STIMULUS : The Results of the STIMULUS Project October 1999

Final Report for Publication

Project STIMULUS

Contract No. RO-97-SC 2161

Project

Co-ordinator: InteractionsLtd (INTR)  (IRL)
Partners:

Gestionnaires Sans Frontieres (GSF) (RO)
FIT Consulting Srl (FIT) (T
Solutions Research A.S. (SOLU) (NO)

Transport and Travel Research Ltd (TTR) (GB)

Project Duration
1 January 1998 to 31 August 1999

Date: November 1999

PROJECT FUNDED BY THE EUROPEAN
COMMISSION UNDER THE TRANSPORT
RTD PROGRAMME OF THE

4th FRAMEWORK PROGRAMME




STIMULUS : The Results of the STIMULUS Project October 1999

Table Of Contents

TABLE OF CONTENTS..
PARTNERSHIP ......cccovveeee.
EXECUTIVE SUMMARY
L2 o1 | {0110 SRS
Standardised data acquiSItion .............cccueuene
Survey of city and environmental variables
Demographic variables & Lifestyl€ AESCIIPLOrS.......cviiiriiiieirier ettt eeeeenen
Identification of criteria for questionnaire attitudinal SCAIES. .........cueireeieririiieireere e
QUESLIONNAITE ESIGN ....veeeeeereereeee e e nees
Software development.. .
USEN IMTANUABL ...t b bbb bR Rt £ £ £ £ bbb bbb bbbt
TYPES O @NBIYSIS...cveviiniiierietees sttt ettt e et te s et e s e e s e st e e e b e ae e Se e eeebene e s e bt esene st st ebes Shene e e esese s e e e neenene
Results of @analyses ........cccovevvnrceniicenens
Applications of the STIMULUS SYStEIM .......ccoovvreeririeeirieeiesieeesesseeseseesesseesessenenens
‘Products’ offered by the STIMULUS Consortium and other dissemination activities ...
FULUrE AEVEIOPMENL .......cuiiicieesieee ettt se s
OBUIECTIVESOF THE PROJECT ..ocuiuiuiiiririsesesesesssessssssssssesssesesasssessssssssssssssssssssssssssssssesesesesasssassssssssssssnsnssssssssssssssssessssesassnss
M EANS USED TO ACHIEVE THE OBJIECTIVES....cttititrteresistiesssssssmsssssssesesessssesssassssssssmessssssessssssssssssesssenssssmsssssssssasssssns
SCIENTIFICAND T ECHNICAL DESCRIPTION OF THE PROJECT...

S COIMIPATTISONS..c...euvreereeseereeeeseese s et ases st ses s ses s sse e e b s bbb s R E bbb bbbt
Existing Transport Environment
Travel Demand and Petterns.......
Policy Influencesin each Site........cccovvveveeveciininenns
Transport Problems, Issues and Policy Objectives.
The Constraints on Policy Making..........c.c.ccceeeenen.

Identification of User Groups.....
Specification of Sample groups.........cceeveveveeeienrres ceeenens

Soecification of Approaches, Methods and Techniques.
Review Of reSearch apPIrOBCHES. ...t cereres et et s e e sese et s e sesesseseas sesesessesesesessssnsesanesensns sas
Specification Of reSearch @PPrOACH...........ovieiir e e e et es
Specification of data collection techniques..
Specification of analytiCal tECANIGUES..........cccourieieieiirret s ettt e sseseseesesaesenensenen

RATIONALE FOR THE STIMULUS SOFTWARE PACKAGE AND ANALYTICAL APPROACH.......ccucurtriririnseerisermsesensens 40
PSychographic SEgMENTBIION ..........ccuiieiiieiciii bbb bbb 40
Importance Measurement ...............

THESTIMULUS SOFTWARE MENU ...

