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Chapter 5. Results Analysis 
 
 
5.1.  1997 Bray Questionnaire results 
 
 
5.1.1 Demographic data and responses rates 

 
The total participation in the surveying, in the town of Bray, implied 12 schools out of 
16, that is a 75% of the schools, and the total students participation was about 34%, 
because the students responses rates vary from one school to another, with the lowest 
participation of the 19% in Colaiste Raithin to the highest with 63% in St. Patrick’s. 
Table 5.1.1 shows the gender, the age range, the number of questionnaires that were 
completed and returned and the response rate for each of the participating schools. 
 
 
School Gender Age range Responses Pupil Nos Rate  
Primary (under 12/13 
years)      

St Fergal’s Junior mixed 3-8 136 415 33% 
Bray School Project mixed 4-13 145 265 55% 
Ravenswell mixed 4-12 153 340 45% 
Scoil Chualann mixed 4-13 - 286 - 
St Gerard’s Junior mixed 4-12 85 192 44% 
St Patrick’s mixed 4-12 570 910 63% 
St Peter’s boys 4-12 - 102 - 
St Cronan’s boys 7-13 139 330 42% 
St Fergal’s Senior mixed 9-12 251 458 55% 
Secondary (over 12/13 
years)      

Colaiste Raithin  mixed 12-19 57 300 19% 
Loreto Secondary School girls 12-18 427 804 53% 
Presentation College boys 12-18 201 588 34% 
St Brendan’s CBS boys 12-18 - 420 - 
St Gerard’s Senior mixed 12-19 - 300 - 
St Killian’s Community mixed 12-19 - 760 - 
St Thomas’s Community mixed 12-19 137 350 39% 
TOTAL   2301 6820 34% 

 
Table 5.1.1. 1997 Pupil survey demographic data and responses rates. 
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5.1.2.  General situation 
 
With this information the schools were grouped in three clusters due to their location: 
central Bray, Ballymorris, and Vevay/Mewcourt, with a few isolated schools to the 
north and west. This tendency to clumps concentrates activity in certain key corridors 
so each cluster was considered to plan the road’s improvements in a wider point of 
view rather than studying each school as a single problem. The number of pupils 
attending schools in each cluster was also analysed. 
 
The clusters include: 
 

Ø Loreto cluster with 35% of the totality of Bray students and the 
schools: St. Thomas´s, St. Patrick´s, St. Cronan´s and Loreto.  

Ø Vevay cluster, 13% of Bray students, attending: Scoil Chualann and 
Presentation College. 

Ø Ballymorris cluster, 28% of Bray students, attending: Bray School 
project, St. Fergal´s Junior, St. Fergal´s Senior and St. Killian´s. See 
figure 5.1.2. 
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Figure 5.1.2. Clusters’ map by number of students attending schools in each cluster. 
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Also an analysis of the response rates by clusters was carried out. At least two-thirds 
of the schools in each of the main clusters participated, and in the case of Loreto 
cluster all the schools submitted a sample: 
 

Ø In Loreto cluster 53% of the students attending the four schools in 
this cluster completed and returned the questionnaires. 

Ø Vevay cluster had 23% of the students attending schools in this 
cluster returning the questionnaires and one of the schools didn’t 
participate in the surveying. 

Ø Finally, in Ballymorris cluster 28% of the students attending schools 
in this cluster returned the questionnaires and one of the schools 
didn’t participate in the surveying. 

 
5.1.3.   Students’ profile  
 
From the students’ profile, the mode split by gender can be deduced. The study of the 
results reveals that girls are more likely to walk to school than boys, and less likely to 
cycle or travel by bus. Travelling by car is, however, consistent between the sexes. 
The differences in modal share by gender are, in all cases, less than a 5%, so gender 
doesn’t seem to be a decision factor on modal choice. See table 5.1.3. 

 
 

Gender  Walk Cycle Bus Car 
Female 40% 1% 15% 44% 
Male 35% 4% 17% 44% 

 
Table 5.1.3. Modal choice by pupils’ gender, 1997. 
 

By ages the share of pupils going to school on foot remains broadly consistent across 
all age ranges. Cycling appears to be most significant for pupils between the ages of 
13 and 17. 
 
