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4.1 Introduction and context 
 
Transport and economic geography 
The link between transport and economic growth is indivisible.  
Whilst moments of economic progress are often linked to political 
and social change, they are almost always associated with new and 
better forms of transportation1. It is obvious that a transport 
system which connects goods, people and ideas as efficiently as 
possible is important to economic growth1. However, the 
geographical relationship between the three, or the relative 
importance of that geographical relationship, is more fluid.  
 
Until the middle of the 20th century, the success of an economy 
consisted in what it could produce, and this could often be reduced 
to that economy's geography. The car industry in the West 
Midlands, for example, was successful because there was a skilled 
local labour market, constant local (national) consumer demand and 
a successful business model based around mass production. From 
the latter half of the 20th Century, however, this changed. 
Economic deregulation meant that manufacturers needed to reach 
global rather than just domestic markets - their ability to operate 
across borders was increasingly important. At the same time, 
innovations in the production process resulted in smaller 
enterprises specialising in the production of individual components 
rather than every aspect of the process taking place in-house - 
closeness to these local suppliers became crucial. And business 
innovation meant that traditional skills became redundant and 
demand increased for both low skilled labour and new more 
advanced skills - access to a diverse labour market was essential1. 
 
These processes, though experienced slightly differently elsewhere, 
applied to the economy as a whole and were not just confined to 

the production sector. They are of interest to transport planners 
for two reasons.  
 
 i) Globalisation, changes in business organisation and the 
transport sector 
Firstly, markets were ‘going global’. Producers needed to transport 
their goods across borders to new consumers, and retailers needed 
to take advantage of new and cheaper goods which were being 
manufactured elsewhere2. At the same time, businesses changed the 
way in which they operated. To be competitive, both manufacturing 
and retailing firms needed to be leaner and respond more directly  
to consumer demand. Rather than a single firm making then holding 
surpluses, or a retailer buying in surpluses of stocks, inventory was 
kept to a minimum and, for retail in particular, was re-supplied on 
an almost daily basis. The result has been various and growing 
movements of goods between suppliers, manufacturers and also 
consumers3. In order to keep up with these demands, the transport 
sector grew significantly and, due to their complexity, became more 
of a science: it was increasingly accompanied with the term logistics3. 
   
ii) Agglomeration economies  
Despite these shifts and changes to the transport sector, geography 
still imposes costs on businesses and, as alluded to earlier, 
businesses and their workforce benefit possibly more than ever 
from locating close to each other. The term ‘agglomeration 
economies’ has been used by spatial economists to describe these 
benefits, some of which are external (they are unintended)4. Briefly, 
if businesses locate in towns or cities, they are closer to consumers 
who wish to buy their goods, other businesses with whom they  
either compete or work (their suppliers), relevant institutions such 
as universities, and a large pool of potential workers.  
 
 

4. Economic Growth 
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The advantages are that transport costs between businesses, their 
suppliers and their markets are reduced; businesses are more likely 
to assimilate knowledge from universities and other institutions; 
and labour markets become more flexible. In addition, since 
workers are able to choose from a greater number of employment 
opportunities, local levels of employment (and wages) increase, and 
so too does market size4.  
 
These gains from agglomeration are important for studying local 
economies because they are different for different industries5. 
Agriculture, a sector which is immobile, relatively low-skilled and 
self-contained (does not depend on suppliers). benefits the least 
from agglomeration. On the other hand, service industries, for 
whom proximity to large labour markets, consumers and 
businesses is crucial, benefit the most. Manufacturing is more 
interesting. The benefits of being close to suppliers, other firms 
who might demand their goods and decent freight transport links 
are so important to manufacturers that agglomeration of 
manufacturing can occur even where labour is immobile - 
manufacturers can, and usually do, locate outside cities and can be 
distant from the labour markets which serve them5. 
 
The presence of agglomeration economies does not suggest that 
demand to travel reduces and local transport connections become 
less important. Without good transport links, businesses cannot 
trade between each other or reach local/non-local markets and 
workers cannot access those local businesses. In other words, 
transport networks actually determine proximity. They can help 
agglomeration economies expand by making a larger scale of activity 
- a greater pool of labour, consumers and other businesses - more 
accessible5.   
 

Leicestershire’s economic geography 
Given all these changes, the geography of Leicestershire’s (and 
Leicester’s) economy is interesting. In the Overview chapter, we 
used data on local output and earnings to argue that for a county 
(peripheral) area Leicestershire is a relatively strong economy, and 
that for an urban area, Leicester City is relatively weak. The 
implication was that the best employment opportunities in the sub-
region cannot always be found in Leicester City; that there will be 
demand to access a number of jobs in parts of Leicestershire. The 
most obvious are in the county’s out-of-town business parks: in 
Bishop Meadow Estate in Charnwood (c. 6,500 jobs in 2001), 
Magna Park in Harborough (c. 5,000 jobs), Dodswell Bridge and 
Harrowbrook Industrial Estate in Hinckley and Bosworth (c. 4,800 
jobs) and Meridian Business Park (c. 4,500 jobs) and Fosse Park in 
Blaby (c. 4,500 jobs).  
 
We also said that, despite some structural change, manufacturing 
remains substantial (takes up 16 percent of all jobs) and the 
transport and communications sector is increasingly important. It is 
easy to understand why transport and manufacturing is substantial 
in a county like Leicestershire. Whilst both sectors benefit from 
being close to each other, they tend to concentrate outside of cities 
and in easy reach of local road and rail freight links. However, 
remembering that they sometimes cluster in areas which are distant 
from labour markets, the jobs available - and particularly the jobs 
located in out-of-town businesses parks - may be inaccessible to 
some. If this is true, then it will be difficult for businesses to fill jobs 
and for workers to find employment. Parts of Leicestershire will 
therefore contain inflexible labour markets. There will possibly be 
an oversupply of labour in some areas of the county and over-
demand for labour in others. This is likely to make businesses less 
competitive than they could be and levels of employment possibly 
lower than they should be. 
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Existing research in public policy 
In public policy, one of the most significant documents linking 
transport with the economy is the Eddington Review (2006)6. Much 
of the review is concerned with ‘agglomeration economies’ and 
their implications for the transport system. For Eddington, the 
upshot of agglomeration is that it puts added pressure on transport 
routes since workers, goods and services travel to the same 
economically important areas at similar times of day. He suggests 
that local transport planners need to better understand these daily 
flows mainly in the context of local labour markets; when they 
peak, where on the road network this matters and the individuals/
businesses which constitute them6. More locally, Atkins consultants 
have put together a summary of existing research into Leicester 
and Leicestershire’s transport sector. The document begins to 
consider how the county’s location, road, rail and public transport 
links interact with the sub-regional economy*. Finally, Atherton and 
Price (2009)** provide an original local piece of work. They have 
created a typology of peripheral economic centres in the East 
Midlands. Although the project considers connectivity between 
these secondary centres, it is necessarily broad reaching and does 
not attend in detail to labour market movements in Leicestershire.   
 
Chapter Focus 
Based mainly on Edddington’s prescriptions, this chapter first 
attempts to understand one of the main consequences of 
agglomeration: growing demand to travel at peak times. It looks at 
daily flows of traffic on Leicestershire’s principal roads, how traffic 
flows are changing over time and where on Leicestershire’s 
transport system stress is at its highest - where demand has grown 
beyond supply of road space. The most substantive part of the 
chapter then focuses on local labour market flows. It spends some 
time describing their geography in terms of supply (where workers 

live) and demand (where jobs are), before considering this 
geography alongside workers’ capacity to travel. The chapter 
concludes by identifying parts of the county where the spatial 
distribution of certain (low-skilled) jobs and workers means that 
labour markets might be inflexible - and therefore where cheap and 
efficient transport networks are vital.  
 