INEEr Pretation Of GraPRS.......cc.oiieeerrereieerires sttt assess sressessesssse st st seseessssees shessssssssesesnssassesssssesans senssnsesnesns 49
BENaVvi OUr @l SEgMENTALION ......cucuriecircieiriieiree ittt e et 50
Transport and Traffic problems - 1SSUES Of CONCEIN ...t %
Communications delivery styles/ requirements of Car and Public Transport USES.........ccoceveereeereeenis serresieseseneens 62
Attitudinal Segmentation REECLEN'S VS, ACCEPLOIS......c.vuiuururerurerereeeremasseeressesesessesessssssessssmesesssesssssssssesessessssssssmens 63
PsychographiC SEgMENTALION .........cvieiierriecirrir sttt 6
Analyses using the Policies and Schemes data set ... w...06
INDIVIDUAL SITE RESULTS ..uttuititteteesseseeseesssstssssessassessessssessessssssssesssssssssssssssssssessssssssesssssssssssssssssssessessessessssssssssssens 76
76

76

7

88

D0

a

WAS THERE CONSENSUS ON DIFFERENT TRANSPORT POLICIESAT THE EUROPEAN LEVEL ..o

I 1001072 PO R ST P
Relative Importance of Main Issues of Concern across all sites...

CONCLUSIONS ...veireataesrsesssssesessesesesesssseesssessssessssssssesssessssssassessssens




STIMULUS : The Results of the STIMULUS Project

Partnership

a) Partners (Contractors)

October 1999

Co-ordinator | John Porter InteractionsLtd INTR IE
P.1
Partners
P2. Ovidiu Romosan | G.SF. Romania G.SF RO
P3. Massimo FIT Consulting SRL FIT IT
Marciani
P4. (Banking | Lasse Thorkildsen | Solutions Research AS SOLU NO
Co-ordinator)
P5. Francesca Kenny | Transport and Travel TTR GB
Research Ltd
b) Associated Contractors
Associate Organisation Attached to
Contractor Contractor
1. MsMarian Dublin Transportation INTR DTO lE
Wilson Office
2. Professor Finn University of Oslo/ SOLU TSS NOR
Tschudi Tschudi System Sales
3. Mr Murray Mersey Travel TTR MTR GB
Grant
4. Ms. Josefina ATM FIT ATM IT
Lavolpe
€) Main Sub-Contractors
Sub-Contractor Organisation Attached to
Contractor
1. Bristol City TTR BCC GB
Council




STIMULUS : The Results of the STIMULUS Project October 1999

Executive Summary

Background

The STIMULUS project was designed againgt a background of growing redlisation that
conventional ways of thinking about and categorising road users might not reflect the redlity

of market segmentetion. For ingtanceisacar driver psychologicdly different from a public
trangport user? Are their communications needs and styles the same or different? Do
campaigns directed towards behaviour change fail because differences between user types are
not recognised, or more likely are supposed differences manufactured for the convenience of
advertisers? The project was designed to answer these questions and also sought to detect
naturdly occurring attitudind dudersin society.

A secondary objective was the development of research methods and software for analysis
that could be extended for usein other and future road trangort projects and even other areas
of research.

The project has been successful in dl areas, new market segments have been detected,
atitudina profiles defined and an andyticd software tool developed. Some transport
companies have taken ddivery of the software and database and have commencing training
and familiarisation.

Sandardised data acquisition

A hdlmark of the STIMULUS project is the rigorous standardisation of research procedures
across al gtes. These standards were gpplied in each of the research aress:

Survey of city and environmentd variables

Demographic varigbles

Lifestyle descriptors

Attitudes towards transport modes

Issues of importance

Attitudes towards M anagement measures

Relevance of management measures

Attitudes towards Sterentypes of people and issues of importance
Information needs and Media usage

3 IIIIIIN

Standardisation of gpproach was agreed by the partners in consortium meetings as was
content and structure of questionnaires. These planning sessions were particularly important
in highlighting and demongtrating different goproaches to research and participation in
research in different cultures. The differencesin perceptions about proposed content of the
research aso helped to demondtrate culturd differences and promote designs to overcome
them.
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In order to make vaid comparisons between sites sandard methodol ogies were developed for
acquisition of environmenta, quaitative and quantitetive data. Hence the same research was
carried out to the same standard in each test Site.

Survey of city and environmental variables

The sites chosen for the STIMULUS project were sdlected to reflect different city size,
climate and topography and varying nationd or loca urban trangport and planning policies
The study includes two regiond cgpitas with conurbation populations of over one million
(Liverpool, UK and Turin, Itay), three nationd capitd cities varying in size from less than
one to over two million (Odo, Norway; Dublin, Irish Republic; Bucharest, Romania), and a
reldively geographicaly independent regiond capita which is home to hdf amillion
inhabitants (Bristol, UK). Surveys were conducted to enable the socid, politicad and physca
environments of these Sitesto be compared.

