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Several common views of the transportation requirements of elderly 
Americans are reviewed, and conclusions are reached regarding the older 
population ofthe next two decades. While the elderly oftoday are rela
tively dependent on public transportation, live at higher densities, have 
lower incomes, and travel relatively little compared with other groups, 
there are indications that the elderly of the future may not be similar. 
Planners wrongly assume that a decline in mobility occurs with aging 
because of the aging process itself. Rather, people bring certain long
established life-styles into their old age. The mobility patterns of today's 
elderly reflect life-styles that were developed decades ago, when mobility 
was limited for all citizens, regardless of age. By contrast, the elderly of 
the next 20 years will include many suburbanites, many drivers, and 
many who travel a great deal. Planning and forecasting methods for the 
future transportation needs of the elderly should not be based on the 
transportation patterns and needs of those who are currently elderly, 
but should focus more on those who are now in their thirties and forties 
and will become the elderly of the future. 

Transportation planning policy at all levels now em
phasizes meeting the special needs and requirements of 
the elderly. Section 16 of the Urban Mass Transporta
tion Act of 1964, as amended in 1970, embodies "the 
national policy that elderly and handicapped persons have 
the same right as other persons to utilize mass trans -
portation facilities and services." Employing federal, 
state, and local funds, many transit operators are at
tempting to remove architectural and physical barriers 
to travel by older Americans. In many areas, demand
actuated service and services using specially designed 
vehicles are being introduced. Reduced fare programs 
are now standard. Since the elderly, who now constitute 
about 10 percent of the total population, are relatively 
deprived of mobility through lack of access to auto
mobiles, such programs are an important advance in 
efforts to provide services in an equitable manner. 
These efforts should certainly be maintained and ex
panded during the coming decades, since these recent 
programs are still of limited scope in comparison with 
actual needs. 
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Because there has been a national commitment to the 
provision of mobility to the elderly, and because a sig
nificant start has been made at overcoming current 
barriers, this is an appropriate time to look forward in 
order to estimate the travel needs and patterns of the 
elderly in coming decades. It is especially important 
to look forward because many transportation programs 
and projects have long lead times and long service lives. 
By the time many transit systems that are now being 
planned are in service, most of the elderly of today will 
be dead. It should not be assumed that the elderly 
population of the future will have needs similar to those 
of the elderly population of today. If future generations 
of the elderly will have styles of living and travel pat
terns that are significantly different from those of the 
current generation, such differences should be identified 
now and incorporated into planning goals. 

There is evidence that the living patterns and trans
portation requirements of the elderly are shifting, and 
that in the next two decades they may be significantly 
different from the patterns observed in the early 1970s. 
Today's transportation plans for the elderly are based 
on an image of high-density living by a fairly homogeneous 
group of persons, relatively few of whom are drivers, 
in central city locations. The elderly of the 1990s will, 
by contrast, probably be more heterogeneous and more 
affluent, will include more drivers, and will be dispersed 
in a variety of living environments of which an increasing 
proportion will be at lower densities. Such trends are 
already observable, and will probably be accentuated in 
the near future. The purpose of this paper is to speculate 
on potential future patterns of living and travel among 
the elderly, and to draw from these anticipated patterns 
some conclusions about the transportation planning 
processes needed to anticipate and accommodate future 
needs. 

ANTICIPATED DEMOGRAPHIC AND 
SOCIAL CHANGES AMONG THE 
ELDERLY 

It is estimated that in 1975 there were 8.9 million men 
and 12.8 million women aged 65 and older in the United 
States. If present trends in age-specific mortality rates 
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continue through the year 2000, there will be approxi
mately 10.2 million men and 16.3 million women in this 
age group by then. While this is an increase of ap
proximately 22 percent over the current elderly popula
tion, it is a much less dramatic increase in the propor
tion of the total United States population that will be 
elderly, from the present figure of approximately 10 
percent to a value of between 11 and 12 percent (9). The 
1970 census showed that approximately three-quarters 
of all Americans aged 65 and older resided in urban 
areas, and it is probable that the recent tendency toward 
concentration of the elderly in metropolitan areas will 
continue, although the elderly now appear to be decen
tralizing within metropolitan areas. 

