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In a car advertisement series for Peugeot that ran in the spring of 1997 in DN, GP and SvD,
the car was depicted as asymbol of nature, explicitly stated in the caption to the photographs.
What the photographs depict are transformations of the human body into acar, infive
consecutive frame shots. The five series or transformations use the symbol of the body to
represent aesthetic perfection and strength. The ads are sensua and colorful, depicting the car
as being agiven part of nature as much as humans are apart of nature. What is so interesting
about this seriesisthe fact that men and women'’ s bodies are used so differently, with the
mal e chest being transformed into amotor and the woman’ s hips, torso, and legs being
transformed into contours of the car body parts. Men' s bodies represent predominantly
strength, while women’ s bodies represent aesthetic sensudity. The explicitness and clearly
separate images that men and women'’ s body refersto in these adverti sements show the
continued importance of sexua images and their associations to the automobile.

Motorized and privatized mobility isamodern sociad phenomenon that has changed the way
individua s experience their surroundings in that distance has been made less and less
important and the time needed to travel has been decreased significantly. One reason why the
car isso dtractiveis, simply, that it isused to move individuals from place to place making the
associations of movement to speed, freedom and power direct, and embedding the car with
potent symbols and experiences which have increased its appeal and dlure. These symbols
have furthermore been more positively associated with definitions of masculinity. Mobhility,
aso, isanimportant characteristic of modern and pre-modern life. Men have travelled and do
travel more than women and the experience of ‘ other* places has been equated with

knowl edge and/or power. More practicadly, inthe sense of contemporary daily mobility,
accessto alarger radius of possible jobs, for example, increases the chances of finding the
most suitable employment and the most economicd housing, while at the same time
increasing the use of resources and the resultant environmenta degradation. Having access to
mobility in thisfirst sense changes the relationships and opportunities that individua's
experience intheir lives. Inthe second, an ecologicdly sustanable transportation systemin
Sweden can not be based, as current transportation is today, on the private use of the
automobile. Though automobility has many positive dimensions which increase persond
freedom and flexibility, and economic prosperity, it also has an encompassing, negative
impact on the natura environment. Furthermore, because of the importance of automobility
for individud's daily lives, itsimpact on socid equality must dso be taken into consideration.

* A Swedish version of this paper isin print inaKFB anthology for the AUTUMN car project a the University
of Géteborg. A more in-depth andysis of the Gothenburg questionnaire survey is the main empirica base of a
doctord dissertation which is being written by the author a the Section of Human Ecol ogy, Institution of
Interdisciplinary Studies, Gothenburg University.



When automohility first began in the late 1800's and early 1900's, the sexud roles of men and
women in the United States and Europe were more strictly defined than they are today in
Sweden. The devel opment and use of atechnica artefact, while often considered being
outside of how sexudity is defined, is created within a culture mirroring dominant beliefs and
val ues of aspecific time period. Trends in automobile advertisements though closeto a
century later than the beginnings of automobility, still show stereotypica images for men and
women. Women' s passive sexudity is used to sell cars while men’s active sexudity is
assumed in their buying preferences. Typica car advertisements for women appea more to
her as amother and homemaker than to her need for power, speed and status as are often
seenfor men. Research done by Virginia Scharff in the United States has shown that gasoline
driven vehiclesin the early 1900's were seen to be more gppropriate for men because of their
speed and power, while the electric vehicle was more gppropriate for women because it was
cleaner, easier to start, had ashorter range, and was slower. It represented amore feminine
means of transportation in the sense that it coincided with how women were supposed to
behave during this time period. Later, during the inception of the car in Sweden in the 1950’s,
the car was used predominantly by the rich, and more by men than by women, mirroring a
similar trgectory of the development of mass automobility in other industriaized countries.
Despite the large differences between the United States in the early 1900’ s and post-war
Europe, the gasoline driven car was initidly seen as amad e status symbol in both time-
periods, whether exclusively for therich, or later as asymbol of consumerism and the post-
wer lifestyle. It was a‘hope-filled” symbol inthe later time-period, aproof of how norma
modern life could be after the destruction of war and an economic solution to the industria
destruction caused by war. Because of the importance of automobility for economic and
politicad gods, the automobile must be seen as acomplex technologica symbol and not just
as amode of transportation. Furthermore, the associations to masculinity aso affected how
automobility was appropriated by men and women. How does the inclusion of masculinity
within automobility affect contemporary men and women?