A standard questionnaire form was sent by the partners to the most appropriate officia(s) a
thar city.

Demographic variables & Lifestyle descriptors

Demographic variables and lifestyle descriptors were gleaned from three sources:

Partners experience in other transport projects
Partners experience in nonttrangport studies
The specificationsin the Technica Annex.

Identification of criteria for questionnaire attitudinal scales

Items and topics for inclusion in the questionnaire were initidly informed by the returns from
the policy-maker and Partners experiences. Additiond input was aso provided by transport
operators and interested authorities in participating cities.

In order to turn these items and topics into meaningful questions for members of the public a
qualitative research approach was specified. The conceptud and methodologica framework
of Personal Congtruct Psychology (PCP) was used for al qudlitative and quantitetive
attitudinal data gathering. The key festures of PCP that led to this choice were:

?7? Non-directive and non-contaminating research methods
?7? Seamlessinterface between qualitative data and quantitative assessment
?7? Overarching philosophy, theory and integrated diagnodtic tools.

Quditative interviews with road transport users were carried out at al sites. The chta gethered
from these interviews were collated into a database using an Exce spreadshest. The items on
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this spreadsheet could be used in other questionnaires and projects.

Questionnaire design

Quegtionnaire design was carried out by the members of the consortium working together in
workshop formats in Bucharest, Odo and Dublin. With only asmal number of Ste-specific
vaiaions a sandard format was developed alowing comparisons to be drawn between Stes.

Quegtionnaires were administered in ‘hal test’ environments using quotas to ensure a cross
section of the population (in Dublin, Belfast, Bristol, Merseyside, Turin and Bucharest. In
Odo the questionnaires were completed by respondents at home — alarger sample being
gathered to ensure a cross sction of the public.

Sample sizeswere asfollows:

Locetion Samplesize Proportion of overdl sample
Dublin 233 12.8
Bdfast 188 10.3
Bristol 250 13.7
Merseyside 231 12.7
Odo 446 244
Turin 238 13
Bucharest 240 13.1
Total 1826
Softwar e development

A number of software options were reviewed. The key requirements were:

Open and capable of being upgraded/extended

Reslient to missng / dirty deta

Data format compatible with sandard Microsoft programs

Output competible with sandard Microsoft programs

Ability to handle quditative and quantitative variablesin very large 2 dimensond
matrices

Usud range of conventiond datigtics and crosstabulations

Ability to categorise data using naturaly occurring petterns.

N3¥II Y
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The following programs wereevaduated formaly and informdly; SPSS, SPSS Chaid, Sphinx,
Surveycraft, ESPRI and SPAD-N. Although dl are good programs, none of them met dl the
above reguirements,

Two core program groups ‘ GPR’ written by John Porter and MULTIGRID by Finn Tschudi
were evauated and as aresult of the findings further developed into an integrated
STIMULUS package that meets al requirements.
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User Manual

A comprehensive User Manud describing al aspects of the research process and software use
has been produced.

Types of analysis

The STIMULUS computer package segments data in four ways:

?7? Demographics and Lifestyle

?7? Attitudestowards ‘dements such as modes of trangport, ‘ management measures and
‘transport user's .

?7? Importance or relevance of issues, measures, media and persond qudlities

?7? Psychographic segmentation of attituding data sets, modes, management measures and

people.

Results of analyses

The acceptance and rgjection of road trangport policies at the European level and a each Site
was assessed. The needs, concerns and attitudes of conventional market segments were
defined. These segments, such as car users and public trangport users, are traditionaly
regarded as different target audiences with differing preferences and requiring different
communication and marketing campaigns. The results of the survey showed, however, that
very few differences exist between these groups.

The software was used to segment the sample according to psychological make-up rather than
pre-determined demographic, behaviourd or atitudina variables. This method of

segmentation involving the generation of natura groupings of people revedled more

differences between the segments than conventional segmentation. These naturaly occurring
groups within the population have different psychologica structures from each other, hence
their outlook on the world is different thus requiring different methods of communication.