The key change is a transfer from car to bus as pupils get older, particularly at the age 
of 12, when children change from Primary to Secondary schools. Though this could 
be due to both parent’s progressively relinquishing control and/or the need to travel 
further to school.  
 
5.1.4.  Home background 
 
Nearly 64% of pupils surveyed had a bicycle, with the highest rates of ownership 
amongst pupils between 10 and 14 years old, peaking at 80% for 13 years old. 
Comparing these results with the mode chosen by ages the relation between more 
pupils owning bicycles and more pupils using them for going to school is obvious. 
 
5.1.5.   Travel behaviour 

 
The relationship between the mode used to school and on the return trip was 
examined and the results show that the use of the same mode in both directions of 
travel was highest for cyclist, with all cycle users travelling both to and from school 
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by bike. The lowest proportion was for car users, where 28% of pupils travelling to 
school by car returned home by another mode (primarily on foot though bus 
contributed some 8%). A small proportion of pupils who walked to school returned on 
a bus or by car. 
 
The shift from car to walking for the return trip from school is consistent with 
children being drop off by parents en route to their workplace, though it is interesting 
that this would suggest that such trips tend to be sufficiently short that walking is a 
suitable substitute. By the same token, it would imply that switching these trips to 
walking in both directions would not necessarily reduce vehicular use within Bray 
substantially. 
 
The results obtained from the analysis of the accompaniment by age of the pupil, with 
the options being with adult (usually parent), brother or sister, or other 
children/classmate, show that there’s a progressive decline in accompaniment by 
adults, with a fairly smooth decrease evident in the survey results. This indicates that 
while 97% of 5 year olds are accompanied by an adult, this falls to 50% by the age of 
12, before stabilising around the 15 % to 20% mark for older children. This is 
probably due to the use of car for access which predisposes some children to adult 
accompaniment.  
 
 
5.1.6.   Route to school description 
 
With this information a relation between schools catchment areas and the predominant 
mode of transport could be obtained: the schools fall into two distinct groups; the first 
comprising St. Fergal’s Junior and Ravenswell show quite discrete, localised 
catchments, the second comprising St. Patrick’s, St. Cronan’s and Bray School Project 
exhibit much wider, dispersed catchments throughout the town.  
 
It has to be taken into account that private schools wider catchment areas due to the 
differences in the home background that implies paying for going to school than 
attending a public school, as well as the circumstance that public schools care for 
children living in the surroundings of the school. In the case of the Bray School 
Project it has to be considered that it is the only non-religious school in the area. 
 
Regarding to modal choice for these two groups of Junior schools, the ones with 
localised catchment show a high proportion of trips on foot, while the more dispersed 
group exhibit a much higher proportion of trips by car, as would be expected. 
 

 
5.1.7.    Feelings on safety / modal choice motivation  

 
These questions permitted to obtain information on the general issues which most 
concerned students and parents. These were: 
 

Ø Traffic volumes and speeds 
Ø Lack of pedestrian crossing opportunities 
Ø Parking conflicts / obstructive parking 
Ø Inadequate street lightning 



Laura Guerrero: Impact evaluation of SRTS                                                   Chapter 5. Results Analysis                                                   
 

 55

Ø Drivers ignoring pedestrian signals 
Ø The dangers posed to cyclists 

 
These issues were then taken into account when designing the road’s safety 
improvements. 
 
On the other hand each school or cluster of schools has a hierarchy of access route –
ranging from its primary highway access to bus connections and local pedestrian 
routes-, which link it with its catchment. The directness and attractiveness of these 
routes plays an important role in determining the mode of access chosen by pupils / 
parents, and they are an aspect that can be improved to influence the choices made. 
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5.2   Accidents and road traffic levels in the period 1992-1997 
 

5.2.1.   Accidents (1992-1997) 
 

During the five-year period before the SRTS was carried out, 39 casualties involving 
pedestrians and cyclists were recorded in the town of Bray, with 34 involving 
pedestrians and 5 involving cyclists. Out of these 50% of pedestrians and 20% of 
cyclists were aged under 16.  
 
In table 5.2.1 the accidents injury levels, locations and children involved are shown. 
 