The largest difference between men and women’ s mobility patternsisin the number of
kilometersthat are travelled. From the Nationd Swedish Travel Survey of 1994/5 it was seen
that men are travelling 61% of the kilometers that are travelled in Sweden, and women the
remaning 39%.1 In other words, men are travelling, on average, 1.5 times as far as women
are. Men and women are both travelling amgority of their totd kilometers by car. Of the
total kilometers travelled, 69% are made by car. Men and women make approximately the
same number of trips per day with aslight difference of men making 0.2 more trips per day.
Men are making a higher number of trips by car in comparison to women. Of men’ strips,
64% are made by car, and for women 54% are made by car. The other noteworthy
differences in men and women'’ s travel patterns are that men are driving amuch larger
percentage of their trips than women drive, while women are passengers to amuch greater
extent than men. Women aso walk and use public transportation more often than men do.
Both men and women are using the bicycle to approximately the same extent. Men's use of

1 Thisfigure is taken from the 1994 Swedish Nationa travel Survey. For more travel statistics concerning
women's and men's use of the car, see Polk (1996).



the car overshadows their use of other travel modes. Men drive, on average, over 50% of their
trips, while women drive for 30% of theirs.

The differences between the number of kilometers that men and women travel by car are
evident in cohabiting and single households, in households with children and without children
and inthe different age groups. The main exception to thisis that men and women over 65
use the car to approximately the same extent. WWomen with older children dso tend to travel
more per day than women with younger, though their average daily travel lengths by car are
still shorter than those of their corresponding men. By looking at different groups of men and
women, the use of the car is seento differ by sex, and not only by other factors such as age,
income and educationd levels though these factors dso affect the number of kilometers that
are driven per day. Asnoted earlier, thisfact is surprising because it is hard to purport that
women have fewer travel needs or live lifestyles tha are less demanding of persona mobility
than her corresponding men.

In order to explore the differences between men and women's use of the car, many factors
and perspectives need to be taken into consideration. The symbolic importance of the car has
aready been mentioned, as well asitsimpact on the natura environment and its consumer
gpped, bothindividua and national. In order to try and grasp this myriad of possible
influences which may affect men and women's car use, aquestionnaire survey was sent out to
1,500 individud s in Gothenburg in the Spring of 1996, the results of whichwill be presented
here. Three possible dimensions have been identified and will be studied in the following.
What will be discussedfirst isif car use is dependent upon not only access to the car, referring
to the presence of the car in ahousehold, but dso onits actud availability to each adult
individua within the household. Second, some experiences associated with the automobile
will be andysed to seeif they differ between men and women. Third, the attitudes that are
held by men and women concerning the place of automobility in Sweden, and the impact
automobility has on the naturd environment will be tested for differences between men and
women. In conclusion, the results will be combined to see what factors can not be excluded
when explai ning why men and women use the car differently and what the political
implications of these results could be.

The Availability of the car to men and women

A good place to begin to see why men and women may use the car differently is by looking at
the license holding rates of individuals and by looking at how many cars there are per
household and licensed driver. The use of the car is clearly dependent upon the presence of a
car and on anindividua’s holding of adriver’slicense. Women in Swveden, especidly ol der
women, are licensed to alesser extent than men. Inthe younger age groups, thistrendis
changing. Despite this being an important factor, licensed men and women in househol ds
with one car still showed large differences intheir daily use of the car. Socio-economic
variables are often used to explain the diferences in men and women's travel patterns,
especidly of thework trip. However, results from travel surveys do not explandl of the
differencesin car use by men and women in Sweden. There must be other factors outside of
access to the car (license rates, and presence of car in household) that affect its actud use.
What could these be? Another possihility is seeing how practicaly available the car isto



licensed individud's in cohabiting households with one car. It iswithin these households that
car useislimited and must be shared by two adults. Inthis situation, do men and women
share the decisions that are made concerning car use? Isthe car shared with friends and
family, or used solely by the individua? Does the monopolization of the car by one
individua inthe household successfully limit its use for others?