The management measures most likely to be acceptable to respondents throughout the
participating dities is the use of speed cameras, bus lanes and redtrictions on freight ddivery
times. The least popular measure is parking pricing. Congestion and air pollution seem to be
recognised as the most obvious problems related to transport. In generd, the results showed
that the car remains the mogt attractive mode athough thetrain is a dear second option. Car
users seem to be much more in favour of their mode over bus trangport than public transport
users. Evidence suggests that bus trangport needs to offer more of the service attributes
(speed, comfort, ease of use, freedom, flexibility) required by customersin order to become
more dtractive and influence amodd shift.

The results dso show that while on some occasions peoplein dl cities can be treated asiif
they were amilar in ther thinking thisis not aways so. Differences (often unexpected) can
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occur and have important implications for the planning process.

Applications of the STIMULUS system

The data sat associated with this project was derived broadly within the traffic and transport
arena. The research methodology and software on the other hand are suitable for usein any
areawhere there isa sarvice or product interface with users. This can even extend to interna
relationship within organisations. Stimulus-type methodol ogies have been usad extensively in
Public Trangport in Dublin to define service qudity and develop brands. In the same city a
completely new brand and style of Banking Service has been developed and launched using
the same methodology. New market segments have been identified, their needs determined
and appropriate brand image and communications devised.

‘Products’ offered by the STIMULUS Consortium and other dissemination activities

Training in research methods, analyses and interpretation
Software andyticd package

File preparation

Consultancy in research design and interpretation
Research project design, execution and management
Conferences and presentations.

3IIIIIY

Future devel opment

The members of the Consortium have committed themsdlves to working together to improve
the product, gain greater user acceptance and expand the user base. Specific areas of activity
will indude:

Development of graphical interface for software

Increase the speed of the software

Development of more intelligent analytica routines requiring less human intervention
Direct production of clear graphica output

Syndication of projects with groups of dients

Expangion to other product and service arenas.

N3¥IIII
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Objectives of the Project

11

12

13

14.

15.

16.

17

To classfy particular types of roadtransport users, representing specia market
segments according to conventiona demographics and user type specifications
in the various countries. (Conventiond classifications)

For example: Pedestrians, Cyclists, Elderly, Disabled, Bus users, Car users
Residents of acertain area; Socid Class, Age

To identify the interests, attitudes/moativators and behaviours of these groups
towards communication of trangport information and transport management
measures, the implications of mohility redtriction and attitudes/ understanding
of environmental and externd codts.

Measuresto include:

Road pricing and other demand management

Variable message Sgns (VMS) and other media for journey routing, parking etc.
Pollution and congestion

Public trangport - ddivery mechanismsfor information

To identify new categories of user according to underlying psychologicd
processes and cross tabulate these with known demographic and user types.

To identify the interests, attitudes/motivators and behaviours of these newly
defined cross-category groups towards traffic and traffic management measures,
the implications of mohbility restriction and atitudes/ understanding of
environmenta and externd cods.

(Measures as described above.)

To enable information systems, polices and strategies to be assessed for their
level of acceptance or rejection by different user groups according to both
methods of dassification.

To enableinformation systems, polices and Strategies to be assessed for the
reasons for their acceptance or reection by different user groups according to
those groups perceptions of the socid and environmenta ‘cost’ of trangport
(pollution, infrastructure, etc.).

To assessthe dtributes of information ddivery systems according to
conventiond and revealed market segments:.

Better travel (convenience, qudity of life etc.)
Safer travel

Travd planning

Trangparency and user-friendliness of systems.
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18 To makethe results relevant and accessible to decison makers at dl levels (eg.
European, Nationd, locd). (See dso dissemination.) It is anticipated thet in time
this could contribute towards:

Co-ordination of research efforts and promotion of research
Achievement of greater value from standard gpproaches
Development of more efficient and effective information systems
Better planning of infrastructure

Easier implementation / exploitation of Road Trangport Development
Projects.

10
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Means used to achieve the Objectives

Objective 1.1

To classify particular types of users, representing special market segments according
to conventional demographics and user type specifications in the various countries.

