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Foreword

If London Transport's problems in the recruitment and retention of
staff are to be understood by the many people inside and outside

the Executive who need to have some understanding of them, they need

to be seen in their wider context - that of the characteristics and
distribution of the population of London and of its housing, employment
and unemployment.

This is an initial survey of that wider context. It emphasises the effect
which these characteristics will have on London Transport's ability to
recruit and retain staff and therefore maintain its services.

It is hoped that it may serve as a pointer to possible lines of action

and a guide to priorities in improving our recruitment/retention of staff -
particularly staff in key grades who are vital to the maintenance of our
bus and railvay services,

It reveals some of the complexities involved in the recruitment market

and establishes that many of them are related to long term social trends

and therefore appear to be outside London Transport's immediate control.
Short term attempts to increase the level of recruitment activity, essential
though they are, are not likely to remove what is basically a long term
structural problem.

If it deters some of its readers from pressing upon the London Transport
Executive a variety of "instant management" solutions, which can so often

turn out to be distracting, potentially very costly and no solutions at all,

it will not have been wasted. d

If it leads to positive action to combat these long term problems it will
be of substantial benefit.

London Transport Manpowver Supply Department, July, 1979




SUMMARY OF RECOMMENDATIONS

Section 5 puts forward a number of recommendations which can be summarised
as follows:- |
i) London Transport recruitment policies and conditions of service must reflect
the changes in social characteristies which have taken place in recent
years. Earnings and conditions of service-need toAremain competitive
in order to maintain London Transport's position in the recruitment

market. Methods of raising staff morale should be examined.

ii) Stronger and more closely co-ordinated liaison should be established with
local authority planning departments so as to enable London Transport

to participate more fully in the formulation of development plans.

iii) Certain grades of London Transﬁbrt staff should be recognised as key
vorkers and be given greater priority in the allocation of council housing.

[ ]
* ®
iv) London Transport staff should, wherever possible, be introduced into

housing association developments within the boroughs.

v) New installations should not be established in the problem areas unless
supporting action is forthcoming to make them more successful in

attracting staff than existing sites.




CONTENTS

In recent years, London Transport has taken a considerable number of steps
to improve its competitiveness within the labour market with the hope of

eliminating local shortages of key operating and engineering staff.

It is becoming increasingly apparent that these shortages are very much
influenced by long term changes in the social structure of many parts of

London, particularly inner west London.

After a brief introduction, Section 2 of the report sets out more of the facts
relating particularly to the shortage of bus operating staff and discusses some

of the background influences suggested by previous studies.

Section 3 examines recent trends in Greater London as a whole in relation to
population, migratidn, employment and hodsing,.and considers in broad terms
hov changes in these factofs have affected London Transport's ability to

recruit and retain staff,

Section 4 and Appendix I J;scribe in more detail th® consequences of these

trends in four west London boroughs where the problem is most acute:

Royal Borough of Kensington and Chelsea
London Borough of Hammersmith

London Borough of Brent

‘London Borough of Wandsworth

Appendix II contains a summary of the findings from a recent survey conducted
by the Road Transport Industry Training Board. This looked at recruitment and
retention problems in so far as they affect the Road Transport Industry as a

vhole in_inner vest London.



SECTION 1 INTRODUCTION , .
For many years London Transport has been aware of an imbalance

in its ability to recruit and retain staff in different parts

of London. For all grades the inner west London area has presented
the most serious problems both for recruitment and retention.

In times of high resignation and difficult recruitment the

inner vest London area suffers more than other parts of London

and does not recover ground in favourable periods as quickly

as other areas. ’ '

In recent years London Transport has made determined efforts
to overcome its staff shortage problems and introduced a number
of important measures including -

Staff Policy Programme in 1974 designed toc bring staff pay
and conditions up to a level comparable with outside
iﬁdustry. (Since this date the Executive's palicy has.been
‘tp maintain comparability with outside industry as far as
government policy and financial constraints have allowed.)

Greatly increased expenditure on recruitment advertising
(in 1979 expenditure is expected-to exceed £600,000)..

The introduction of a Staff Mortgage Scheme and other assis-
tance vith hoﬁsing. Every effort is being made to expand
these schemes as much as possible, and to secure help in
this from all the bodies having some responsibility in

the housing market.

Measures designed to reduce the requirement for staff in
areas of severe shortage including:-

- reallocation of services
- introduction of one man operation and other
productivity schemes.

Modernisation of staff refreshment facilities and rest

rooms.




Introduction of local recruitment by Garage Operating
Managers and a mobile recruitment centre.

Other steps to help keep losses of staff as low as possible
and to improve efficiency of recruitment, selection and
training.

. Improved liaison with local Department of Employment
Managers and the conducting of recruitment campaigns at
Job Centres. '

whiist these measures have met with some success they do not
. appear to ha&e been.sufficient to. overcome the particularly
difficult problems in the inner London ares, especially inner
west London. It is now more than ever clear that the problem
' is deep rooted and relates to changes in the social profile of
the area which have taken place in recent years.

A study has been undertaken to obtain more information about the
"character” of the heart of the problem area. The study is.
confined to bus drivers as by far the largest grade numerically
and one of the most difficult to recruit and retain, but certain
information relating to bus mechanics has alsc emerged. This
area falls within the Boroughs of Kensington and Chelsea,
Hammersmith, Wandsworth and Brent. There were three specific
objectives in the study: .

1. To obtain data on the distribution of the part of the
population consisting of potential London Transportemployees.

2. To liaise with the London Boroughs and establish a two-
vay flow of information on population, employment and
planning policies relating to housing.

3. To predict the availability of potential staff and to
suggest appropriate action toc change pelicies, practices
and attitudes vhere necessary to meet future needs.
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Fig 1 The area of most persustant

staff shortage
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As the project progressed and some results were forthcoming it
vas decided to approach the Road Transport Industry Training
Board in order to obtain more information on the experience of

other transport undertakings relating tao the availability

of professional drivers and vehicle mechanics. It was hoped
that this information would particularly assist in the predictive
objective of the survey.

THE LONDON TRANSPORT PROBLEM

This section discusses the staff shortage problem as London
Transport normally sees it as an employer and introduces the
basic facts behind the widespread and long standing concern
vith this issue.

Staff Shortage

Bus Driver shortage varies throughout the fleet with values
ranging from in excess of 20% to as low as 7% of establishment.

In general terms garages in central and west London tend to

have the greatest shortages, whilst those in east London

together yith the outer suburban areas have the fewest vacancies,
vith "stops" often being placed on the recruitment of driﬁers.

Eigure I shows the area of the most peréistent staff shortage
for at least the last decade, though nat neceessarily those
garages with the greatest shortage at the time of writing. The:
garages are located in six London boroughs, Brent, Hammersmith,
Kensington and Chelsea, Wandsworth, Westminster and Hounslow.
As stated in the introduction, Section 4 of this paper together
wvith Appendix I will look more closely st the first four boroughs.
Some problem garages are omitted: Turnham Green garage in the
London Borough of Hounslow is scheduled for early closure and
Victoria garage in the City of Westminster is in an untypical
Central London situation. '

As an illustration of the difficulty of obtaining staff in this
area, out of atotal of 122 recently accepted bus ariver applicants,
only 19 (16%) could be allocated to one of the garages shown
despite their accounting for 35% of total driver vacancies at

the time.  There were no successful applicants for Alperton (ON),
Putney (AF), Shepherds Bush (S) and Turnhem Green (V).
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Some Possible Reasons. for Staff Shortages

- Many reascns-haﬁe been put forvard in an attempt to explain

vhy staff shortages occur. Pay has often been mentioned as. an
important factor. Recent work by London Transport's Planning
Research Office (Bus Driver Recruitment and Wastage 1975 -

78 TN129) indicates that a 1% fall in London Transport earn;ngs
relat;ve to the general level leads to:

" i) An increase in wastage of 5% Qg_ﬁ¢5). Thus on 1978
' ~ levels of vastage a. further 80 drivers would be lost
~in a full year.
ii) A redﬁction_in bus driver applicéfions of betueen
5 - 7 applicants per week.
iii) .A'reduction of about one acceptance per week when an
actiﬁe rgcruitment palicy is being pursued.

