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Abstract 
 

Working as part of Manchester Cycling Lab, this dissertation seeks to understand the 

business community’s perceptions of customer travel in the Curry Mile, a commercial 

area in the district centre of Rusholme.  This dissertation first analyses how customers 

travel to Rusholme, before gaining an understanding of the business community’s 

perceptions of customer transport.   

This research analyses a high BME population, often ignored in academic literature and 

reveals that the majority of customers visiting the Curry Mile travel by bicycle.  It 

suggests that businesses greatly underestimate the importance of cycling for their 

businesses, whilst overestimating the significance of cars and thus the need for on-

street car parking.  

This dissertation argues, therefore, that businesses should and need to be made aware 

of the potential benefits that investment into sustainable transport in the area could 

bring.  They should also be involved in the decision making process in order to achieve 

a successful and sustainable transport system.   
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1. Introduction 

1.1 Background  

Cities play a key role in sustainable development and, despite the common agreement 

that sustainable development is a desirable policy goal, there is uncertainty 

surrounding what sustainable development actually means in practice.  As Owens and 

Cowell (2002:24) state, there is an ‘implementation deficit’ in regards to real 

sustainable development policies being put into practice.  Indicators and footprints are 

examples of methods widely used to measure whether or not cities are becoming 

more sustainable and, although these are important, they often lead to essential 

questions regarding the political struggles entailed in urban sustainability, and changes 

in the way that local economies and areas are governed, being ignored (Bulkeley and 

Betsill, 2005; Gibbs and Jonas, 2000).  It is vital, therefore, that detailed studies are 

conducted to help understand the dynamics of urban governance and to better 

understand the contexts within which urban sustainable development is taking place. 

Cities have been built and moulded around the car which, despite its poor energy and 

space efficiency and the fact that it is one of the most expensive modes of transport to 

operate, has dominated cities for the past 50 years.  The dependence on the car has 

led to a multitude of negative effects; noise and air pollution, traffic congestion, 

increased accident rates, more expensive infrastructure costs and increased fuel 

consumption (Khisty and Ayvalik, 2003; Sustrans, 2003; Drennen, 2003).  The 

restructuring of street use in cities, particularly when the removal of on-street parking 

is concerned, is therefore a controversial issue and one that sees much opposition 

from businesses, largely based on the assumption that the removal of on-street 

parking will be detrimental to local businesses through reduced customer numbers 

(CAP, 2010; Lee and March, 2010).  Many conventional shopping areas are dominated 

by car parking, commonly justified by its perceived economic benefits to retailers 

through easier access for customers (Lee and March, 2010).   

There have been numerous studies in a variety of cities around the world, including 

Graz, Bristol, Leicester and Toronto, which illustrate that businesses greatly 
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overestimate the number of customers travelling by car, and that the improvement of 

sustainable transport infrastructure can, in fact, improve local business (CAP, 2010).   

1.2 Case Study: Rusholme, Manchester 

Building a green or low carbon economy has become increasingly important in 

Manchester and is a core aim of the Greater Manchester Climate Change Strategy 

(GMCCS) and Manchester: A Certain Future (MACF), the city’s own climate change 

action plan.  Alongside creating a green economy, and new jobs and industries in the 

green sector, the strategies aim to reduce carbon emissions by 48% by 2020 (MCC, 

2014).  A green economy is defined by the United Nations Environment Programme 

(UNEP) as an economy that creates ‘improved human well-being and social equity, 

while significantly reducing environmental risks and ecological scarcities’ and therefore 

is ‘low carbon, resource efficient and socially inclusive’ (UNEP, 2010).   

A key sector of the green economy is transportation, which is responsible for around a 

quarter of the UK’s carbon dioxide emissions (DECC, 2014).  Transport impacts both 

the local and global environment, as well as the quality of life in cities and their 

economic performance (Bertolini and le Clercq, 2003).  For a transition to a more 

sustainable city, a shift to more sustainable modes of transport is thus required (UNEP, 

2011) and this is being achieved in Manchester through the Bus Priority Package and 

Vélocity 2025.  As Kenworthy (2006) discusses, it is almost impossible for any city to 

become more sustainable without a commitment to enhanced conditions for cyclists 

and pedestrians, as well as better quality public transport systems.   

The Bus Priority Package has been developed by Transport for Greater Manchester 

(TfGM) and Manchester City Council (MCC) to improve bus travel across the city, as 

well as improving conditions for cyclists and pedestrians, for example through the 

removal of private traffic on Oxford Road, a key arterial route into the city (TfGM, 

2014).  Vélocity 2025 is the city’s 12 year cycling strategy and has been awarded £20 

million in government funding to make cycling easier and safer in Manchester. A 

network of seven cycle routes have been developed throughout the city, with ‘Corridor 

SuperCycleway’ stretching from Wilmslow Road to East Didsbury and passing through 

the Curry Mile (Vélocity 2025, n.d.), the study area of this research.   
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Until the 1960s Rusholme was an ordinary shopping district before, through a ‘process 

of adaptive reuse’, many of the retail spaces were converted into primarily ‘Indian’ 

restaurants forming a ‘ribbon’ along each side of Wilmslow Road, which became 

known as the Curry Mile.  The Curry Mile has, for the most part, escaped investment 

and has been neglected in academic research (Barrett and McEvoy, 2006: 194).  This 

research, conducted as part of Manchester Cycling Lab, therefore seeks to understand 

customer travel behaviour in Rusholme, focusing on an under-researched 

demographic.  Figure 1 situates the Curry Mile, the focus of this research.  

 

 

 

 

 

 

 

 

 

 

 

1.3 Research Aims and Questions 

As Bertolini and le Clercq (2003: 576) state; ‘the pursuit of sustainability cannot be 

considered separate from an economic, social and political context where other goals 

are equally, if not more, important’.  The objective of this dissertation is to understand 

customer travel behaviour to optimise economic goals for businesses, whilst aiding the 

city in successfully reducing its carbon emissions and achieving its sustainability goals.  

This will be achieved through answering the following research questions; 

Figure 1: The Curry Mile. Source: Adapted from Google 
Maps (2014). 
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1. How do customers travel to the Curry Mile? 

2.  How do businesses on the Curry Mile perceive customers’ travel behaviour? 

3. Is there a difference between how customers travel to Rusholme and business 

perceptions of customer travel? 

This aim of this research is, therefore, to understand customer travel behaviour in 

Rusholme and to determine whether businesses’ understanding of customer travel 

behaviour is accurate or not.  Deciding how to best allocate space in cities is becoming 

increasingly difficult with the needs of numerous stakeholders and this research will 

produce real data concerning the customers of Rusholme to aid decisions in how best 

to improve the area for all key stakeholders.   

Following this introduction is a literature review setting the context of this research 

and outlining the key relevant debates in the existing literature, as well as outlining key 

findings from similar studies that have been conducted in other cities.  Chapter 3 will 

discuss the methodology followed to collect the relevant data, followed by chapter 4 

which will outline the results of the research and discuss them in-depth, linking the 

findings from the empirical research to the literature.  To conclude, chapter 5 will 

summarise the key findings and ideas found throughout this research and identify 

potential future research areas.   
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2. Literature Review 

2.1 The Sustainable City  

Cities are responsible for over half of the world’s population and it is estimated that by 

2030 six out of every ten people will live in an urban area.  Cities are accountable for 

67% of global energy consumption and 70% of greenhouse gas emissions.  

Consequently, cities are an important space for aiding global sustainable development 

goals (WHO, 2014; Sustainable Urban Futures, 2014; Jenks et al., 1996).  A key debate 

in the development literature is between academics arguing for sustainable 

development and theorists who believe sustainable development is not achievable 

under our current economic system.   

