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DAILY MOBILITY OF THE ELDERLY:
AN EXAMPLE FROM 10ODZ, POLAND
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ABSTRACT: Recently, numerous countries have been facing the issue of population ageing, which poses
a formidable challenge for many sectors, including transportation. Alas, there are no detailed or insight-
ful studies that involve the analysis of the elderly, which is why the authors of this paper decided to research
the issue to determine which features of mobility are common among senior citizens (aged 60+). In our study;,
we focused on Baluty, a district located in £6dz. The applied research tool was an interview questionnaire
which consisted of eight questions. Since transportation is a fundamental human need, maintenance of the
mobility of the elderly at an acceptable level is crucial as it directly impacts the quality of their life. What is
more, a change of motivation and mode of transport is recommended for this age group.
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Dnevna mobilnost starejsih: primer Lodza na Poljskem

POVZETEK: V zadnjem ¢asu se $tevilne drzave spopadajo s problemom staranja prebivalstva, ki mnoge
sektorje, tudi promet, postavlja pred velik izziv. Kljub temu do zdaj Se ni bilo opravljenih podrobnih $tudjij,
ki bi analizirale mobilnost starej$ih. Avtorji ¢lanka so se zato odlo¢ili prouditi glavne znacilnosti mobil-
nosti pri posameznikih, starej$ih od 65 let, ki Zivijo v okrozju Baluty v poljskem mestu Lodz. V raziskavi
so uporabili anketo z vprasalnikom, sestavljenim iz osmih vprasanj. Ker je prevoz temeljna ¢lovekova pra-
vica, je klju¢no ohranjati mobilnost starejSih na zadovoljivi ravni, saj to neposredno vpliva na kakovost
njihovega zivljenja. Poleg tega je za to starostno skupino priporoc¢ljivo, da spremenijo motivacijo in na¢in
prevoza.
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1 Introduction

Recently, numerous countries have been facing the issue of population ageing, which poses a formidable
challenge for many sectors, including transportation (Hildebrand 2003; Coughlin 2009; Kim 2011; Haustein
and Siren 2015; Saboor et al. 2015; Stjernborg, Wretstrand and Tesfahuney 2015), since transport is one of
people’s fundamental needs at various stages of their life and is inseparably connected with independence,
autonomy and a good quality of life (Carp 1988; Kaplan 1995; Tacken 1998; Metz 2000; Dickerson et al.
2007; Hjorthol, Levin and Sirén 2010; Li et al. 2012). Changes due to aging populations bring new chal-
lenges related to the provision of transportation services, mainly due to the fact that the travel habits and
needs of the elderly differ substantially from those of other social groups (Rosenbloom 2001; Alsnih and
Hensher 2003). Existing studies indicate that elderliness is directly related to a reduction in mobility (Hanson
1977; Alsnih and Hensher 2003; Tiitta 2003) and that senior citizens are more accepting of the fact that
they may need to use modes of transport other than the car and to travel noticeably shorter distances
(Schwanen, Dijst and Dieleman 2001; Rosenbloom 2004; Péez et al. 2007; Mercado and Paez 2009; Roorda
etal. 2010). Despite certain common effects regarding age-related journeys, it is clearly emphasised in the
literature that the mobility of senior citizens is not of a homogeneous nature (Schwanen and Paez 2010).
The studies conducted by Schwanen, Dijst and Dieleman (2001), Paez et al. (2007), Roorda et al. (2010)
indicate that there are considerable differences among the elderly in terms of frequency of travel, distance
and means of transport. Factors determining these differences include social status, their financial situa-
tion, current health condition and mobility, lifestyle, and motivations at various stages of senectitude
(Kaluza-Kopias 2014; Raczynska-Bulawa 2017). The wide diversity of mobility patterns observed among
the elderly poses an complex problem and has become a significant challenge for transportation planning
and policy (Metz 2003; Paez et al. 2007; Schwanen and Paez 2010), This is particularly noticeable in cities
where the process of population ageing is exceptionally dynamic and is, at the same time, related to the phe-
nomenon of depopulation, as illustrated by the example of £6dz used here. Alas, there are no detailed or
insightful studies that involve the analysis of the elderly, which is why the authors of this paper decided to
research the issue to determine which features of mobility are common among senior citizens (aged 60+).