Primary Road Serious Minor Total No Child No 
Boghall Road 2 3 5 3 
Castle Street 0 5 5 3 
Dublin Road 0 1 1 0 
Herbert Road 0 2 2 1 
Kilbride Lane 0 1 1 0 
Killarney Road 0 8 8 5 
Kilmatin Park 0 1 1 1 
King Edward Road 0 1 1 1 
Main Street 0 4 4 1 
Novara Avenue 0 1 1 0 
Oldcourt Park 0 1 1 1 
Quinsborough Road 0 1 1 0 
Seymour Road 0 1 1 0 
Sidmonton Road 0 1 1 0 
St Laurances Terrace 0 1 1 1 
Upper Dargle Road 0 2 2 0 
Vevay Road 1 2 3 1 

Totals 3 36 39 18 
 

Table 5.2.1. Pedestrians’ and cyclists’ accident locations and numbers. 
 
The analysis of data obtained in this field shows that the key roads in terms of 
pedestrians and cyclists accidents were Killarney Road, Boghall Road, Castle Street, 
Main Street and Vevay Road. The first listed roads also had the highest number of 
children involved, accounting 11 out of 18 casualties. 
 
Given the length of the roads and the traffic they handled –see paragraph 5.2.2- the 
results were not surprising. However, the particular concentration on Boghall Road 
and Killarney Road appear to reflect the more difficult crossing environment close to 
the cluster of schools adjacent to the two roads, in particular the high speeds and 
traffic volumes evident on the roads.  
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5.2.2   Traffic levels (1992-1997) 
 
The roads hierarchy is determined by the daily flows they take, that permits to look at 
safety problems such as pedestrian crossings, ramps, etc., possible new cycling tracks 
and footpaths widening from a wider point of view, which involves the whole town, 
rather than looking closer at entrances and accesses to schools one by one. 
 
This hierarchy permits grouping the main roads as follows: 
 

• 500-2700 vehicles / 12 hours 
Church Road    Florence Road 
Herbert Road    Killarney Lane 
King Edward Road   Lower Dargle Road 
Meath Road    Novara Avenue 
Seapoint Road    Old Court Park 
Putland Road    Quinsborough Road 
Sidmonton Road    Strand Road 
Upper Dargle Road 

 
• 9000-11000 vehicles / 12 hours 

Boghall Road    Killarney Road  
Vevay Road 

 
• 19000-20000 vehicles / 12 hours 

Castle Street    Main Street 
 
See figure 5.2.2. for the roads hierarchy and their daily flows. 
 
The geography of the town, with a single crossing point of the River Dargle (within 
the town), a concentration of development to the south and an overall shape 
reminiscent of a triangle, tends to funnel traffic approaching from the south into Main 
Street and across the bridge. The bridge handles over 20,000 vehicles per day, despite 
the presence of the by-pass just to the west of the town. 
 
Main street is fed from the south by two key roads –Killarney Road and Vevay Road- 
which are themselves linked on the southern outskirts of the town by Boghall Road 
which runs parallel to the Southern Cross route, designed to link to the by-pass and 
encourage traffic to avoid the town. 

Combining the information on road accidents and traffic levels, areas requiring 
priority action were broadly classified as follows: 
 

Ø roads in close proximity to individual school entrances 
Ø links between schools and nearby bus stops 
Ø boundary roads surrounding each school cluster 
Ø roads in the vicinity of Bray Station 
Ø gateways and transition zones. 
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It helped also in the decision on which were the required priority actions: 
 

Ø creating a core cycle network on the main arterial routes 
Ø creating a direct and safe network of pedestrian routes 
Ø discouraging through traffic 
Ø improving junction designs. 

 
So the information collected on road accidents and traffic levels was absolutely 
necessary to design the roads improvements which were going to be developed under 
the SRTS program. 
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Figure 5.2.2. Main Bray roads’ daily flows. 
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5.3 2002 Questionnaire results 
 
 
5.3.1.   2002 Primary school parents’ questionnaire and secondary school 
students’ questionnaire demographic data and responses rates. 
 
