater
London Council (GLC), after its establishment in 1965, made a separate count
of traffic; the GLC count extended to 90 entry points initially only every third
year, but more frequently later. This double counting of the major roads proved
particularly interesting in the period 1981—-84, as the counts by LT and the GLC
moved, at times, in different directions, no doubt partly because they were not
simultaneous. There was a substantial change in fare levels in this period, as we
shall shortly explain. Since the abolition of the GLC in 1985, all 90 entry points
have been surveyed by LT — now London Regional Transport (LRT). The values
given in Table 1 have been adjusted to be consistent with all 90 entry points. The
main result was to increase the estimate of the number of people travelling by
private transport, and the estimate of the total, by 51,000 in 1961 and by 43,000
in 1969.

The figures suggest that peak-hour traffic has declined throughout the 1970s
from its peak in 1962. In 1982, however, after twenty years of decline, the series
appears to bottom out, and the total thereafter increases again. Of course, the
data, coming as they do from estimates, are subject to considerable measurement
error. In its last years, the GLC Planning and Transportation Department began to
give estimating ranges for the private transport figures, but these are not quoted
here. Nevertheless, since 1982 the public transport totals have increased almost
to 1974 levels, so, even if the private transport arrivals have remained steady
rather than decreasing as suggested by the evidence, the figures still indicate a
turning point in 1982.

If there has been such a turning point, why should it have occurred and what
happened during the twenty-year decline? As we indicated earlier in the paper,
transport systems and urban structures are interrelated. We shall look at the situ-
ation first from a transport viewpoint, and then with respect to urban structure.

92



MYTH, REALITY AND EMPLOYMENT IN LONDON A. W. Evans and G. Crampton

TRANSPORT CHANGES

Looking first at the evidence on the modal split over the period, Table 2 shows
that between 1961 and 1981 the shares of British Rail (BR) and the London
Underground (LU) in total arrivals remained almost unchanged, though they had
fluctuated slightly during the period. That is, each of the train modes has almost
the same share of total arrivals in 1981 as in 1961, though the total number of
arrivals has itself fallen in this period by about 17 per cent. Since then, BR has
increased its share by two percentage points and LU by four, in a traffic increase
of 8 per cent since the bottom in 1982.

Table 1 shows that BR arrivals were falling steadily over the period, with a
slight recovery between 1977 and 1979 perhaps accounted for by the Great
Northern line electrification, completed in 1977. From a low of 384,000 in 1983
they have recovered to 449,000, a 17 per cent increase over the low point. LU net
arrivals also fell steadily over the period, with a similar slight recovery between
1977 and 1979, which may be due to the Jubilee line extension, opened in 1977.
From a low of 283,000 in 1982 they have recovered to 403,000, an increase of
42 per cent over the low point. It is even more interesting that the LU gross flows
(including BR transfers) have increased from a low of 405,000 to 589,000, an
increase of 45 per cent, showing that a much higher proportion of BR passengers
are now transferring onwards by LU to final destinations in the centre. We discuss
below the effect of fare changes on these differences in date and magnitude of
change. It is no wonder that passengers on the tubes are complaining about over-
crowding now, since the gross flow is back to 1960 levels.

The significant change in the modal split was a fall in the London Bus (LB)
share of arrivals of nearly ten percentage points, or 60 per cent in favour of
private transport. This was the continuation of a longer run change. In 1952
arrivals by bus totalled 286,000; on a consistent series, this number had fallen
steadily to 209,000 in 1961, to 146,000 in 1971, to 99,000 in 1982 and to
79,000 in 1987. There has been no recovery for bus since 1982. The 1985 Act
deregulating stage bus services in the UK did not apply immediately to London,
but LRT has progressively to submit its services to tender; very few tender routes
are yet operating in central London.

Conversely, car travel, despite the recent fall since 1982, is still in 1987 four
percentage points above its 1961 modal share, and is back to a level reached in
1971. Car travel had been steadily growing in the sixties and seventies, apart
from a slight fall after the increase in the price of petrol between 1973 and
1975, and then grew to a peak in 1982 at 197,000 travellers. The total number of
private travellers (including motor cyclists and pedal cyclists) peaked in the same
year at 236,000. Since then, private travellers have fallen to 181,000, a fall of 23
per cent back to the 1972 level.