In our study, we focused on Batuty, a district located in £6dz. In line with the perception of daily mobil-
ity presented in the literature (Bartosiewicz and Pielesiak 2014), the research described in this article
concentrates on the totality of daily and recurring trips taken. Since the target group is the elderly, how-
ever, the set of analysed trip motivations was expanded and adjusted to the specificity of this individual
social group. In this case, »dailiness« of mobility is not perceived literally as a feature which determines
that trips must be taken on a daily basis, but as a characteristic indicating that such trips are, by assump-
tion, quite common and frequent, and thus, recurring. The mobility of the elderly was studied in terms
of differences in trip destinations and frequency, preferred modes of transport, length and duration of trips,
time of their occurrence, and types of spatial mobility limitations. Management of an urban transport sys-
tem in a manner that meets the needs of local residents must directly entail studies of their daily transport
behaviours (including spatial mobility). Moreover, in the face of dynamic population ageing, it is also vital
to conduct activities that promote mobility for the benefit of the elderly and their quality of life.

2 Study area and methods

L6dz, one of the largest Polish cities, was selected for the purposes of this study to illustrate the daily mobil-
ity behaviours of senior citizens, and this was by no means an accidental choice. Having analysed the 2016
data obtained from the Central Statistical Office (2019), the authors determined that the issue of popu-
lation ageing afflicts all voivodeship capitals in Poland, and yet, the situation is worst in £6dz, which is
interesting not only since its population is ageing, but also because it is in decline. These processes can be
observed elsewhere in cities of the central and eastern EU (e.g., eastern parts of Germany - Magdeburg,
Halle, and Romania — Arad) and some peripheral areas of Western Europe (e.g., Southern Italy, Northern
England, and Northern Scandinavia) (Labus 2013). L6dZ was chosen as a case study and an example of
a city that is both »shrinking« and ageing at the same time, as, in all probability, the habits of its elderly
citizens regarding the differentiation of trip destinations and frequency, preferred modes of transport, and
length and duration of trips will be similar to other urban units of this kind. £6dz is classified among those

59



Marta Borowska-Stefafiska, Szymon Wisniewski, Michal Kowalski, Daily mobility of the elderly: An example from £6dz, Poland

cities whose situation is most difficult, i.e., their authorities must focus on redefining and renewing direc-
tions of development, including the sphere of transportation. Within the borders of £L6dz, the percentage
of people aged 60 or more has already exceeded 30%, and of those who are 65 and above amounts to 21%.
Having conducted our questionnaire survey, we selected Batuty (Figure 1).

An analysis of the percentage of older adults in individual districts reveals that by 2016, markedly the
largest percentage of inhabitants aged 60 and above could be found in the Batuty district (34.5%) (Borowska-
Stefariska and Wisniewski 2019). That is why the district in which the most elderly people live has just been
selected for research.

The process of population ageing in £.6dz stems from both the slowing growth rate of the young pop-
ulation and the relatively rapid growth rate of the older population, as ageing takes place both at the base
of the population pyramid and at its top. It is worth stressing that of all Poland’s provincial cities, the age-
ing demographic process in the area in question is at its greatest, which is why it is so important to carry
out research into this particular group of inhabitants here.

As of 2016 the district of L6dz-Batuty was populated by over 65,000 people, 63% of whom were women
(Central Statistical Office 2019).
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Figure 1: The division of 6dz into individual districts.
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As for employment-population ratios, 13.7% of £.6dz-Batuty’s population are in the pre-working eco-
nomic age group, which is lower than that for the overall city (about 14.3%). In turn, 58.3% are of working
age (compared to 59.9% for £6dz as a whole). The remaining 28% are of post-working age (25.8% for L6dz
overall). Baluty’s situation would appear to be particularly unfavorable, i.e. a small young population accom-
panied by a very large older population.