 

Sustainable development was defined in the Brundtland Report as ‘development that 

meets the needs of the present without compromising the ability of future generations 

to meet their own needs’ (UN, 1987), it supports environmentally sensitive economic 

development, empowerment and social justice (Raco, 2005; Newman and Kenworthy, 

2000).  Those who support sustainable development believe it is an achievable goal 

and that the current capitalist system has the capability to regulate itself.  On the other 

hand, however, are theorists largely writing, from what Raco (2005: 324) describes as 

‘regulationist perspectives’, who believe agendas of states have become increasingly 

neoliberalised and that economic growth and the use of natural resources are essential 

in our current economic system.  It is argued that this system is driven by resource 

exploitation and market-based entrepenerualism which, in turn, leads to social 

inequity and a damaged natural environment.  Neoliberalism, it is argued, is used to 

push forward free market and economic solutions to deal with the environmental and 

social problems facing today’s society (Kruger and Gibbs, 2007; Koglin, 2009; Raco, 

2005).   

 

As Geels (2011: 16) discusses, neo-liberalism and neo-classical economics view 

environmental problems as ‘negative externalities resulting from market failures’.  

Krueger and Gibbs (2007:117) discuss the influence of neoliberalism in the following 

quote; ‘as the ideology of neoliberalism continues to hold sway...the true intent of 
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‘sustainable development policies’ is frequently marginalised’.  This quote is 

particularly salient in regards to this research as it reflects how the short term 

economic interests of businesses on the Curry Mile, in regards to their potential 

perceived importance of the on-street parking in the area, could affect the long term 

sustainability of the area.  Cities are key players in addressing climate change 

particularly, as Bulkeley and Betsill (2003:2-3) state, ‘local government exercise a 

degree of influence over emissions of greenhouse gas emissions in ways which impact 

directly on the ability of national governments to achieve internationally agreed 

targets’.   

 

Increasingly, conflicts are arising in cities between protecting the environment in the 

city, promoting economic development and supporting social equality, as discussed by 

Campbell (1996), who demonstrates these priorities through a triangular model in 

figure 2.  Each priority in this model can lead to a different perspective on the city, and 

planners are thus increasingly faced with juggling these conflicting priorities of 

sustainable development.  Importantly, however, Campbell (1996: 297) discusses how 

this triangle also gives way to the potential for coalition between different interest 

groups and how planners need to ‘combine both their procedural and their 

substantive skills and thus become central players in the battle over growth, the 

environment and social justice’.  This is particularly relevant when considering how 

planners in Manchester can juggle the priorities of opposing stakeholders in Rusholme, 

in this case businesses and environmentalists, and thus bring businesses and their 

economic priorities together with the sustainability objectives and aims of the city.   

 

 

 

 

 

 

Figure 2: The Triangular Model used to understand the varying 
priorities of planning. Adapted from Campbell (1996). 
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2.2 Sustainable Transport 

A key aspect of sustainable development is sustainable transport, which is defined by 

Schiller et al. (2010: 21) as aiming to ‘promote better and healthier ways of meeting 

individual and community needs while reducing the social and environmental impacts 

of current mobility practices’.  Sustainable transport should not harm the environment 

and thus it is argued that automobile dependent cities cannot be sustainable (Newman 

and Kenworthy, 1999).  The growth in longer distance and faster travel has led to 

greater use of the car and meant that sustainable modes of transport such as public 

transport, walking and cycling have become less attractive (Banister, 2008).   

Kenworthy (2006: 67) argues that the ‘nexus between transport and urban form’ is at 

the centre of creating a sustainable city and Köhler et al. (2009) argue radical changes 

are necessary to achieve a modal shift and transition to more sustainable modes of 

transport.  The development of a new transport hierarchy, through the 

implementation of transport policy measures by promoting cycling, walking and 

sustainable transport, can reduce car use (Bansiter, 2008).  However, as Bertolini and 

le Clercq (2003: 576) state, to achieve a shift to more sustainable transport this goal 

needs to be combined with achieving increased accessibility; ‘the basic reason for a 

transport system to exist’.  The use of multidimensional solutions, it is argued, 

therefore has a greater chance of being successful.   

Transport is a complex issue and has a multitude of impacts on the environment, the 

economy, social equity, the urban form and land use, for example (Schiller et al., 

2010).  Two major challenges for sustainable development is the dependence on 

automobiles, and, equity and inequity in transportation (Schiller et al., 2010). The 

following quote by Sheller and Urry (2000:754) demonstrates the effect that the 

dominance of the car can have on other, more sustainable, modes of transport;  

‘pedestrians and cyclists, to a significant extent, are confined to 
small slivers of the urban public, while many public-transport 
users are relatively disenfranchised and excluded from full 
citizenship. Only those moving (however slowly) in cars, taxis 
and trucks are public within a system where public spaces have 
been democratically seized...’.   
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This quote demonstrates how public spaces have become dominated by the car and, 

as a result, are characterised by congestion and flows of traffic, as evident in the 

research area of this dissertation, the Curry Mile.   

Business concerns are often overlooked, despite the fact that they can be both a key 

driver and barrier to sustainable urban transport, as shown in the transition model 

through the increasing influence stakeholders are having on sustainable development 

policy making.  It has been proven in many studies that retailers can overestimate the 

importance of the car and underestimate the significance of attracting more customers 

who travel by foot, bike and public transport which, as a key stakeholder, can pose a 

major barrier to the implementation of sustainable urban transport.   

The transition model for urban governance, as stated by Kemp et al. (2007:80) ‘views 

societal change as a result of the interaction between all relevant actors on different 

societal levels within the context of a changing societal landscape’.  The key idea of the 

transition model is that ‘change takes place through processes of co-evolution and 

mutual adaptation within and between these layers’ (Shove and Walker, 2007:764).  

Power and authority is increasingly being shared between national, regional and local 

government in co-operation with stakeholders, such as local businesses and voluntary 

associations.  Emphasis is increasingly being placed on the development of networks 

and local partnerships to deliver successful sustainable development (Gibbs and Jonas, 

2000).  Stakeholders, therefore, are having an increasing influence in preventing or 

aiding authorities in achieving their policy goals and, as Bingham (2006:816) discusses, 

‘governance requires not only tools (like tax incentives and contracts for privatizing 

government functions) but also new processes (like negotiation and mediation and 

voluntary monitoring) to carry the tools into effect’.   

There are numerous studies in the existing literature that investigate, in many different 

cities, the effect of reduced traffic on trade, and business perceptions of customer 

travel.  Berdichevsky (1984 in Yuen and Chor, 1998), for example, showed that sales 

increased by 30% in Stroget, Copenhagen after pedestrianisation and, studies in Graz, 

Bristol, Leicester, Edinburgh and Toronto found businesses overestimated the number 

of customers who travel by car.  The study in Bloor West Village, Toronto also found 
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that those who travelled by foot and bicycle visited the area more frequently, and 

spent more money on average, than those who drove to the area (Sustrans, 2003, 

2006; CAP, 2010).  In addition, a study in Hove showed that measures such as 

restricting car access between 10am and 4pm, planting trees, fitting benches and 

introducing parking zones in the surrounding areas appealed to shoppers and were 

consequently of benefit to local businesses.  This was echoed by a study of six 

midlands towns in 1994 that showed the attractiveness of the areas had a greater 

positive impact on the trading of retailers in comparison to parking availability 

(Sustrans, 2003).   

These studies thus challenge the dominance of the car and show that not only can 

retailers, as major stakeholders in urban policy decisions, overestimate the importance 

of the car, but underestimate the significance of attracting more customers who travel 

by foot, bike and public transport.  This research will therefore contribute to this body 

of literature and will assess the business community’s perceptions of customer travel 

in Rusholme.   
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3. Methodology 

3. 1 Secondary Research 

Secondary data - information available and ready to use - was collected to gain an 

understanding of the demographics and economy of Rusholme to rationalise this 

research and set it in context (Clark, 2005).  The main sources used to gather 

secondary data were Manchester City Council (MCC) and the Office of National 

Statistics (ONS).   

In 2011, the population of Rusholme was  13,643, expected to rise to 15,884 by 2015.  

Figure 3 shows the gender of this 2011 population (7,187 male and 6,456 female) and 

figure 4 shows the age; the majority of the population is male and aged between 18 

and 24.  Average household size is greater in Rusholme (3.43) than in Manchester as a 

whole (2.40), as is population density which is at 77.3 people per hectare in Rusholme, 

compared to 43.1 in Manchester and just 4.0 in England (MCC, 2011a; ONS, 2011).   