With the number of elderly increasing by over one
fifth, and with this occurring principally in urban areas, 
it would seem that increased volumes of service of the 
types being offered today might be adequate to meet the 
needs of the elderly of 20 years hence. However, 
several social trends already well under way may cause 
the life patterns of older Americans in the 1990s to be 
rather different from the patterns observed today. 

Improved Health 

There is a tendency to associate old age with reduced 
capacities for movement and with increased disabilities 
of various types. While physical and psychological 
changes do accompany the aging process, more than 
80 percent of the elderly have no health-related limita
tions on mobility, and of the remaining 20 percent, many 
are quite mobile, although with some difficulty (14). 
The increasing survival of persons into old age, the 
major factor that will bring about the increased number 
of elderly during the next decades, might imply either 
increased or decreased proportions of the elderly who 
are handicapped, disabled, or otherwise immobile. If 
increases in the age span are the result of survival of 
illnesses that were previously fatal, there will be more 
disabled persons, but if increases in life span are the 
result of generally improved health among the elderly, 
there will be relatively larger numbers of healthy elderly 
among the older population in the year 2000. Because 
the relations between morbidity, mortality, and life 
expectancy are complex, it is difficult to be certain 
about the health status of the future elderly. What seems 
to be happening, however, is the emergence of two 
m::i;nr ~uhnnnnl::itinn~ that have been termed the voun!!"
~lcl• ~nd. th;· d1d-old (8). At retirement, at prese~t in -the 
vicinity of age 65 but possibly at earlier ages in future 
years, persons may be expected to have relatively few 
disabilities that are mobility-limiting and that impact 
life-styles or travel patterns. As the aging process 
continues, however, young-old persons will become 
old-old. Those surviving to age 80 and beyond may well 
be expected to have health conditions limiting their 
physical mobility and living patterns. Significant in
creases can be expected, however, in the numbers of 
young-old persons capable of relatively vigorous activity 
patterns with relatively few constraints on their mobility. 

Independent Living Arrangements 

Increasing numbers of young-old persons can only in
crease the trend established in recent years toward an 
elderly population not dependent on relatives (especially 
children) or institutions, but living in separate house
holds. Today, even among persons over age 75, 80 
pe1·cent of all women and 90 percent of all men are living 
independently (alone or with a spouse) (9). Women tend 
to outlive men, and the 1970 census showed that 72.4 
percent of all men aged 65 and over are married, while 

only 36. 5 percent of women in the same age group are 
married. Among those who are not married there are 
many more elderly women living alone than men, since 
52.2 percent of women over age 65 are widowed, while 
only 17 .1 percent of men in this age group are widowed 
(15). In combination, these statistics show that the 
majority of elderly persons live in small and independent 
households, and that this trend will probably continue 
unless housing costs force older persons to double up or 
to move in with younger relatives. Neugarten anticipates 
an increasing number of old-old persons who themselves 
have children among the young-old. This may give rise 
to larger intergenerational family units of the elderly, 
but still within the basic trend of the elderly living in 
independent settings (~). 

Improved Economic Welfare 

Understanding of the economic situation of the elderly has 
improved a great deal in recent years. It is now realized 
that while the money income of the elderly is typically 
low, this alone is an inadequate indicator of the economic 
welfare of this population group. In addition to pensions 
and social security, elderly persons frequently have ac
cumulated economic assets that are as important in de
termining their living patterns as are flows of dollar 
income into their households. For example, it is esti
mated that 80 percent of the elderly households in the 
United States live in owner-occupied dwelling units (12). 
These housing units, more frequently owned free and 
clear by their occupants than is the case for other age 
groups, are one of the most important economic re
sources of the elderly. Similarly, savings and invest
ments are important sources of economic security. If 
both current income and accumulated assets are con
sidered, as Havighurst (~) has noted, 

It can be predicted with relative assurance that dire poverty among the 
elderly will be practically eliminated before the year 2000. The major 
step has already been taken in this direction , in principle, by the federal 
government provision for Supplementary Security Income (SSI). which 
replaces the varied state Old Age Assistance programs of the recent past. 
Payments from federal funds for SSI will probably increase, to compen
sate for increased cost of living. 

Improved Educational Levels 

Today, of every 100 persons aged 65 and over, 8 men 
and 8 women have had less than 5 years of schooling 
and are classified as functionally illiterate. The 1970 
census showed that more than half of those over age 65 
had an educational background that included only ele
mentary school, but that more than half of those under 
age 65 had educations that at least included high school. 
Clearly, there have been major advances in the public 
education system during the life span of today's elderly, 
and those who approach old age at the year 2000 will 
generally be educated to a degree far beyond that of the 
present elderly population (14). 