The corresponding number of vehicles entering the centre in the peak hours
was 146,000 cars in 1982, at an average occupancy of 1.35 persons, and 123,400
cars, at an average occupancy of 1.31 persons, in 1987. Occupancy of cars is
therefore relatively stable despite the drop in numbers, and continues the long-run
trend towards a decline in occupancy; it was 1.44 in 1961. The occupancy in
1987 indicates that 70 per cent of cars have only the driver in them.
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TABLE 2

Modal Split of Passengers into Central London (0700—1000)

1961 1971 1981 1987
BR 38 39 38 40
LU 32 33 32 36
Bus 17 13 10 7
Car 10 14 16 14
M/P cycle 3 1 2 2

Buses, on the other hand, have shown a considerable drop in occupancy since
1981. This had been roughly constant for a long period: for example, 5100 buses
with an average occupancy of 40.9 in 1961 and 2600 buses with an average
occupancy of 40.4 in 1981; it has now fallen to an occupancy of 30.4 in 1987,
still with 2600 buses. If changes in other cities after the deregulation of buses
are repeated in London, we can expect to see a proliferation of minibuses in
central London, thus lowering bus occupancy.

The proportion of cars making through trips (that is, not terminating in the
central area) was 33 per cent in 1985; later figures are not yet available (Baker,
1987). Since the 1987 number of cars was equal to the 1977 number and the
1977 proportion of through traffic was 38 per cent, it may well be that the
proportion of through traffic is increasing again with the reduction in car flows.

The proportion of cars making work trips has increased over the period 1977—
85, as is shown in Table 3. The proportion of work trips has increased from 67
to 76 per cent for trips terminating in the centre; employers’ business has fallen
from 22 to 20 per cent, and there has been a corresponding fall in other purposes
trips from 11 to 4 per cent. For through trips the pattern is a little different;
work trips have increased from 60 to 70 per cent, employers’ business has fallen
from 25 to 20 per cent, and other purposes have fallen from 15 to 6 per cent.

Private coaches and buses have also increased by over a percentage point in
modal share, particularly since they were deregulated in 1981. Their number in
1969 was 10,000; it is now (in 1987) 21,000, having fallen back slightly from its
1985 peak of 26,000.

The long-run change in modal split up to 1981 had therefore clearly been away
from bus travel and to car travel, and the train modes had retained a more or less
constant share. Since then the rail share of the total traffic has grown substantially,
taking traffic from both bus and car. The changing distribution over time is shown
in Figure 1.

Table 4, which shows the census data for 1971 and 1981 and includes travel to
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TABLE 3

Trip Purposes of Car Drivers to Central London in the Morning Peak

Terminating traffic Through traffic
1977 1982 1985 1977 1982 1985

% % % % % %
To/from work © 66.6 72.7 76.3 59.7 62.1 69.6
Employers’ business 22.1 16.9 19.8 24.9 24.5 19.6
Other Purposes 11.3 10.4 3.9 15.4 13.4 5.9
Total cars (000) , 75.9 99.3 86.8 47.1 46.7 42.7

work on foot or outside the peak period, confirms the picture of the shift away
from bus travel and to car travel. These data include all “normal” work journeys
irrespective of whether a journey was made on a particular day. Data from the
Greater London Transportation Surveys show that only about 84 per cent of
workers travel to work on a particular day in the morning peak hours; the rest
travel at other times, or are ill, on holiday, etc. (Mogridge, 1980).

The major problem with these data is that the place of work has to be coded
from the response of the worker. Many of the addresses that are given are un-
locatable, and are therefore omitted in the totals, since no grossing up is done to
compensate for the omissions. It is not thought, however, that there was any
change in the extent of the bias between 1971 and 1981, so the trend in employ-
ment is probably correct.