 
 
 
 
 
 
 
 
 
 
 
 

 

*See Atkins (2010) Leicester & Leicestershire Economic  Assessment: Transport. Available at: http://
www.leicester.gov.uk/Consultationstrategy4growth/ 
**See Atherton, A. and Price, L. (2009) Secondary Centres of Economic Activity in the East Midlands. Available at: 
http://www.lsr-online.org/reportssecondary_centres_of_economic_activity_in_the_east_midlands.  
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Methodology and data visualisation  
This chapter draws on a number of common techniques used to 
understand the geography of local labour markets. Its methodology 
and structure is based on a paper by Anne Green and David Owen 
of Warwick University: The Geography of Poor Skills and Access to 
Work (2006)8. Green and Owen’s work uses Census 2001 data 
aggregated at mainly Local Authority level to describe spatial 
variations in labour market supply and demand. Ours mirrors this, 
but makes it specific to Leicestershire and drills down to smaller 
levels of geography. As a result, the analysis often switches between 
ward, Lower-level Super Output Area (LSOA) and Output Area 
(OA) level.  
 
These geographies are defined in the Glossary but briefly, wards can 
vary in size substantially though contain on average 5,500 people; 
LSOAs are a more coherent geography and hold around 1,500 
people; and OAs usually represent 120 households. In order to 
visualise these different geographies, spatial treemaps are used. 
Again, these are introduced in Chapter 3, but spatial treemaps are a 
useful way of showing multiple hierarchies of spatial data. Take a 
look at the example (figure 4.1a). The map is divided up into 
rectangles which represent different geographic areas in the county. 
These rectangles are sized by a variable of geographical interest - in 
this instance residents. They are first cut by the highest level of 
geography (districts), and below that each district is subdivided into 
a lower spatial hierarchy (wards). Usually, since the size of the 
rectangles already conveys one variable (number of residents), we 
can use colour to encode the maps with another. In this instance, 
colour is used to distinguish between districts.  
 
Although compared to traditional Ordinance Survey maps we lose 
some geography, the rectangles are always ordered spatially and as 

close to reality as possible. Melton is only ever located in the north 
east of the display, and Castle Donnington is always in the north 
west, next to Ashby Holywell ward.  
 
Spatial treemaps have emerged out of City University’s giCentre 
very recently. Details of the theory and software behind them can 
be found at: http://www.treemappa.com/. 
 
 

 

 

Figure 4.1a Example Treemap: rectangles are sized by number of residents and, to 
represent the physical geography of the county, are positioned spatially  

Source: Census, 2001 

See also: Wood, J. and Dykes, J. (2008) Spatially ordered treemaps. IEEE Transactions on Visualization and 
Computer Graphics, 14(6) 
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SECTION 1 A consequence of agglomeration: traffic 
volumes and congestion in Leicestershire   
 
4.2 Monitoring traffic flows in Leicestershire 
 
High levels of congestion on a road network are usually a sign of 
economic success6. Congested towns and cities tend to be 
associated with high wages and land prices. That there is congestion 
suggests demand to travel within an area outstrips the supply of 
road space. It follows, then, that where there is congestion - where 
the supply of roads does not meet demand - economic growth/
productivity is constrained. There is some evidence of this in the 
East Midlands and UK as a whole. A study conducted in 20079 
estimated that congestion costs the East Midlands £835million/year, 
and a national survey commissioned for the CBI10 found that 47 
percent of companies lose significant worker time when transport 
routes are unreliable. In trying to understand congestion in 
Leicestershire, we are therefore interested in identifying where 
demand on the road network is highest and, more importantly, 
where this outstrips supply - or where travel speeds/times are 
affected. 
 
Traffic Growth 
Over the last 7 years, Leicestershire County Council has run 
Automatic Traffic Counts (ATC) on some of its major roads. 
Complete records are only available at 9 observation points, so we 
need to be careful not to associate changes in flows at these points 
with the whole of Leicestershire. Nevertheless, figures 4.2b and  
4.2c show average daily flows of traffic over time on major A-roads 
in the county (see figure 4.2d for observation points).  
 
The A563 (city ring road) and A511 stand out as having particularly 
high flows, and data for 2003-2008 suggest that traffic at these sites 

is increasing11. Other observation sites have seen relatively constant 
levels of traffic between these years. As might be expected, traffic 
levels dip noticeably in December and January. Looking at autumn 
2008 to the year end (the banking crisis onwards), there is little sign 
that the recession had impacted on traffic flows at these sites. More 
recent data would be useful here. Over the six months between 
December 2008 and August 2009, the number of JSA claimants 
living in the county increased by approximately 4,500 (a 60 percent 
increase)12.  As a consequence, we might expect there to have been 
some fallout in demand on the road network.  
 
Traffic delays 
In terms of identifying where speeds or travel times are affected, a 
Congestion Management Study was undertaken in Nottinghamshire, 
Derbyshire and Leicestershire in 200713. This work aimed at gaining 
a general measure for average traffic delays and journey times on 
the local network. The results for roads into Leicester City are 
presented in figure 4.2a. They confirm that major routes into the 
city centre do experience delays during peak hours. The study also 
found, however, relatively high levels of congestion in 
Leicestershire’s Market Towns. Typical peak-time traffic delays in 
Loughborough, for example, were comparable with those in 
Leicester City.    

 
 
 

 
 
 
 
 
 
 

Figure 4.2a Traffic Delays by road on routes 
into Leicester in the am peak (8am-9pm) 

Source: 6Cs Congestion Management Study, 2007 

Road
Mins Secs

A426 4 51
A607 3 59
A6 South 3 31
A47 West 2 36
A5199 2 15
A5630 2 5
A50 2 0
A47 East 1 29
A6 North 1 27

Average delay per mile 
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Source: ATC Count Data, 2009 

Figure 4.2b Average daily traffic flows for 
major A-roads, 2003-2008  

Figure 4.2c Average daily traffic flows 
for major A-roads, 2000-2008 

Figure 4.2d: ATC observation points 
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Future traffic monitoring in Leicestershire 
Since 2007, local authorities have had access to GPS readings from 
vehicles travelling through their authority14. The data have been 
collected by Traffic Master and funded by the DfT. The data set is 
extremely complex and contains over 100 million records. Each 
record refers to a stretch, or ‘link’, of road. The records are 
broken into 15 minute intervals, but each date is logged separately. 
Importantly, the number and type of vehicles crossing a link, and 
the time in seconds it takes to travel through a link, are also 
presented. We are currently working on ways of processing, 
analysing and presenting the data set. One idea is to develop an 
interactive, web-based graphic which would allow users to view 
how traffic speeds and traffic volumes change by time of day and 
day of week. If the project is successful, a version of it should be 
available online by Autumn 2010. 
 
 
 

SECTION 2: Understanding the geography of 
Leicestershire’s labour market 
 
Looking at traffic flows gives some understanding of where and 
when inefficiency on Leicestershire’s road network takes place. This 
is useful in affirming what might seem obvious: that traffic volumes 
are greatest at peak travel times (when people are travelling to 
work) and in urban areas (where jobs usually are). It says little, 
however, about where these people are travelling from and to and 
for what reasons. Earlier we mentioned, following the Eddington 
Transport Study, that it is crucial for a local transport network to be 
efficient in connecting workers with jobs. The rest of the chapter 
therefore uses a very different data set - the 2001 Census - to 
better understand movements within Leicestershire’s labour 
market. It first shows general patterns of travel-to-work in the 
county, before focussing on the spatial distribution of employment 
centres (labour market demand) and working residents (labour 
market supply).   
 
4.3 Overall travel-to-work journeys in Leicester and 
Leicestershire 
 
As discussed in the introduction, economic activity is spatially 
concentrated and usually in cities. The reasons for this are logical. 
Businesses benefit from being close to dense labour markets, 
institutions, their competitors and a range of non-work/leisure 
opportunities which are available in urban areas4. If cities are 
therefore sites of work, or labour market demand, then what 
immediately surrounds them makes up labour market supply. This 
scenario can be seen in the Origin-Destination (OD) map in figure 
4.3d (page 31), which shows patterns of travel to work in Leicester, 
Leicestershire an Rutland.  