The report also briefiy discusses the effects of unemployment
and unfilled vacancies and suggests that for each 1% tightening
of the labour market, a corresponding 1ncrease::\res1gnat10ns of
about 0.3% is likely to occur.

The purpose of this present paper is not to comment upon or
attempt to verify existing work, but to. examine other factors
which may influence staff shortage, so that a deeper all round
understanding of the problem can be reached. |

The current recruitment practice for bus drivers is to assign
applicants either to their nearest garage or to a garage with eesy
access from their home. There are many reasons for this, .

in particular the need to ensure that staff do not have undue
difficulties in getting to and from work at times when public
transport is not operating. '

Thus London Transport has chosen to drawv its recruits from areas
in the vicinity of garage locations. From this it follows that
the ease with which applicants for a given garage may be
recruited depends upon the "character", in terms of housing,
socio-economic status of the inhabitants, demographic profiles,

" and competing demands for labour, of the local area, as vell as

factors such as pay and conditions.



Broad categories of housing
stock groups—% of all
households '

Owner occupied
80% +-

Rented from local
authority

40%+

Rented from privale

landlords :

40% 4-

- 1971
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It is the local conditions in the study area which will be
examined and implications in terms of London Transport's ability
to recruit and retain staff will be highlighted.

Housing and Bus Driver Shortage* (See page 6)

The relationship between these factors was indicated in the
Economic Research Report (Bus Driver Shortage R.209) published
in 1975. The report concluded: 7

"The main factor associated with structural shortages at
certain garages in April 1972 vas the housing conditions
in the garage catchment area; speclflcally the amount of
furnished rented accommodation.”

In other words the greater the amount of this type of accommodation,
the greater the staff shortage. It could well be that this type

of accommodation is a proxy for other factors. For example

it might attract transient groups etaying-in the area for short
periods only. It might attract professional and managerial

groups wishing to li&e near to central London or at the other

end of the spectrum, it might attract. people unfit for the job -

of driving a bus.

However the report alsoc states:

"The prime characteristic of furnished accommodation is,
perhaps, that it does not provide permanent secure family
homes. Thus in areas with large amounts of such accommodation,
it may be very difficult for potential long stay employees to
find permanent homes. near their garage."

Figure 2 shows the distributicn of broad categories of housing
groups within the Greater London ares; divided into three main
categories: Owner occupied, Local Authority rented accommodation
and housing rented from prirete landlords. The map clearly
illustrates the predominance of prirately rented accommodation
vithin the study area and therefore within the area of most
persistent staff shortages. Over 40% of the hodsing stock in
this area falls into the privately rented cateqory.

There has also been a marked increase in the price of private
housing. In the first quarter of 1979, the arerage price of
houses bought by first tlme buyers in the Greater London area
wvas-£18,650. The gross average annual income of the first time
buyers was £6,480. '
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Substantial differences in house prices occur throughout London:
vithin the study area itself, prices are higher than the average.
It is highly unlikely that a young bus driver will be able to buy

a house by normal means in any part of the boroughs of Hammersmith,
Kensington and Chelsea, Westminster, Camden or Islington.

* Londoh Transport has a detailed paper on housing problems and
an its own considerable efforts to alleviate the situation.
Copies are available on request from the Recruitment and

~ Vocational Training Officer, 55 Broadway.

Residential Mobility

Whilst there is evidence to suggest that the type of housing stock
available is important in explaining recruitment difficulties it
is not sufficient to consider this subject in isaolation. The

potential mobility of people living in the houses must also be.

taken into aceount.

Published research work has shown that the probability of moving
house varies not necessarily with age, but with the stage of
family development. For example, the probability of moving is
highest when the family unit has just been formed or when it is
about to have or has just had children, and lowest: whilst the
children are growing up, though household economic circumstances
are also a basic consideration.

In-practicé, however, most families will have'thé greatest
probability of moving when the age of the head of the household is
between the early twenties and mid thirties.

The stage of family development is of course not the only reason

for moving, cost or changes in the local neighbourhood are also
important.

When considering residential mobility, the destination of the
migrant household is also of interest. It is beyond the scope of
this paper to discuss in detail the F;Etors that can influence
the choice of destination, although research has shoun that in
urban areas mény househalds prefer to move to locations that they
are familiar with, thus often moving only short distances.

This theory assumes that the househald can afford to pay the loecal
rate for property. In inner London and in particular in the study
area, it could well be that a family may wish to move locally, but
be forced to move a considerable distance, often out from Greater
London, because of loca; housing costs.
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A bus driver forced toc move some distance could be faced with
the option of either seeking a transfer to another garage,
which may not have. shortage problems, or resigning from London -
Transport.

Age and Length of Service Characteristics of Male Bus Ogeratihg
Staff . '

Figure 3 shows the present age distribution of male bus
operating staff, Of particular note is the heaﬁyucqncentration
in the younger age groups, with 38% of drivers and 31% of
conductors in the age bands below 35, wvhere residential mobility
tends to be highest.

Figures 4 and 5 shou the distribution of the length of service
of bus oberating staff. They show London Transport buses as a
bdsiness dependent upon short-sérﬁing:staff, vith 43% of drivers
and 38% of conductors haQing less than 5 years service. In many
vays this is not the.imége that London Transport likes to have.
of itself and usually portrays, even aftéf the drift into this
position over the ‘last two decades. In 1958 only 28% of drivers
had 5 years or less ser&ice. By 1968 this propartion had

become 48% and has.éontinued around that level. If the
distribution of the length of service for thesé staff with less
than 5 years ser&icgv is examined more closely, the majority of
the cohort have 3 yeérs service or less.

Bus Driver Resignations

Staff shortage is a result of either the failure to attract
staff, the failure to retain staff or in extreme cases both. It
is appropriate, therefore, to discuss resignations here, and
certain findings of separate research on resignations which will
be reported on elsewhere are worthy of note.

a) The 1978 resignation rate for drivers is about 9%. This
. figure is similar to that for comparable grades of London
Transport staff and appears to be lover than that for some
other major UK urbsn bus operators.

b). The resignation rate for individual garages can fluctuate
from year to year.



2.7.

¢) The 1978 resignation rates for the twelve garages in the

'study area as a percentage of staff on books are:-

o
<

ae

Alperton 4 Battersea _ 16
Cricklewood 10 Middle Row 3
Shepherds Bush 9 Pﬁtney 10
Stonebridge 17 Riverside 13
Turnhah Green 1 Victoria D
Willesden . 10 Wandsworth 14

_Thus there woﬁld not appear to be any simple relationship
between the incidence of staff shortage and resignation rate.

d) Extremely limited data from a questionnaire survey on reasons
wvhy dri@ers resign indicates that dislike of shift work and
difficulties associated with housing such as price or lack of
suitable local accommodation are the most common reasons: for
resigning.. '

London Transport's demand for labour
Whilst London Transport has bus garages, rail depots and other
installations located throughout Greater London, the actbal
pattern of demand for labour Qa:ies considerably from borough to
borough. The conseqﬁences of this distribution were also discussed
in Economic Research R.209. The report concludes: '
"During 1972-74, the garages that proved most sensitive to
London Transport's deteriorating competiti&e position in the
labour market were generally those where London Trangport's
local demand for labour was highest”.

The report states:

"The main zone in which driver shortage increased most
dramatically between April 1972 and November 1974 wvas a broad
belt of garages running from Walworth and Stockwell in the
south to Wood Green and Stamford Hill in the nmorth. This, it
is estimated, is roughly the area where London Transport's
demand for labour is hlghest relative to the potential labour
foree available."
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". ... the experience of the last three years (1972-75)
suggests that the distribution of London Transport's demand
for labour and-itS-Qariatioh in different localities is less
than- ideal. Although there are obﬁious costs in orienting
recruitment te areas vhere the supply of labour, rather
than the demand for bus travel, is greatest, there are
equally evident costs in a situation vhere a wage rate high
enough to recruit all the staff needed in some areas is
substantially higher than. that needed in others. Furthermore
the reselting extreme vulnerability of certain garages and
bus services to increases in the competition for labour seems
extremely undesirable." '

"At least, therefore, there would seem to be a strong case
for a detailed evaluation of the costs and benefits of a
general policy by which London Transport would’ettempt.to
even out its demand for labour across London (vith lower
demands in areas with strong competition from alternative
employers)". '

Measures to deal with the problem

London Transport has of course taken many steps to alleviate

the position described in this section. Within the prevailing
constraints of finance and goﬁernment'policy every effort has

been made to keepifrates of pay and other benefits as competitive.
as possible, but with other employers. also striving towards.

this objective and with the inherent disad&anteges'of London
Transport jobs it has been impossible to do more than keep pace.
HeaQy recruitment campaigns have used a wide variety of media
including television,local radio, national and local press and
London Transport's own poster sites. Close links with Job Centres
have been established and a mobile recruitment centre has .

been : introduced. Local recruitment by bus garage operatlng
managers has been encouraged and will be supported by more
recruitment centree in areas of acute need. As far as possible
staff requirements are being concentrated at locations vhere
recruitment is comparatively easy, but the need for a comprehensive
service restricts flexibility in this respect. As an aid to
retentiona staft mortgage scheme was introduced together with other
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huusing assigtance but there is scope for deQelopment in this
area with the help of other bodies, particularly the local
authorities. '

Conclusions
1. There ex;sts in inner west Landon an area of pers;stent
bus driver staff shortage.