 

 

 

 

 

 

The black and minority ethnic (BME) population in Rusholme is also greater than in 

Manchester.  In 2011, 66.7% of Manchester’s population was white, compared to 

Rusholme where less than half of the population, 43%, was white (ONS, 2011).  Figure 

5 shows the 2011 population of Rusholme by ethnicity, with the five largest ethnic 

populations labelled.   

 

 

Figure 3: Gender of the 2011 population of Rusholme. 
Source: ONS (2011). 

Figure 4: Age of the 2011 population of Rusholme. 
Source: ONS (2011). 
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The diverse ethnicities of Rusholme residents can also be seen through the number of 

different languages spoken and religions practiced.  An analysis of first languages 

spoken in schools shows that English, Urdu and Bengali are, respectively, the most 

spoken first languages and, in total, the number of languages spoken in schools is 45 

(MCC, 2011b).  Figure 6 shows proficiency of English for the population in Rusholme, 

(3814 people), whose main language is not English, and figure 7 shows the most 

common religions in Rusholme; Islam is the most popular, followed by Christianity and 

Hinduism.   

 

 

 

 

 

 

This secondary data, as aforementioned, enabled this research to be set in context, 

which is essential when conducting primary research (Flowerdew and Martin, 2005).  A 

limitation of this, however, is the lack of up-to-date statistics, with the latest available 

statistics dated 2011.  However, it allowed for an informed approach to be taken in the 

primary research methods which will now be discussed.   

Figure 5: Ethnic breakdown of the 2011 Rusholme Population. Source: ONS (2011). 

Figure 6: Proficiency in English for residents for whom 
English is not their main language. Source: ONS (2011). 

Figure 7: Religions in Rusholme. Source: ONS (2011). 
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3.2 Primary Research 

Three research methods were used to collect primary data; an assessment of the 

businesses and car parks in and around the Curry Mile, 401 customer questionnaires 

and 12 interviews with businesses.  These methods will now be discussed, along with 

the limitations of each.   

3.2.1 Area Assessment 

Before conducting customer surveys and interviews with businesses, the research area 

was assessed and businesses and off-street car parks counted.  A total of 177 currently 

trading businesses were counted; figure 8 shows a breakdown of these business by 

type.  The majority of the businesses were restaurants, followed by shops (other) 

which included jewellers, clothes shops, newsagents and homeware.  This was 

followed by services, which included doctors, opticians, solicitors, accountants, 

pharmacies, beauty salons and barber shops and, finally, ‘other’ which included 

betting shops and travel agents.  In addition to these 177 businesses, 19 businesses 

were noted to have shut down and 4 were in the process of opening.   

 

 

 

 

 

 

Five off-street car parks were noted, as seen in figure 9.  Two of these car parks were 

specifically for customers of two large food shops; Meezan Superstore and Worldwide 

Foods.  Three more car parks were noted on Denison Street, Walmer Street and 

Thurloe Street.  In addition, there were many off-street parking spaces on the 

numerous side roads radiating from the Curry Mile.   

Figure 8. Type of businesses on the Curry Mile. 
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A major limitation when conducting this area assessment was the time of data 

collection.  The data was collected during the day and it became apparent that, at this 

time, not all shops were open and it was sometimes difficult to see if businesses were 

trading and simply closed, or had shut down and ceased trading.   

3.2.2 Customer Surveys 

To understand the mode of travel taken by customers visiting businesses in the Curry 

Mile, short surveys were conducted both in person on-site and online.  In total, 401 

questionnaires were conducted; 170 on-site and 231 online.  Questionnaires were 

chosen as a primary research method as they are inexpensive and allow large numbers 

of people to be reached in a relatively short period of time.  A conscious effort was 

made to keep the questionnaires as short and easy to follow as possible in order to 

gain as many respondents as possible (Parfitt, 2005).  The questionnaire used can be 

seen in Appendix A.   

The questionnaires used primarily closed questions in order to produce data that was 

more easily comparable.  There was scope, however, for respondents to answer 

question six ‘What would make you visit Rusholme more often?’ in an open manner, 

with an ‘other’ option being available and respondents consequently being asked to 

IFCO car park at Walmer 

Street 

SIP car park at Denison 

Street 

Customer parking at 

Worldwide Foods 

NCP car park at Thurloe 

Street 

Customer parking at 

Meezan Superstore 

Figure 9: Car parks on the Curry Mile. 
Adapted from Google Maps (2014). 
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specify.  Open questions allow for more detailed information to be collected regarding 

the opinions of the respondents (O’Leary and Miller, 2003).  In addition, there was 

space for further comments at the end of the questionnaire.   

Pilot questionnaires were conducted with 10 participants, all of whom visit Rusholme 

regularly, as Boynton (2004) notes, it is important to conduct the pilot study with a 

representative sample whenever possible.  As a result of the pilot study, question six 

was changed from an open question to a multiple choice question as the pilot returned 

few responses.   

It was decided that any person walking along the Curry Mile would be approached with 

the on-site questionnaire, as all were potential customers.  The questionnaires were 

conducted in different locations along the Curry Mile to reduce the bias of approaching 

customers from a specific business or business type.  Furthermore, an effort was made 

to conduct these surveys before the start of Ramadan.  Due to time constraints, 

however, some surveys were conducted during this religious period, thus potentially 

affecting who was in the area and approached at the time of research.   

The questionnaires were conducted between 25th June 2014 and 5th July 2014.  Data 

was collected at different times and on different days of the week to gain a 

representative sample of all types of customer on the Curry Mile.  The dates and times 

of data collection can be seen in table 1.  An attempt was made, on more than one 

occasion, to conduct questionnaires before 11:30am but, due to the lack of potential 

respondents in the area, it became apparent that the research should be conducted 

after 11.30am.   

Table1: Information regarding the on-site questionnaires. 

 

Date and time Number of questionnaires conducted 

Wednesday 25th June 2014. 2pm - 3.30pm 25 
Thursday 26th June 2014. 3pm - 5.30 pm 30 
Saturday 28th June 2014. 6pm - 9pm 60 
Tuesday 1st July 2014. 5.30pm - 7pm 33 
Friday 5th July 2014. 11:30am - 12:30pm 22 
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A demographic breakdown by gender (figure 7) and age (figure 8) of the questionnaire 

respondents can be seen below. The majority of the respondents were male (63%) and 

aged between 18-24 and 25-34.  

  

 

 

 

Efforts were made to conduct as many on-site questionnaires as possible. The research 

was, however, limited not only by time available, but also by the availability of people 

to assist in conducting the questionnaires.  Rusholme is an area that I did not feel 

completely safe in on my own for long periods of time, particularly at night, and thus I 

enlisted the help of friends and fellow students where possible.  Also, as briefly 

aforementioned, Ramadan started during the collection of primary research (29th 

June), and it was also reaching the end of the university term times, thus potentially 

limiting the number of students that were reached.  In addition, it became apparent 

that it was not possible to conduct the questionnaires with some customers due to 

language barriers.  The on-site questionnaires were conducted with people who had a 

basic understanding of English and thus omitted respondents who could not speak 

English, or could not speak it well enough to understand the questions.   

The online questionnaire was created to reach those who were not easily reached on-

site, such as cyclists, who often cycled by, or students who may have already left 

Manchester.  Various methods were used to reach as many respondents as possible 

online, including the use of social media, such as Facebook and Twitter.  Manchester 

based social media groups were also targeted, such as ‘The Curry Mile’ on Twitter, as 

well as social media accounts for various restaurants and places of interest in the city.  

Mailing lists, including the University of Manchester Bicycle User Group, were also 

utilised to reach potential respondents directly.  In addition, the questionnaire was 

Figure 10: Gender of the questionnaire respondents. Figure 11: Age of the questionnaire respondents. 
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included in Transport for Greater Manchester’s Better Bicycle monthly online 

newsletter and shared within Manchester City Council, together with their partners 

and community groups.   