The total participation in the surveying, in the town of Bray, implied 13 schools out of 
16, that is a 81% of the schools, and the total students participation was about 40%, 
where the students responses rates vary from one school to another, with the lowest 
participation being 14% in St. Gerard’s Senior to the highest of 87% in Presentation 
College. The table 5.3.1 shows the gender, the age range, the number of responses and 
response rate for each of the participating schools.  
 
 

School Gender Age range Responses Pupil Nos Rate 
Primary (under 12/13 
years)      

St Fergal’s Junior mixed 3-8 139 377 37% 
Bray School Project mixed 4-13 187 255 73% 
Ravenswell mixed 4-12 112 330 34% 
Scoil Chualann mixed 4-13 177 265 67% 
St Gerard’s Junior mixed 4-12 - 190 - 
St Patrick’s mixed 4-12 - 871 - 
St Peter’s boys 4-12 28 105 27% 
St Cronan’s boys 7-13 320 359 89% 
St Fergal’s Senior mixed 9-12 142 370 38% 
Secondary (over 12/13 
years)      

Colaiste Raithin mixed 12-19 - 291 - 
Loreto Secondary 
School girls 12-18 568 797 71% 

Presentation College boys 12-18 481 550 87% 
St Brendan’s CBS boys 12-18 - 393 - 
St Gerard’s Senior mixed 12-19 46 325 14% 
St Killian’s 
Community mixed 12-19 313 703 45% 

St Thomas’s 
Community mixed 12-19 318 944 34% 

TOTAL   2831 7125 40% 
 
Table 5.3.1. 2002 Pupil survey demographic data and responses rates. 
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5.3.2.  General situation 
 
With this information the schools were grouped in clusters and then each cluster was 
studied under the point of view of students attending schools located in them.  
 
The clusters include: 
 

Ø Loreto cluster with 42% of the totality of Bray students and the 
schools: St. Thomas´s, St. Patrick´s, St. Cronan´s and Loreto.  

Ø Vevay cluster, 14% of Bray students, attending: Scoil Chualann and 
Presentation College. 

Ø Ballymorris cluster, 24% of Bray students, attending: Bray School 
project, St. Fergal´s Junior, St. Fergal´s Senior and St. Killian´s.  

 
By clusters the response rates for 2002 survey are: 
 

Ø Loreto cluster response rate is 41% out of all the students attending 
schools belonging to this cluster and the number of participating 
schools is 3 out of 4. 

Ø Vevay cluster response rate is 81% and all schools participating. 
Ø Ballymorris cluster response rate is 46% and all schools 

participating. 
 

 
5.3.3.   Students’ profile  
 
Results on the modal split by gender show that girls are more likely to walk to school 
than boys and less likely to use the bicycle and the car, while the use of the bus is 
exactly the same.  
 
The biggest difference in modal share concerns walking to school, with a 9% more of 
girls walking, this may be related to the fact that one of the schools that holds more 
pupils is Loreto Secondary School which is a girls school, sited near to the town 
centre. In any case the difference is not big enough to consider gender as a decision 
factor on modal share. See table 5.3.3.1. 
 
 

Gender Walk Cycle Bus Car
Female 45% 0% 19% 35%
Male 36% 4% 19% 41%  

 
Table 5.3.3.1. Modal split by gender, 2002. 

 
 
A study on modal share related to pupil’s ages reveals that walking is a mode used by 
all students, with a decrease for students aged 19, and cycling is mostly used by 
students between 12 and 15.  
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Bus use is almost irrelevant for pupils under 12, but it becomes quite used after this 
age, with the highest peak for 19-year-old students. Totally the contrary happens with 
car use, which is mostly used for pupils under 12. Primary schools’ pupils are more 
likely to be driven while Secondary are more likely to take the bus, probably because 
parents feel more confident to allow their children to go to school on their own when 
they are older and also because Secondary school’s catchment areas are generally 
wider. See figure 5.3.3.2. 
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Figure 5.3.3.2. Mode share by age, 2002 
 
 
5.3.4.   Home background  
 
Looking at car ownership by households some conclusions can be deduced: in 
households with no car the majority of children walk to school (81%), for households 
with 1 car the majority of students walks to school (47%) followed by the ones being 
driven (36%), and finally for households with 2 or more cars the majority of students 
use the car for going to school (44%) followed by the ones walking (29%).  
 