Thus the fact that only 84 per cent of workers make a work journey on a
particular day, when combined with a best estimate of the short-fall in the
location of employment of 8.6 per cent, means that the data given in Table 4
overestimate work journeys on a particular day by 9.3 per cent. The rest of the
journeys in Table 1 are thus non-work journeys. This is a different value from
that for car journeys given above, since the proportion of work journeys on public
transport is a higher proportion of the total.

The shift from bus travel and the shift to car travel are of course connected.
Higher incomes have allowed more people to run cars, and there has been a steady
growth in car ownership in London in the period. There is a complex interaction
between car ownership, the cost of running the car, and the cost of using public
transport. Travel times are also important.
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FIGURE 1
Passenger Traffic Entering Central London in Morning Peak (0700—1000)

On the roads, car running speeds and bus running speeds are directly related in
mixed traffic; buses are slower because they have to pick up and put down
passengers. Bus lanes, although the GLC had an extensive policy of introducing
them, are not sufficiently comprehensive in coverage in central and inner London
to give buses a clear advantage in running speeds over cars through having their
own segregated track. And any advantage may well have been offset by the
introduction of one-person-operated buses, which have slowed the buses down.

In Evans (1985), pp. 182—3, it was argued that improving the road system
in congested cities like London leads drivers to divert from other routes till
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TABLE 4

London Conurbation Centre (1971) and City Centre (1981)
Mode of transport to work: 1971 and 1981 Census (000)

1971 % 1981 %
British Rail 417.01

786.54 62.9 689.33 64.4
London Underground 272.32
Bus 190.22 15.2 117.99 11.0
“Public transport so
described” 15.88 1.3
Total public 992.64 79.4 807.32 75.4
Car 149.74 167.64
Motor cycle 8.90 20.10
Pedal cycle 6.71 12.89
Total private 165.35 13.2 200.63 18.7
Foot/Work at home/
Other/Not stated
Total other 92.24 7.4 62.22 5.8
Total 1250.03 100.0 1070.17 100.0

Source: Census, Journey to Work Tables

speeds along that stretch are once again the same, or nearly the same, as they are
along alternative routes. Furthermore, the balance of costs will have been equal-
ised, not only between alternative road routes but also between car and rail or
bus, as public transport users are encouraged to use private cars by the (eventually
slight) improvement in road speeds.

The benefits of the road improvement to road users will be greatest when
congestion is low, outside peak hours. At these times, demand is low and more
elastic. The improvement in road capacity may therefore noticeably increase
traffic speeds outside peak hours. This, however, further exacerbates the problem
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of public transport. Road improvements will draw some traffic away from public
transport during peak hours, but a lot more outside those peak hours. This will
lead to increases in fares to cover the fixed costs, and reduced services because
fewer passengers are being carried. This in turn will cause a further diversion of
traffic from public to private transport, and so further reduce any reduction in
congestion which might have occurred.

Mogridge et al. (1987) have simplified this argument by demonstrating a
connection between direct (that is, straight line) car journey speeds and public
transport journey speeds, including all the access and waiting or parking times,
for journeys to central London in the peak in the three London Transportation
Surveys of 1961, 1971 and 1981. The argument is that people prefer to travel
by car, and will do so until the car journey speed comes down to the level of the
best public transport alternative: walk for the shortest journeys, bus for short
distance and rail for the longer distances. Costs are not ignored, but journey time
would appear to be the dominant influence in work journeys.

The main improvements to the central London road system occurred in the
fifties and sixties; they included a little construction, but mostly traffic manage-
ment. Thomson (1968a,b,c) argued that such changes had only increased capacity
and not direct journey speeds in the centre. The rail system had relatively little
investment in the period. Mogridge et al. show that journey speeds for both car
and rail journeys to the centre were stable in the sixties, but fell back slightly in
the seventies as the rail system reduced services in response to falling demand.
This was mainly due to the fall in the numbers of commuters, but was exacer-.
bated no doubt by the increase in road capacity and the increase in the proportion
of commuters by car. The fluctuations in modal split in the seventies and eighties
are more probably due to fluctuations in costs, rather than in times, as we shall
now show.