The main task of workpackage 2 was to identify and classfy the conventiona demographics
and user types used in trangport research. Previous research projects were investigated and al
of the variables used were collated. These variables are listed below in the same format as
they appear in the software codebook.

Objective 1.2, 1.3, 1.4

Toidentify theinterests, attitudes/motivator s and behaviour s of these groups towards
communication of transport information and transport management measures, the
implications of mobility restriction and attitudes/ under standing of environmental and
external costs.

To identify new categories of user according to underlying psychological processes
and cross tabulate these with known demographic and user types.

To identify the interests, attitudes/motivators and behaviours of these newly defined
cross-category groups towards traffic and traffic management measures, the
implications of mobility restriction and attitudes/ under standing of environmental and
external costs.

These objectives required a number of research dages:

?? Definition of topic areas, eg. modes of trangport, issues of importance.

?7? Ddfinition of dements within topic aress, eg. bus, train, car.

?? Quditative research — interviews with users to determine specific atitudina scaes
or condructs, eg. fast-dow, flexible-rigid.

?? Questionnaire design

?? Large scae quantitative research to measure actud perceptions and psychologicd
priorities.

Andyses of the data reveded the aititudes and behaviours of the groups as defined by
conventiond classfications, eg., location, car users or public transport users.

Further andyses uncovered the underlying psychologica processes of the respondents and
alowed them to be grouped according to new classifications. The attitudes and behaviours of
these new groups were then determined.

Objective 1.5

To enable information systems, polices and strategies to be assessed for their level of

11



STIMULUS : The Results of the STIMULUS Project October 1999

acceptance or rejection by different user groups according to both methods of
classification.

Andyses of the data reveded the acceptance or rejection of different policies/strategies for the

whole sample, for each ste, according to conventiond cdlassfications and according to the
new

user groups identified. Likewise the program alows any communications medium to be tested

for usefulness / acceptability againgt any desired segment. Communications style and content

can be synthesised from anadyses of the issues of concern, policy acceptance and rdevance

and persond characterigtics sections of the deta base.

Objective 1.6

To enable information systems, polices and strategies to be assessed for the reasons for
their acceptance or rejection by different user groups according to those groups’
perceptions of the social and environmental ‘cost’ of transport (pollution,
infrastructure, etc.).

The reasons for acceptance or rgjection were identified by segmenting the sample on the
atitudina basis of acoeptance or regjection. Psychographic segmentation aso proved vauable
in defining reasons for acceptance / rejection and reveded dimensions that were not
previoudy anticipated or identifiable in any other way. Attitudes towards certain socid and
environmenta issues, eg. pollution, were investigated and corrd ated with acceptance of
strategies/ management measures.

Objective 1.7

To assess the attributes of information delivery systems according to conventional and
reveal ed market segments:

User needsfor trave information were incorporated into the questionnaire and assessed
during the quantitative survey. These data can be analysed using the conventiona anayses

part of the program.

Objective 1.8

To make the results relevant and accessible to decision makers at all levels (e.g.
European, National, local). (See also dissemination.) It isanticipated that in time this
could contribute towards:

Co-ordination of research efforts and promotion of research

Achievementof greater value from standard approaches

Development of more efficient and effective information systems

Better planning of infrastructure

Easier implementation / exploitation of Road Transport Development Projects.

Achievement of these objectivesisin progress via. the following processes.

12
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(See the dissemination plan for full details)

7
7

N NN

Brochure(s) (In draft form)

Conferences and presentationsheld —

POLIS (Bucharest 1998), Internationa academic group (University of Stuttgart
August 1999), Launch conference (Rome September 1999) Market research
seminar (Bucharest, September 1999) Transport operators loca authorities and
road authorities (Odo November 1999), User training (London, November 1999),
Romanian Transport Forum (Bucharest, November 1999)

Planned -

Conferences for Potentid users (Dublin and Belfast December 1999)

(UK early 2,000)

Transport conference (Trondheim January 2000)

European Persona Construct Conference (Mata April 2000)

Trangport operator syndicates — being formed in Irdand and Ity

Trangport operator using software and data base (Dublin)

Proposd for afull investigation of the data base and report on the Norwegian
results submitted to the Norwegian Roads Authority.