The demographic dependency ratio calculated for the analyzed district is over 71%, which is higher
than the value for the city as a whole (nearly 67%). The ratio of post-working age inhabitants per 100 inhab-
itants of pre-working age comes to a staggering 205 in the analyzed area, compared to 181 for the whole
of L6dz. The process of population ageing in Baluty is clearly more visible than in the other districts (Central
Statistical Office 2019).

On the basis of the presented data it may be concluded that the population of Batuty is ageing, as fur-
ther indicated by the population pyramid (Figure 2). It is of a regressive character, indicating that reproduction
is at a level which does not ensure generational renewal, which is the case in the whole of the city (although
the process is even more pronounced in Batuty). The pyramid extends in its upper part while it narrows
at the bottom (illustrating the decline in the number of children and teenagers, i.e. inhabitants under 20).
These changes are characteristic of the long-term transformations in the number of inhabitants in all districts
of Lodz.

The applied research tool was an interview questionnaire which consisted of eight questions regard-
ing private car ownership (question one), the availability of a private car to the household (question two),
the frequency of trips (question three) related to professional activity, visiting public offices and institu-
tions, religious purposes, everyday (grocery) shopping, meeting friends/relatives, seeking medical
assistance, participating in cultural events and entertainment, using services provided by hairdressers and
beauticians, and attending meetings, classes and events organised by the 3rd age university, day care cen-
tres or senior citizen clubs. The respondents were to determine whether they are engaged in such types
of daily mobility, and if so, they were also asked to specify whether such trips were taken on a daily basis,
several times a week or a month, once a month, or no such trips had been made the previous month. The
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Figure 2: Population pyramid of Batuty in 2017.
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next (question fourth) question focused on the most popular modes of transport used to carry out the afore-
mentioned tasks (the list of available options included: private car owned either by the respondent or by
any relative/neighbour, bicycle, taxi, public bus or tram, train, plane, going on foot, coach, or buses pro-
vided by shopping centres — the respondents could choose more than one option if their trip involved stops
or changes). In the fifth question (question five), those surveyed were asked to specify the distance they
covered to reach the destinations they had selected earlier in the questionnaire (this referred to a single
trip, and the following distance ranges were provided: up to 400 m, 401-800 m, 801-1200m, 1201-1600 m,
1601-2000 m, and >2000 m). Another question (question six) focused on the average one-way travel time
required to complete the intended tasks (the options included: up to 5 min, 5-10 min, 11-15 min, 16-20 min,
21-25min, and >25min). In question No. 7 (question seven), the respondent was to indicate how much
time they needed to fulfil the selected tasks (with a choice of up to 15min, 15-30 min, 31-60 min, and >1 hr).
The last question (question eight) concerned the limitations of respondents’ mobility. If there were any,
the surveyed were asked to specify their nature (a semi-open question). These are all crucial constituents
of mobility in terms of transport planning and policy. The final part of the questionnaire was the respon-
dent’s particulars.

It was elaborated on by the applicants on the basis of works by El-Telbani (1993), Taylor (1999), Wyszomirski
(2008), Komornicki (2011), Sierpinski (2012), and Model of sustainable public transport in £6dz (Model
zréwnowazonego transportu zbiorowego w Lodzi 2020+,2019).

Personal interviewing techniques were used to carry out the research, using computer assisted per-
sonal interviewing (CAPI) or via a mobile device (MOBI). Both CAPI and MOBI are quantitative in character
and involve direct communication between the interviewer and the respondent. They involve conduct-
ing a short interview during which the interviewer uses a dedicated system which displays questions on
the screen of the mobile device used. The responses which are given and ticked in the system are record-
ed on an ongoing basis in the form of an electronic set of data. A questionnaire composed of a list of questions
grouped into thematic sections was used as a research tool to structure and standardize the interviews.