In combinatiqn, the foregoing social and demographic 
trends among the elderly imply a future population of 
much greater diversity and freedom than that of today's 
elderly population. Improved health and economic wel
fare, better education, and relatively independent living 
arrangements will characterize the future elderly. 
These conclusions should not be surprising, because the 
population under discussion is the group of persons now 
in their forties and early fifties. It is reasonable to 
cone lude that the social characteristics and life-styles 
of these people will be brought with them into their re
tirement and old age, and that the best clues as to the 
living patterns of tomorrow's elderly may be found not 
among today's elderly but among currently younger 



population groups. In spite of this obvious truth, we 
find generalizations in the literature and in the minds 
of transportation planners that imply that the elderly 
will always be relatively poor, immobile, and dependent. 
A static view of the elderly is being projected into the 
future when their transportation needs are considered, 
and the transportation solutions that are being de-
signed will not necessarily be useful. 

CONSEQUENCES OF SOCIAL AND 
DEMOGRAPHIC CHANGES AMONG 
THE ELDERLY 

Although the elderly of today are probably a more het
erogeneous group than our planning methods and policies 
would imply, it would appear that the elderly of the 
future will be even more diverse. The consequences of 
improved health, economic independence, and education 
will be to permit and encourage a variety of life-styles 
among the future elderly that will, in simple terms, 
be drawn from more diverse experiences in younger life 
and from greater freedom of choice in retirement. Some 
elderly will be found in dense urban environments, while 
others will choose free-standing retirement communities, 
and still others will continue to inhabit the suburbs that 
they helped to create and populate during the middle 
part of the twentieth century. Just as different com
munities among younger age groups are based on life
style variables of culture, ethnicity, and socioeconomic 
class, so will these variables play an increasingly im
portant role in the creation of the life-styles of the 
elderly population of the future. 

One important aspect of the probable proliferation of 
life-styles among the elderly is of special relevance to 
transportation planners. It is probable that an in
creasing proportion of the elderly population will be 
residing at lower densities than are currently associated 
with' the aged. Transportation planners tend to portray 
the elderly as concentrated in central-city locations, 
close to public services and dependent on public trans
portation. In actuality, a trend away from this pattern 
is already evident. The table below shows that, among 
elderly whites in the United States, the proportion 
dwelling in rural areas dee lined from 3 5 to 2 7 percent 
between 1950 and 1970, and the proportion dwelling in 
the central cities increased by only 1 percent (from 32 
to 33) of the total. 

Percent of Elderly Population 

White Nonwhite 

Area 1950 1970 1950 1970 

Rural 35 27 43 24 
Central city 32 33 34 51 
Urban fringe 13 22 5 10 
Other urban 20 18 18 15 

The proportion living in the urban fringe, however, in
creased from 13 to 22 percent, a major shift indeed. 
Thus the largest increase occurred outside the central 
cities, in locations of relatively low density. Among 
the nonwhite elderly, there was a somewhat different 
pattern. The table above shows that for this group, 
which is presumably more constrained by income and 
education and by residential segregation, the largest 
shift was from rural to central-city areas, where more 
than half of elderly nonwhites now live. However, the 
proportion of nonwhite elderly living in the urban fringe 
has also doubled (from 5 to 10 percent) in 20 years (5). 

There is reason to believe that such trends will con
tinue. Since the majority of the elderly occupy dwell
ings that they own, the present elderly are found in high
density communities largely because they have grown 
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old in those communities where they have long been 
residents. While increased income and education and 
better health may permit many of the elderly of the 
future greater freedom to relocate than is presently the 
case, many will choose to remain in the suburban 
homes that they acquired in the 1950s and 1960s. Such 
individuals will be a major component of the total elderly 
population by the turn of the century. Recently, many 
states have instituted policies of granting property tax 
relief to elderly persons who occupy homes that they 
own. Such programs will, if continued, provide an 
added incentive for suburban family heads to remain in 
their homes when children leave and retirement ap
proaches. Butler and Lewis (2) have written that "there 
are relatively few suburban elderly but it is projected 
that 20 years from now the suburbs may be predomi
nantly elderly." Gelwicks (3 ) was rather pessimistic 
about this prospect when he -wrote that "tomorrow's 
elderly will be left in declining suburbs; will suffer 
from too low a density to maintain social interaction 
and widely dispersed vital services without public trans
portation." 