Key points (4.2) 
Analysis of local Automatic Traffic Counts shows that, as expected, traffic flows 
are highest and have generally grown in the last 6 years on the A563 (city ring 
road). A recent Congestion Management Study carried out for Leicestershire, 
Nottinghamshire and Derbyshire found Leicestershire’s longest average peak 
time morning delays on roads like the A426 and A607, running into Leicester 
City. It also found delays in some of the county’s Market Towns.  
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Flows of workers into Leicester City 
A cursory glance at the map (page 31) shows that Leicester City is 
the most important destination for residents across Leicester and 
Leicestershire. Around 20 percent of the county’s workforce 
commutes into Leicester City for work every day, and workers 
travel into the city from most parts of county. A closer look at the 
map shows that there are particularly high flows from residential 
areas surrounding the city (coloured in deep red) and to the west 
of the county, but also there are substantial numbers commuting in 
from towns like Melton, Market Harborough and the more 
populated parts of Charnwood.  
 
The principal aim of the OD map is to identify geographical 
patterns of travel-to-work. Something which is therefore 
necessarily more difficult to identify is the extent to which 
Leicestershire’s residents depend on Leicester City for work. 
Figure 4.3a, however, does. It shows that, probably as expected, 
jobs in Leicester City are most important to residents in Oadby and 
Wigston and Blaby. Forty-one percent of Oadby and Wigston’s and 
34 percent Blaby’s employed residents work in Leicester. It also 
makes sense that the districts furthest away from Leicester - 

Melton and North West Leicestershire - are least dependent on it  
for jobs. Interestingly, and especially for these districts, Leicester 
City offers a number of opportunities for residents seeking high-
skilled jobs. Of those workers living in Harborough, Melton and 
North West Leicestershire who commute into Leicester City for 
work, just under 60 percent are employed in managerial or 
professional occupations.      
 
Labour market flows within Leicestershire County 
Despite this economic importance of Leicester City (in terms of the 
jobs it offers), there remain a number of exceptions. These can be 
easily spotted in the OD Map. Significant numbers commute into 
Loughborough and Coalville (north and north west of the county), 
the part of Blaby which contains Meridian Business Park and Fosse 
Park (south west of Leicester City), Lutterworth (which holds 
Magna Park), Melton Mowbray and the far north west of the county 
(around East Midlands airport).   
 
Interestingly, the geography of these labour market flows is uneven. 
Perhaps because of its size in terms of jobs, workers travel to 
Loughborough and its major business parks from most and 
relatively disparate parts of the county. To a lesser extent, this is 
also the case for workers travelling to Coalville, Melton Town 
Centre and Market Harborough (the latter two are more 
interesting because they offer fewer jobs). At the same time, other 
parts of the county tend to exhibit more localised labour markets. 
This is particularly true for the far west and north west of the 
county (possibly including East Midlands Airport), rural areas to the 
north east and Rutland (though this is to be expected since they 
contain few jobs) and also relatively large employment centres in 
the south of Leicestershire, particularly around Lutterworth (which 
contains Magna Park). 
 

Figure 4.3a: Proportion of each district’s workforce working in Leicester 
City 

Source: Census, 2001 
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Labour market flows from Leicester City 
It is also not always the case that residents living in Leicester City 
necessarily find employment there. Again, this is reflected in the 
OD map. A significant number commute out to those parts of the 
county which we have just suggested - to opportunities around 
Blaby’s Business parks, Loughborough, Coalville and Lutterworth.  
 
Again, though possibly to a greater extent than with county 
residents, smaller flows of workers living in Leicester City commute 
to the more distant and rural parts of the county. This can be seen 
in figure 4.3b. Around 20 percent of Leicester’s workforce finds 
employment in Oadby and Wigston and Blaby, whereas Melton and 
North West Leicestershire offer opportunities to just 2 percent of 
all Leicester’s employed residents. Another significant point, which 
is different from the scenario in figure 4.3a (previous page), but 
which possibly reflects the social geography of Leicester City, is that 
of the workers commuting to Leicestershire, a high proportion (52 
percent overall) are employed in routine or manual occupations.   
 
 
 

Cross-border movements 
Finally, something which the OD map forgets is the various labour 
market movements across the border - of Leicestershire residents 
commuting outside the sub-region for work and of residents from 
outside Leicester and Leicestershire commuting in for work. These 
are summarised in the figure below. Many of them are unsurprising. 
Since they border each other, substantial numbers of workers 
commute between South Derbyshire and North West Leicestershire. 
The same is true of Charnwood and Rushcliffe, Melton and Rutland 
and Hinckley and Bosworth and Nuneaton/Coventry. However, a 
number of workers do commute to areas which are relatively distant 
from them. The most obvious is between Rushcliffe and Leicester. 
 
 
 
 
 
 
 
 
 

origin district Leicestershire destination total origin district outside Leicestershire destination total

South Derbyshire North West Leicestershire 3812 Hinckley & Bosworth Nuneaton & Bedworth 2015

Nuneaton & Bedworth Hinckley & Bosworth 2917 Hinckley & Bosworth Coventry 1899

Rushcliffe Charnwood 2120 North West Leicestershire South Derbyshire 1292

Derby North West Leicestershire 2026 Charnwood Nottingham 1227

Erewash North West Leicestershire 1954 Melton Nottingham 1030

Kettering Harborough 1027 Harborough Rugby 1024

Rushcliffe Leicester 820 Hinckley & Bosworth Rugby 877

Rugby Harborough 813 North West Leicestershire Derby 855

East Staffordshire North West Leicestershire 810 Charnwood Rushcliffe 850

North Warwickshire Hinckley & Bosworth 765 Melton Rutland 826

4.3c  Top 10 origins and destinations of commuters into and leaving  
Leicestershire and Leicester City  

Source: Census, 2001 Source: Census, 2001 
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Figure 4.3b: Proportion of Leicester City’s workforce commuting to 
each district 
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Source: Census, 2001 
OD Map created by City University’s giCentre. For a more detailed explanation see: http://www.soi.city.ac.uk/~jwo/odMaps/

Figure 4.3d  Patterns of Travel to Work in Leicestershire 

OD Maps (or Origin-Destination maps) 
are a new form of visual display to have come 
out of City University’s giCentre. OD maps 
show connections between sets of origin and 
destination locations and here are used to 
display travel-to-work flows (from home to 
work). Drawing lines on a map between 
individual origins and destinations usually 
leads to a cluttered visual display and makes it 
very difficult to see patterns in a data set. 
Instead in an OD Map, Leicestershire is first 
divided into 12 grids, and each grid cell is then 
subdivided into a small copy of the larger grid. 
Within each larger cell, the destination (so 
the workplace) is emphasised by a thicker 
border and the other finer cells are coloured 
according to where people have travelled 
from (so where workers live). Effectively we 
have 144 destinations (12x12 grid squares) 
within Leicestershire and a map showing the 
residential areas from which workers have 
travelled. The darker the colour, the larger 
the number of people travelling from that cell.  
 
This is why the cells which refer to Leicester 
City contain so much colour: there are high 
numbers of people commuting to them and 
from most parts of the county. It is also why 
larger grid cells towards the rural west have 
so little colour. Since there are fewer 
employment opportunities, a relatively small 
number commute and usually over smaller 
distances - so from neighbouring cells.  
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4.4 Labour economics and the geography of access to work 
 
In analysing local labour markets, economists usually talk about the 
interaction between local employment opportunities (labour 
demand), local workers (labour supply) and the patterns of 
employment and wages which emerge out of these interactions. 
Labour markets operate efficiently if there is a surplus of supply 
(local workers) and if the skills of those workers are relevant to 
local demand (relevant to the jobs that are available locally). An 
important factor which drives a wedge between labour market 
supply and demand is geography16. 
  