In the period 1974—76, petrol prices increased substantially by 50 per cent in
real terms, but bus fares fell in real terms while being held constant in money
terms by the Labour administration elected to power in Greater London in May
1973. Traffic speeds rose, because, as Table 1 shows, the number of people
travelling by car actually fell in the period and, in contrast, the number arriving
by bus rose. The short-run price elasticities in this period were examined by Lewis
(1977). After 1976 the real cost of motoring fell because of inflation, and bus
subsidies were cut, so that bus fares rose again; thus the long-run trends were
resumed.

After the May 1981 election a Labour administration took power again in
Greater London, committed to lower fares on London Transport through its
so-called Fares Fair policy. In Table 1 the effect of this policy shows up as an
increase in arrivals by London Transport (but not by British Rail, which was
unaffected) between 1980 and 1981 from 408,000 to 441,000 and a reduction
in private transport arrivals from 211,000 to 199,000.

The Fares Fair policy was abandoned in 1982, as the courts ruled that, in the
manner in which it had been implemented, it was illegal; fares as a consequence
rose by 100 per cent overnight. The impact of the higher fares can be seen in the
reduction in London Transport arrivals by 59,000 and the increase in private
transport arrivals by 37,000 in 1982.
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In 1983 an agreed lower fare structure was introduced together with a ration-
alised ticket structure which, with the introduction of travel cards, allows
unlimited travel within given zones. This resulted in a shift back again from
private transport (minus 23,000) to London Transport (plus 38,000). The shift
was somewhat greater than had been expected on the basis of changes in fares
alone; this shows that the restructuring generated traffic.

A consequence of the zonal fares system is, however, the equalisation of bus
and rail fares for the same journey, as opposed to the previous system in which
rail was more expensive to take account of the time saving for journeys over 2 km
or so. Thus there is a tendency for the longer bus journeys to be transferred to
rail when time is important, as in commuting journeys; this exacerbates the
decline of bus travel in the journey to work. It is counterbalanced by the gener-
ation of new bus journeys for long intra-zonal trips, for which the fares are now
reduced, but these are generally not work journeys.

The continuing shift to London Transport from private transport may then be
due to the continuation of the lower fares policy and the modernisation of many
London Underground stations and trains. Zonal season ticketing on a joint basis
by London Transport and British Rail was introduced in 1984, in the Capitalcard.
An extensive programme of introducing new ticket machines is now under way,
which will make interchange between the two rail systems even easier. This
finally brings London into line with most other European capital cities.

That the shifts between public and private transport after 1980 are primarily
caused by changes in fares is confirmed by the fact that travel by British Rail does
not vary in the same way as travel by London Transport. British Rail arrivals fell
fairly consistently between 1979 and 1983; the numbers level off in 1984, and
from then onwards are rising: that is, they started to rise later than on London
Transport, because the travel passes were not introduced for British Rail until
1984.

It should also be noted that, under the Transport Act of 1984, the police now
have authority to clamp the wheels of cars parked illegally or dangerously, and to
charge a high price to release them. This has been combined with the powers they
have had to tow away cars if necessary to facilitate traffic flow, and again to
charge a high price to release them. Both powers are now enforced more vigor-
ously, by the use of private contractors. This has no doubt contributed to the fall
in car commuting journeys terminating in the centre, though, as we saw, it has
hardly affected through car commuting.

Thus the changes in the fare structure have certainly affected, and may have
increased, the number of arrivals in central London. But what of the urban
structure?

EMPLOYMENT CHANGES'

The structure of employment in central London according to the 1961, 1971 and
1981 censuses of population is shown in Table 5. The most obvious change is the
increase in the importance of insurance, banking and finance, and of professional
and scientific services. Because of reclassification between these sectors, it is
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difficult to distinguish them. Total employment in the two sectors appears to
have remained at just over half a million over the twenty years, but over this
period total employment has fallen, so that, as a proportion of total employment
in the centre, the financial sector and business services have increased from 37 per
cent in 1961 to 44 per cent in 1971 and to 50 per cent in 1981.