The most striking differences between men and women's car use in cohabiting households
with one car is that men, to amuch greater extent than women, say that it is they who makes
the decisions concerning the car use in their households. Though car use is mostly sharedin
these househol ds (with 47% of the men and 54% of the women responding that they share car
use decisions with their spouse), 43% of the men responded that they most often made the
decisions concerning car use, while only 10% of the women answered the same. There was
aso alarger number of women who answered that it was their spouse who made the
decisions concerning car use in their household, while very few of the men responded inthis
way. What can be concluded from these results is that even while women live in househol ds
with acar, they are seldom the only individud in the household who determines car use;
women share car use decisions with their husbands or delegate this decision making to their
spouse to amuch greater extent than men do. Thisis as true of households with children asit
isfor households without. Though women with children do respond that they participate
more often in the decisions concerning car use, the differences are still comparable to what is
seen in households without children.

Does this mean that women use the car | ess because their spouse priorities his sole use? In the
Nationa Swedish travel Survey, men drove done to agreater extent than women did. There
was no information concerning the sharing of the car with family and friends besi des what
could be extrgpol ated from the data, for example that there were two licensed driver'sin the
household. To explore this question, the respondents in the Gothenburg study were asked if
they shared their car with other individuas. A mgority of the respondents said that they
shared their car with family members or friends. What is further substantiated is that it is men
more often than women, who respond that they are the only users of the car that they drive.
Of the individuas in the study group who said they drove acar, 36% of the men and 19% of
the women said that they were the only users of the car that they drove. Women, to agreater
extent than men, responded that they shared the car with friends and spouse. This confirms
the results from the Nationa Travel Survey and further, show the differences in men and
women's monopolization of the car which they drive.

Why do men respond that they are more in control of the car in cohabiting households with
one car? The socidization process which affects how technologies are seen as being
gppropriate or not for men and women grow out of anindividuas' family situation as achild.
Are people socidized into associating the car more with men than with women because thisis
what they experienced as children? To test this possibility, the respondents were asked who
used the car intheir childhood. Since automobility was a post-war phenomenon in Sweden, it
was not apart of the older respondents’ childhoods to the same extent that it was to
individuas born after the 1950’s. However, in dl age groups and showing no differences
between men and women, the father was given as the dominant user of the car during the



childhood of the respondents. Thisis even true in the younger age groups, where even
individud s borninthe 1970’ s still responded that it was more often their father who used the
car. Car useinthe families of the younger respondents was answered as being shared by both
parents to agreater extent than older individuals. The association of car use during childhood
with the father could be another possibl e reason why men, to amuch greater degree than
women, are making the decisions concerning car use infamilieswith one car. Men and
women may be following the example set by their father's and mother's, who a so used the car
inthisway.

Another aspect of men using the car, is that women might very well need or want to use the
car more than they do, but do not simply because it is not available to them to the same extent
that it is available to men. Living inahousehold with one car does not mean that the car is
available to both adults as has been shown. In the Gothenburg study, in cohabiting
households with one car, for example, men use the car to work for 80% of their work trips and
women for 55% of theirs. Women are instead using public transportation and biking or

wa king to get to work. It isonly in households with two cars that women can be seen to have
as much accessto acar as men do. These households make up only 26% of the total
populaionin Sveden currently. Inthese cases, the car is used to amuch greater extent by
women, though not to the same extent as by men.

The use of the car has been discussed by |ooking a who makes the decisions concerning car
use, who shares the car that is used, and what mode is used to work. Despite younger and
mi ddle-aged women being licensed to approximately the same extent as men, and living in
cohabiting households with acar to asimilar extent, there are large differencesin how
available the car is to men and women. It can be suggested that the car is seen as being more
within the ma e sphere of control; that one car in ahousehold is usualy seen as the man's car,
and istherefore used to agreater extent by men thanit is by women. Even when men and
women have similar accessto acar, it has been seenthat it is more available to men. Thisis
an important point to remember. While statistics say that 80% of the households in Sveden
have one or more cars, this number reflects the availability of the car to men, and not to
women.