When deciding whether or not to take a job, workers weigh up, 
amongst other things, the wages that they earn with the costs, in 
time and money, of travel. Where travel costs regularly outweigh 
the benefits, potential workers may forgo employment. Labour 
markets may then become inefficient because businesses are forced 
to offer greater incentives to work (usually increasing wages). The 

transport system is extremely important here because if it is cheap 
and efficient, it can: increase the potential supply of labour available 
to employers, making businesses more competitive; and increase 
the number of opportunities available to workers, potentially 
boosting employment16. This is also why cities are so attractive to 
businesses and workers. They offer a range of job opportunities 
and are usually well connected enough to be accessible to dense/
diverse pools of labour. 
 
In Leicestershire we already know that not all labour market 
movements tend towards Leicester City and that there are 
significant employment opportunities in the county. A number of 
these opportunities are low skilled, with modest financial rewards. 
It is possible that where these jobs are distant from local pools of 
labour and outside of major public transport routes, they might be 
inaccessible to some workers. It may therefore be the case that the 
geography of local labour market supply and demand in 
Leicestershire - where residents live and where certain jobs are - 
makes it difficult for employers to find workers and workers to find 
employment.  
 
The rest of this chapter aims to better understand the geography of 
labour market supply and demand in Leicestershire. It first identifies 
where Leicestershire workers live and where local jobs are, before 
making some assumptions about whether workers can easily find 
employment locally and employers can easily find their workforce 
locally. Remembering that not all workers are able to travel equally, 
the chapter concludes by tentatively suggesting where geography 
and workers’ ability to travel might lead to labour market 
inefficiency - where in Leicestershire it is most difficult to connect 
workers with jobs.  
 
 

Key points (4.3) 
Although Leicester City is the most important employment destination for 
residents across the sub-region, there are a substantial number of flows to 
employment centres in the county. The nature (in terms of occupational 
structure) and geography of these flows varies. Workers commute to 
Leicester City from most and relatively distant parts of the county. This is 
also the case for Loughborough and its business parks, Coalville, Market 
Harborough and Melton Town Centre. However, other parts of the county, 
particularly the far north and west, rural areas to the east as well as parts of 
south Leicestershire, have more localised labour markets. Perhaps because of 
the social geography of Leicester and Leicestershire, relatively high 
proportions of managerial/professionally-skilled workers commute into 
Leicester City for work and a relatively high proportion of routine and 
manual occupations commute to Leicestershire.  
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4.5 Where are Leicestershire’s jobs concentrated?  
 
We are most interested in how local labour market supply and 
demand relate to each other. Later we draw on some common 
measures used to understand both at the same time, but to provide 
some context it first makes sense to show each separately. 
 
Figures 4.5b and 4.5c try to account for how and where jobs in 
Leicestershire are concentrated by displaying the number of jobs 
available in each Output Area (OA). Both show that most OAs in 
Leicestershire offer very few jobs. Ninety-four percent of OAs 
contain just 50 percent of the county’s jobs and there is only a 
small number which stand out and can be labelled as employment 
centres. The top 20 of these, and the number of jobs they contain, 

are listed in figure 4.5a. That they exist confirms what we already 
know about the geography of labour market demand - that 
businesses benefit to some extent from clustering or 
‘agglomerating’ together.  
 
The treemap (figure 4.5b) shows the spatial importance of these 
employment centres. Each OA is sized and coloured by the number 
of jobs available there. Three spatial hierarchies are presented: 
Output Areas (finest layer), wards (which are labelled and 
separated) and districts. To aid interpretation, a ‘conventional’ map 
of Leicestershire is also presented next to figure 4.5b.  
 
At a district level, Melton and Oadby and Wigston stand out as 
offering fewer employment opportunities than the rest of the 
county (each containing 7 percent of all the county’s jobs). 
Although there is some spatial concentration, jobs in these districts 
do appear to be more dispersed than in other parts of the county. 
Charnwood, which contains a quarter of Leicestershire’s jobs, is 
clearly visually prominent; so too is North West Leicestershire (17 
percent of all jobs). Harborough, Hinckley and Bosworth and 
Melton are of similar size (in terms of jobs).  
 
If employment opportunities in Leicester City were also included, 
the shape of the map would be very different. As summarised in 
section 4.3, Leicester makes up a high proportion of the sub-
region’s total employment. In our study, we are less interested in 
access to these jobs since it can be taken for granted that, with the 
exception of issues like congestion, geography is not a major 
problem for workers wanting to reach them; Leicester can be 
accessed by public transport from most parts of the county. Section 
4.3 did, however, identify a number of workers who live in 
Leicester City and who travel outside of its border to access 
employment. These workers are considered later in the chapter.  
 
 

 

4.5a Top 20 Output Areas for jobs in Leicestershire: together they make 
up 23 percent of the county’s jobs 

Outpu Area Ward Business Park/ Town Centre District Jobs available
1 31UCGS0004 Loughborough Lemyngton Bishop Meadow Estate Charnwood 4,939
2 31UDHE0001 Ullesthorpe Magna Park Harborough 4,772
3 31UBGD0004 Enderby and St John's Fosse Park Blaby 4,495
4 31UHGF0022 Castle Donington East Midlands Airport North West Leicestershire 4,416
5 31UBGR0010 Winstanley Meridian Business Park Blaby 3,906
6 31UEGE0004 Hinckley Clarendon Dodswell Bridge & Harrowbrook Ind. Estate Hinckley and Bosworth 3,902
7 31UHGG0007 Coalville Coalville Town Centre North West Leicestershire 3,195
8 31UBGE0004 Fairestone Leicestershire County Council Blaby 2,927
9 31UCGS0014 Loughborough Lemyngton Loughborough Centre Charnwood 2,819

10 31UHGJ0013 Hugglescote Bardon Industrial Estate North West Leicestershire 2,813
11 31UBGD0006 Enderby and St John's Fosse Park Blaby 2,621
12 31UBFZ0012 Cosby with South Whetstone Cambridge Road Business Units Blaby 2,423
13 31UBGM0011 Pastures Carlton Park Blaby 2,237
14 31UCGN0007 Loughborough Ashby Loughborough University Charnwood 2,157
15 31UDGU0006 Market Harborough Sovereign Park Industrial Estate Harborough 2,021
16 31UHGB0001 Ashby Holywell Ashby-de-la-Zouch North West Leicestershire 1,950
17 31UCGX0008 Loughborough Southfields Loughborough Centre Charnwood 1,821
18 31UHGF0011 Castle Donington Willow Farm Business Park North West Leicestershire 1,814
19 31UEGJ0004 Newbold Verdon Peckleton La Business Park Hinckley and Bosworth 1,698
20 31UHGF0001 Castle Donington East Midlands Airport and Racing Circuit North West Leicestershire 1,660

Source: Census, 2001 
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 Figure 4.5b Labour market demand in Leicestershire (sized by district, ward and then OA) 
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Figure 4.5b: Three spatial hierarchies are presented: Output 
Areas (finest layer), wards (which are labelled and separated) 
and districts. The treemap is sized by employed residents. In 
order to properly demonstrate the range/extremes of values in 
the data set, the data have been banded relative to the 
maximum value (so the OA containing 4,939 jobs).   

 Max  OA 4,939 jobs 
 80% of max 
 60 % of max 
 40% of max 
 20% or less than max 

Legend 

Figure 4.5c Labour market demand in Leicestershire  

Conventional map of Leicestershire 

94 percent of output areas but 50 percent of jobs 
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4.6 Where do Leicestershire’s workers live? 
 