As the importance of financial services has increased, so printing and clothing,
the two industries which used to maintain a strong presence at or near the centre,
have declined. Clothing, which had employed over 60,000 people in 1951, about
5 per cent of the total, and 52,000 in 1961, then fell to 28,000 in 1971 and only
just over 10,000 by 1981, just over 1 per cent of the total. Paper, printing and
publishing also declined, though not quite so catastrophically, as numbers halved
between 1961 and 1981 from 109,000 to 59,000 (having slightly increased in the
1950s). In recent years, important technological changes have been forced
through in the newspaper industry and plants have moved away, and are moving
away, from the old Fleet Street area, mostly a few miles to Docklands; but these
changes will have mainly taken place since the 1981 census. The vacated sites are
being rapidly converted to offices for financial services, given their prime loc-
ations in the City.

A further major change, and the one with the most impact on the total
numbers employed, is the decline in the distributive trades from 211,000 to
119,000 over the period 1961—1981. This was a trend which had begun well
before central London employment peaked in the early 1960s. Cameron and
Evans (1973) recorded a 20 per cent decrease in wholesaling and a 6 per cent
decrease in retailing between 1961 and 1966. This rapid decline in central city
wholesaling was common to all the conurbations in that period — in Manchester,
wholesaling employment at the centre fell by nearly 40 per cent in the five year
period.

The decentralisation of wholesaling seems primarily to have been due to
improvements in transport — the general shift to motorised transport for shifting
freight, containerisation, and the development of the motorway system. In an
early study of the impact of containerisation, Johnson and Garnett (1969) report
that:

Radically improved communications have reduced the need for general or
even specialised wholesalers who could offer unique local market knowledge
and hold stocks to counter the unpredictability of goods flows as well as
fluctuations in supply and demand . . . Wholesalers will be increasingly
required to receive goods in bulk, break that bulk efficiently and have good
access to containers. In all three, transport factors are paramount. Premises
must be designed to receive a relatively small number of loads and despatch
a large number of small consignments. Neither can be fulfilled in the whole-
salers’ traditional location — in the city centre close to transport terminals

(p. 10).

The decline in central city retailing can also be attributed to changes in trans-
port. The growth of private car ownership has meant that shoppers can get more
easily to suburban or provincial centres nearer home — even to wholly new
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Greater London Conurbation Centre — Industries (000 workers)

TABLE 5

A. W. Evans and G. Crampton

1961 1971 1981

Insurance, banking,

finance, real estate 171.83 253.24 333.59
Professional, scientific,

miscellaneous services 357.52 293.78 198.45
Transport and communications 169.07 152.76 132.06
Paper, printing and publishing 108.73 85.54 59.11
Distribution trades 211.08 149.51 118.75
Public administration and defence 115.38 125.75 113.47
Clothing, footwear, fur, leather 52.12 28.15 10.63
Industry inadequately described 5.27 6.06 2.22
Outside U/C - 0.31 0.43
Others 223.91 157.71 101.46
Total in employment 1414.91 1252.81 1070.17

Source: Decennial Census Tables

centres, such as Brent Cross in north London. Travel may be less congested to
these centres, and, when there, parking will certainly be easier, cheaper and more
convenient. Shoppers are no longer committed by the radial nature of public
transport to either shopping locally or periodically travelling to the West End.

The most visible result of this change in shopping habits has been the decline
in the number of department stores in inner London. Those that remain, with
few exceptions, are on Oxford Street, Regent Street and Bond Street and at
Knightsbridge. Others, such as Gamages at Holborn Circus, Gorringes in Victoria,
Whiteleys on Queensway, Derry and Toms, Pontings and Barkers in Kensington,
and the Civil Service Stores on the Strand, have all closed.

103



January 1989 JOURNAL OF TRANSPORT ECONOMICS AND POLICY

What has saved the survivors would seem to be the effect of another transport
revolution — the growth of mass tourism as a result of wide-bodied jet aircraft
and cheap air fares. A recent research report by Hillier Parker (1985) shows that
central London shop rents are highly influenced by the number of overseas
visitors and their expenditure. A 1984 survey found that eighty-two per cent of
overseas visitors to London were likely to visit Oxford Street, a higher proportion
than that attracted by any of the main tourist sites. The Oxford Street Associ-
ation estimate that, of the £3 billion total yearly sales of shops on the street,
£500 million was to overseas visitors. Other streets are less favoured, but it is
probably not a coincidence that after Oxford Street the next most favoured
streets for tourists are Regent Street, Bond Street and Knightsbridge, and that
these are locations where the department stores have (mostly) survived.