2. There appears to be a strong relatzonshlp between the
amount of rented furnished accommodation and staff shortage.

3. London Transport appears to be increasingly dependent upon
short-serving youngish staff, rather than long-service
career minded employees. .

4. 38% of drivers and 31% of male conductors are aged 35 years V
or less.

5. Staff under 35 years of age are more likely to resign, or
move house, which might also eventually lead to resignation.

§. There is evidence to suggest that there is a relationship
during periods when London Transport's competitive position
is declining, between staff shortages and those areas vhere
London Transport's local demand for labour is highest.

' THE SITUATION IN THE GREATER LONDON AREA

Section 3 is an examination of basic- characteristics of Londan,
undertaken in an attempt to identify distinctive features of the

area in which London Transport has experienced persistent
difficulty.

Grester London Population
The population of Greater London has been declining steadily

from its peak of 8.61 million in 1939. By 1971 it had fallen

to 7.45 million,a drop of 13.5%. This trend, which is typical
of large cities in the industrially developed vorld, is mainly
the result of decreasing household size, falling occupancy

rates and out-migration of the population. In London this trend
Ras been reinforced by putlic policies wvhich haQe encouraged
planned decentralisation beyond the green belt.
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Broad categories of ‘
employment groups—

% - of total economically
active population

Professional/
managerial
20% - of population

Skilled manual
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1971
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Figure 6 shows»graphically the decline in Greater London's
population since 1901. It can be observed that the fall has
varied throughout London, although the decline has been
consistently greater in inner than in outer London. Many of
the most densely populated inner areas have been declining for
over 50 years. ILnner London reached its peak population of 4.5
million in 1961, vhereas outer London continued to increase to
reach a peak of 4.68 million fifty years later.

G.L.C. Research Memorandum 539 has. projected a further decline

~ in London's population to between 6.7 and 6.85 million in 1981

and between 6.21 and 6.83 million in 1991. This is illustrated
in more detail in figure 7 which shows the projected rate of

"decline in each. London borough between 1976 and 1986.

It should be noted however that the drain of population from
inner London is beginning to slacken in both absolute and
percentage terms. For example in GLC population projections for
mid 1986 based on mid 1971 figures, the loss in Hammersmith and
Kens;ngton and Chelsea vas predicted as being over 35%. The
1976 prOJectlons nou give figures of 9.6% and 8% respectlvely.

In discussing population movement, homeVer,‘it_is vital to
consider differing characteristics of immigrants to and migrants
from an area vhich might have implications for London Transport
manpowver plans and future recruitment policies.

'WQrking Groups

Information on occupations is.classified into 17 socio-economic
groups. ‘For .convenience these can be further reduced into the
three main categories discussed below.

i) Professional and Managerial

Whilst many of this group commute from the suburbs, some
prefer tc live near to the centre of London, in areas such
as Hyde Park, Knightsbridge and Maida Vale. In recent years
the advantages of living close to the central area have

. drawn increasing numbers of the upper-middle class into
inner London. Mahy old working class areas have been invaded
and shabby houses converted intq expensive residences.
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Professional and Managerial (Continued)

This process of “"gentrification" not only changes the
social compesition of many areas in inner Londan, bringing
in people with little likelihood of becoming bds:drivers,
but also raises the price of local housing possibly

beyond the level which other groups can afford.

Skilled Manual

This group inclﬁdes.bus.drivers and craftsmen. The income

~ level of this group. makes home ownership difficult in

times of inflated house prices,even if it is desired. As
a result many live in accommodation rented either from
local authorities or private landlords.

As "gentrification” increases, people in this group can -

nc longer afford to live iﬁ the most desirable parts of
London and increasing numbers are refusing to tolerate

the poor housing conditioms in the less expensive areas.

As a result, many move out to the suburbs or even oﬁt of

the London area, leaving concentrations from the two extremes
of the socio-economic groups, neither of which may contain
many potential bus drivers. ‘ '

Semi-Skilled and Unskilled

This group includes quite a wide range of occupations
from bus conductors and tool setters to kitchen hands and
cleaners. The general level of wages for this group of
staff virtually precludes the chances of cbtaining a
mortgage and they are almost ﬁholly restricted to local
authority or poor quality rented accommodation,

Figure 8 shows the distribution of the broad categories
of employment groups. It is of interest to note the
concentrations of professional and unskilled workers in
the area of worst staff shortage and dearth of skilled
manuai wvorkers.
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Employment and Unemployment
Unemployment is aproblem not commonly associated with London. In

March 1979 the unemployment rate for Greater London at 4% vas
belov the naticnal average of 5.8%. Furthermore, London has
always had a higher rate of job vacancies, in most years more
than ZO% above that for Britain as a whole.

These statistics do not reveal the complete position, however.
The absolute number of unemployed workers in London is comparable
to that in Development Areas, such as Scotland and Northern
England. _Geographical varlatlcns within London are such that
some parts of the inner area have unemployment rates as high

as- those in Development Areas.

Figure 9 shows the male resident unemployment rates as at July
1978. The map clearly illustrates that the highest rates are
to be found in inner London, pa:ticularlyAto the east.

wards with high unemployment correspond closely with those in
vhich manual workers, particularly those in semi-skilled and
unskilled jobs, are concentrated. This relationship can be partly
attributed to the effects of technological change inﬁolving the
replacemenf cf many unskilled jobs by -machines, and partly to

the changing locational patterns of employment which have resulted.
in a decline in certain manual jobs in inner London.

1t should be noted that there does not appear to be any
obvious relationship between ‘unemployment and London Transport
vacancies.

Care should be taken when considering absolute figures of
unemployment. The occupational group or skill of the unemployed

. is erucial and it is only when the type of unemployed person

matches the work available that progress can be made in reducing
both unemployment rates and unfilled vacancies.
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‘ Immigrant Groups

Greater London has been a traditional migration destination
for many immigrant groups. These include the I:isﬁ, Eurapean,
Jewish and more recently, coloured immigrants from Asia, the
Caribbean and other .parts of the Commonwealth.

This analysis is based on birthplace data. Birthplace is not
directly related to racial or ethnic status. For example,
there are people resident in Britain who were born in India to
British parents. Similarly tﬁere are many coloured children
born ih Britain to parents from Asia, Africa or the Caribbean.

Figure lﬂ shows the distribution of three selected immigrant
groups in 1971. All three exhibit a high degree of residential
concentration. These groups are well represented in areas. where
London Transport needs staff but the potential for the recruitment
of immigrant employees is restricted by Government policy as

well as by the poss;b;l;ty of second generatlnn immigrant
resistance to jobs favoured by (or available to) the first
generation.

'Carkﬂwnershig

The distribution of car ownership in Greater London shown in
figure 1l reveals a marked contrast between inner and outer .

areas of London. The level of car ownership is not only an
important indication of the likely demand for public transport,
but also a reflection of the ease with which potential staff codld
travel to and from work.

Whilst as stated in Section 2.2. it has been considered desirable
for staff to live relatively near to their garage, the higher
incidence of car ownership in the outer boroughs means that
garages in these areas are potentially better placed to draw
applicants from a wider catchment area. In the inner areas
particularly there is the problem of finding suitable parking
spaces at or near to the garage.