The 1970 census data for Los Angeles County show 
that many of the elderly are already residing at rather 
low densities. Approximately half of the elderly reside 
at densities lower than 3.5 persons/1000 m 2, and 30 
percent at densities below 2.5 persons/1000 m2

• Thus, 
while it is true that half of the elderly population of Los 
Angeles is residing on the most densely populated 5 
percent of the land, it is also true that the other half of 
the elderly are scattered at much lower densities on 
95 percent of the land (15). Public transportation ser
vices are being significantly improved in areas of dense 
concentrations of the elderly, but these improvements 
do not reach the large proportion of people residing at 
lower densities. The consequences of these trends for 
transportation planning will be discussed later, after a 
closer examination of trends in travel patterns and re
quirements among the elderly. 

ANTICIPATED CHANGES IN MOBILITY 
AND TRIP MAKING AMONG THE 
ELDERLY 

When comparing the elderly to younger age groups, the 
most impressive statistics in this era of the automobile 
must be those that relate to automobile ownership and 
drivership. These data show quite conclusively that the 
elderly are currently much less mobile than are younger 
age cohorts. There is reason to believe, however, that 
these data are being interpreted improperly with respect 
to the implications that they hold for future generations 
of the elderly. 

The table below shows national data on automobile 
ownership by age of the head of the household. 

Age of Household Head 
(years) 

Under 25 
25 to 34 
35 to 44 
45 to 54 
55 to 64 
65 and over 

Percent of Households Owning 

No Car 

19.3 
12.0 
11.6 
13.6 
19.7 
44.9 

At Least One Car 

80.7 
88.0 
88.4 
86.4 
80.3 
55.1 

This shows that the proportion of households without 
automobiles is dramatically higher for those with house
hold heads over age 65 than for other age groups. Nearly 
45 percent of the households headed by those aged 65 and 
older owned no automobiles, while only about 20 percent 
of the immediately younger cohort (those aged 55 to 
64) and 10 percent of households headed by those in their 
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thirties and forties had none. Similarly, data on the 
possession of drivers' licenses indicate large dis
parities between the elderly and younger age cohorts. 
Olsen (10) has reported that in Florida only 58 percent 
of thoseaged 65 to 75 and 30 percent of those over age 
75 are licensed to drive, in comparison with 83 percent 
of those in age groups 25 through 64. Similar patterns 
are found in the city of Los Angeles, where only 65 per
cent of those aged 65 through 70, 51 percent of those 
aged 70 through 74, and 30 percent of those over 75 
possess drivers' licenses, in comparison with more 
than 90 percent of the population in age groups 3 5 
through 45 (4). In response to these findings, Olsen 
(10) and other authors have described a serious loss of 
mobility for the elderly that implies that the process of 
aging is itself causally related to reduced mobility. The 
implication of this view is that elderly persons of today 
and elderly persons of the future are or will be mobility 
dependent as a direct outgrowth of the process of aging. 
We believe that this view is incorrect. Having earlier 
stated that the locations and residential density patterns 
of the elderly are more probably a function of life-styles 
that are brought into old age than they are of aging itself, 
it is similarly true that travel patterns and mobility 
variables are also more probably explained by variations 
in life-style than by generalizations about the impact of 
aging on mobility. The conclusion of this reasoning is 
that it is not possible to predict future transportation 
requirements of the elderly without developing a deeper 
understanding of the possible life-style variations among 
the elderly of the future. 

In spite of the fact that automobile ownership is sig
nificantly lower among the elderly than among other 
groups, it is unreasonable to conclude that age itself is 
the cause of this difference. The following shows how 
car ownership varies with income for all age groups in 
the United States. 