The research was conducted among 400 inhabitants of the Baluty district aged 60 and over as of
November/December 2018 and concerned their daily mobility in the previous four-week period. In order
to increase data reliability and gain a fuller picture of their mobility in the analyzed part of the city, the
structure of the research sample took into account all the main administrative districts of Baluty, i.e. Baluty-
Zachodnie, Baluty-Centrum, Batuty-Doty, Julianéw-Marysin-Rogi, Lagiewniki, Osiedle Wzniesien
L6dzkich, Radogoszcz, and Teofildw-Wielkopolska. 50 surveys were conducted in each designated area.
The research used three channels to reach respondents: (1) door-to-door research, i.e. conducting a sur-
vey at the respondent’s home after establishing the main age criterion, (2) conducting street surveys in the
vicinity of places frequented by older persons, such as healthcare centers, churches and market places, (3)
snowball sampling, i.e. recommendations by respondents of people who may be willing to participate in
the research and who meet the age criteria (neighbors, friends etc.).

3 Results

3.1 Characteristics of respondents

Consent to take part in the research was more often given by women than men: just over 69% of the inter-
views were conducted with women and almost 31% with men. For the purposes of the analysis, the
respondents were divided into age groups. People aged 65-69 constitute the largest group (20%), followed
by those aged 75-79 (18.5%), then those aged 60-64 (just over 17%). Approximately one third of the research
participants received a vocational education (33%), while another third of respondents completed secondary
education with school-leaving examinations (just over 29%). Due to the demographic characteristics of
the research participants, the overwhelming majority of respondents indicated a retirement pension as their
main source of income (nearly 85%). Approximately 24% of respondents declared that they live on a gross
income of between 500 and 1,000 PLN. This was followed by earnings of between 1,000-1,500 PLN and
2,000-2,500 PLN (with slightly over 13 per cent in each case).

The majority of people taking part in the research share their household with another person (nearly
61%), with just under a third of respondents living alone.

The vast majority of respondents live in multi-family housing (73.5%).
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3.2 Activity types and mobility ranges for people aged 60+

The results of the study on types of activities and ranges of mobility among those aged 60 and above indi-
cate that:

such people are already excluded from the majority of regular activities (Figure 3);
within the last 4 weeks, their main daily out-of-home activity has been grocery shopping;
more than 50% of those researched are excluded from such »higher order« activities as entertainment,
culture, going to the hairdresser or beautician;
older Baluty residents do get involved in such activities as the 3rd age university, courses, and senior
citizen clubs;
commuting to work involves mainly the youngest age group, i.e., citizens aged 60-64 (on weekdays, approx-
imately 1/3 of them commute to work on a daily basis, with slightly below 6% commuting a few times
during the week).

The study, when referring to levels of motorisation among senior citizens, indicates that:
a vast majority (71.5%) of those surveyed do not possess their own private car;
among the elderly, car ownership is considerably more common for men (46%) than for women (21%);
the tendency to own a car diminishes with age (Figure 4).

When we take into account the data describing the destination of trips and car ownership, it should

come as no surprise that those surveyed use their private car primarily to commute to work (Table 1).

Public transport is, however, equally popular (regardless of trip motivation). Despite the fact that the

percentage of trips taken on foot is relatively high, there is still quite a potential for modal shifting from
trips made by private car.
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Figure 3: Frequency of activities for senior citizens.
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Trips taken by senior citizens usually last for over 15 minutes (Table 2), and it is particularly common
for them to take up to 16-20 minutes (regardless of trip motivation).

The greatest timeframe in travel time is recorded for visits paid to family/friends and trips to health-
care centres.

The surveyed senior citizens devoted most time to commuting to work, visiting friends and family,
to entertainment, and to going to healthcare centres (Table 3).

In the above four cases, duration time is over an hour, while — on average - going to public offices and
institutions, and to church, as well as visiting a hairdresser/beautician takes up to an hour.

Clearly, the greatest distances are covered by senior citizens who still remain professionally active
(Figure 5).

The spatial relationships between the place of residence and the destinations where senior citizens carry
out their tasks (and in particular, fulfil their needs of higher order) seem to justify the still limited share
of trips taken on foot within the modal split.