The internet is an efficient and effective way of conducting research and allows many 

respondents to be reached (Zhang, 2000).  A key limitation of using the internet, 

however, is the exclusion of those who do not have internet access.   

3.2.3 Business Interviews 

Initially, it was planned that upon receipt of a database containing contact information 

(sourced from a relevant contact), businesses were to be approached by phone or 

email in order to set a time and date to conduct short face-to-face interviews.  It 

became apparent, unfortunately, that the database would not be available and it was 

decided that, so as to reach as many businesses as possible, they would be approached 

door-to-door and asked if they would like to participate in the research.   

An attempt was made to interview as many businesses as possible, from all of the 

different categories that had been identified (figure 6).  As it was not possible to set a 

time and date for the interviews beforehand, visits were undertaken during the day at 

times when fewer customers were anticipated, so that businesses would be more 

likely to take part in this research.  As a result, some businesses were excluded as they 

were closed at this time.  In addition, due to the fact Ramadan had begun, some 

restaurants had different opening times to usual.  Furthermore, it was planned to 

interview business owners but, because of the door-to-door approach of interviews, 

business owners were not always on the premises.  Interviews were therefore 

conducted with whoever was available – the highest authority employee being 

interviewed whenever possible.  Through contacts and networking, it was also possible 

to set up one interview in advance, which led to a further four contacts.  None of these 

contacts wished to take part in the research, however, highlighting a difficulty faced 

when trying to research high BME populations.   

Semi-structured interviews (Appendix B) were conducted with 12 businesses, a 

breakdown of these businesses by type can be seen in table 2.  
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Table 2: Breakdown of interviewees by business type and business role. 

Although a dictaphone was taken to the interviews, it soon became evident that when 

interviewees were asked if they would consent to being recorded, they were not 

willing to continue to be a part of the research.  It was therefore decided that, to gain 

as many respondents as possible, the interviews would not be recorded but notes 

taken instead.   

As a result of approaching businesses unexpectedly, the interviews were kept short so 

as not to inconvenience the interviewees and prevent them from serving customers.  

As a result of this, the interviews were not as comprehensive as first planned, but still 

allowed for a good understanding of the key questions and themes.  Upon completion 

of the interviews, they were transcribed, including quotes where possible, an example 

of a transcript can be seen in Appendix C.   

A major limitation for these interviews, as with the on-site customer questionnaires, 

was the language barrier that was evident on many occasions, and many businesses 

stated that their English would not be good enough to be included in this research.  

Although it seemed, on some occasions, that this was an excuse to not participate, for 

many the reason was genuine and this again highlighted the difficulties faced when 

conducting research in an area with a high BME population.   

 

Interviewee Business type Role of 
interviewee in 
the business 

1 Restaurant/Café  Manager 
2 Restaurant/ Café Manager 
3 Restaurant/ Café Employee 
4 Restaurant/ Café Employee 
5 Service - Barber shop Employee 
6 Shop (other) - Jewellery  Manager 
7 Shop (other) - Newsagent Manager 
8 Shop (other) - Newsagent Manager 
9 Shop (other) - Clothes  Employee 
10 Shop (other) - Jewellery  Manager 
11 Restaurant/ Café Manager 
12 Restaurant/ Café Owner 
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3.3 Ethical Considerations 

The major ethical consideration to be taken into account throughout the collection of 

primary data was anonymity.  At no point were any of the participants in the 

questionnaires, either on-site or online, or during the interviews, asked for their 

names.  Also, in regards to the business interviews, businesses were named by 

category rather than business name to ensure all the businesses that participated 

remained anonymous (Whiting, 2008).   
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4. Results and Discussion 

This chapter, through an analysis of the key ideas and results obtained from the 

empirical research, will answer the three research questions outlined in Chapter 2 and 

set them in an academic context.   

 

4.1 How do Customers Travel to the Curry Mile? 

The most popular mode of transport among the questionnaire respondents was bike; 

33.1% travelled by bike followed by 24.1% by foot, 23.8% by bus and 17% by car (figure 

12).   

 

 

 

 

 

 

 

Of the 401 respondents, 307 (77%) were visiting the area (family, friends or a specific 

business), 62 (15%) live, work or go to college in the area, and 32 (8%) were just 

passing through.  The modes of transport for each of these respondents can be seen in 

figures 13, 14 and 15.  

 

 

 

 

Figure 12: Modes of transport usually taken by the questionnaire 
respondents. 

Figure 15: Mode of transport taken by 
respondents passing through Rusholme. 

 

Figure 14: Mode of transport taken by 
respondents who live, work or go to 

college in Rusholme. 

Figure 13: Mode of transport taken by 
respondents visiting family, friends or 

a business in Rusholme. 
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For respondents passing through Rusholme (figure 15), bike was the most popular 

mode of transport, with 59% of these participants travelling this way, 29% travelled by 

bus, 11% by foot and 8% by car.  This highlights the importance of the Curry Mile as a 

key cycle, pedestrian and bus route in the city.  Despite this, many respondents stated 

that they felt that this route was unsafe; 

‘Rusholme is the most dangerous section of my journey’ (online 

questionnaire respondent 78); 

‘On street parking in Rusholme is exceptionally hazardous for cyclists. 

Being stuck between overtaking traffic (especially buses) and parked 

cars pulling out means I nearly always avoid this route’ (online 

questionnaire respondent 114); 

‘I either travel through Rusholme on bus or cycle. The latter is 

precarious, due to the amount of on-street parking. I usually try to 

cycle on the back roads because of this’ (online questionnaire 

respondent 135); 

‘Despite there being other safer and more scenic routes to get to 

University...there should be emphasis on providing cycling facilities 

and perhaps some businesses should consider Cargo bicycles in 

delivering goods locally...’ (online questionnaire respondent 185). 

In addition, some respondents stated that if this route was improved, they would visit 

the area more often; 

‘I mostly cycle, and prefer to cycle but find Rusholme so awful for 

cyclists that we only go there in the car – would go much more often 

if it wasn’t such a grim journey. The roads are very cycle unfriendly 

and there aren’t many places to securely lock my bike’ (online 

questionnaire respondent 87); 

‘I would cycle through Rusholme more (and perhaps then stop there 

more often) but the on-street parking and narrow cycle lanes make it 
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rather intimidating – I generally avoid it entirely’ (online 

questionnaire respondent 88). 

Cycling is a socially, environmentally and economically sustainable ‘virtually carbon-

neutral’ mode of transport (Pucher and Buehler, 2008; Fraser and Lock, 2011: 738) and 

has thus become important in the vision of the sustainable city (Cupples and Ridley, 

2008).  As Banister (2008) states, traffic congestion is largely accepted as a constraint 

on both business efficiency and quality of life.  The importance of improving this route 

for more sustainable transport modes is essential to achieve the city’s sustainability 

goals, as well as increasing the potential customer base for local businesses.    

This idea is reinforced by the answers given by participants when asked what would 

make them travel to Rusholme more often. Most stated less traffic, more space for 

cycling and improved segregation from traffic for cyclists. The results can be seen in 

figure 16, with the most popular answers being labelled.   

 

 

 

 

 

 

 

 

 

 

Modes of transport taken by participants who worked, lived or went to college in 

Rusholme (figure 14) were more evenly split between foot (33%), bike (28%) and bus 

(25%), only 13% of these respondents travelled by car.  For respondents visiting 

Less traffic 

(16%) 

More space for 

cycling (16%) 

Improved segregation 

from traffic for 

cyclists (14%) 

Environmental 

improvements 

(10%) 

More cycle 

parking 

(9%) 

Figure 16: Questionnaire responses to being asked ‘what would make you visit Rusholme more often?’ 
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businesses in Rusholme (figure 13) bike was the most popular mode of transport; 28% 

travelled by bike, 26% by foot, 23% by bus, 21% travelled by car.  Travelling by bike, 

bus and foot are thus the most popular modes of transport for all respondents, the 

amount of money spent will now be analysed by mode of travel.   