Figures 4.6a and 4.6b present the numbers of employed residents living in each OA in Leicestershire. As might be expected, the figures 
confirm that workers are distributed more evenly throughout the county than jobs. This is exaggerated by the fact that OAs are a resident-
based geography. However, it is probably worth stating what is obvious: that the more rural parts of Leicestershire contain fewer employed 
residents. This fact is also why in our analysis, tree-maps are a useful way of representing values. If this information were conveyed on a 
traditional OS map, for instance, it would be easy to mistake Melton, which has a large geographical surface area, as offering a substantial 
number of residents (or in 4.5b, jobs). 
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Figure 4.6b Labour market supply in Leicestershire  

Figure 4.6a Labour market supply in Leicestershire (sized by district, ward and then OA) 

 Max  OA 672 
 80% of max 
 60 % of max 
 40% of max 
 20% or less than max 

Legend 

97 percent of OAs contain between  50 and 200 working residents 
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Looking at the histogram (bottom right), there is some convergence 
in the mean distances workers drive to access jobs. For 65 percent 
of LSOAs the average distance travelled to workplaces by car is 
between 6 and 14 kilometres. However, and probably as expected, 
LSOAs containing the larger employment centres we identified 
earlier tend to attract workers over greater distances. This is 
particularly true of those in more peripheral parts of the county (for 
example Castle Donnington). 
 
 
 
 

 

 

 
When we were using the OD map to describe overall travel-to-
work flows in the county, we suggested that some labour market 
movements are more localised than others. We also (in section 4) 
said that, depending on the wages they offer and the number of 
other locally available opportunities, certain jobs will be able to 
attract workers over greater distances than others. This is 
something which the tree map in figure 4.7a starts to account for in 
Leicestershire. It shows the mean distance travelled to workplaces 
in the county by car. Due to data restrictions, it is only possible to 
show this information at Lower Super Output Area level.  
 

Figure 4.7a Mean distance travelled to LSOA of workplace in Leicestershire by car 

Source: Census, 2001 
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Figure 4.7b Mean travel distance by car to workplaces in 
Leicestershire’s LSOAs  

 Max  35.46km 
 80% of max 
 60 % of max 
 40% of max 
 20% or less than max 

4.7 How far do workers travel to jobs (by car) in Leicestershire?  

Legend 

Key points (4.4-4.7) 
Not all workers in the labour market can travel 
equally to access employment. When deciding 
on taking employment, an individual must weigh 
up, amongst other things, the wages they earn 
with the cost of travelling to work. Also crucial 
is the number of local jobs available to workers 
and the number of other workers with which 
they must compete. In Leicestershire, as in most 
other economic areas, jobs tend to be spatially 
concentrated. However, they are not always 
found in urban areas, and there is some 
concentration in the county’s business parks.   
 
Whether or not this is a problem for workers 
wishing to access employment and for 
businesses wanting to attract workers, depends 
on where workers live relative to these 
employment centres. This can be only 
understood by looking at both simultaneously.  
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4.8 Understanding labour market supply (where workers 
live) and demand (where jobs are) at the same time 
 
Job ratios 
So far we have identified where jobs and workers are concentrated 
in Leicestershire and begun to think about the distances workers 
travel between the two. However, we have not considered both at 
the same time - the extent to which there are more jobs than 
resident workers and more working residents than jobs. An easy 
way of representing this is using job ratios. Job ratios are calculated 
by dividing the number of jobs available in an area by the number of 
employed residents there. A job ratio greater than 1.00 means a 
larger number of jobs than workers; in-commuting and an excess of 
demand. Job ratios of less than 1.00 means more workers than jobs; 
more out-commuting and a surplus of supply. 
 
Leicestershire’s overall job ratio is 0.86. Since it is a county, and 
therefore economically peripheral, this makes sense. There are 
more working residents than there are local jobs and therefore net 
out-commuting. Job ratios in Leicestershire, however, do vary by 
occupation groups. For higher skilled occupations (managers/
professionals and associate professionals), Leicestershire’s job ratio 
value is 0.76; for semi-skilled occupations (admin/secretarial, skilled 
trades and personal service occupations) it is 0.86; and for low-
skilled occupations (sales occupations, machine operatives and 
elementary occupations) there is a balance between the number of 
working residents and jobs available locally. As a county, then, 
Leicestershire does not demand as many high/intermediate skilled 
opportunities as there are workers, and so out-commuting is 
presumably most likely amongst these occupations.  
 
 

This is interesting but it tells us nothing about where there is an 
imbalance in jobs and workers, and so levels of in– or out– 
commuting, within the county. The tree map in figure 4.8b 
therefore displays job ratios at a very local level - by Output Area 
(OA). There is a hierarchy to the map which cuts to district, ward 
and then OA. Although the smaller level of geography makes the 
map appear difficult to interpret, there are some interesting 
patterns which do emerge.  
 
A cursory glance at the map reveals that most OAs - over 80 
percent - have job ratios of less than 1.00, and so more workers 
than jobs. This matches up with what we already know about the 
geography of labour market demand and supply: jobs tend to be 
spatially concentrated whilst workers are more dispersed. The 
employment centres we identified earlier are also clearly visible, 
and the finer geography here allows us to get a better sense of this 
local concentration. Some of the most distinctive centres of labour 
market demand (surplus of jobs) are the OAs containing Bishop 
Meadow Industiral Estate (Loughborough Lemyngton Ward), Fosse 
Park (Enderby and St. John’s Wood), Bardon Industrial Estate 
(Hugglescote) and Magna Park (Ullesthorpe ward). OAs 
immediately surrounding these job-rich areas and Leicester City 
have particularly low ratio values. We can expect substantial out-
commuting here. It is also possible to identify more rural parts of 
the county, especially towards the east of Melton and Harborough, 
where there is more of a balance between workers and jobs, and 
so comparatively low levels of in-or out-commuting.  
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Figure 4.8a Job Ratios in Leicestershire (cut to district, ward and OA): Jobs are concentrated, workers are dispersed  

Source: Census, 2001 
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Job Ratios within Leicestershire for low skilled 
occupations 
Earlier we mentioned that for low skilled workers there is a 
balance between jobs and workers, and that Leicestershire 
holds enough low-skilled opportunities for workers not to 
commute outside the county. This scenario makes sense since 
businesses associated with low level skills (particularly 
manufacturing-related skills) benefit less from agglomeration 
and an urban location, than those characterised by 
professionals5. However, local authorities are clearly relatively 
large geographical areas and this does not mean that these 
jobs are dispersed evenly throughout the county.  
 
Figure 4.8b cuts job ratios for low-skilled occupations to ward 
level. Unfortunately data by occupation are not available at a 
smaller level of geography (for example, Output Area). 
Compared to figure 4.8a, more of the county has close to an 
equal number of low-skilled jobs to workers and is in balance. 
This will have a lot to do with the fact that the tree-map 
breaks to ward and not OA level. A number of wards 
nevertheless stand out as showing an oversupply of jobs (and 
in-commuting) and workers (and out-commuting). Again the 
most obvious, in terms of an excess in jobs, are Ashby 
Hollywell, Castle Donington, Loughborough Lemyngton and 
Enderby and St. John’s Wood. Ullesthorpe, which contains 
Magna Park, is particularly prominent here since it contains 
4.4 percent of Leicestershire’s lower skilled jobs, but only 0.3 
percent of the county’s lower skilled workers.  
 