Thus there are grounds for further inQestigation into the benefit
of providing car parking spaces at garages with the greatest
staff shortage in an effort to encourage staff to travel further
to work.
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Conclusions - .

The evidence of brdad social characteristics presented in this
section shows an area from which both the working population

and jobs, particularly at skilled level, have been drained,
partly at least as the result of official policy which has

been quite laudable in general terms. Unfortunately for
London'Transport the decline in demand for its services has

not run in parallel, and operational functions cannot be

readily dgspe;Sed. Despite recent efforts by public authorities
at all levels there is no sign.of the tide turning. The range |
of options open to London Transport alone appears extremely «
limited. Of greater significance may be the question of the
influence London Transport should be bringing to bear. upon public
policies aimed at redressing the balance between employment

opportunities and unemployment in the innmer London area.

SECTION 4 THE INNER WEST LDNDON-AREA

4.2.

This section looks at the individual boroughs in the areas of
London Transport's greatest staff shortage. Surveys of ‘the four
boroughs are contained in Appendix I. The population, huusing
and employment situation for each borough is outlined, highlighting
the particular pdihts vhich are likely to affect the supply of
labour suitable for emplayment as a bus driver.

Much of the data contained in Appendix I. has been obtained from

published borough documents and from some consultation with staff
dealing with employment matters. The variation in data given for
each borough reflects the quality of published information made
available to London Transport.

The Borough Surveys

The detailed borough surveys are set out in Appendix I as follows:
1.1. Royal Borough of Kensington and Chelsea

1.2. Londen Borough of Hammersmith

1.3. London Borough of Brent

l.4. London Borough of Wandsworth

General Conclusions from Borough Surveys

The surveys of four inner west London boroughs indicate major
factors which are likely in varying degrees to affect London
Transport's ability to recruit staff in the area:-



l.

2.

- 16 -

A generally declining total population. The decline is
greatest among young skilled and semi-skilled workers, the
group from which London Transport most needs to recruit.
The least decline is among the unskilled and elderly. The
vacuum left is being partly filled by an influx of mainly
young profeésional varkers, students and transient groups.

The duantity of inexpensive private rented accqmmodation
suitable for families has declined rapidly in recent years,
partly because of the 1974 Rent Act, and also because of
council policy to improve housing standards. In contrast
council housing has been growing rapidly but the increase

has largely been brought about to accommodate existing borough
residents displaced. from older council ar privgte rented
properties. - Ouner occupied property has become increasingly
expensive .

This averall trend means.that the quantity of low cost
accommodation available to outsiders has declined very
markedly .

Many people who have lost their jobs in recent years have
chesen at the same time to leave London altogether.

The current plans by some local authorities to retain and
attract industry could in the short term bring about even
greater competition for the small numbers of skilled and
semi-skilled workers available.
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SECTION 5 CONCLUSIONS AND RECOMMENDATIDNS 7
This report has examined some factors of crucial importance for

London Transport in the next generation. Quite simply the issue
is whether in the long term London Transport can expect to
provide staff to meet forecast operational requirements in certain
areas. The complexities of the problem will be plain to .anyone
uho has read this far. It will be equally obvious that some
aspects need both- deeper. and broader treatment than has been
possible here. Nevertheless it is not too early to state the
problem boldly. There is no sign of any deceleration in the -
social trends which have led to the present situation. In the

- circumstances this leads to the following conclus;ons

1. Refinements. in London Tramsport's employment package énd;in
the recruitment methods and job marketing which back them
up are of some assistance and must be pufsued.still more
vigorously in the future. So,. too, must. be continued
improvements in the already considerable liaison between
London Transport's and. the Regional employment and training
Services, especially at local level. Howe&er they will not
be enough in themselves to overcome the underlying structural
problems either in the shart or longer term. '

London Transport has to recognise that it operates-in a
constantly changing environment and must be ready and able
to respond to these changes. Recruitment policy must not be
influenced by the short term cyclical fluctuations. which
ccecur as a result of seasonal factors, economic changes and
wage rounds.“Still less must it be influenced by elated or
depressed reaction to month by month or week by week:
variations in recruitment and retention performance. Long
term difficulties require long term solutions.

2. London Transport and other authorities must face the fact
that in the light of all the evidence in this report any

nev installation developed in these problem areas may be

no more successful in recruiting staff than are existing

verk places. Investment in new facilities must in future
be concentrated in the areas where staff are most easily

available., In addition the transfer of some existing
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installations*to areas where staff are more likely to be
easily found may merit examination.

The optimum location from the operatiohal viewpoint ceases

to be optimum if staff cannot be provided in sufficient

numbers, or only at disproportionate cost. Some apparent .
losses in schedule efficiency or other established

measures of operational perfo:mance may thus be worth bearing.
The complex relationships involved here are outside the

scope of this report, but they merit more 1nvestlgatzon.

The'changing characteristics of the population in these
problem areas make it important for London Transport to

' decide if the recruitment palicy in this- part of London will

be to continue the effort to attract the long term applicant
or to accept applicants vith predicted shorter service
potentzal, wvho may be the only recruits avallable in

the catchment areas of some existing. locatzons. This

“latter course firstly 1nvolves deciding at vhat length

of service it becomes viable to train and equip an employee.
Training act:.v:.ty must also be kept under close scrutiny

'to avoid -unnecessary expendlture. There is also the

questlon of changing other staffing policies and attitudes
that have for a very lang time been geared to the benefits
of long servxce, These are uncomfortable questions. for
those who yearn for an organisation pecpled largely by the
career employee at all levels, but the employment prospects
in some areas clearly demand that they be faced and ansvered

~ realistically.

London Transport needs to make a co-ordinated approach to
local authority planning depertments in order to influence
palicy on population, housing and industrial development.

The emphasis in this'apprnach needs to be not just upon the
paints mentioned but on the "package" London Transport may
be able to offer alborough in terms of transport services,
and of employment and tralnlng for local people, in return
far effective- partlclpatlon in the local planning process
vhich recognises pasaengertranspurtsvspec;al needs and

requirements, such as housing for staff.
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5. Systematic approaches should be made to local authorities
for more sympathetic allocation of housing resources. For
instance:-

i) London Transport staff should be recognised by
housing authorities as key workers;

ii) Housing authorities should~giﬁe London Transport staff
priority in obtaining local aﬁthonity mortgages énd,
wvhere applicable, in the pﬁrchase of council houses
prior to their being offered for sale on the open
market;

iii) London Transport staff should be given prisrity on
the council waiting list for rented accommodation;

‘ iﬁ) Local authorities should consider offering to
London Transpert part of their allocation under
.housing association schemes.

6.'.EQery effort should be made to increase the scope and
-~eFFectiQeness of London Transport's own internal housing

schemes including the Staff Mortgage Scheme and the
provision of'qunsored housing through housing associations.

7. London Transport rightly recognises the crucial importance
of keeping earnings levels and conditions of éervice
competitivel,in order to maintain and improve its position
in the recruitment.market. Any marked decline in these
relative to other industries will cause an increase in
wastage and in recruitment difficulties.

8. Environmental conditions within garages and depots;'many
of which were constructed over 40 years ago, should be
examined. Research by the Road Transport Indﬁstry
Training Board (see .Appendix II) indicates that, in jobs

' invcl&ing quite high pressure coupled with poor working
conditions, staff may move for very little additional
money .
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Internal research into reasans why dri&ers.resign indicates that,
whilst poor welfare facilities may not be sufficient reason on
their own for resigning, they can act as powerful secondary
motives for 1ea§ing if staff are dissatisfied with other aspects
of the job. '

Ways of boosting stéff morale should be considered. RTITB
research  (Appendix II) indicates that job satisfaction and pride
in the job are important in ensuring the success of a company.

Whilst these two concepts are ob&idusly difficult to generate
in a large and diverse organisation such as London. Transport,
there.is scope for examining factors such as job content,
support from super&isors and :ideutification‘with and pride in
the garage, route and crew within which the employee works.




APPENDIX I
1.1. The Royal Borough of Kensington and Chelsea

1.1.1. General Background to the Borough
' Most of the. Borough was developed between 1840 and 1880 when

improved transport made the area attractive to the wealthy

mercantile and professional classes working in the metropolis.
The majority of housing built in the Borough consisted of large
well constructed properties. However, the extreme north of the
Borough proved less attractive because of its proximity to main
line railways and the canal. Here cheaper artisan's houses vere
constructed.