13
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Scientific and Technical Description of the Project

Overview

The specific ddliverable components and products for future use are:

?? Review of city trangport environments
Questionnaires and framework for general use
?? Quditative database of itemsin the language of users
Database of items for future use
Standard interview methodol ogy
Standard recording instruments
?? Repertory grid questionnaire
Framework for future questionnaire design
?? Quantitative data base for ongoing investigations
?? Computer programs for
a) market segmentation according to
Demographic descriptors, lifestyle and behaviour
Attitudes
Importance and relevance of issues
Naturally occurring psychographic segments
b) Generd descriptive Statistics analyses
?? Reaultsfor dl participating cities and the whole sample
Information for planners

Site comparisons

Background datisicd and destriptive  information was  collected  usng two  short
questionnaires. The purpose of these surveys was to ascertain key demographic, socid and
economic trends specific to each dte as wedl as more detalled infoomation on the trangport
problems and policy objectives being pursued in each case The questions contained both pure
factud and descriptive information regarding trangport provison and demand in esch dity,
and more subjective questions regarding the naiure of transport problems, political acceptance
of various policies and condraints on their implementation. These were completed by city
trangport professonds representing the views of the paliticians and decison makers in each
caxe sudy ste. The latest city-wide transport plans were dso referred to in this phase of the
project. The questionnaires congsted of:

1 City Vaiades : demographic and socio-economic informetion;  the exiding transport
environment; problems and issues in esch Ste; the degree of support for various policy
initiatives

2 Condraints : a short survey requesting political representatives to indicate the degree to
which alig of factors contributed to the adoption or non adoption of aligt of policies

3 Acceptance - a short survey requesting political  representetives to indicate the degree to

14
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which each policy areawas believed to be paliticdly acceptable in the city.

The characterigics and policy directions are summarised bdow dong with an account of the
gmilaities and differences between esch project Ste To a vaying degree, each dte
represents the focus of commercid, industrid and culturd functions within its wider regiond
or nationd context. In each case, the regiond or nationd indudrid dgnificance of eech dte
has causd it to be particulaly sengtive to economic fluctuations and this is reflected in the
current urban land use and trangport planning contexts.

Both Liverpool and Turin exhibit smilar charecterisics of marked economic restructuring
away from heavy industry towards more high tech service indudries. In both cases this
process has resulted in high levds of unemployment and diminishing and ageing populaions.
As a reault, physcd urban planning policy in each of the two dities is heavily focused around
urban regeneration objectives as wdl as environmenta improvement in order to regan some
competitive advantage. This policy dimae has resulted in trangport policy in these dities
being more conservative in terms of the willingness to explicitly restrict car use than may be
the case in the other case dudy sStes However, this in itsdf has not necessarily precluded
sgnificant progress towards improving the public transport networks in the dtes particularly
inthe case of Liverpoal.

Brigol and Odo on the other hand are both enjoying buoyant economies, dthough Bristdl ill
experiences rddivey high unemployment levels Whilst both dtes dso reflect naiond trends
of dedining indudrid capacity, both have been more successful in diversfying ther
respective economies. This gppears to have resulted in policies more inclined towards dricter
designaion of new devdopment to specified city locaions. Such policies ae amed a
containing the dties physcd growth and beginning to atempt to minimise the need to trave
within the dties In addition, these more ‘wedthy’ cities may tap into the private economy in
eech city in order to make infrastructure improvements whether in the form of commuted
paymentsin Brigtal or the possible financing of anew arterid road in Odo.

Bucharest is suffering the most from the effects of economic restructuring due to its trangition
from a communig to market oriented economy. The effects of the redtructuring are
execerbated by less potentid for public or privaie financd backing of any infrastructure
improvements than any of the other case study Stes This is leading to a comparatively ad hoc
st of policies which concentrate on public trangport whilst atempting to introduce basc
traffic management meesures. Socid factors as well as the inability to find investment for
capita expenditure on road investment judtify the emphasis on public transport improvement.

Bucharest dands gpart from the other case study gStes due to its particular economic and
cultural circumgtances. Paticularly rdevant is the fierce rdease of latent demand for car
ovnaship and use combined with incressingly dispersed pattens of settlement and
movement. These trends are taking place within a planning context which has s far this
decade been absent of any drategic planning framework. However, Bucharest shares with the
other cae dudy Stes its desire to improve the environmenta qudity of the city and utilises
many of the same policy toolsto achievethisend.