 

Figure 4.8b Job Ratios for lower occupation workers in Leicestershire (cut to district and 
ward level): 70 percent of wards still contain fewer jobs than workers  

Source: Census, 2001 
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Legend 
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Self-Containment: how easily can local jobs be filled by 
local workers? 
With job ratios we are only looking at the differences in numbers 
of jobs and working residents and identifying where supply outstrips 
demand and demand outstrips supply; so where there must be 
either some level of out- or in- commuting. A more accurate 
measure of in–commuting to employment centres and out-
commuting from residential areas, is that of self-containment. Self-
containment is measured in two ways. The first considers the 
extent to which employed residents find jobs locally rather than 
leaving their local area for work, and is called ‘supply-side 
containment’. The second, ‘demand-side containment’, measures 
the extent to which all jobs are filled locally rather than having 
people commute in. In our example, self-containment values have 
been calculated as follows: 
 
 Supply-side self-containment 
 
 
 
 Demand-side self-containment 
 
 
 
Places which have high supply-side self-containment and high 
demand-side containment will be almost wholly self-contained. An 
extreme example is the Isle of Wight, where few workers are likely 
to commute in to, or out of, the island for work. Areas of low 
supply- and demand- side self-containment suggest there is a 
mismatch between the types of jobs available in an area and the 
skills of local workers who live there. Instances of very low supply-
side self-containment and high demand-side self-containment are 
typical of commuter settlements. This is because most workers 
commute out of their area for work but, since local employment 

opportunities are limited, what jobs are available might be filled 
locally. The reverse - high supply-side self-containment and low 
demand-side self-containment - will apply to job rich employment 
centres. A possible extreme could be the City of London.  
 
Supply-side Self-Containment 
The histogram and tree map for supply-side self-containment in 
figure 4.8c shows the range and geography of values for 
Leicestershire. That supply-side self-containment values are low in 
the county makes sense. Leicestershire is a peripheral economic 
area so many of the county’s wards will be associated with out-
commuting. Perhaps reassuringly, these wards tend to be close to 
areas of high supply-side self-containment (presumably job-rich 
areas) and in wards which border Leicester City.  
 
As expected, job-rich wards in the county - Castle Donington, 
Loughborough Lemyngton and Coalville - are usually associated 
with high supply-side self-containment values. However, this is not 
always the case. Winstanley, which contains Meridian Business Park, 
has a low supply-side value and we can assume that the jobs offered 
are not relevant to the workers living in that ward. It is also 
possible to identify more rural wards in Melton and Harborough 
which are not significant employment centres, but which do not 
experience substantial levels of out-commuting. 
 
Demand-side Self-Containment 
That demand-side values in Leicestershire tend to be relatively high 
(figure 4.8d) also makes sense. Many wards offer few jobs so it is 
easy to fill those jobs locally. The reverse - that the few job-rich 
parts of the county have low demand-side containment values - is 
also not surprising. Businesses are unable to find their workforce 
locally and there is substantial in-commuting. Again more rural 
parts of the county appear to be relatively self-contained. 
 
 

Living and working in an area 
All employed residents in area X 100 

Living and working in an area 
All jobs in that area  X 100 
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Figure 4.8c Supply-side self-containment values by ward Figure 4.8d Demand-side self-containment values by ward 
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Supply-side and demand-side self-containment: commuter 
settlements, employment centres and areas of 
geographical concern 
It is clear that supply- and demand- side self-containment are most 
meaningful when considered at the same time. By looking at 
differences between both demand- and supply-side values, it is 
possible to place/arrange wards into four distinct groups: i) self 
contained rural areas, ii) job-rich employment centres, iii) 
commuter settlements and iv) areas of high cross-boundary 
movement. To define these groups, we have used a technique 
called k-means cluster analysis (for a explanation see Chapter 10). It 
should be noted that the clusters were created using data for wards 
in Leicestershire only. They are unlikely to be extreme examples of, 
say, commuter settlements or employment centres, and the cluster 
labels should be read with this in mind. The clusters are shown 
spatially in figure 4.8e. 
 
Cluster 1 Self-contained rural areas (35 wards): Wards with high 
demand- and high supply- side self-containment  
Self-contained wards are most common in more rural parts of the 
county. There might be a small number of job opportunities but 
these wards may also contain few workers. Relative to other 
wards, then, small levels of  in- or out- commuting can be expected. 
Leicestershire’s top five most self-contained wards are: 
Wymondham, Long Clawson and Stathern, Bosworth, Somerby and 
Kibworth 
 
Cluster 2 Job-rich employment centres (14 wards): Wards with high-
supply and low-demand-side self-containment  
As expected, there are few wards in the county which fall into this 
group. Wards here are usually job-rich centres with relatively few 
people living in them. Residents can therefore easily find work 
locally (high supply value) and since there is a surplus of demand, 

there is considerable in-commuting (low demand value). That these 
wards depend on workers from outside their boundary to fill jobs 
suggests that access to them is important. Five wards in 
Leicestershire most likely to display these characteristics are: 
Loughborough Lemyngton, Castle Donington, Ullesthorpe, Coalville 
and Ashby Hollywell. 
 
Cluster 3 Commuter settlements (28 wards): Wards with low supply- and 
high demand-side self-containment  
Wards with low supply- and high demand-side self containment are 
typical of commuter settlements. Since there are few employment 
opportunities in these wards, it is easy to fill jobs with local 
workers (high demand value) and, again because there are few 
opportunities, local workers must commute out of their wards for 
work (low supply value). The top five wards in Leicestershire 
displaying these characteristics are: Lutterworth Brookfield, 
Broughton Astley-Astley, Loughborough Garendon, Barlestone, 
Nailstone and Osbaston and Thringstone.  
 

Cluster 4 High cross-boundary movement (56 wards): Wards with low 
demand and low supply-side self-containment 
Finally, these wards are characterised by high levels of in- and out-
commuting. Employers are unable to easily find relevant workers 
locally and local workers are unable to easily find relevant 
employment; there is a mismatch between local supply and demand. 
In thinking about the efficiency of labour markets, these wards 
might be a concern because similar types of workers in 
Leicestershire tend to live close together. It is therefore possible 
that businesses locating in them might be distant from relevant 
labour markets (or workers with appropriate skills). The five 
closest wards here are: Winstanley, Fairestone, Loughborough 
Hasting, Bardon and Wigston Fields. 
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Figure 4.8e: The four self-containment clusters in Leicestershire 

 Self-contained rural areas 
 Job-rich employment centres  
 Commuter settlements 
 High cross-boundary movement 

Legend 

Key points (4.8)  
Job ratios at Output Area reinforce the point that jobs in 
Leicestershire are concentrated whilst workers are 
dispersed. Looking at job ratios at a higher level of 
geography (wards) and for low-skilled worker and jobs 
shows more of the county in balance. This is particularly 
true of Leicestershire’s market towns and rural areas. 
However, there is still an oversupply of jobs, and so 
presumably high levels of in-commuting, in some of the 
county’s business parks.  
 
Self-containment is a better measure of the extent to 
which there is in- or out-commuting. Using cluster analysis, 
we have created a typology of settlements based on local 
commuting patterns. This typology confirms that there are 
high levels of commuting to the ‘job-rich employment 
centres’ we identified earlier. It is also useful because it 
defines the commuter areas out of which local residents 
will travel to access jobs and suggests wards where there 
are relatively high levels of both in– and out-commuting. In 
these wards local residents will face competition for local 
jobs and there may be a mismatch between the skills of 
local residents and the jobs available to them. 

Source: Census, 2001 

Conventional map 
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4.9 Identifying some priority areas: workers’ capacity to 
travel and the geography of labour market supply and 
demand 
 
As well as making assumptions about whether or not jobs and 
workers are close to each other, and where in the county there is 
in- or out-commuting, it is possible to make more concrete claims 
based on actual journeys to work. Before thinking about some 
transport implications, this next section will look at real commuting 
journeys in Leicestershire. It will attempt to provide a measure for 
how accessible local employment centres and labour markets in the 
county are, based on the ability of local workers to travel.  
 
The idea that mobility is not experienced evenly amongst the whole 
of the labour market is now well-rehearsed. Workers on lower 
wages are more likely to be limited by the distance they can travel 
to work. For these people local job provision is important8. Using 
Census 2001 data it is possible to show actual travel-to-work 
distances for all employed residents in Leicestershire based on their 
level of occupation (a proxy for wages).  
 