Experiences of the automobile

Experiences associated with the car is another dimension that may be able to explain why
men and women use the car differently. Aswas seen when ta king about men and women's
access to the car, the car is not as available to women as it isto men. Since the relaionship of
individuas to acar are very complex and many faceted, the car will dso be looked & nowin
terms of how it is experienced to see if this may offer other possible reasons why men and
women use the car differently. A car may be used moreif it is experienced, for example, as
comfortable, attractive and easy to use. A car may aso be used moreiif it is somethingthat is
not purely instrumenta for the user, if it is seen as something which anindividud identifies
with or something which is experienced as positive, for example as attractive or as asymbol
of status.



One place to start when looking a how the car is experienced is how one feels while driving.
In Gothenburg, almost 90% of the respondents said that they experienced driving as practicd,
and dmost 80% as representing freedom. Over haf of the respondents dso said that it was
fun to drive. The differences between men and women are minima. There were fewer women
than men who thought that driving was practical and free, though the same amount found it
fun. The largest differences between men and women were seen in how driving was
experienced as relaxing or dangerous. Men said that they experienced driving as relaxing
more often than women did. Women said that they experienced driving as dangerous more
oftenthan men did. While there are some differences in how men and women experience the
car, these differences are minima and can not be used to explain the differencesin car use.

What do men and women think about their driving abilities? For the study group, around
70% of the respondents did not think there was adifference in men and women’ s driving
ability. There were an equal number of women who thought that women were better, as there
were men who thought that men were better. While there are some differences in how the
car is experienced while driving, there are more similarities between men and women than
not. Women said they experienced driving as more dangerous than men did, while more men
responded that they experienced it as relaxing. There seem to be, however, minimal
differences in how men and women see themselves as competent drivers or not. Onthislevel,
there do not seem to be any conclusive differences between men and women'’ s experience of
driving, nor of how they rate the competence of men and women as drivers.

Anyone, who has driven acar alot, a some point, has experienced some sort of problem with
the car. Thismight be asimple thing that is easily adjusted or something relating to upkeep
that requires alittle more atention. Wha many drivers hope to avoid is needing to pay
expensive repairs bills, or being stranded on aback road late at night in freezing weather.
Nevertheless, what if this does happen? Does this situation affect men and women
differently? Are men and women equal ly knowl edgeabl e about how their cars work? If an
individual understands the basic functioning of an automobile, can do the minor upkeep and
reparsthat are required, and is well versed enough in car shop-tak, he/she runs amuch better
chance of saving money and of having acar that works well and is dependable. For
individuas who do not know the basics of car repairs, the functioning and upkeep of their car
must be left to someone else. Car repairs have been seen as atraditionaly masculine ream.
Neverthel ess, since women are driving more and more, have they acquired the knowl edge that
is connected to this use?

The difference in men and women'’ s self-proclaimed knowl edge of car repairsin Swedenis
striking. Over 80% of the men said that they knew something about car repairs, while only
30% of the women answered inthisway. This follows very well the stereotypicd view of car
repairs being more associated with men than with women. Nevertheless, does this mean that
knowl edge concerning the car is gendered? It is possible that men are more prone to answer
that they know something about car repairs, while women are less inclined to answer
affirmatively. To further study the experience that individua s have with car repairs, the
respondents were a so asked to mark the repairs that they had done on acar and to
approximate how much they had done these repairs. These answers aso confirm the prior.



There are extreme differences in the answers that men and women give when questioned how
frequently they have done simple car repairs such as checking the radiator, oil, tire pressure
and doing minor mai ntenance such as changing the oil, tires and spark plugs. For
comparison, the respondents were a so asked how often they had washed the car and cleaned
out theinside. The only question where men and women respond similarly is when asked if
they had cleaned the inside of the car.

As has been discussed in the introduction, the car has different types of symbolic meanings
that can be seen to be associated with definitions of masculinity and femininity. Whileitis
difficult to empiricaly andyze the nuances of meanings and val ues that are associated to the
car, it may be possible to seeif the car is seen as an important symbol for the respondents. In
Gothenburg, amost al of the respondents answered that they thought that people were proud
of their cars. A large mgority aso said that the car was astatus symbol in society, though
very few responded that it was astatus symbol for them. The main difference between men
and women were seen in the much greater number of men who respond that they are attracted
to certain cars, and in the larger number of women who felt guilty when using acar. If this
means that men identify more with cars or experience some sort of eroticism from certain cars
isimpossible to know. What this can be interpreted to meanis that there were significantly
more men than women who responded that they experienced the automobile in terms that did
not exclude referring to atechnolgoicd artefact as something which they found ‘attractive'.