Percent of Households Owning 

Household Income($) No Car At Least One Car 

Under 3000 57.5 42.5 
3000 to 4999 30.8 69.2 
5000 to 7499 13.6 86.4 
7500 to 9999 8.4 91.6 
10 000 to 14 999 4.1 95.9 
15 000 and over 3.8 96.2 

Lnw-inr.nmP. ernnps ::irP. l'hllrlll'tP.ri~P.rl J:iy m1_11~h lower 
automobile ownership than upper-income groups. Nearly 
60 percent of all households with 1970 incomes below 
$3000/ year and 30 percent of households with incomes 
between $3000 and $5000/ year did not own automobiles, 
while only 4 percent of households with incomes in 
excess of $15 000/ year did not. Since the elderly are 
still disproportionately among the lower income groups, 
it may be that elderly persons are less likely to possess 
automobiles only if they have limited incomes and that 
lack of financial resources rather than aging itself is the 
cause of low automobile ownership among the elderly. 
This interpretation is upheld by the data below, drawn 
from studies in the New York area by Markovitz (7), 
who found that, among the elderly in this region, auto
mobile availability varied significantly with income. 

Household Income($) 

Under 3000 
3000 to 5999 
6000 to 9999 
10 000 and over 

Percent of Elderly Households 
With Zero Auto Availability 

83.7 
58.2 
29.6 
20.6 

While more than 80 percent of elderly households with 
incomes below $3000/ year did not possess automobiles, 
only 20 percent of elderly households with incomes over 
$10 000/year had no automobiles available to them. Thus, 
if income is considered, it appears that the elderly are 
similar to other age groups in terms of automobile 
ownership. If age itself does not cause mobility depen
dence, the conclusions reached earlier about increases 
in income among the elderly during the next generation 
imply that the future elderly will possess automobiles at 
much higher rates than is the case today. 

In the same way that the apparent relationship between 
age and automobile ownership may actually be the result 
of an underlying relationship between financial status and 
automobile ownership, the apparent relationship between 
age and the possession of a driver's license may also be 
independent of the aging process. While it is true that 
the elderly are much less likely to possess licenses than 
are younger persons, it is probable that many of today's 
elderly never possessed drivers' licenses and that the 
disparity in licensed drivers among the various age 
groups is not due to a decline in driving with age. Many 
of the elderly of the 1970s were teenagers during and 
immediately after World War I. In 1920, it was much 
less common for young people to learn to drive than it 
is today. It was especially unlikely that young women 
would learn to drive during those years. It is not sur
prising, therefore, that, in Los Angeles, among men 
over age 65 some 74 percent are licensed drivers but 
among women in the same age group only 39 percent are 
drivers. Among the very old, the disparity between the 
sexes is even greater. While 53 percent of the men 
aged 75 and older have drivers' licenses, only 18 percent 
of the women in this age group do (4). Although data are 
not available, it is probable that among the nondrivers 
in these age groups many never were drivers, and that 
the statistics reflect a living pattern of earlier years 
rather than a decline of driving with old age. This 
argument is also supported by an examination of the ratio 
of males to females holding drivers' licenses. In 
California, only 4 women possess drivers' licenses for 
every 10 men having them in the age group over 80. 
Among those in their seventies, there are 6 women 
licensed to drive for every 10 men; among those in their 
sixties the ratio is 7 to 10; and among those in their 
fifties there are 8 women drivers for every 10 men 
holding licenses. The trend is approaching unity very 
rapidly, and among the elderly of the future the presP.nt 
pattern of few women drivers will no longer hold. The 
reason, of course, is the changing social patterns that 
impacted role expectations for the two sexes during the 
past several decades. Projections into the future based 
on current patterns of sex differences among the elderly 
would probably lead to gross errors. 

The dependence of life-styles among the elderly on 
social patterns established in earlier years may be 
widely misunderstood by transportation planners, who 
frequently describe this disparity in driving by stating 
that the elderly "no longer possess drivers' licenses." 
The assumption revealed by such wording, that a decline 
in driving takes place with aging, is not usually supported 
by time-series information in large part because such 
time-series data are not available. It is likely, however, 
that most of the elderly who do not drive are merely re
flecting the life-styles of earlier decades. Since later 
generations of men and women were much more likely 
to become drivers, the elderly of the future are more 
likely to be drivers than are the elderly of today. 