These data are presented in figure 4.9a. As expected, higher 
proportions of workers employed in low-skilled occupations 
(occupation groups 6, 7, 8 and 9) travel shorter distances to work 
than those in managerial/professional occupations. The most 
common commuting distance for lower skilled workers is 1.25 
miles, whereas for managers, professionals and associate 
professionals, it is between 6 and 12.5 miles. Interestingly though, a 
number of workers in these lower occupations in Leicestershire do 
have longer commutes. Perhaps the most obvious is for process, 
plant/machine operatives, where 17 percent of workers commute 
between 6 and 12.5miles.  

 
 
   
 
 

1 Managers  
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Figure 4.9a: Commuting distances by occupation group 
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Job and worker potential: creating a measure for how easy 
it is for Leicestershire’s workforce to access jobs 
If a worker’s capacity to travel therefore varies by their position in 
the labour market then, assuming jobs are distributed exactly 
evenly throughout an economic area, a greater potential number 
would be available to high-skilled workers than for low-skilled 
workers. The same is also true for businesses. Assuming the supply 
of workers is spread evenly, a greater number is available to 
employers offering high-skilled positions than those offering manual 
or elementary skilled work. This has been recognised by many 
geographers interested in labour economics. Using statistical 
assumptions they have created two measures which try to account 
for it: job and worker potential.  
 
Job Potential 
Job potential is a convenient way of summarising the number of jobs 
which can be reasonably accessed within a given ‘commutable’ area 
(a 20 km radius). It assumes that, where employment centres 
demand high-level skills, distance within this catchment area is not 
usually a constraint and most jobs will be within reach of the high 
skilled residents living within it. Where employment centres 
demand relatively low skills, however, geography is a much greater 
barrier. Job potential values will reflect this - the number of 
opportunities available to residents will reduce (figure 4.9b).  
 
Worker Potential 
The measure for worker potential is arrived at in the same way but 
refers to workers (labour market supply). The numbers of workers 
within a commutable area is calculated, but this time that number 
changes depending on whether high or low– skilled workers are 
considered.  Since distance is more of a constraint for workers in 
lower level occupations the potential number of workers from 
which businesses will be able to chose will be restricted.  

 
Job and worker potential are a much better measure of labour 
market supply and demand than merely looking at the relative 
numbers of jobs or workers contained within a single ward. They 
realise that the options available to a resident looking for work 
depend on three things. An individual’s personal circumstances, and 
therefore the potential distance they can travel to access jobs; the 
number, and distance between, jobs in neighbouring areas which 
that person could reasonably fill; and the number, and distance 
between, workers in their own and neighbouring areas with whom 
residents will have to compete.  
 
So far, our analysis on labour market supply and demand in 
Leicestershire has been dominated by the fact that, as a result of 
agglomeration, jobs are spatially concentrated. On almost every 
measure, values have been skewed by a small number of 
employment centres, and rightly or wrongly, we have come to the 
conclusion that being distant from these centres will cause 
problems for workers wishing to access jobs, and for businesses 
wanting to fill jobs. Based on commuting patterns by occupation, 
however, we know that this local concentration is likely to be the 
greatest problem where these opportunities are low-skilled, where 
low-skilled workers may be distant from them, and/or where 
workers will have to compete for jobs. By taking this into account, 
 

 
 

 
Ward 1 

1,000 jobs 

Ward 2 

1,000 jobs 

Ward 3 

1,000 jobs 

2 miles 
4 miles 

    

 
Total jobs 
available to 
worker in Ward1 

Jobs available to a 
worker living in Ward 1 

1,000   354 125 1,479 

Figure 4.9b The concept of job potential 
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job and worker potential values are a more useful and closer 
measure of access to jobs. They give greater saliency to jobs and 
workers in an economic area which are accessible, and reduce the 
importance of those which are not.  
 
Job potential and worker potential values in Leicestershire 
We have calculated job and worker potential values at ward level*17 
for all occupation groups. However, since we are most concerned 
with lower-skilled jobs and workers, only values for those in sales 
and customer service occupations, process plant and machine 
operatives and elementary occupations, are presented in figures 
4.9c and d. 
 
As expected, the first and most obvious consequence of calculating 
the values (figures 4.9 c and d) has been a smoothing out of jobs 
and workers. Whilst on the job potential values, our new definition 
of labour market demand, it is still possible to see Leicestershire’s 
main employment centres, wards surrounding Leicester City, or 
those which border other urban areas (such as Loughborough, 
Coalville and Blaby) are given much more prominence. Wards like 
Winstanley, Thurmaston, Fairestone and Birstall are all within reach 
of a substantial number of opportunities, even when compared with  
‘job-rich employment centres’ like Castle Donnington or 
Ullesthorpe. Low-skilled residents living in them therefore chose 
from a large pool of jobs. The top 10 wards with the highest job 
potential values are listed next to figure 4.9c. 
 
The darker (higher) worker potential values can be interpreted in 
the same way. A relatively large supply of low-skilled workers is 
available to businesses located within wards with high values. 
Bearing this in mind, the fact that figures 4.9c and 4.9d are similar 
to each other and that five of the top 10 wards for job potential 

also appear within the top 10 wards for worker potential, is 
encouraging. In most parts of the county there is not a spatial 
mismatch in the supply of jobs and workers, and therefore labour 
markets are presumably relatively flexible and efficient.  
 
Inevitably, however, there are some instances where this is not the 
case; where there may be labour market problems. An easy way of 
identifying these wards is to show the values as a ratio, or more 
specifically a ‘potentialised’ job ratio (figure 4.9e). The red colouring 
indicates a high ‘ratio’ value - there are more jobs within a 
commutable distance of these wards than there are workers - and 
the blue represents a value less than 1.0 -  a lower ‘potentialised’ 
number of jobs than there are workers. Although these values are 
ratios, they are numerically meaningful. The top 10 wards for each 
are presented in figure 4.9f, along with their position within our 
‘self-containment clusters’. 
 
Initially, figure 4.9e looks like a less extreme version of the job ratio 
tree-map we presented on page 38. The top 5 high ratio values, 
where there is an excess in demand, are familiar. All of which were 
defined earlier in our cluster analysis as being ‘job-rich employment 
centres’. The difference here is that, since we have taken full 
account of workers’ ability to travel, as well as workers and jobs in 
neighbouring wards, we can make firmer conclusions. For 
businesses locating in Ullesthorpe, which has by far the highest 
value, the potential supply of relevant labour from which they can 
choose is small. Though to a lesser extent, this is also true of 
Lutterworth Swift and Lutterworth Springs. All three of these 
wards are located in Harborough and, thinking about the social 
geography of the district, this is logical. Harborough has a buoyant 
housing market from which many low-skilled workers are likely to 
be excluded.  
 

*Details of the method behind this analysis is in: Owen, D. and Green, A. (2005) ‘Factors associated with 
commuting behaviour in England and Wales’. A paper presented to the British Society for Population Studies.  
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That Ashyby Hollywell and Castle Donnington ward have relatively 
high ratio values is also conceivable. Both have again been labelled 
as ‘job-rich employment centres’. Loughborough Lemyngton ward 
is perhaps more surprising. It has a high ratio value, implying that  
businesses within the ward can recruit from only a small pool of 
labour, but the wards surrounding it have typically low ratio 
values.  
 
It is difficult to offer a complete explanation here. It could be to 
do with the fact that Loughborough contains a number of 
neighbourhoods with concentrations of low-skilled workers. 
Within these areas, then, competition for jobs is substantial, even 
when controlling for commuting catchments. It perhaps also 
demonstrates the role of distance within the model. Since we are 
considering low-skilled opportunities, the numbers of jobs within a 
commuting catchment reduces noticeably as distance increases. A 
similar scenario can be seen in wards like Whitwick, Greenhill and 
Thrigstone. There are particularly high concentrations of low-
skilled workers in these wards, and job–rich wards like Castle 
Donnington and Ashny Holywell are still some distance away.  
 