Attitudestowards automobility

Another important dimension which needs to be empiricadly tested is the importance of
attitudes and how they can be used to understand men and women’ s use of the car. Attitudes
can be held towards any number of objects, issues or problems. Inthe case of automobility,
the types of attitudes that could be studied are potentidly endless. Because the work a hand
is concerned with the use of the car, atitudes will be limited to those which are seento be
relevant or influentia to car use in particular and which could be adequately answeredin a
survey of the type used. The differences between men and women's attitudes towards
automobility and their concernfor environmenta problems stemming from automobility and
for the environment in generd will be discussed in the following.

Automobility is seen as being anecessary part of modern society by astrong mgority of the
sample populaion. Despite the fact that there was such large agreement as to the need for
automobility, there was a so large support for the statement which pointed out the
environmental degradation of car use. Statements which supported automobility found more
support than those which entailed areduction in the use of the car. Surprisingly, though there
were many respondents who answered that having acar was a human right, there were
significantly fewer who answered that this should be applied to Sweden. The answers overal
show agood ded of positive attitudes towards automobility, despite its environmenta impeact,
and less willingness to reduce ‘our’ mobility inthe future.

This picture changes somewhat when men and women are looked at as separate groups. All
of the differences between men and women's attitudes towards automobility are large. Men
express more support than women for al of the statements which are positive to automobility,



and women express more support for dl of the statements which are criticd of automobility.
Because of the size of these differences, it is concluded that men and women in Goteborg
differ intheir attitudes towards the place and importance of automobility. Women are more
criticd of automobility, expressing opinions which point to its negative impact. Men, onthe
other hand, are much more supportive of car possession and use, despite an expressed
awareness of itsimpact on the natura environment.

It isimportant to note that when women were asked about the environmenta impact of
automobility on agenera level, they supported the statement that 'the natura envrionment
could not ded with the problems that are caused by automobility', significantly more than
men did. More specific environmenta impacts of automobility aso received different support
from men and women. Women responded, in generd, that they were more concerned with
the environmenta impact of the car than men. There were significantly more women than
men who thought that automobility was an important cause of air pollution, the greenhouse
effect, noise pollutionand ecid ran.

How can these differences in attitudes towards automobility between men and women be
explained? One line of research which has much relevence for this study is the work donein
environmenta attitudes and gender. The importance of sex, or the differences between men
and women, has received a certain amount of study though there are no clear results that can
be applied directly to this study of the automobile. Inarecent review article of the subject, by
Davidson and Freudenburg (1996), it was seen that differences between men and women
were most significant for loca environmenta issues or problems. In studies that dedt with
more regiond or globa environmentd issues, the results were varied. Automobility has
perhaps historicaly been seen as more of aloca environmenta problem which has changed
character inthe last years and is now being discussed as aglobd environmenta problem. For
this reason, it can not be defined as aloca or globd environmenta issue because it has been
portrayed as both. In summary, much of the internationa literature that deas with men and
women'’ s atitudes towards the environment, both empirica and theoretica, can be stated as
showing modest support for women being more environmentally concerned than men are.
How does this compare to the work done in Sweden?

In Gothenburg women showed more concern than men for environmenta problems such as:
industria wastes, nuclear waste, car exhaust, coastd oil spills, household waste, extinction of
plants and animal's, the use of chemicalsin farming, and the thinning of the ozone layer. The
problem that both men and women noted as the most serious was the thinning of the ozone
layer, followed by industrid emissions. That which was judged as being the |east serious was
the problem of the disposa of household waste. While women respond that they feel that
these problems are more of athreat than men do, they rank them inasimilar way with the
exception of nuclear waste, which women rank as being one of the most serious
environmenta problems. Meninstead rank industria wastes and emissions as being more
serious than nuclear waste.