Over 50% of the surveyed senior citizens declared that they do not feel their mobility to be restricted
in any way. The rest mentioned health as the main limiting factor (72%), which was followed by advanced
age (57%), and inadequate adaptation of public transport vehicles to the needs of senior citizens (15%).
Financial matters, however, do not seem to pose a significant transportation obstacle. The study showed
that only one in twenty senior citizens when using public transport commented on an inadequate distri-
bution of bus and tram stops.

4 Discussion

The research conducted on the selected group of senior citizens shows that the reasons for daily journeys
undertaken by L6dz-Batuty’s older inhabitants are likely to be shopping, going to church and visiting fam-
ily and friends. It may be inferred, therefore, that above all, they choose to satisfy their basic needs. Senior
citizens less often spend time outdoors than young people; they rarely go to theatres or cinemas, and con-
sequently they are less frequently encountered in public spaces, which is also confirmed by other research
(Borkowska-Kalwas 2002; Halicka and Halicki 2002; Oliwiniska 2009; Kubicki 2010; Borowska-Stefanska
and Wisniewski 2019). The results of a 2016 study conducted in £6dz show that senior citizens spend their
leisure time in parks/forests (24.6%) and retail facilities (16.5%), meeting friends (13.8%), in the vicinity
of their house/block of flats (13.2%), and in public squares (12.8%) (Pielesiak 2017). In addition, our research
results show that together with population ageing, there is a decline in mobility levels, which is also con-
firmed by other research (Hanson 1977; Alsnih and Hensher 2003; Tiitta 2003). Analysis of the obtained
data shows that with regard to mobility and activity, the turning point for the elderly comes between the
age of 70 and 75. Up to this point »younger« senior citizens (i.e. aged 60 to 69/74) are characterized by
relatively high mobility and involvement in different types of pursuits and activities. This is convergent
with what can be concluded from the research conducted by Pielesiak (2017), which indicates that the elder-
ly subjectively feel that younger senior citizens (aged 60-75) participate in urban life to a relatively substantial
extent.

Noble (2000) points to the decrease in mobility with age, which notes that in addition to the decrease
in the number of journeys, the distances traveled and types of transport also change. The increased oppor-
tunities to travel freely are affected by the relatively large number of people in these age groups who have
access to their own car or a car belonging to somebody they live with. In addition, most of these people
are already retired and usually it is the journey to work that takes most time. Unfortunately, a reduction
in mobility can result in an increase in isolation, loneliness and depression (Fonda, Wallace and Herzog
2001; Windsor et al. 2007; Edwards et al. 2009; Ziegler and Schwanen 2011) which can have an impact on
reducing social contacts and a deterioration of mental health and emotional wellbeing (Smith et al. 2002;
Mollenkopf et al. 2004; Allen 2008; Ziegler and Schwanen 2011). A serious problem arises for the elder-
ly when they cease to drive — an activity which is normally associated with a sense of greater independence.
Research shows that although there is »life after giving up drivingx, it is necessary to offer some help to
older drivers (Adler and Rottunda 2006) which is particularly important among women as they more often
tend to give up driving, as evidenced by various studies (Hakamies-Blomqvist and Siren 2003). Maintaining
environmental justice requires the maintenance of mobility for senior citizens at as high a level as possible,
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and it should not merely entail the reactivation of their desire to be mobile (Tacken 1998). This may help
reduce the aforementioned phenomenon of depression and keep the existing standards of living (Alsnih
and Hensher 2003).

The significance of mobility and independence in that matter is evidenced by the research results indi-
cating that, on the whole, senior citizens who travel more and are car or van owners evaluate the quality
of their life far more positively (Banister and Bowling 2004). Moreover, relatively few respondents take
advantage of the leisure or cultural facilities on offer, which may be a result of their low income and archi-
tectural and transport barriers (Bledowski and Kubicki 2009; Pielesiak 2017; Borowska-Stefaniska and
Wisniewski 2019), or lack of information about current events in the vicinity, etc. The research also sug-
gests that older people’s mobility limitations result mainly from their age and health problems.