 

 

 

 

 

 

 

 

 

Figures 17-20 show that the majority of respondents spent £10-£20 on each visit to a 

business in Rusholme.  Respondents travelling by car were more likely to spend larger 

amounts (figure 19), with 10% of these respondents spending over £50 on each visit 

and 15% spending £40-£50.  Despite this, however, respondents who travel by car visit 

Rusholme less often than those travelling by bike, bus and foot as seen in figures 21-

24.  These results echoes those of Clifton et al. (2012) who found that in Portland, 

although customers arriving by car spent more per trip, cyclists spent more on average 

when frequency of visits was taken into account.   

 

Figure 17: Average amount spent on each visit by 
respondents who travelled by bus. 

Figure 18: Average amount spent on each visit by 
respondents who travelled by foot. 

Figure 19: Average amount spent on each visit by 
respondents who travelled by car. 

Figure 20: Average amount spent on each visit by 
respondents who travelled by bike. 
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A large number of respondents (42%) that travel to Rusholme by car visit the area less 

than once a month, whereas 31% of respondents who travel by bike, 32% that travel 

by bus and 38% that travel by foot visit Rusholme every day.   

It is clear from these results, therefore, that the majority of people that travel to 

Rusholme do so by sustainable travel means; by bike, foot and bus.  Although some do 

travel by car and would like to see more parking, both on and off-street, the numbers 

are far fewer and visits are less frequent.  Similar results were found by Susilo et al. 

(2013: 683) where shoppers visiting convenience stores in the UK were studied and the 

majority of those who did travel by car were ‘drive-thru and less frequent customers’.  

Improvements in the area in terms of safety, more space for cyclists and pedestrians it 

has shown, would improve the areas sustainability and, importantly, trade for local 

businesses.   

Interviews with a number of businesses were conducted to gain an understanding of 

the business community’s perceptions of customer travel.  The key ideas to emerge 

from these interviews will now be analysed and discussed. 

Figure 23: Average visits to Rusholme per month by 
respondents who travelled by car. 

Figure 24: Average visits to Rusholme per month by 
respondents who travelled by bike. 

Figure 21: Average visits to Rusholme per month by 
respondents who travelled by bus. 

Figure 22: Average visits to Rusholme per month by 
respondents who travelled by foot. 
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4.2 How do Businesses on the Curry Mile Perceive their Customers’ 

Travel Behaviour? 

Interviews were conducted with 12 businesses currently operating in Rusholme, 

varying from those established in Rusholme for over 30 years, to those who have been 

running for only 6 months.  The Curry Mile is a busy commercial area with businesses 

serving up to 350 customers during weekdays and 400 on weekends.  During the 

interviews, respondents were asked how they thought their customers arrived at their 

businesses, and, who they thought their customers were.  A summary of these 

responses can be seen in table 3.  

Table3: Interviewee responses regarding customer type and mode of travel. 

 

 

Interviewee, type 
of business 

Approximate 
length of time the 
business has been 

in Rusholme 

Who are your 
customers? 

How do the 
majority of 

customers travel 
to your business? 

1, Restaurant/café 2 years 50% students, 50% 
locals 

By foot 

2, Restaurant/ café 20 years Most (99%) 
students 

By foot, bus 

3, Restaurant/ café 23 years Students (during 
term times) and 
families 

Taxi, car 

4, Restaurant/ café 10 years Locals By foot, bus 
5, Service – barber 
shop 

11 years Majority students By foot 

6, Shop (other) – 
jewellers 

8 years Students and 
families 

By foot, car, bus 

7, Shop (other) – 
newsagent 

1 year Students and 
families 

By foot 

8, Shop (other) – 
newsagent 

5 years Everyone By foot, bus or bike 

9, Shop (other) – 
clothes 

30 years Asian community,  
mostly families 

Car 

10, Shop (other) – 
jewellers 

28 years Asian community Car 

11, Restaurant/café  6 months. Families and 
students 

By foot 

12, Restaurant/café  16 years 5% students, 95% 
families/locals 

Car 
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Four interviewees stated that the majority of their customers reached their business 

only by foot, and an additional four interviewees stated travelling by foot was one of 

the major modes of transport for their customers.  Three interviewees stated car as 

the only main mode of travel for their customers.  A breakdown of how these 

businesses believe their customers travel can be seen in figure 25.   

 

 

 

 

 

 

It became apparent that the perceived mode of travel by customers was interlinked 

with who the businesses thought that their customers were.  Of the seven businesses 

who thought students comprised a large part of their customer base, five believed that 

their customers travelled primarily by foot.  Of the four businesses that stated that the 

majority of their customers arrived by car, their customer bases were primarily the 

Asian community and families.   

Students are an important customer base for these businesses, with 58% of 

interviewees stating that students were their major customer.  This is unsurprising 

considering the large student population in Manchester and, like in many other British 

cities, they form ‘a source of livelihood for many local businesses’ (Chatterton, 1999: 

118).  This is reinforced by Cuban and Fowler (2012) who discuss how an increasing 

number of businesses in Rusholme, primarily restaurants, began opening in the 1970s 

and 1980s as a result of the growing student population in Manchester.  Many 

interviewees commented on seasonality and the impact of this on their business.  

Interviewee 2, for example, stated that business at their restaurant was very seasonal 

due to their high student customer base and interviewee 3 echoed this stating that 

Figure 25: Business perceptions of customer travel in Rusholme. 
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term times are a particularly busy time for business, as well as during graduation when 

students bring their families to the restaurant.   

Businesses were also asked what they thought would increase the number of 

customers.  Only one business, interviewee 7, said that less parking would be 

beneficial, whereas three businesses, interviewees 9, 10 and 12, stated that they 

thought more parking would lead to an increased number of customers.  Interviewee 3 

stated that less traffic on Wilmslow Road would lead to an increased number of 

customers and that on-street parking was not of major concern as there is a car park 

around the back of their business.  Despite this, however, when questioned further, 

interviewee 3 stated that more on-street parking can only be beneficial to businesses 

in the area, an idea that was echoed by interviewee 8; 

‘Parking would always help...more parking would always be beneficial’ 

(Interviewee 3); 

‘Parking can only be beneficial’ (Interviewee 8). 

Despite this common perception of parking only being beneficial, and thus the 

reduction of parking having a negative impact on these businesses, there is little 

evidence to support this idea (Marsden, 2006).  There is much evidence, however, to 

show that businesses overestimate the number of customers who arrive by car, and 

thus the importance of parking (Sustrans, 2006; CAP, 2010).   

It is clear that businesses overestimate the number of customers who travel by car, 

and underestimate the number of customers who travel by bike.  From the businesses 

interviewed, the importance of customers, particularly students, travelling by foot is 

understood, but the impact that the environment has on this customer base is often 

neglected.  The difference between how the respondents of the questionnaires 

actually travel to Rusholme and how businesses perceive their customers’ travel will 

now be discussed.  
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4.3 Is there a difference between how customers travel to Rusholme 

and business perceptions of customer travel? 

The difference between the mode of transport taken by the questionnaire 

respondents and the modes of transport businesses perceive their customers take can 

be seen in figure 26.  The most common business perception of customer travel was 

that the majority of their customers travelled by foot.  In reality, however, the majority 

of respondents actually travelled to Rusholme by bike, yet only 8% of businesses 

thought that this was the major mode of transport for their customers. 

 

 

 

 

 

 

 

 

It is clear, therefore, that businesses greatly underestimate the importance of bicycles 

for their customers and thus their businesses, despite the wide ranging benefits of 

bicycles to the local economy.  Not only are customers travelling by bike more likely to 

make repeat trips to local businesses, for example, they also have more money to 

spend as result of their lower travel costs (League of American Bicyclists, 2009).  In 

addition, a study in Manhattan, New York showed that businesses saw a 49% increase 

in retail sales following the implementation of a protected bicycle lane (NYC DOT, 

2012).  Meisel (2010) also showed that investment in bike corrals and on-street bicycle 

parking facilities leads to increased bike and foot traffic, a win-win situation for 

businesses and cyclists.   