How are genera environmenta problems related to those associated with the automobile?
Both men and women rank car exhaust as one of the less threatening of the environmental



problems they were asked to respond to (see list above), though women respond that they see
it as more of athreat than men do. It must be noted, however, that on ascale from 1 to 10
('very little threat' to ‘very large threat") only household waste was rated under 7. All of the
respondents in Géteborg, both men and women, responded that environmenta problems are
something of aserious threat to Swveden. When asked to respond to the risk that these
problems posed for their life, again, women responded with higher ratings of car emissions as
arisk for their lives.

What can be concluded from these results for the discussion a hand? These answers support
the tendency for women to respond that they are more concerned with the environmental
impact of automobility, and are therefore more critica of the impact of the automobile onthe
natura environment. This aso supports internationa studies which saw that women were
more concerned with environmenta problems than men. The implications of these results
are, however, not a al asclear. While atitude studies are va uable tools for seeing how
individua s respond to certain problems or issues, they are no more than away of guaging
tendencies within apopulation. The biggest problem is using atitude studies to predict
behavior or explain why individual s behave in certain ways. As the gpproach used here
exemplifies, there are many factors which influence and steer individuads and their daily
choices. Evenlooking & one issue, the complexity is near impossible to grasp. What can be
ganed from thiswork is an overdl orientation to the differences in men and women's atitudes
towards automobility and their experiences with the car, and the areas that may warrent
further study.

Conclusions

As has been seen so far, inlooking at the automobile from the various perspectives mentioned
here, there are differences and similarities in men and women'’ s relaionshipsto their cars. In
the first section, access and avail ability were discussed where results from the questionnaire
study show that the car is more available to men and women in household situations where
car access has been assumed to be equd. In experiences associated with the car, men and
women’ s experience of driving and of how they view the driving abilities of other men and
women were seen to be very similar, with few differences between men and women. The
flexibility of the car is confirmed as being important to the respondents in the answers that
note the car as being practicd and funto use. With other experiences of the car, amore
sexud ly segregated pattern emerges where women and men respond that they have very
different knowledge of how acar works and what repairs they have done. Thisleadsthe line
of reasoning back to the separate spheres of men and women, where working onacar is
reinforced as being much more norma for men. For whatever reasons, women do not have
anywhere near the experience or knowledge of cars that men do. Findly, the attitudes
surrounding car use and its impact on the natura environment aso show differences in men
and women’ s concern and rating of environmenta threats. \Women are more critica of
automobility and are seen to be generdly more concerned with environmenta problems, not
only with nuclear power, but aso with other problems which are both loca and globd. In
conclusion, there do seem to be some substantia differences between men and women’s
relationships to the automobil e that encompass many different dimensions of car use and



which need to be taken into consideration when exploring why men use the car more than
women do.

The differences in how men and women use the car have consequences not only on
opportunities for better work, but aso on the extent that individua s degrade the natura
environment. If Sveden isto ever reach an ecologically sustanable transportation system,
current acceptable levels of transportation for different members of the popul ation must
obviously be questioned. Some current proposa s for the next nationa transportation planin
Sweden emphasi ze economic measures, such as gasoline and road taxes, because they are
seen as being both effective in reducing emissions, and politicaly feasible inimplementation.
Technologica devel opments combined with taxes are one suggestion for reaching the god's
for reduced emissions. Such initiatives would impact the financiadly weaker groups in society
which includes on over-representation of women, children and the elderly, thus resulting in
limiting their travel. Since these groups dready travel less by car, such measures would only
increase the inequdities that are aready obvious today and place further financid pressures
on lower income individua s and househol ds.

If sustainability is taken seriously, automobility is only aviable transportation system for a
very limited group. This group today is most likely to be men. Because of how availgble the
car isto men, how men experience having more knowl edge about the car, and due to men
having much more positive atitudes towards automobility, men can be interpreted as having
more barriers to reducing their use of the car than women would have. If thisis so, than
measures designed to reduce car use must take this fact into consideration or they will not be
effective in reducing the use of the car inthe groups where it is used the most. The politicd
implications of thisis that asusta nable transportation system, and the implementation of it,
must not only take the environment into consideration, but aso strive to ataina
transportation system that is not elitist and only accessible for individud s who are have
financia resources and who are not willing to reduce their use of the car for the sake of
environmenta issues.
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