The number of elderly drivers is growing steadily among the population (Rosenbloom 2001), which
stems from the base effect (each year, there are more drivers aged 60+). A perfect illustration of this phe-
nomenon are the studies conducted in Australia, where an incremental increase in the number of (all) trips
taken by car by senior citizens is recorded with a simultaneous drop in the number of trips taken by bus
(Alsnih and Hensher 2003). Upwards of a third of the, relatively, younger respondents have access to a car
to some extent, with most of them having their own transport. However, car use falls dramatically with
age and a clear division becomes apparent: up to the age of 70, senior citizens use a car fairly often for the
purposes of travelling longer distances; but then there is an increase in the number of public transport users.
In general, it is beneficial for the oldest age groups to cease driving, since elderly drivers often pose a threat
on the road, and the typical functional impairments associated with normal ageing and medical condi-
tions which are usually manifested at old age often become causes of accidents (Dickerson et al. 2007).
Therefore, a drop in car use should be expected with age, while use of public transport for daily journeys
should increase. Yet, as it is revealed by both the research conducted in £6dz and, for instance, Sweden,
public transport is described by the elderly as expensive and not particularly accessible or safe (while trav-
elling unaccompanied), and passenger information is deemed to be poor (Mackett 2015; Pielesiak 2017;
Raczyniska-Butawa 2017). The elderly express a range of opinions on public means of transport, empha-
sising their positive and negative sides (Coughlin 2001). As indicated by Alsnih and Hensher (2003), the
approach that allows us to avoid one of the most serious, negative aspect of conventional public transport
(based on fixed route) is to provide an alternative in the form of a more flexible system, which may be eco-
nomically viable in the evolving market conditions. The issue of public transport costs is addressed quite
differently and with an intention to eliminate it as a factor that can contribute to the exclusion of senior
citizens. Implementation of free-of-charge travel outside rush hours generates new trip motivations among
the elderly and can even lead to the phenomenon of »Bus Roulette« (Andrews et al. 2012). In £6dz, peo-
ple aged 70+ are entitled to use public transport free of charge at any time of the day, while younger pensioners
are eligible for a 50% discount.

Furthermore, the distance to stops is of considerable importance for older citizens using public trans-
port (Carp 1988). Regrettably, this study shows that the distance to stops was assessed as poor by respondents
(mainly in the case of buses). Therefore, ceasing to drive a car may have an adverse effect on the well-being
of the elderly (Metz 2000; Davey 2007), because, as shown by the conducted research, it has an impact on
reducing mobility. Having your own car available at any hour, provides door-to-door transport, and is a sym-
bol of independence and autonomy (Davey 2007), and the use of public transport is not yet able to replace
the car.

5 Conclusion

The problems of senior citizens are crucial because the population of this age group is continuously grow-
ing in number, which poses a formidable challenge at a global and local scale. The increase in this social
group exercises an incremental pressure on transportation, which becomes particularly noticeable in cities.
And yet, the existing research on the matter remains scarce. Studies into the mobility of the elderly ought
to be conducted regularly, and their results could be utilised to create a blueprint for transport policy. Since
transportation is a fundamental human need, maintenance of the mobility of the elderly at an acceptable
level is crucial as it directly impacts the quality of their life. What is more, a change of motivation and mode
of transport is recommended for this age group. Namely, senior citizens are advised to use public transport
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more often than before and instead of the car, while the maintenance of mobility requires the portfolio of
potential destinations to be expanded so as to fill the gap created by retirement and lack of necessity to
commute to work. In the course of the study, it was found that part of mobility which in the case of the
elderly can be perceived as common/daily does not really fit into this category. Another observation was
that despite a theoretically greater amount of spare time, senior citizens do not undertake a longer list of
everyday trips than younger social groups. The patterns of mobility among the elderly and professional-
ly inactive differ, which is evidenced by the results presented in the articles reviewed. City authorities should
pay greater attention to this social group, especially with regard to public transport. This approach fits
squarely into the philosophy of sustainable urban transportation, and additionally, involves the issue of
intergenerational equality.
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