Today the Borbugh presents an area of stark social contrast.

Most of the wealthy southern half of the Borough remains a
residential area favoured by the higher income groups who ape
attracted by its convenience to the central area. The main
development here has been the division of most of the large
houses into flats for letting. The population is nov younger

and more cosmepolitan. On the other hand the extreme north of
the Borough (St. Charles and Golborne Wards) where cheaper ‘houses
predominated sees.considerabie social deprivation with household
incomes well below the London average.

Middle Row, London Transport's only bus garage in the Borough,
'is located in Golborne Ward. ‘ ‘

1.1.2. London Transport's demand for labour in the Borough

Middle Row Garage
(Staff figures for November 1978)

Establishment Actual % Shortage
Drivers 155 122 21.5
Conductors_ 160 140 12.5

~

In addition engineering staff are employed:at this garage and
London Transport has railway operating, engineering, catering:
and office establishments within the Borough requiring very
broadly 1,200 staff. '

1.1.3. Population of the Borough

The population of Kensington and Chelsea has been falling steadily
ever since reaching a peak in 1891.

1891 262,000

1951 220,000

1975 165,000 (estimate)

1981 '~ 142,000 - 150,000 (projection)

1986 133,000 - 147,000 (projection)
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This decline reflects the trend towasrds fewer and smaller families
l;v1ng in the Borough and the increasing number of young single

- people. The southern sector of the Borough now has comparatively

few families with children but has a disproportionately large
number of young pecple in the Zﬁ - 30 age group. This age group
makes up a third of the population of the Borough with concentra-
tions in the Earls Court, South Kensington and High Street
Kensington areas. Most of these pecple are students and young
professionals drawn from all parts of the country and abroad, who
mainly work locally or in the central area. Because of the high
cost of housing few are able to remain in the ares once they
marry and intend to have children. Most of the remainder of the
population is made up of well off young married couples withgut
children, together w1th professional type middle aged and-

elderly people.

St. Charles and Golborne Wards have a completely different popula-
tion mix. The population: is much poorer and there are considerably

'more married families with children (35.8% of housetialds in

Golborne Ward). This was one of the first recepticn areas. for -
New Commonvealth immigrants, particularly West Indians, and large
numbers of them. remain. On the whole, despite the poor housing
environment, the population in these Wards has remained mare stable.
This partly reflects the more settled family situation but alsc
that many of the population are unskilled and find that the high
cost and long wait for housing elsevhere traps them in their
existing environment.

Housing
Demand for housing in the southern sector of the Borough is high

and this is reflected in the price. Generally housing in this
area is of a good standard.

In St. Charles and Golborne Wards the quality of the housing is
lov, in some cases very lov, and the area has been subject to
extensive blighting pending redevelopment. Some nev council
developments have generally resulted in an overall reduction of
housing density. A major council development of 300 - 400 units
vill shortly take place on the former Kensal Rise Gasvorks site,
together with a large industrial development. '



Kensington and Chelsea
Household tenure by Ward
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Taking the Boroﬁgh as a vhole, a high preportion of housing is
rented from private landlords. Private rented furnished
accommodation predominates in the southern sector vhilst in

~ St. Charles and Golborne private rented-unfurnished accommodation -
is the largest category. This unfurnished accommodation. is often
multi occupied and housing families in o&efcrowded conditions.
Figure 12 indicates the breakdown of housing by tenure in the
Borodgh.

It appears likely that much of the low quality housing will
either be redeveloped or rehabilitated by the local authority

or housing associations. The better quality housing will become
increasingly subject to "gentrification!" thus restricting further
the. housing stock.aﬁailable.tofthOSe on lower incomes.

1.1.5. Industry and Employment _
Because of the high cost of land, manufacturing industry has

never been extensive in the Borough and today employs only a

few thousand people. As most industry has. been located in the

less affluent north of the Borough its relative decline has had

a significant effect on prosperity there. Many of the firms

involved have moved out of London in response to official décentralQ
_ isation policies taking skilled workers with them, leaQing the

unskilled and the less adaptable bghind. Declining work oppor-

tunities and a.worsening environment may in themselves have

driven the skilled and semi-skilled out of the area.

The major source of employment in the Borough todéy is in service
industries ranging from Gas, Electricity and Transport to Insurance,
Banking and Public Administration. Demand for labour in this
sector has remained buoyant, particularly for office workers.
Howvever, at the bottom end many jobs in the public utilities are
unattractive and involve awkward hours. The high cost of housing,
poor environment and decline in industrial opportunity has reduced
the pbolef labour available for these jobs and as is experienced

by London Transport, employers have found it difficult to recruit.



The Borough is now hoping to stem the trend of industrial
decline in the_ndrth as part of a plan to regenerate the wvheole
area. The major new industrial deQelopment planned on part of
the former Kensal Rise Gasuncks site will provide 2,600 semi-
skilled and skilled jobs. Whilst in the longer term this may
help restore prosperity to the area, in the short term it can

" only mean additional competition in this part of the labour
market and further deplete the limited supply of suitable
people available to London Transport,.particularly for staffing
the new Westbourne Park Garage; ' ~

1.1.6. The effect on the recruitment of bus drivers for Middle Row
| Garage -
This brief summary has highlighted the poor environment and housing
conditions in the area around Middle Row Garage. This situation
is not new but has been deteriorating slumly.ovér many years.and
can be attributed to reduced industrial opportunity, a poor
environment and lack of good quality family housing with modern
facilities. The loss of industry with many skilled workers has
.left only the unskilled or least adaptable members- of society.

This vacuum was initially filled by the influx of New Commonwealth
immigrants but many of these have now left. There is now no=one
to replace them.

Middle Row is one of the oldest, most unsuitable and ill equipped
London Transport garages and is not large enough  to take the
latest vehicles. Whilst the garage is more than Zd% short of

- drivers there is a very low resignation rate. The number of “::
suitable applicants who come forward is Very lov. Because of
its age and general unsuitability a new garage.is to be built
a short distance away at Westbourne Park and preliminary work
has already started. This wili not only replace Middle Row but
also Stonebridge in Brent. The prospects of obtaining anything
like the numbers of staff which will be required are bleak.
Whilst the local area may produce some gpplicants only a small
proportion are likely to have the driQing ability, work record
or literacy levels required under current criteria to become bus
drivers. Few pecple liQing in the southern sector of the
Borough are likély to be interested although some of the less
settled younger group may consider it as temporary employment.
Most of those vho apply are unlikely to be accepted under present

criteria either because of over qualification or through
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being assessed as a poor employment risk. The-high migration

rate of young people in the area means successful applicants are
unlikely to become'long term employees. London Transport will
have to face the fact that there is no prospect in the foreseeable
future of obtaining significant numbers of recruits far bus
driving in the Middle Row éréa~unless a lover standard of applicant
is accepted. Even those found.are unlikely to stay long

because of the lack of good quality family housing in the area.
The Council's plan to encourage industry back to the area will
only exacerbate the situation, at least in the medium term, making
recruitment and retention even more difficult.-




1.2. The London Borough of Hammersmith

1.2.1. General Background to the Borouch
Hammersmith was largely developed at the end of the 19th century

and most of the housing stock is of Victorian and Edwardian

vintage. Hoﬁsing in the Borough has alvays been cheaper than

in Kensington and Chelsea and has for many years accommodated

large numbers of office and service workers, employed either locally
or in the central area. Industry has concentrated in the north

of the Barough but has declined considerably in recent years.

The current trend is for increasing numbers of professional and
of fice workers living in the Borough and declining numbers in
the skilled and gemi-skilled categories.

London Transport has two bus garages in the Borough, Shepherds
" Bush, off Goldhawk Road, and Riverside in Hammersmith Broadway.
These: garages are within one mile of each other.

1.2.2. London Transport's. demand for labour in the Borouah
Shepherds Bush Garage
(Staff figures for November 1978)
Establishment Actual % Shortage
Drivers - - 150 122 18.7
Conductors ' 70 70 ’ -

Riverside Garage
(Staff figures for November 1978)

Establishment Actual % Shortage
Drivers , 132 ' 111 15.9
Conductors 127 111 8.7
In addition engineerihg staff are employed at. these. garages and
London Transport has railvay operating, engineering, catering and
" office establishments within the Borough requiring very broadly
the following numberz of staff:- |




1.2.3.