15
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Existing Transport Environment

The two British Sites operate an dmogt exclusively bus orientated public trangport network. In
these two cities, these operations are dso dmost entirely privately operated. The Dublin
trangport network is aso mainly bus basad, but operated in this case by the State. Whilst bus
useis centra to each of the case sudy city’s public transport networks, each of the three
continenta cities operate tram services in addition. Bucharest and Odo supplement these
systems further with metro operations, Bucharest even further with trolley buses. Park and
Ride (P&R) iswell established in the two British cities and has been extensively planned for
Dublin. However, none of the other Sites gppear to have o far developed P& R as asgnificant
part of its wider transport strategy. In addition, the three historica port cities, Bristol,
Liverpool and Odo have limited ferry capacity. No case sudy city has asgnificant network
of suburban ralway lines, with Odo being the possible exception to this. Dublin and Brigtol
must be noted for their plansto develop alight rail network. All of these passenger transport
sarvicesinvolve amix of public and private operations as can be seen in the following table:

Transport Liverpoal Bristol Bucharest Odo Turin Dublin
Provision (UK) (UK) (RO) (NO) (IT) (IRD)
bus Private Private City City / Private City / Private State
train Private Private State Sate City State
tram — City City City
metro — State City -

trolley bus —- -— City —

fary Private — City —
private hire cars Private — Private Private — Private
taxi City Private Private Private Private Private

Each dte lies a key nodes in ther respective regiond road and ral network and therefore
have to ded with substantid volumes of through traffic. Each urban area is largely sructured
aound a radid network with opportunity to move between the radids limited in dmogt dl
caes, Turin being the dight exception. So far, none of the dtes contain roads operated
privately dthough Odo does charge a the point of use for use of a ring of toll booths
surrounding the city centre so that vehides may not pass into the city area without paying. In
this case, this road pricing redraint policy is supplemented by extensve pededrianisation of
the centre Streets.

Travel Demand and Patterns

The proportion of journeys made by car is rdatively smilar in dl Stes with the notable and
perhgps obvious exception of Buchares. Despite huge increases in car ownership in
Bucharet snce 1990 and an ageing public trangport infragtructure, the culture of public
trangport use prevals. The two UK dtes present another interesting comparison. Although the
proportion of trips by car differs by less then 10% between the two Stes, these two locations
represent two ends of the spectrum as far as car ownership and use is concerned in the UK:
Brigol exhibits some of the highet raes of car use in the country whils Liverpool’s

populion is reaivey dependent on passenger transport.

16
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In addition, despite its car culture, Turin resdents use public trangport more often than ther
other western European counterparts in this study. Cydling in this city, however, is very low
dthough not as low as Buchares where it is dmog non exisent. Liverpool and Odo display
the highest rates of pedestrian movements. All these patterns are best illugtrated in the graph
below which compares the modd split in each site.

car Epublic transport O cycling O walking |

Turin (IT)

Oslo (NW)

Bucharest (RO)

Liverpool (UK)

Bristol (UK)

0% 10% 20% 30% 40% 50% 60% 70% 80% 90% 100%
*

*x Brigtol - work journeys only
Liverpodl - dl journeysin the Merseyside area
Bucharest - work journeys only
Odo - dl journeys in the city region
Turin - not known

In the case of Dublin, figures were only avalable for motorised modes. The Stuation in this
city isasfdlows

Private Car 69.5%
Bus 22.0%
Rail 8.5%

Palicy Influencesin each site

There are some vaiations in the degree to which nationd and locd governments and other
stakeholdersin the trangport process have an influence on policy making in the Sites.