Related to lower automobile ownership and lower rates 
of possession of drivers' licenses among the elderly is 
the common finding that the elderly make fewer trips 
than do those of younger ages. Data from the Los Angeles 



Regional Transportation Study showed, for example, that 
on days for which they were requested to keep trip logs 
37 percent of the elderly respondents made no trips at all, 
while only 21 percent of the nonelderly respondents had 
not traveled (4). It is reasonable to conclude, however, 
that this decline in trip making is not necesarily de
pendent on aging. In addition, if the life-styles of the 
elderly include less reliance on automobile driving and 
a greater likelihood of residence in older central-city 
locations, some important definitional concepts may 
cause us to underestimate trip making by the elderly. 
In many urban transportation studies trips are defined 
in terms of vehicle movements and do not include 
pedestrian movements . However, elderly persons 
living in dense, inner-city communities may be able to 
shop, visit friends, and obtain many essential services 
by walking rather than riding, and many retirement com -
munities are specifically designed around the concept of 
minimizing the need for vehicular traffic. Presumably, 
surveys of such communities would show relatively little 
vehicular travel. Thus, it would seem erroneous to 
conclude that low rates of travel imply unmet travel 
needs, but this is precisely what transportation plan-
ners have consistently done. It would be doubly in
correct to assume that low rates of vehicular travel 
imply unmet needs, especially in denser communities 
where walking can satisfy a large proportion of a per
son's needs, yet transportation planners consistently 
cite vehicular trip frequencies in discussing the trans
portation needs of the elderly. 

IMPORTANCE OF LIFE -STYLE IN 
UNDERSTANDING THE TRANS-
PORTATION NEEDS OF THE 
ELDERLY 

Many elderly persons of today live in older central-city 
communities that are characterized by low automobile 
ownership, low rates of vehicular travel, relatively 
good public transportation service, high densities of 
residents and services, and low incomes. While many 
elderly persons live under conditions that are far dif
ferent from these, it is also true that such concentrations 
exist. 

It is probable, however, that transportation planners 
have misinterpreted these findings. They reason that 
people become poorer as they age, and that their resi
dential choices are narrowed as they become unable to 
drive. The transit-dependent elderly are seen as people 
who are forced to live in high-density neighborhoods of 
older structures, where they can rely on public transit 
to make the trips that they must make without the auto
mobiles that they can no longer afford or that, because 
of their age, they are no longer able to drive. Such a 
concept leads to the conclusion that the elderly become 
transit-dependent as they age. If this is true, the 
elderly of the future may also be expected to become 
dependent as they age. 

An alternate explanation can be offered, however, to 
account for the same observations. If the elderly of 
today grew up in an era of walking and public transit, 
they will have developed life-styles that are not 
automobile-dependent. If they do not drive, it may be 
because many of them never drove. If home ownership 
is an important correlate of location of the elderly, it 
may be argued that the elderly grew older with their 
inner-city communities, rather than moving to those 
communities in their later years. If they are residing 
in areas of dense transit service, this may be because 
transit service was established in these areas before 
the era of the automobile, and may help to explain why 
many of them never learned to drive. Thus, such 
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elderly persons may be characterized by an entire life
style that differs from the life-style of younger 
Americans. If this explanation is correct, it would be 
reasonable to say that the elderly did not become 
transit-dependent as they aged; it would be more cor
rect to say that they never became automobile-dependent 
when they were younger. Their transit dependence does 
not represent a need that must be provided for but a life
style that must be understood in its entirety. 

If the life-style explanation is acceptable as an alter
native to the common view of transportation planners 
and if the elderly of today did not necessarily become 
more transit-dependent as they aged, there are important 
implications of this concept for considering the trans
portation needs of the future elderly. 

The first implication for transportation planners of 
this alternative view is that standard methods of fore
casting residential patterns and demand for transporta
tion services among the elderly should be revised. We 
often establish relationships between locations or trip 
patterns and age and assume that the relationship that 
characterizes today's age-graded population will also 
characterize the population of 1990 or 2000. An alter
native approach, in which relationships between today's 
elderly and their characteristics as a younger popula
tion, and similar relationships between today's middle
aged population and the future elderly, should be ex
plored. If shifts in mobility are intergenerational and 
not a function of the biological process of aging, time
series analysis of each population group is more appro
priate as a planning tool than is cross-sectional analysis 
of today's population. Unfortunately, most regional 
transportation studies have engaged almost solely in 
cross -sectional studies, and the conduct of time-series 
analysis of travel as a cohort ages will require original 
and special data collection efforts. Until such time
series studies are conducted, however, it will be im -
possible to fully understand the impact of aging on resi
dential location and mobility. 