A relation between more cars in the household and children being more likely to be 
driven to school is exposed by the results shown above. 

 
 
5.3.5.  Travel behaviour  
 
An analysis of the transport mode used by students on the way to school and then on 
the way back home gives an approximate idea on the percentage of children who 
could actually change their mode of transport if they don’t use the same one for both 
trips. See figure 5.3.5. for results. 
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Figure 5.3.5. Mode share to and from school, 2002 

 
It is clear from results that almost a 10% of children driven to school could actually 
walk to school as they do when going back home. But not all of these morning trips 
could be cancelled, as some of them are part of a longer trip for parents going to work 
or somewhere else. 

 
From the question about the time when the students arrive at school a relation 
between children driven to school and traffic increasing in the mornings can be 
deduced: 47% of the students using the car going to school reach their destination 
between 8:45 and 9:05, all these trips are considerate to contribute to increase the 
morning peak hour congestion.  
 
 
5.3.6.    Route to school 
 
Looking at mode share by distance from home to school the study reveals that for 
short distances walking is the most used mode and for the longest distances the bus is 
the most used while the use of the car doesn’t seem to follow a pattern. 
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Figure 5.3.6.1. Mode share to school by distance from home to school, 2002 
 
 
The reason why the use of the car doesn’t seem to follow a logical pattern is because 
the possible answers where different in Primary and Secondary questionnaires: the 
mode share pattern followed by students living 3,5 to 8,5 miles from school is due to 
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this fact; while it seems that the use of car increases with distance for 3,5; 5,5 and 7,5 
miles the contrary happens with pupils living 4,5: 6,5; 8,5 and 10,5, miles from school 
because these last options where the ones given to Secondary students, while the first 
ones where given to Primary students. See figures 5.3.6.1. and 5.3.6.2. 
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Figure 5.3.6.2. Mode share to Primary schools and 
Secondary schools by distance from home to school, 2002 

 
 

The final conclusion is that while walking decreases with distance, with the longest 
distance walked by Primary students being 1,5 miles and the longest for Secondary 
2,5 miles, the use of the car increases among Primary pupils and the use of the bus 
among Secondary pupils. 

 
Looking at the relation between pupils using the car to go to school and distance to 
schools the most relevant information is that both in Primary and Secondary schools, 
more than a 50% of students using the car live within a walkable distance from 
school, which is considered 1 mile for Primary pupils and 2 miles for Secondary 
pupils. See table 5.3.6.3. 
 
These students would be the target of the SRTS program, but out of these students 
some are driven to school as part of a longer journey for the driver, so it is not realistic 
to think that all of them will swift to walk as soon as their route is made safer, and 
even if they did so it wouldn’t imply a big reduction on morning traffic levels. 
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Table 5.3.6.3. Distance from home to school for  
students using car to go to school, 2002 

 
 
5.3.7.   Car use 

 
From questions on driver destination after dropping children to school and the 
distance between homes and schools closer analyses can be done. These analyses 
show that 41% of drivers who take Primary students to school, living closer than a 
mile from school, drive back home afterwards. For Secondary students 36% of pupils 
living closer than 3 miles to school are being driven to school and afterwards the 
driver goes back home. All these trips are considered to be possible to be walked or 
cycled, depending on the age of the student. That’s why a distance shorter than one 
mile has been chosen for Primary students and a distance shorter than 3 miles for 
Secondary students.  
 
The conclusion looking at these results is that a total reduction of 16 % of car 
journeys on the route to school, during the morning peak hour, could be possible, by 
changing car trips to school, when the drivers go back home after dropping the 
children off, to walking or cycling. 
 
 
5.3.8.   Motivation on travel behaviour 

 
The main reasons why students use a determinate mode of transport are, as the results 
show: 
 

Ø For walking, 40 % answered because it is the quickest, followed by the 
convenience of parents for 28% of the students. 

Ø For cycling the main reason said by 62% of the students is velocity. 
Ø For using the bus the main reason is convenience of parents with 48% 

of the answers and velocity with 29% of the answers. 
Ø For using the car it is again convenience of parents in a 36% of 

answers, followed by velocity in a 32% and safety in a 29%. See figure 
5.3.8. 