Railway Operating 77;
Management, Clerical, Engineering 1,260

London Transport's_total'staff requirement in the Borough is
approximately 2,600 people, of whom a high proportion are key
operating staff,

Pogulation
In line with other inner London Bboroughs the population of

Hammersmith has been falling quite sharply for some time. Again

- this reflects the trend towards fewer, smaller families and the

increasing numbers of single person households.

1951 241,000

1961 222,000

1971 187,195

1976 léB,Obﬁ (provisional estimate)
There has been a censiderable change in thé.socia-economic
structure of the population in recent years with increasing numbers
of professional, managerial and other non-manual. workers li&ing
in the Borough and declining numbers of skilled and semi-skilled
manﬁal vorkers. This has also caused a change in the age structure
of the popdlation vith a disproportionately large number of people
over 45 and an increasing number of young, largely single people
in the 25 - 35 category. There are significantly fewer young
children and people in the 35 - 44 age bracket. The largest
concentration of children under 15 is in the north of the .Borough
wvhere the largest numbers of manual workers live.
Migration is a significant cause of popﬁlation change in the
Borough. A sur&ey in 1977 showed that .of the total popﬁlation

- 10% had moved into the Borough, 5% had moved within the Borough

and 85% had not changed their address over the previocus year.
However, these general figures hide higher levels of localised
migration particularly in areas with large concentrations of
rented furnished accommodation. Generally the population of the

Boroﬁgh appears to be characterised by two main groups.

1. A relatively stable section mainly li&ing in owner occupied
council and private unfurnished accommodation. These are
likely to include a high proportion of the late middle aged




and elderly population together with some of the "better
of f" younger people.

2. A highly mobile group li&ingAmainly in pri&ate rented
accommodation. This includes a high propartion of young
gingle people in the 25 - 34 age group.

1.2.4. Housing
whilst housing in Hammersmith is generally cheaper and of

poorer quality than in most of Kensingtan and Chelsesa, it is
still relatively expensive, particularly for owner occupaticn.

Figure 14 shows the distribﬁtion of households in each area

by tenure. Pri&ate rented accommodation has played a particularly

important role in the local housing scene.with large quantities

of pri&ate unfurnished flats and houses especially in. the central

and southern sectors. of the Borough. Priﬁate furnished-acqgmmo?a-
' tion, which houses: most of the mobile younger population,. is

concentrated in the Shepherds Bush and West Kensington localities

and to a lesser extent Fulham and Parsons Green..

It is important to note that since the Tenure Map was produced
there has been a considerable decline. in the quantity of priﬁate
rented accommodation as many of the properties have been
converted into houses or self contained flats for sale at high
prices to owner occupiers. This trend had been particularly
noticeable in the Fulham area, although it is likely to

spread throughout the remainder of the central and southern
sectors of the Boroﬁgh.

Council hoﬁsing predominates in the northern sector of the
Borough particularly in the White City and Wormholt areas. Most
of it is of reasonabie qﬁality. This locality houses a gcod
proportion of the Borough's remaining manual workers particularly
in the skilled and semi-skilled categofies. The extreme \
northern part of the Barough is thinly populated.



Fig 14 London Borough of

’,—‘\- -— -’\-_-n

—

Tenure

NN

Wl

Owner occupied
Council
Private unfurnished

Private furnished

Hammersmith
Distribution of households
by tenure 1971
SCALE
4000 H/HOLDS
> 3000
- 2000 ’
- 1000
0




College Park
&
. Old Oak

Wormbhoit

Coningham

Starch Green

Grove

Fig 15 London Borough of

Hammersmith
Wards 1966

© 1=Shepherds Bush Garage
© 2=Riverside Garage

© =LTRail Station

A =LTRail Depot

= Major LT Engineering
Depot

Brook Green

jAvonmore

Broadway

| (D'u

Sulivan
Parsons

Green




1.2.5.

Tenure gtructure of Hammersmith 1971 - 77

Percentage of populatlon housed (rounded)

Jype 1971 1977 (estimate)
Private Unfurnished ' _
(including Housing Assoc.) 37 - 29 + 13
Council 23 30 + l.4
Ouner Occupied 22 27 + l.4
Private Furnished 17 12 + 1.0

This table indicates the considerable shift which has taken place
avay from pri&ate rented accommodation to. council and owner
occupied property since 1971. Many of the "new" Eouncil tenants
are those formerly heoused in the pri&ate unfurnished sector.

Industry and Emgloxment
Hammersmzth has always been a dormitory area although it has had:

a considerable industrial base particularly in the north of the
Borough. However, this has been. declining rapidly. -

Between 1966 and 1975 total job opportunltles in the Borough

" reduced by 27, 500 or 25%. In manufacturing the decline was 50%,

far greater than elsewhere in London.. This decline is partly
accounted for by offlclal decentralisation policies which
encouraged firms tc move out of London, often taking their best
vorkers with them. In addition many "back. yard" industries have
closed through re-de@elopment, bankruptcy or mergén thus reducing
local job opportunities.

As vith other areas of London there has been a substantial shift
tovards office work and serVice industries (particularly ware--
housing and distribution) and most residents of the Borough now
find work in these types of employment. Despite the decline in
industrial opportunity the Barough still has a relatively stable
proportion of unskilled manual workers. Most live in council or
unfurnished accommodation and, as in Kensington and Chelsea, find
themselves caught in a housing. market whichAeffectiQely prevents
those cn lov incomes ffom mo&ing out of inner London to other job
opportunities. Many of these probably find employment either in
the remaining manufacturing industries or with the service sector
such as London Transport, British Rail and to a lesser extent

the BBC (the largest employer).
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Effect of these factors on the recruitment of bus drivers

This brief summary has. shown that Hammersmith is 3 mixed Boraough

.with a declining inddstrial base and a trend towards increasing

numbers of managerial, professional and other non manual workers.
living in the area. London Transport's two bus. garages, Shepherds
Bush and Riverside, are roughly in the centre of the Barough.

The v1c1n1ty of the two garages still offers predeminantly private
rented accommcdat;cn (both furnished and unfurnzshed) although
this type of tenure-ls declining as more and mors properties arse
offered for sale, often at very high prices. There is less
council housing in the immediate locality although there are
extensive council estates to the north of the Borough. The areas
close ta the garages offer little cheap family housing of modern
gtandards and with a pleasant environment.

The declime in industrial oppartunity has resulted in considerable
loss of skilled and semi-skilled workers. from the ares, leaﬁing
behind largely the unskilled who are unable to. afford housing
opportunities elsewhere. The vacuum has largely been filled by

an influx of professicnal and other non manual vorkers, most of
vhom will not be interssted in working as bua.driéers.

The people London Transport requires as bﬁs.drivers are just the
people Vho have been leaving the area in large numbers. Most

of the applicants from this area today will probably be the un-
skilled who may not have the driQing ability, literacy level or
wark record required under current criteria to be taken on as

bus drlvers, or they will be from the more mobile younger, single
communlty whe will often be rejected because of over qualification
or unsettled employment record. This is the basic. reason why

from so many applicants from this area London Transport, under

its present criteria, is able to take on so few,

whilst London Transport should be able to maintain some kind of
labour force at these garages it will become increasingly
difficult tc recruit pecgple who are lilkely to make long stay
emplnvees in anvthino like the numbers required. Increasinaly
the labour force is likely to consist of young short stay people
who may only be prepared to remain at the job for a year or so.
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1.3.1.

1.3.2.

The London Borough of Brent
General background to the Borough

Brent is a mixed residentisl, industrial and commercial area in

the middle. suburban ring of north west London. The southern

half of the Barough, roughly bounded by the North Circular Road,
vas largely developed before 1914 and today consists mainly of
poor quality Victorian and Edwardian housing and run down
industry. This area has one of the 1argest.concentrations'of New
Commonwealth immigrants in London and also a considerable

number of Irish descent, especially around Kilburn.

The north of the Borough was largely developed between the wars
and has better quality housing. There is a concentration of
Nev Commonwealth immigrants around the Wembley/Alperton area
but in the rest of this part of the Borough cdmparatively few.
London Transport has four bus garages in the Borough at
Alperton, Stonebridge, Willesden and Cricklevocod.