Of the remaining industrial sectors, public administration has varied very little
over the period, though of course it has increased as a proportion of total employ-
ment from 8 per cent to nearly 11 per cent. Transport and communication has
declined over the period in absolute numbers but has remained approximately 11
or 12 per cent of the total. Employment in all other sectors, which includes
employment in the head offices and regional offices of manufacturing firms, has
more than halved over the twenty-year period.

The overall effect of these changes is that the conurbation centre has become
primarily a centre for financial and professional services. These activities plus
government administration account for two thirds of total employment. To the
extent that these activities are tied to the centre, it seems probable that the
decline in conurbation centre employment would have had to cease in the early
eighties, since the other sectors had relatively few jobs left that they could shed.
At least some retailing, catering, hotels, administration, and so on must remain to
service the tourist, government administration and finance industries.

One might have hoped that the censuses of employment would help to clarify
the change in the trend in 1982—8. Unfortunately, there is no later census than
1984 (Department of Employment Gazette, August, 1987), and because the
sample base is at the place of employment, there are considerable problems of
interpretation when one compares it with the values given above obtained from
the censuses of population (London Research Centre, 1988).

One problem is the multiple worker, that is, the employee who works for more
than one employer. The data in the final results have been adjusted for such
people, by using the Labour Force Survey, 1981 (Office of Population, Censuses
and Surveys (OPCS), 1982), which gives the percentage of employees having two
or more PAYE employments. This gives an adjustment from 3,560,700 to
3,495,700 employees in Greater London in 1981, a decrease of 1.8 per cent.

Unfortunately for our analysis, there are no data for the conurbation centre as
such in the London Research Centre results, since they are only concerned with
borough estimates. A comparison of the 1981 and 1984 censuses shows, however,
that the central boroughs of Camden, Westminster, Kensington and Chelsea, and
the City of London have remained fairly constant in employment in this period,
falling very slightly from 1,124,600 employees to 1,122,600, a fall of 0.2 per
cent. (These figures are not adjusted for multiple workers.) Within these totals,
the workers in the index of production industries have fallen from 153,000 to
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TABLE 6

Employees in Employment in Four Central Boroughs, 1981 and 1984

Production Industries Service Industries Total Employees

1981 1984 1981 1984 1981 1984
City of London 40600 42800 280200 268900 320800 311700
Camden 39800 35700 168700 172200 208500 207900
Kensington and Chelsea 7000 5700 76100 77900 83100 83600
Westminster, City of 65600 55900 446600 463500 512200 519400
Total Central 153000 140100 971600 982500 1124600 1122600

Source: Census of Employment.

140,100, a fall of 8.4 per cent, whereas the workers in the service industries have

“risen from 971,000 to 982,500, a rise of 1.1 per cent. Service industry workers
have therefore increased in proportion from 86.4 per cent to 87.5 per cent in the
central boroughs in the three years. The detailed figures for each of the four
boroughs are given in Table 6. It may be recalled that the values of the traffic
counts show that 1,050,000 people entered central London in the morning peak
hours in 1981, and 1,061,000 in 1984, a rise of 1.1 per cent. This is a satisfactory
agreement in the trend, within the sample errors, and confirms the static level of
employment in the period after the long fall since 1962.