The concept of life-style has been introduced as being 
a potentially powerful explanatory tool when considering 
residential location and travel among the elderly (11), 
but research is needed to provide further elaboration 
and definition of this concept. We know that some 
elderly persons remain in central-city locations in close 
proximity to services and public transit, while others 
choose to spend their later years in low-density retire
ment communities where automobile ownership is quite 
high. Differences in income, educational levels, and 
living patterns prior to retirement are probably sys
tematically associated with such choices. Efforts are 
required to clarify these relationships. 

The concept of life-style may also be promising for 
the redefinition of transportation planning methods in 
areas that go beyond consideration of the elderly. For 
years, economists have described the demand for travel 
as a derived demand, meaning that persons do not travel 
as an end in itself but because travel is one of the 
essential costs of taking advantage of the opportunities 
provided by the modern metropolis. The implication of 
this basic definition is that people who do not travel do 
not wish to engage in certain activities, or that their 
desire to do so is frustrated by physical or economic 
limitations. The concept of life-style might provide us 
with an alternate explanation of travel that is more ap
propriate to current needs. A particular life-style may 
be viewed as giving rise to locational preferences, ac
tivity patterns, and travel demands in combination with 
one another. Travel, rather than being derived from 
activities, is determined jointly with activity patterns. 
Thus, if elderly persons are observed not to travel very 
much, the conclusion may not be that the cost of mobility 
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is so high as to deprive them of desired activities. 
Rather, the life-style model might allow the conclu
sion that these persons have, in their earlier years, 
adopted living patterns in which activities are geo
graphically circumscribed. Their travel is minimal, 
but a full range of satisfying activities is possible. 
Research aimed at clearer definitions of life-style and 
at the modeling of relationships between life-style and 
travel might establish an analytical tool of equal rel
evance to any age group. If society is entering a period 
of limited growth and limited resource availability, the 
modeling of various life-styles and their associated 
travel requirements and demands might provide a more 
useful planning framework than the standard methods 
that model travel as a simple derivative of projected 
economic and social activities . 

While the concept of life-style can provide an entirely 
new dimension in the analysis of travel requirements of 
the elderly, it must also be recognized that this concept 
will be insufficient to fully explain the locational pat
terns and travel demands of all of the elderly of the 
future. While we believe that the life-styles that are 
brought into old age will be the principal determinants 
of living patterns and travel in retirement, we cannot 
ignore the fact that some people will become incapaci
tated, weak, or fearful as they age, and that these people 
are likely to change their life-styles as a result of aging. 
In this regard, it is once again useful to invoke Neu
garten's distinction between the young-old and the old
old. The young-old can be assumed to be those whose 
travel requirements and locational choices can be best 
explained in terms of the life-style patterns established 
in younger life. The old-old, on the other hand, are 
those for whom the process of aging has made the at
tainment of desired life-styles no longer possible . 

Transportation planners have tended to describe the 
elderly as a homogeneous group of transit-dependent 
central-city dwellers, but the young-old of the next two 
decades will probably be found in a wide variety of living 
environments at low and high densities and relying to 
varying extents on the automobile for transportation. 
Although increased freedom of choice will characterize 
the young-old in the years to come, this freedom of 
choice will itself make the transition to old-old status 
more difficult for those who experience it. The old-old 
will be much more dependent on others than the young
old for the provision of mobility or for the delivery of 
~P.rviceR. Yet, because of choices exercised during the 
early retirement years, the old-old will also be found 
at a variety of densities and in communities of widely 
varying characteristics. Thus, because the young-old 
of the future will exercise a much wider range of choices 
regarding living arrangements and travel patterns, the 
old-old of the future may become more dependent on 
public transportation, while being dispersed in com
munities in which such services can be provided only at 
very high cost. Whether we provide those services in 
low-density suburban locations, or require that the old
old be relocated to central facilities where such services 
can be effectively delivered, the consequences for the 
old-old of the future will be significant. 

It is possible to anticipate the future life-styles of the 
young-old, and to estimate the numbers, locations, and 
mobility needs of the old-old of the year 2000 and be
yond. It is possible, of course, because these popula
tion groups are already alive, and their life-style pat
terns are already established. The methods and ap
proaches employed to date for the estimation of travel 
requirements of the elderly are inadequate, however, 
for the accomplishment of these tasks. We must today 
begin to build techniques that recognize the importance 
of life-style variables as well as the importance of 

physical aging, if we are to meet the challenge of pro
viding adequately for the mobility of the future elderly. 
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