 
 

Distance Rates Distance Rates
0-0,5 miles 26% 0-1 miles 38%
0,5-1 mile 26% 2-3 miles 32%
1-2 miles 27% 4-5 miles 15%
3-4 miles 12% 6-7 miles 5%
5-6 miles 2% 8-9 miles 3%

more than 6 8% 10 or more 8%

Primary schools Secondary schools
Students driven to school
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Figure 5.3.8. Main reasons for using the car for going to school, 2002 

 
Safety is the main reason for using the car for a 29% of the students being driven to 
school; this shows that feelings about unsafe roads lead to increase the use of the car.  
 
On the other hand the main reasons why Primary students do not walk to school are: 
 

Ø In the first place, with 27% response rate, the school is too far, which is 
obviously a main problem with no solution on SRTS program. A closer 
look to these results show that 96% of the students who have answered 
that distance is the reason not to walk to school and who are driven to 
school, actually live farther than 1 mile to school, which is totally 
logical. 

Ø Secondly, the main reason is the pupil’s age, for 17% of the parents, 
and again this has no solution. 

Ø On the third place the reason is because it is too dangerous, for 16% of 
the parents, and this would be an issue concerning SRTS program.  

Ø All the other reasons such as weather conditions, too much to carry, 
personal security, etc., have a response rate smaller than a 10%. 

 
43% of Secondary students didn’t specify the main reason why they don’t walk to 
school, and the most answered option is because it is too far with a 34% response rate, 
so all the other reasons have less than a 3% response rate. 
 
The conclusion is that a small percentage of Primary students would change from 
using the car to walking to school if the route was made safer. 
 
 
5.3.9.    Feelings on safety and identification of dangerous spots on the routes to 
school 
 
The responses rates to the question about what would be the main improvement that 
could be done to make the usual journey to school safer, were: 
 

Ø 34%, slow down / reduce traffic 
Ø 19%, more pedestrian crossings / extra School Wardens 
Ø 13%, make footpaths wider 
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Ø 6%, build cycle tracks 
Ø 5%, remove parking from School vicinity 
Ø 4%, build bus parking areas 
Ø 2%, education (leaflets, training, etc.) 
Ø 2%, paint double yellow lines / other parking controls 
Ø 15%, other reasons. 

 
These results show that students / parents are most concerned about the danger that 
high speeds on vehicles represent for pedestrians, with the highest response rate for 
the option “slow down / reduce traffic” as the main improvement to make the route to 
school safer. 
 
The next highest response rates concern also to pedestrian facilities: pedestrian 
crossings, School Wardens and widening of footpaths.  
 
All these improvements involve a different point of view in the urbanisation of the 
town roads, giving priority to pedestrians rather than to vehicles, which has already 
been introduced in the SRTS proposals.  
 
 
5.3.10.   Health.  
 
In this study no further analyses on health questions will be carried out. 
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5.4.  Accidents and road traffic levels in the period 1998-2002 
 
 
5.4.1.   Accidents (1998-2002) 
 
For the period 1998-2002 local authorities could not provide any information for the 
year 2002 because it is too recent and results were not available yet. 
 
For the four-year period, 1998-2001, the cyclist and pedestrian accidents involved 
mostly minor injuries, being the year 1998 the worst for serious injuries, with a total 
of 4. Concerning to children the worst year was 2001 with 5 accidents. The results are 
shown in table 5.4.1.  
 
 

Year serious minor total child
1998 4 3 7 2
1999 0 4 4 3
2000 0 7 7 3
2001 1 6 7 5

total 98-01 5 20 25 13
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Table 5.4.1. Pedestrians’ and cyclists’ accidents in the town of Bray in 1998-2001 
 

No further information could be obtained on the precise location of the accidents, 
which would have been very useful to evaluate the direct impact of some determined 
road’s improvements on children’s safety. 
 
 
5.4.2.   Traffic levels (1997-2002) 
 
For the 5-year period comprised between 1998 and 2002, the Road Management 
Department from Bray Urban District Council has appreciated an overall increase of 
17% on traffic levels, on the main town roads.  
 
The main road’s hierarchy has not changed from the previous 5-year period. To see 
the road’s hierarchy look at figure 5.2.2. 
 
 