Figure 26: The difference between mode of travel taken by the questionnaire respondents and 
how businesses perceive their customers’ travel behaviour. 
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The second most popular mode of transport perceived by businesses was car, falling in 

line with the assumption proved in previous studies in various cities, including Bristol 

and Toronto (Sustrans, 2006; CAP, 2010), that businesses greatly overestimate the 

importance of the car.  Only 17% of questionnaire respondents travelled to Rusholme 

by car whereas, just under half (42%), of businesses thought that car was the primary 

mode of transport for customers.   

These ideas fall in line with the idea that, as a result of increased car ownership in the 

UK over the past 23 years (Paulley et al., 2006), access to car parking facilities is a 

major aspect of customer convenience (Rowley, 2005).  However, in terms of 

Rusholme and many other commercial areas, the reduction of parking for improved 

pedestrian walkways and public transport routes is greatly beneficial, particularly 

when analysed in terms of where the customers are travelling from.  

Of the 401 participants of the questionnaire, 332 gave their postcode and, of these, 

the majority (77%) lived within the Manchester City Council area.  Only 18% lived in 

the wider Greater Manchester area and 5% outside of Greater Manchester.  Figure 27 

outlines the Manchester City Council wards that the majority of these respondents 

lived in, each ward is coloured differently; 19% Rusholme (red), 12% City Centre 

(yellow), 11% Moss Side (pink), 7% Ardwick (green) and 7% Withington (purple).   

 

 

 

 

 

 

 

 

Figure 27: Map showing the wards where the 
majority of the questionnaire respondents live. 

Source: Adapted from Cleveret (2014). 
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This map shows that the majority of respondents are travelling to the area from within 

the Manchester City Council area and, in particular, wards within a short distance of 

the Curry Mile itself.  In addition, car ownership in these wards - with the exception of 

Withington - are lower than the average for Manchester, as shown in table 4.   

Table 4: Percentage of households with no cars or vans available. Source: ONS, 2011. 

 

In the wards where most of the questionnaire respondents travelled from, excluding 

Withington, the percentage of houses with no car or van availability was high - over 

half of the households in the wards, thus challenging the importance of parking in the 

area.   

In addition, a study in Leicester has shown that the quality of the shopping 

environment is more important in generating trade than the provision of parking 

(Sustrans, 2003).  However, when asked what impact more street furniture or a better 

environment would have on the Curry Mile, three businesses (interviewee 2, 4 and 9) 

stated that this would not have any affect; 

‘Not bothered about the environment. Students aren’t bothered’ 

(Interviewee 2).   

This quote highlights the unimportance of the environment for some of the 

interviewees, with similar comments made by interviewees 4 and 9, suggesting that 

they do not live in the area themselves and simply use the area for their business.  It 

has been proven, however, that improving shopping environments, as 

aforementioned, and investing in walking and cycling environments can attract more 

frequent customers, subsequently having a positive impact on the surrounding 

Ward % of houses with no cars or 
vans  

Manchester Metropolitan 
District 

44.5 

Rusholme 50.8 

City Centre 58.9 

Moss Side 60.2 

Ardwick 63.3 

Withington 39.7 
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businesses and communities (Susilo et al, 2013).  Drennen (2003: 12) highlights the 

importance of pedestrians through the following quote; ‘the success of a commercial 

corridor fully depends on its ability to be good for pedestrians’.   

Despite this, when interviewees were asked how they would feel if the on-street 

parking along the Curry Mile was removed, only one interviewee stated that this would 

have a positive effect on their trade.  Five businesses stated that this would not impact 

their business in any way and six interviewees stated that this would have a 

detrimental effect; 

‘That’s [the lack of parking] the only reason we struggle’ (Interviewee 12); 

‘It would have a very negative effect’ (Interviewee 4). 

Despite these negative responses to the removal of on-street parking, interviewee 12 

stated that they would not object to this if an alternative was provided and 

interviewee 3, who stated that their business would not be affected by the removal of 

on-street parking, stated that this was because there was an off-street car park behind 

their business and their customers are aware of this already.   

Six businesses stated that the removal of on-street parking would have negative effect 

on them and the way that they travel to the Curry Mile for work; 

‘I do drive here so I’d be really angry’ (Interviewee 2); 

‘I would mind, I drive’ (Interviewee 1); 

‘I personally wouldn’t like it. Customers wouldn’t be fond of it either’ 

(Interviewee 6). 

When asked if on-street parking was replaced by a nearby car park, interviewee 6 

stated ‘I wouldn’t like a car park round the corner, I’d prefer to park just outside’.  

These comments were made despite earlier stating that parking wasn’t a major issue 

as people who visit their business are familiar with the road and the available off-

street parking.  These comments, in addition to those above, suggest that in some 
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cases, the on-street parking is more of a convenience for the businesses and their 

employees, rather than for their customers.  

There is a difference between how customers visiting the Curry Mile in Rusholme 

travel and how businesses perceive their customers’ travel behaviour.  Businesses 

underestimate the importance of cycling in the area and overestimate the significance 

of the car.  Although businesses believe most customers travel by foot, they did not 

perceive the environment of the area as being of significance to their customers.  It is 

thus important to make businesses aware of the potential benefits that could be 

achieved through the reduction of on-street parking and consequent improvements to 

the environment, pedestrian walkways, cycle paths and public transport routes.   

As Banister (2008:78) states, in order to achieve a public acceptance of sustainable 

transport, it is essential that emphasis is placed on the benefits it brings, including the 

economic benefits it can bring to businesses.  The process should thus be inclusive and 

‘designed to gain support and understanding, so that stakeholders can buy into the 

proposals’.  It is important that local businesses on the Curry Mile are made aware of 

the potential costs that traffic and a poor environment are having on their businesses, 

and the benefits that a reduction of on-street car parking could have.   

In line with the transition model, and the increasingly more socially and politically 

inclusive nature of environmental policy making, emphasis is being placed on building 

local partnerships with key stakeholders, including local businesses, to enable the 

delivery of sustainable local approaches to managing the environment (Gibbs and 

Jonas, 2000).  It is essential that the local government in Manchester works alongside 

local businesses, and not against this key stakeholder group, in order to contribute to 

the sustainability goals of the city, and the economic priorities of the local businesses.   
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5. Conclusion 

To conclude, this research not only contributes to a growing body of literature 

analysing business perceptions of customer travel, but also produces empirical 

research supporting Manchester’s sustainability policy and, in particular, the 

improvement of sustainable transport networks in Rusholme.  

 

This research has shown that there is a difference between the business community’s 

perceptions of customer travel in Rusholme and the actual mode of travel taken by 

customers.  The business community in Rusholme underestimates the importance of 

sustainable travel modes, particularly bicycle and bus, and overestimates the 

importance of the car.   

This research indicates that businesses in Rusholme do not understand the positive 

impact that a reduction of on-street parking in the area could have and, consequently, 

an improvement in the environment, cycle lanes and pedestrian walkways.  It is clear 

that these improvements will be beneficial, particularly through the implementation of 

‘Corridor Supercycleway’ as part of Vélocity 2025, and thus encouraging current 

customers to visit more frequently, whilst also attracting new customers.  This would 

also help in overcoming the major issue of student seasonality faced by many 

businesses in the area.  

The difficulty of conducting research within the BME small business community is also 

highlighted in this research. Although this research contributes to an under-researched 

area and demographic within the city, there is a need for further, more wide-ranging 

studies into this area and population as it is clear that local stakeholders, including 

local businesses, are having an increasing influence on authorities achieveing their 

policy goals (Bingham, 2006). These businesses, therefore, must be involved in 

improving the sustainability of Rusholme, as Agyeman et al. (2002: 78) states, 

sustainability is not simply an ‘environmental’ concern, truly sustainable societies must 

embrace ‘wider questions of social needs and welfare, and economic opportunity’.  



38 
 

6. References 

Banister, D. (2008). The sustainable mobility paradigm. Transport Policy, 15(2), 73-80. 