Finally, certain rural parts of the county, particularly in Melton, but 
also Earl Shilton in Hinckley & Bosworth, do suffer from poor 
access to potential jobs. Most of these wards were either defined 
in our cluster analysis as ‘commuter settlements’ or ‘self-contained 
rural areas’. In commuter settlements we can expect there to be 
significant out-commuting and few local opportunities. It is also 
worth remembering that the cluster labels were only defined 
relative to each other. The supply-side self containment values for 
the so-called ‘self-contained rural’ wards in this figure were also 
low, which means in these areas there is considerable out-
commuting and probably few local jobs.  
 

Discussion and key points (4.9) 
On the back of all this analysis, we possibly have a more sophisticated 
understanding of Leicestershire’s labour market. Using the ‘potential’ 
model has been a convenient way of summarising local access to jobs in 
instances where geography is likely to impose the greatest constraint. It 
has shown that many of the county’s urban and semi-urban residential 
areas, and particularly those surrounding Leicester City, enjoy good 
access to low-skilled jobs. Workers in more rural parts of the county, 
however, suffer from being spatially isolated from relevant 
opportunities. At the same time, certain businesses located in more 
peripheral parts of the county, outside of major conurbations (for 
example Castle Donnington), or close to housing market areas where 
low-skilled workers might be excluded (Ullesthorpe, Lutterworth Swift 
and Lutterworth Springs), are likely to be restricted in the potential 
supply of workers available to them. Each of these scenarios is logical. 
However, this analysis has also suggested that workers in some urban 
communities of the county, and which have possibly been left behind by 
the collapse of industry (parts of Loughborough and North West 
Leicestershire), face competition for local jobs. Since these workers are 
less able to take advantage of opportunities in other parts of the 
county, employment rates might be lower than they could be. 
 
In each of these examples, it would be convenient to recommend 
investment in public transport links, especially at the extremes of the 
‘potentialised’ job ratio values. Our analysis, however, is only a model 
based on assumptions around the constraint that geography imposes on 
low-skilled workers and businesses. We have not considered what 
transport links actually exist between wards, and we have not spoken 
directly to workers to gauge whether or not in reality distance is a 
problem (an attempt is made in the next chapter). Nor have we 
considered the extent to which it is a concern for businesses (an issue 
which is discussed in Chapter 9). 
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Figure 4.9c: Job Potential Values Figure 4.9d: Worker Potential Values 

Top 10 wards with high job potential values
Ward Value Self-containment cluster

1 Fairestone Blaby 7,526 High cross-boundary movement

2 Thurmaston Charnwood 7,434 High cross-boundary movement

3 Enderby and St. John's Blaby 7,170 Job-rich employment centre

4 Wigston Fields Oadby & Wigston 6,815 High cross-boundary movement

5 Hinckley Castle Hinckley and Bosworth 6,723 Job-rich employment centre

6 Loughborough Lemyngton Charnwood 6,717 Job-rich employment centre

7 Ravenhurst and Fosse Blaby 6,674 Commuter settlemet

8 South Wigston Oadby & Wigston 6,660 High cross-boundary movement

9 Winstanley Blaby 6,584 High cross-boundary movement

10 Loughborough Hastings Charnwood 6,450 High cross-boundary movement

Top 10 wards with high worker potential values
Ward Value Self-containment cluster

1 Fairestone Blaby 7,627 High cross-boundary movement

2 Ravenhurst and Fosse Blaby 7,484 Commuter settlemet
3 Wigston Fields Oadby & Wigston 7,080 High cross-boundary movement

4 Thurmaston Charnwood 6,742 High cross-boundary movement

5 Birstall Wanlip Charnwood 6,573 Commuter settlemet
6 Wigston St. Wolstan's Oadby & Wigston 6,498 High cross-boundary movement

7 South Wigston Oadby & Wigston 6,477 High cross-boundary movement

8 Birstall Watermead Charnwood 6,430 Commuter settlemet

9 Saxondale Blaby 6,416 High cross-boundary movement
10 Millfield Blaby 6,318 High cross-boundary movement

 Top 20% of areas with job or worker potential 
 60% to 80% of areas 
 40% to 60% of areas 
 20% to 40% of areas  
 Bottom 20% of areas with job or worker potential 

Legend 

Source: Census, 2001 



Delivering DaSTS in Leicestershire 

49 

 

 
 

 
 

 
Figure 4.9e: ‘Potentialised’ job ratio values 

 3.16 
 1 
 0 to 1 

Legend 

Top 10 wards with high potentialised ratio values
Ratio Value Self-containment cluster

1 Ullesthorpe Harborough 3.2 Job-rich employment centre

2 Ashby Holywell NW Leicestershire 2.0 Job-rich employment centre

3 Loughborough Lemyngton Charnwood 1.7 Job-rich employment centre

4 Castle Donington NW Leicestershire 1.7 Job-rich employment centre

5 Enderby and St. John's Blaby 1.5 Job-rich employment centre

6 Loughborough Hastings Charnwood 1.5 High cross-boundary movement

7 Lutterworth Swift Harborough 1.4 High cross-boundary movement

8 Loughborough Southfields Charnwood 1.3 High cross-boundary movement

9 Hugglescote NW Leicestershire 1.3 High cross-boundary movement

10 Hinckley Clarendon Hinckley & Bosworth 1.3 High cross-boundary movement

Top 10 wards with low potentialised ratio values
Ward Ratio value Self-containment cluster

1 Thringstone NW Leicestershire 0.7 Commuter settlemet

2 Whitwick NW Leicestershire 0.7 Commuter settlemet

3 Oakthorpe and DonisthorpNW Leicestershire 0.7 Commuter settlemet

4 Earl Shilton Hinckley & Bosworth 0.8 Self-contained rural area

5 Asfordby Melton 0.8 Commuter settlemet

6 Greenhill NW Leicestershire 0.8 Commuter settlemet

7 Barwell Hinckley & Bosworth 0.8 Self-contained rural area

8 Somerby Melton 0.8 Self-contained rural area

9 Melton Sysonby Melton 0.8 Commuter settlemet

10 Loughborough Garendon Charnwood 0.8 Commuter settlemet

Source: Census, 2001 
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 Conclusion 
 
 
‘Too often there are workers without jobs, side by side with jobs without 

workers’ 
Gordon Brown, Urban Summit (2002) 

(then Chancellor of the Exchequer) 
 
The overriding aim of this chapter was to begin to think about the 
links between transport and the economy and to ground this 
within Leicestershire. Following the Eddington Transport Study, we 
focussed on two areas: congestion and local labour markets. The 
first tried to identify local trends in traffic growth over time and, 
more importantly, where stress on Leicestershire’s roads is 
greatest. We then turned to ‘labour economics’ and thought about 
the extent to which geography drives a wedge between local 
labour market supply and demand. After drawing on various 
techniques aimed at understanding the spatial distribution of jobs 
and workers in the county, we used a measure which attended to 
three key factors: the potential distance an individual can travel to 
access jobs; the number, and distance between, jobs in 
neighbouring areas which that person could reasonably fill; and the 
number, and distance between, workers in their own and 
neighbouring areas with whom residents will have to compete. 
Looking at the geography of this, we got a feel for where in the 
county a cheap and efficient transport system might be particularly 
important. Without more empirical work, however, we were 
cautious of concluding that lowering (public) transport costs and 
providing more regular services in these areas will necessarily 
increase the supply of workers available to businesses, or the 
number of opportunities available to workers. However, since  

government can no longer directly affect local job provision - it 
cannot bring jobs to workers - targeted investment may serve to 
increase employment in some areas and boost business 
competitiveness in others. 
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