. London. Transport's demand for labour - in the Borough

(Staff figures for November 1978)
Establishment Actual % Shortage

Alperton Garage  Drivers 185 151 18.4
Conductors 75 ' 70 6.7
Stonebridge Garage Drivers 129 99 23.3
Conductors 102 92 "~ 9.8
Willesden Garage  Drivers 180 147 18.3
Conductors 168 158 6.0
Cricklewood Garage Drivers . 281 221 15.3
Conductors 151 142 6.0

In addition engineering staff are employed at these ‘garages and
London Transport has railway operating, engineering and catering
establishments within the Borough requiring the Following’
numbers of staff:-



‘Railway Operating v 823

_Engineering and others 8s0
Therefore London Transport's total staff requirement in the
Borough is approximately 3,200 of whom approximately 2,300 are
key operating staff.

Middle Row Garage is just across the Barough boundary in
Kensington and Chelsea and. draws staff from Brent.

British Rail also has a'considerable requirement for operating
gtaff in Brent, particularly around the Willesden Junction area.

1.3.3. Population
Total population figures far Brent:-

1951 311,000
1961 295,500
1971 - 280,600

1981 236,200 (estimate)
1986 221,200 (estimate)

It can be seen from these figures that.the population. of the
Borough has been falling rapidly and this is expected to
accelerate over the next few years. Much of this population loss
has been in the poorer southern half of the Borough.

It has not been possible to obtain detailed information on the
socio-economic make up of the population. It is known that there
~ are concentrations of skilled manual workers in the Alperton/
Wembley, Harlesden, Willesden Green and Kensal Rise areas. There
are also semi-skilled and unskilled vorkers in the Stonebridge,

" Neasden, Willesden, Harleeden areas and around Wembley. The
northern part of the Borough (except Wembley) is largely populated
by people in professional and other non-manual jobs. In addition.
to the general decline in total population in the Borough there
has alsobeen a2 small drop in the proportion of the population
of working age. In 1951 66.2% were working age as against 61.6%
in 1971. Projections show that this proportion is likely to stay
fairly static.
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) 1.3'4.

The proportion of children in the Borough, after declining in the
1960's, had grown by 1971. This probably reflects the influx

. of Nev Commonwealth immigrants of child bearing age. Prgjections

shov. that the proportion of children in the Borough will fall
quite sharply.l This partly reflects the anticipated lower birth
rate but also indicates fewer young families living in the
Borough. The proportion ofyoung. single people is likely to

grow slightly over the next. few years but not as much as in

some other Boroughs because of the generally poorer quality housing .
and environment.

Brent has one of the largest concentrations of New Commonwealth
immigrants in London with the greatest numbers around the
Harlesden, Kensal Rise, Willesden and Wembléy-Central areas.

In 1971 37.9% of the population in Kensal Rise were persons with
both parents born in the New Commonwealth. There are also
concentrations of Irish born residents particularly around the
Kilburn and Cricklewood areas élthough their numbers seem to be
declining slightly. The proportion of the New Commonwealth
population is likely to continue rising through natural increase
and spread further throughout the Borough, but it seems unlikely
that there 'will be any aignificant number of new arrivals in
future years.. ' ‘

. Housing.

Much of the housing in the south of the Baorough is of poor
quality and consists of Victorian and Edwardian terraced pro-
perties. This is broken by pockets of redeveloped council
housing.

Private furnished accommodation plays a particularly important role

in much of the southern half of the Borough with particular.
concentrations in the Stonebridge, Harlesden, Kensal Rise, Kilburn
and Cricklewood areas. There are also pockets of private
unfurnished accommodation in the Harlesden and Willesden Green
areas. This private rented accommodation forms the bulk of the
poor quality housing in the area and also does not. provide stable
family homes. The local authority has plans for either re-
developing or rehabilitating much of this area but this is likely
to take many years to complete.



1.3.5.

The propartion of private rented accommodation in the area has
been falling sharply in recent years and this has not entirely
been countered by an increase incouncil accommodation. Council
housing plays a smaller role in Brent than in other London
Boroughs. Council housing is now growing quite rapidly as a
result of redevelopment and acquisition pelicies in the south
and is likely to continue to do ss. The major areas of settled
council housing are arcund the Neasden and Preston Road areas.

‘Mast of the cwner cccupied hauses are in the north west of the

Borough. A high proportion are of the between-the-vars semi-
detached type and are of good quality. However, the price of
these houses is well beyond the means: of most young skilled and
semi-skilled manual workers. Ouner occupation has been steadily
inereasing and now accounts for nearly 50% of all households

in the Borough.

Industry and Emplgvment ‘
Unlike most ‘other inner London boroughs the employment situation

in Brent has remained fairly buoyant in recent years. In fact
up to 1973 employment opportunities within the Borough were

actually increasing. There has been a slight decline in total
jobs since, largely reflecting the overall national recessiaon.

These comments, however, hide a major structural change vhich

has taken place in employment in the Borough in recent years. In
common with the rest of London, Brent has seen a considerable
decline in jobs in manufacturing industry and a rise in employment
in the service sector, particularly warehousing and offices.
Between 1967 anc 1974 there has been a decline of 6% in

industrial floor space. The main centre of industrial employment
in the Borough today is the Park Royal Trading Estate located

in the south vest cornmer. Inm 1971 this ares provided employment
for some 39,000 pecple. By 1975, hovever, it had fallen to an
estimsted 34,500. Of this number approximately 40% were females.
There are considerable opportunities for the employment of skilled
and semi-skilled manual workers in this area., The other major
industrial employment arises in the Borough along the North
Circular Road, Edgware Road, Alperton and around Wembley Stadium.



Employment opportunities in the remainder of the southern half of - :
the Borough are more limited and many residents have to travel out
of the Borough for work or to the employment centres mentioned

above. British Rail and London Transport are amongst the largest
employers in this part of the Borough. |

1.3.6. Effect of these factors on the reeruitment of bus drivers
' This summary has shown that in the Cricklewocod and Willesden areas
similar characterisitics are likely to affect the recruitment of
bus drivers as applied in Kensington and Chelsea and Hammersmith.

The situation around Alperton and Stonebridge is different as
here London Transport is in competition with other local employers,
.particularly at Park Royal, where substantial numbers of jobs

are available for skilled and semi-skilled workers. Stonebridge
Garage is located remotely from major housing areas, whilst around
Alperton Garage much of the housing is owner occupied and
relatively expensive. ' '



1.4, London Borouch of Wandsworth
1.4.1. General Background to the Borough

wandsuarth vas largely developed as 3 working class suburban area
at the end of the l9th century and contains. large areas of high
density terraced housing. The. Barough's two main areas of
industrial employment vere along the Battersea riverside and the
wandle Valley. Today many of the traditional economic activities
have disappeared particularly on the Battersea riverside, leaving
wide areas of dersliction and blight. whilst much of the clder
housing remains, large areas have been rede&eloped, particularly in
North Battarses and replaced by large, high density, Council
estates of mainly high and medium.rise flats which have proved
highly unpopular, particularly with young families. London
Transport has three bus garages in the area, Battersea, Wandsworth
and Putney.

1.4.2. London Transoorf's demand for labour in f£he Borouah

Battersea Garage )
(Staff figures for November 1978

Establishment Actual % Shortace
Drivers 141 118 ' 17.7
Conductors 112 o 97 13.4

Wandsworth Garage
(Staff figures for-November 1978)

Establishment Actual % Shortage
Drivers 174 145 16.7
Conductors 70 64 8.6

Putney Garage
(Staff figures for November 1978)

Establishment Actual % Shortace
Drivers 197 163 . 17.3
Conductore 1la3 148 9.2

In addition engineering staff are employed at these garages and
London Transport has railway operating establishments in the
Borough requiring approximately 100 staff.
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Taking these figures together London Transport's total
requirement for staff in the Borough is approximately 1,000
nearly all of vhom are key operating staff.,

British Rail also has a substantial requirement for staff in the
area.