Barrett, G. A. and McEvoy, D. (2006). The evolution of Manchester’s Curry Mile: From 
suburban shopping street to ethnic destination. In: D. H. Kaplan and W. Li, eds. 
Landscapes of the Ethnic Economy. Maryland: Rowman & Littlefield Publishers Inc. Ch. 
13. 

Bertolini, L. and le Clercq, F. (2003). Urban development without more mobility by car? 
Lessons from Amsterdam, a multimodal urban region. Environment and Planning A, 35, 
575-589. 

Bingham, L. B. (2006). The new urban governance: processes for engaging citizens and 
stakeholders. Review of Policy Research, 23(4), 815-826. 

Boynton, P. M. (2004). Hands-on guide to questionnaire research: administering, 
analysing, and reporting your questionnaire. British Medical Journal, 328(7452), 1372-
1375. 

Bulkeley, H. and Betsill, M. M. (2003). Cities and Climate Change: Urban Sustainabilty 
and Global Environmental Governance. London: Routledge.  

Bulkeley, H. and Betsill, M. M. (2005). Rethinking sustainable cities: multilevel 
governance and the ‘urban’ politics of climate change. Environmental Politics, 14(1), 
42-63. 

Campbell, S. (1996). Green cities, growing cities, just cities?: Urban planning and the 
contradictions of sustainable development. Journal of the American Planning 
Association, 62(3), 296-312. 

Chatterton, P. (1999). University students and city centres – the formation of exclusive 
geographies. The case of Bristol, UK. Geoforum, 30(2), 117-133.  

Clark, G. (2005). Secondary data. In: R. Flowerdew and D. Martin, eds. Methods in 
human geography: A guide for students doing a research project. 2nd edition. Essex: 
Pearson Education Limited. Ch. 5. 

Clean Air Partnership. (2010). Bike lanes, on-street parking and business. Year 2 report: 
A study of Bloor Street in Toronto’s Bloor West Village. Ontario: Clean Air Partnership.  

Cleveret. (2014). Manchester Wards [online]. Available from: 
http://cleveret.net/?page_id=140 [accessed 06/08/2014]. 

Clifton, K. J., Morrisey, S. and Ritter, C. (2012). Exploring the relationship between 
consumer behaviour and mode choice. TR News, (280), 29-32.  

Cuban, S. and Fowler, C. (2012). Carers cruising Cumbria and Meals on the Mile: The 
Drive of Migrants in Fieldwork and Fiction. Mobilities, 7(2), 295-315.  

http://cleveret.net/?page_id=140


39 
 

Cupples, J. and Ridley, E. (2008). Towards a heterogeneous environmental 
responsibility: sustainability and cycling fundamentalism. Area, 4(2), 254-264. 

DECC. (2014). 2013 UK greenhouse gas emissions, provisional figures and 2012 UK 
greenhouse gas emissions, final figures by fuel type and end-user [online]. Available 
from: 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/295
968/20140327_2013_UK_Greenhouse_Gas_Emissions_Provisional_Figures.pdf 
[accessed 28/06/2014]. 

Drennen, E. (2003). Economic effects of traffic calming on urban small businesses. 
Department of Public Administration, San Francisco State University.  

Flowerdew, R. and Martin, D. eds. (2005). Methods in Human Geography: A Guide for 
Students Doing a Research Project. 2nd edition. Essex: Pearson Education Limited. 

Fraser, S. D. S. and Lock, K. (2011). Cycling for transport and public health: a systematic 
review on the effect of the environment on cycling. European Journal of Public Health, 
21(6), 738-743. 

Geels, F. (2011). The Role of Cities in Technological Transitions: Analytical Clarifications 
and Historical Examples. In: H. Bulkeley, V. C. Broto, M. Hodson and S. Marvin, eds. 
Cities and Low Carbon Transitions. Oxon: Routledge. Ch. 2.  

Gibbs, D. and Jonas, A. E. G. (2000). Governance and regulation in local environmental 
policy: the utility of a regime approach. Geoforum, 31(3), 299-313. 

Jenks, M., Burton, E. and Williams, K. eds. (1996). The Compact City: A Sustainable 
Urban Form? London: Chapman and Hall. 

Kemp, R., Loorbach, D. and Rotmans, J. (2007). Transition management as a model for 
managing processes of co-evolution towards sustainable development. International 
Journal of Sustainable Development and World Ecology, 14(1), 78-91. 

Kenworthy, J. R. (2006). The eco-city: ten key transport and planning dimensions for 
sustainable city development. Environment and Urbanization, 18(1), 67-85. 

Khisty, C. J. and Ayvalik, C. K. (2003). Automobile dominance and the tragedy of the 
land-use/transport system: Some critical issues. Systemic Practice and Action Research, 
16(1), 53-73. 

Koglin, T. (2009). Sustainable Development in General and Urban Context: A Literature 
Review. Lund University: Lund.  

Köhler, J., Whitmarsh, L., Nykvist, B., Schilperoord, M., Bergman, N. and Haxeltine, A. 

(2009). A transitions model for sustainable transport. Ecological Economics, 68(12), 
2985-2995. 

Krueger, R. and Gibbs, D. (2007). Eds. The Sustainable Development Paradox: Urban 
Political Economy in the United States and Europe. New York: The Guilford Press. 

https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/295968/20140327_2013_UK_Greenhouse_Gas_Emissions_Provisional_Figures.pdf
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/295968/20140327_2013_UK_Greenhouse_Gas_Emissions_Provisional_Figures.pdf


40 
 

League of American Bicyclists. (2009). Bicycling Means Business: The Economic Benefits 
of Bicycle Infrastructure [online]. Available from: 
http://www.advocacyadvance.org/site_images/content/Final_Econ_Update%28small
%29.pdf [accessed 05/08/2014]. 

Lee, A. and March, A. (2010). Recognising the economic role of bikes: sharing parking 
in Lygon Street, Carlton. Australian Planner, 47(2), 85-93. 

Manchester City Council. (2011a). Rusholme Ward Profile [online]. Available from: 
file:///C:/Users/Sara/Downloads/A26zii_Rusholme_v2011_02.pdf [accessed 
30/07/2014]. 

Manchester City Council. (2011b). Childcare Sufficiency Assessment Rusholme Ward 
Report Central West District [online]. Available from: 
file:///C:/Users/Sara/Downloads/Rusholme_Ward_Final_Report%20(1).pdf [accessed 
30/07/2014]. 

Manchester City Council. (2014). Climate Change and Energy [online]. Available from: 
http://www.manchester.gov.uk/info/500117/green_city/3833/climate_change_and_e
nergy [accessed 24/06/2014]. 

Marsden, G. (2006). The evidence base for parking policies – a review. Transport Policy, 
13(6), 447-457. 

Meisel, D. (2010). Bike Corrals: Local Business Impacts, Benefits and Attitudes [online]. 
Available from: http://bikeportland.org/wp-
content/uploads/2010/05/PDX_Bike_Corral_Study.pdf [accessed 25/06/2014]. 

Newman, P. and Kenworthy, J. (1999). Sustainability and Cities: Overcoming 
Automobile Dependence. Washington DC: Island Press. 

Newman, P. and Kenworthy, J. (2000). Sustainable Urban Form: The Big Picture. In: K. 
Williams, E. Burton and M. Jenks, eds. Achieving Sustainable Urban Form. London: E & 
FN Spon. 

NYC DOT. (2012). Measuring the Street: New Metrics for the 21st Century. New York: 
NYC DOT.  

Office for National Statistics. (2011). Area: Rusholme (ward) [online]. Available from: 
http://www.neighbourhood.statistics.gov.uk/dissemination [accessed 05/08/2014].  

O’Leary, R. and Miller, R. (2003). Questionnaire and structured interview schedule 
design. In: R. L. Miller and J. D. Brewer, eds. The A-Z of social research. London: Sage 
Publications Limited. 

Owens, S. and Cowell, R. (2002). Land and Limits: Interpreting Sustainability in the 
Planning Process. London: Routledge.  