Finally, it should be noted that major changes are under way at sites a little
outside the conurbation centre; some of these have been noted already. Since the
establishment of the London docklands, major new employment centres have
been and are being created centring on the Isle of Dogs, and particularly Canary
Wharf, and the Royal Docks further east. These developments are expected to
create some 90,000 jobs. The developments are mixed, and substantial quantities
of housing are also being built, as will be seen in the next section, together with a
light railway largely, but not entirely, on old British Rail track. There is also a
projected development at King’s Cross, on a former railway goods yard, totalling
some 40 hectares, and possibly some 25,000 jobs; again this is a mixed develop-
ment. King’s Cross is a possible site for a Channel Tunnel through station to the
north, and also has good rail connections to the airports. Rail transport is thus
seen to be essential to these developments.
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POPULATION CHANGES

Population changes are much better documented in the census of population than
the changes in employment. Mogridge (1985), following Clark (1951), gives a
negative exponential model calibration of the spatial distribution of the popul-
ation in London in the decennial censuses since 1801. This shows that the central
density in London fell by 25 per cent in the decade 1971—1981, and that the
pivotal radius, within which density was falling and outside which density was
rising, was at 22 km from the centre.

This shift of population can also be seen on an areal basis in the map of ward
population changes 1971—1981, in Congdon (1988). Decreases of over 25 per
cent in ward populations are most evident to the south west of the centre, with
decreases of over 15 per cent in most wards in inner London, except for the City
of London and the wards immediately to the east along the river Thames.

If we compare that rate of change with that in the period 1981-87, we see a
marked difference. This is partly due to the development of the docklands to the
east of the centre, and particularly to housing developments on the derelict lands
left by the vacation of London Docks. Rises in population in inner London,
rather than the previous substantial falls, are not, however, confined to this area,
but are generally spread around the centre in pockets. The most significant
feature of the change since 1981 is that the spread of rates of change over the
Greater London area is much smaller than before, the central range being only 4.4
per cent in six years compared with 10.3 per cent over ten, and that the modal
rate of change is —1.3 per cent in six years rather than —9.8 per cent in ten, a_
much smaller value.

This alteration in the rate of change in urban structure has a number of caus-
ative factors, possibly including the immobility resulting from the high rates of
unemployment in the early eighties. Congdon (1988) suggests that the improved
supply of municipal housing, gentrification and increased ethnic minority pop-
ulations may be the main causative factors explaining the differences at ward
level; this is shown by a cluster analysis of the principal components.

CONCLUSIONS

We have shown that employment in central London reached a peak in 1962 or
1963 and then fell consistently for twenty years. It now appears to have stopped
decreasing in 1982 or 1983 and to have begun increasing again.

It is probable that the cessation of decline is helped by the fact that the
industrial sectors which were leading the decline must now be able to shed
relatively little labour, and by more favourable economic conditions for the
financial sector.

The apparent increase in employment in the centre since 1982 may therefore
be due to the bottoming out of the recession in the economy as a whole at that
time, the increasing prosperity of the South East, and the growing importance
of the City and the financial sector exemplified by the Big Bang in October 1986
as, among other things, the firms shifted to electronic trading.
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The change in the economic structure of the conurbation centre is associated
with a change in the occupational structure. Manufacturing and hence ‘blue
collar” workers are no longer of any importance in the conurbation centre, and
their long-term decline is mirrored on the transport side by the long-term decline
in bus transport, representing short journeys from the working class residential
areas of the inner city. :

The growing importance of professional and administrative workers was
mirrored by the rise of private car commuting up to 1982, following increases
in road and parking capacity in the sixties and seventies. This was never a sustain-
able policy, however, since the private car is not a viable way of transporting any
substantial proportion of employees into the Square Mile and the conurbation
centre as a whole.

If the City’s economic importance continues to grow, it must lead to an in-
creased demand for rail transport, which is the only effective way of moving the
large numbers of people involved. The demand for rail has been substantially
increased by the introduction of a new fares structure, bringing London into line
with many other large cities. This policy has shifted the modal split substantially
away from the car and to rail.

This in particular has led to the establishment of a Central London Rail Study
by the Secretary of State for Transport in February 1988, to see what can be
done to alleviate the current overcrowding on the rail system, where gross flows
on the Underground are again at 1960 levels. This is very reminiscent of the
situation described in the 1964 South East Study quoted above, except that
employment now really does seem to be rising!

Future growth in employment thus requires, and is dependent on, adaptation
of the rail system to the demands of higher income professional workers, as
indicated, for example, by recent new investment in Germany in urban rail
systems. As Hall and Hass-Klau (1985) put it — Can Rail Save the City?
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