Population
The total population of the Borough has been falling sharply in

recent years. Projections show that this decline is likely to
continue, albeit at a slightly slower pace. The decline reflects
the reduction in housing denéity due to redevelopment and the trend
towards smaller families. '

11961 335,000

1977 279,000 (estimate)
1981 262,00ﬁ (projection)
1986 247,000 (projection)

The population loss has been greater in areas of heavy redevelopment
such as North Battersea.

An examination of the socio-economic structure of the population
shovs that despite the decline of local industry it still contains
a high proportion in the manual workers category, particulérly
older manual wvorkers. At the same time, however, there has been

a considerable shift by the younger population to vhite collar

employment.

JType %_of households
Young family age manual workers 27
Older manual workers ' 29
Yduhg family age white collar workers 23
Older white collar workers _ 14
Others : 7

On the whole the population of Wandsworth has been residentially
more stable than in the other boroughs dealt with in this report.
With the exception of one or two areas, such as Putney, there has
been a comparatively small influx of young professional people.




l.4.4.

104050 .

Housing
Much of Wandsworth was originally characterised by small Victgrian

and Edwardian terraced housing. Today most of the oldest housing
has beén-replaced by council developments, particularly of medium
and high rise flats. The largest concentrations of new council
housing are in the North Battersea, Central Wandsworth and
Roehampton areas. These Righ rise deﬁelopments have proved unpopular
vith families who have young children and in an attempt to rehouse
them in more suitable accommodation the council has substantially
changed its housing policies. Today the main emphasis is on buying.
up older properties and converting them into units for council
tenants. Most of the properties purchaséd are in the formerly
extensive private rented sector which had declined markedly since
1971. Today council housing forms the largest single tenure

sector in Wandsworth. Despite considerable additions to the council
housing stock there is still a substantial housing shortage in

the Borough, estimated to be currently arcund 11,700 dwellings.

In addition the council also has a lengthy waiting list (currently
7,800 applicants). '

Owner occupation is also becoming increasingly.ihportant in the
Borough as the private rented sector has declined. Many houses
have been sold to gitting tenants or converted into self contained
flats for sale, often at very high prices. The only major area
of modern owner occupied housing is arouhd Putney Hill where

large blocks of luxury flats have been developed. '

Industry and Employment

Like most inner London Boroughs, Wandsworth has suffered a
considerable reduction in the nﬁmber of jobs offered. There vas
a loss of 53,600 jobs between 1961 and 1975, a rate of 3,560 jobs
per annum. This loss of jobs has been far greater than the
proportionate loss of population.

In addition there has alsc been a shift in the sort of jobs which
are available. Jobs in manufacturing industry in the Berough
have declined whilst those in the service sectbr, public
employment and office work (in particular) make up an increasing
proportion. Skilled and young workers are moving out faster

than the unskilled and the old. ‘



1.4.6.

Today Wandsworth wor‘k_ers are heavily dependent upon other boroughs
for their work, as of all the Boroughs in South West London it has
the smallest proportion of jobs to workers - 56%. Only 32% of the

" economically active population of Wandsworth now. work in Wandsworth

jtself. The remainder are dependent upon other inner London
areas, particularly the West End and the City.

Effect af these factors .on the recruitment of bus drivers

In many respects at first glance it is difficult to understand,why
London Transport finds it hard to recruit bus drivers in this
area. However, most of the remainihg manual warkers in the area

_are unskilled and form a largely ageing populatiod. Again because

of the lack of cheap family housing and reduced employment .
opportunities, many young skilled and semi-skilled workers have
been forced to move cut of the area to find better accommodation

. and. environment elsewhere. The large scale movement of young

families out of high rlse flats has also meant that some areas such
as North Battersea have suddenly become devoid of much of their
population. .

Both Wandsworth and Battersea Garages being by the Thames are
remotely located from local housing and Battersea in particﬁlar

has a catchment area vhich is almost exclusively from the south.
These factors in themselves probably have a considerable bearing

on recruitment at these locations.

The pnpﬁlation density in the Putney area is less than in the rest
of the Borough and the housing is generally of better quality and
more expensive. The area is popular with young professional
people few of whom are likely to be interested in bus driving.



APPENDIX II

SUMMARY OF SURVEY BY THE ROAD TRANSPORT INDUSTRY TRAINING BOARD

Folloving discussions with the Road Transport Industry Training Board, their .

intelligence unit undertook a survey of firms and organisations in North London to

extend general knowledge about recruitment problems in comparable industries. The

firms included in the survey were involved in all areas of road transport: haulage,

passenger carrying, local and long distance deliveries, skip and tipper services and

HGV maintenance and repair. Their report will be available in due course but our

discussions during the survey have highlighted certain points.

1.

There are fev firms in the study area (part of inner west London, north of the
Thames - see fig. 18) employing over 100 staff at one site, most sites being
considerably smsller with only a few London-based staff. This is a direct contrast
wvith London Transport garage sites where only three have less than lOO drivers and
most have between two and four hundred staff,

Many of the sites north of the Thames are merely distribution depots with few
London-based staff. Most firms have their headquarters and large depots outside
London; the drivers run into London, exchange loads and return to their home
depot.

There are now very few real long-distance hauliers vorking from London, most
trips can be sompleted in one day., RUQ§ areprogrammedto eliminate the need
for the driver to search for a return locad and many are on a regular contract
basis. It has been believed for some time that the financial revards of true
long distance driving have been & magnet drawing away our professional drivers;
although this would not now seem to be the case there are very likely other
reasons vhy wve might lose staff to lorry driving that do not include money.

Despite published figures of the extensive number of current HGV licences,

many of these are held by people not actively invelved in dfiving but rather in

the areas of transport managment, HGV maintenance and repair or even in completely
non-driving occupations. There appears to be a general shortage of professional
drivers on the labour market and while a few firms are creaming of f the best and
even have & vaiting list of applicants, there are many firms with acute shortages. -



5.

Those firms that are experiencing staff shortage problems have certain common
characteristics. They tend to be Firms.inﬁclved in activities such as skip
supply, tipper lorry deliveries, waste disposal and local London deliveries.

The general opinion seemed to be that where the job was dirty, required

finding obscure addresses, coping with London traffic, dealing with customers,
finding parking places etc., there is a very high tﬁrnover of staff. Conversely,
firms offéring deliveries:. aon a reqular basis, where most of the driving was
ocutside London, where there. were not Qery strict time-schedules, where drivers
could take their break uhen they wished and wvhere they did not have to deal with
customer queries seemed to be able to chocse what staff they wanted and had

a low turnover.

Working conditioms and - job satisfaction seem to be a very important question
in the employment of professicnal driﬁers and HGV mechanics. Many of the firms
with poor working conditions and stress invalued in the work said that their
men ﬁould move for Qery little additional money; those that had goaod varking
conditions and none of the stress of coping with continual hea&y traffic and
customer complaints said that they did not vorry s much about rates of pay .

From discussions with the Group Training Managers and the estagiishﬁents dealing
with the training of HGV licence holders it was expectéd that there would be
large numbers of PSV drivers transferring to HGV training and. wark; however the
impression ves that less than ld per cent, (appreox.30 per year) of the potential
trainees were PSV licence holders. Bearing in mind London Transport's average
number of resignations in recent months this represents only one week's total

in a year.

Many firms in the west of London spontaneously mentiocned that a very significant
magnet for staff in their area was Heathrou Airport. The attractive, clean

and nev vehicles together with workshops and staff facilities offered vere
draving away highly traired and skilled staff to jobs at the Airport and these
vere not necessarily in the driving and mechanical line.

Extract from Industrial Relaticns Digest Vol. 5 No. 10, January 1978

"One engineering firm in west Londonm area reckons that some cof its
best skilled men are currently earning more as loaders at London Airport”.



8. 0One coach firm in west London has at present a waiting list of men

vanting to become drivers; they have written in from as far afield
" as Cornwell. Morale is so high in this firm that the men even come in on

their days off to ensure that their coach is clean and Fit for the next
day's run. This firm specialises in running tourists on short excursions
in and around London, each driver has his own coach and is responsible
for it, there is obviously a financial revard for being clean, neat and
helpful although the driver does not actually act as a guide. Pride in the
job and job satisfaction appears to be the secret of the success af this
firm. This cannot obviously be duplicated in the London Transport situation
but it does indicate that a lot more attention should be given to the job
content and areas such as support from supervisors, and a pride in the
Jjob, garage, route and even in the crew within which the man works.
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