Parfitt, J. (2005). Questionnaire design and sampling. In: R. Flowerdew, and D. Martin, 
eds. Methods in Human Geography: A Guide for Students doing a Research Project. 2nd 
Edition. Essex: Pearson Education Limited. 

http://www.advocacyadvance.org/site_images/content/Final_Econ_Update%28small%29.pdf
http://www.advocacyadvance.org/site_images/content/Final_Econ_Update%28small%29.pdf
file:///C:/Users/Sara/Downloads/A26zii_Rusholme_v2011_02.pdf
file:///C:/Users/Sara/Downloads/Rusholme_Ward_Final_Report%20(1).pdf
http://www.manchester.gov.uk/info/500117/green_city/3833/climate_change_and_energy
http://www.manchester.gov.uk/info/500117/green_city/3833/climate_change_and_energy
http://bikeportland.org/wp-content/uploads/2010/05/PDX_Bike_Corral_Study.pdf
http://bikeportland.org/wp-content/uploads/2010/05/PDX_Bike_Corral_Study.pdf
http://www.neighbourhood.statistics.gov.uk/dissemination


41 
 

Paulley, N., Balcombe, R., Mackett, R., Titherigde, H., Preston, J., Wardman, M., Shires, 
J. and White, P. (2006). The demand for public transport: The effects of fares, quality 
of service, income and car ownership. Transport Policy, 13(4), 295-306. 

Pucher, J. and Buehler, R. (2007). At the frontiers of cycling: policy innovations in the 
Netherlands, Denmark and Germany. Transport Reviews, 28(4), 495-528. 

Raco, M. (2005). Sustainable development, rolled-out neoliberalism, and sustainable 
communities. Antipode, 37(2), 324-347. 

Rowley, J. (2005). The four Cs of customer loyalty. Marketing, Intelligence and 
Planning, 23(6), 574-581. 

Schiller, P. L., Bruun, E. C. and Kenworthy, J. R. (2010). An Introduction to Sustainable 
Transportation. Policy, Planning and Implementation. London: Earthscan. 

Sheller, M. and Urry, J. (2000). The city and the car. International Journal of Urban and 
Regional Research, 24(4), 737-757. 

Shove, E. and Walker, G. (2007). CAUTION! Transitions ahead: politics, practice and 
sustainable transition management. Environment and Planning A, 39(4), 763-770. 

Susilo, Y. O., Hanks, N. and Ullah, M. (2013). An exploration of shoppers travel mode 
choice in visiting convenience stores in the UK. Transportation Planning and 
Technology, 36(8), 669-684. 

Sustainable Urban Futures. (2014). Cities and Climate Change [online]. Available from: 
http://urban.ias.unu.edu/index.php/cities-and-climate-change/ [accessed 
22/07/2014]. 

Sustrans. (2003). Traffic Restraint and Retail Vitality. Bristol: Sustrans. 

Sustrans. (2006). Shoppers and How They Travel. Bristol: Sustrans. 

TfGM. (2014). Making Buses a Priority [online]. Available from: 
http://www.tfgm.com/buspriority/pages/website/default.html [accessed 30/06/2014].  

UNEP. (2010). Green Economy Developing Countries Success Stories. Geneva: UNEP.  

UNEP. (2011). Transport: Investing in Energy and Resource Efficiency [online]. Available 
from: 
http://www.unep.org/greeneconomy/Portals/88/documents/ger/GER_10_Transport.p
df [accessed 28/06/2014]. 

United Nations. (1987). Report of the World Commission on Environment and 
Development: Our Common Future. Oxford: Oxford University Press.  

Vélocity 2025. (n.d.). Vélocity 2025: A cycling plan for 2025 and beyond [online]. 

Available from: http://cycling.tfgm.com/Pages/velocity/Velocity2025_vision.pdf 
[accessed 30/06/2014].  

http://urban.ias.unu.edu/index.php/cities-and-climate-change/
http://www.tfgm.com/buspriority/pages/website/default.html
http://www.unep.org/greeneconomy/Portals/88/documents/ger/GER_10_Transport.pdf
http://www.unep.org/greeneconomy/Portals/88/documents/ger/GER_10_Transport.pdf
http://cycling.tfgm.com/Pages/velocity/Velocity2025_vision.pdf


42 
 

Whiting, L. S. (2008). Semi-structured interviews: guidance for novice researchers. 
Nursing Standard, 22(23), 35-40.  

WHO. (2014). Global Health Observatory [online]. Available from: 
http://www.who.int/gho/urban_health/situation_trends/urban_population_growth_t
ext/en/ [accessed 22/07/2014]. 

Yuen, B. and Chor, C. H. (1998). Pedestrian streets in Singapore. Transportation, 25 (3), 
225-242.  

Zhang, Y. (2000). Using the internet for survey research: a case study. Journal of the 
American Society for Information Science, 51(1), 57-68. 

  

http://www.who.int/gho/urban_health/situation_trends/urban_population_growth_text/en/
http://www.who.int/gho/urban_health/situation_trends/urban_population_growth_text/en/


43 
 

Appendices 

Appendix A: Rusholme Customer Travel Questionnaire 

1. How did you arrive here today? 

Car                Bike              Bus           By foot             Taxi              Motorbike              Other  

If other, please specify............................................................................................................. 

2. What mode of transport do you usually use when you visit Rusholme?  

Car                Bike              Bus           By foot             Taxi              Motorbike              Other  

If other, please specify............................................................................................................. 

3. What is the purpose for your trip to Rusholme today? 

Restaurant/ Cafe             Shopping (food)             Shopping (other)             Services (medical/legal etc)               

I live here              Visiting friends             Just passing through              Other  

If other, please specify:.............................................................................................................. 

4. How often do you visit Rusholme? 

Every day            2-3 times a week            once a week               2-3 times a month              once a 

month           less than once a month   

 

5. How much do you spend, on average, on each visit to Rusholme? 

Less than £5              £5-£10             £10-£20              £20-£30              £30-£40              £40-£50           

£50 +  

6. What would make you visit Rusholme more often? (tick all that apply) 

Improved public transport            Less traffic            More on-street car parking             More off-street 

car parking                 Less on-street car parking             Less off-street car parking           Improved 

segregation from traffic for cyclists              More space for walking             More space for cycling            

More cycle parking            Environmental improvements                Other           (please 

specify)..................................................................................................................................... ............... 

7. Gender  

Male  Female   

8. Age 

0-17      18-24                  25-34               35-44               45-54               55-64            65 + 

 

9. Where do you live? 

Postcode:.......................................................................................  
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Appendix B: Semi-Structured Interview Questions 
 

1. Tell me about your business? 

 

2. How many customers do you serve on average a day? 

 

3. How do you think the majority of your customers arrive in Rusholme? 

 

4. What do you think would increase your number of customers? 

 

5. What impact do you think the removal or reduction in on-street parking would have 

on your business? 

 

6. What impact do you think the improvement of cycle lanes in the area would have on 

your business? 
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Appendix C: Interview Transcript, Interviewee 12 
 

1. Tell me about your business? 

The business has been running for 16 years. 

 

2. How many customers do you serve on average a day? 

Friday – 100, Saturday – 100, Sunday – 50, Monday – 20, Tuesday – 20, Weds – 30, 

Thursday – 30. Only 5% of customers are students. 

3. How do you think the majority of your customers arrive in Rusholme? 

10% of customers are walking trade, the rest are from word of mouth, promotions and 

adverts and drive.  

4. What do you think would increase your number of customers? 

‘More parking. That’s the only reason we struggle’. 

5. What impact do you think the removal or reduction in on-street parking would have 

on your business? 

‘If we have an alternative, I have no objective. If there is no alternative it will destroy 

the Curry Mile History and would be disastrous’.  

The Arndale is struggling because of £5 parking, therefore people are going to the 

Trafford Centre. That’s why I don’t go to the Arndale anymore.  

6. What impact do you think the improvement of cycle lanes in the area would have on 

your business? 

At the moment the cycling lanes are dangerous, people opening doors into the cycle 

lanes. Cyclists are health conscious and therefore don’t often come to the restaurant 

to eat curry. I’ve never seen a cyclist stopping and coming in here, improving the cycle 

lanes would not improve the area or business.  