The following tade reveds tha nationd government is conddered to be very influentid in dl
the cities dthough Turin appears to have the weskest nationd and grestest locd government
input into policy meking and Odo the oppodte of this. Trangport operators have the greatest
power in Bucharest and gpparently more in UK dities than on the continent. All types of lobby
groups are reatively powerful in Turin but rather wesk in dl the others gpat from perhagps
Dublin, Brigol and Odo where environmentd and economic groups have some hold over
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policy making. The European Union has gregtest involvement in Dublin and the UK cities.
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Influence over policy making inthe sites

Liverpool Bristol Bucharest Oslo Turin Dublin
National TTrE T tTrT T Tr+T TrTE T Tt TETT
Government
Locd T Tt ¥ T+t TETF tFFET L
Government
Bus Tttt Tttt Tttt Tt tT Tt Tt tT
Companies
Railway Tttt Tt Tttt *F T T ¥ Tt
Companies
Tram Companies N/A N/A Tttt Tt tT Tt N/A
Police ¥ Tt TTT TT Tt T ¥
Socid Lobby Tt Tt Tt Tt TTtT T
Groups
Economic Lobby T T Tt T T tTTT T ttT
Groups
Environmenta ¥ Tt Tt Tt TTt Tt
Lobby Groups
European ttt ttt Tt tt + Tt tttt
Union
Tttt total influence
Tttt alot of influence
Tttt some influence
tt alittle influence
* none & dl

Transport Problems, Issues and Policy Objectives

Although the dtes reflect different d9ze, geography and nationd or date policies the overdl
diagnogs of the trangport Stuation is Smilar in most cases - additional numbers of cars cannot
be accommodated in city Sreets without mgor physica redructuring or a deterioraion in the
urban environment. However, the extent to which car redraint policies are pursued and the
degree to which environmenta or economic issues have influenced policy formation, varies
from dte to gdte However, it is noticegble that the ‘problem’ is by no means framed
exdusvey in terms of congedion. Ingdead, environmenta concerns are beginning to feeture
drongly. The environment features both in terms of ar qudity and noise pollution and in
terms of a dedire to maintain and enhance the dtractiveness of city centre as a point of cultura
and economic life and for competitive reasons. Improving traffic sefety is dso a priority. The
degree to which these issues are regarded by the trangport professonds as problematic can be
seen in the following table:

Trangport Problemsin each city

Bristol Liverpool Bucharest Odo Turin Dublin
(UK) (UK) (RO) (NOR) (IT) (IR)

Pesk-time congestion ﬁ‘]r’ﬁ‘]r”}‘fﬁ‘]r’ L B e e o ﬂ‘r“‘}r’%ﬁ‘]r’ﬁ‘]r” L i ) ﬁfﬂr’%{fﬂr’
51.

Lack of parking t + t + ttttt |ttt [Ftt o+t +
Traffic noise t + t+ + + S o ) tt t T+ttt t +
pollution ¥
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Road safety T+t T+ T Tttt Tttt Tttt Tttt
¥ ¥ L

Air pollution Tttt S e T e A e O e O O Tttt Tttt

T

Lack of integration of Tttt 0 e S I O S o O O O Tttt Tttt

PT Network

Carrying capacity of Tt * Tttt [FTE T Tttt Tttt

Public Transport t

Carrying capacity of Tttt T Tt Tttt Tttt Tttt

roads T

Rdiahility of Public ttt T tttF Tttt Tttt Tttt Tttt

Transport *

Cost of Public Tttt Tttt Tt Tttt Tttt Tttt

Transport

Rl mgor problem

Tttt problem

Tttt neutral

Tt dight problem

T not a problem

Conggent with the above indication that car use is less of a problem in Liverpool, congestion
and the carying cgpacity of roads is cited as dightly less of a problem here. More generdly,
however growing public and politicadl concarns about traffic related problems, particularly in
relaion to ar qudity and the environment, are combined in dl cities with a shortage of funds
for transport to result in pressures for change. As a result, each sSte is undergoing a palicy
resssessment. Odo is currently waiting for gpprovad of a new city wide transport plan.
Bucharest, however, has been operating in a virtud planning vacuum since 1990 but expects
to see gpprova of a Generd Urban Plan and a Transport Master Plan by the end of 1999.

Despite the different levels of progress with transport plans, a number of common policies are
evident between dtes. The mgor transport policy dements are reviewed under the following

generd headings
Public Transport
Exiging/ planned public transport measuresin each city
Bristol Liverpool Bucharest Oslo Turin(IT) Dublin
(UK) (UK) (RO) (NOR) (IR)
bus lanes/ priority bus t T t T + T
routes
Park and Ride T T * t P P
tax concessionsfor PT users # T ¥ T T =
tax concessions for PT T T t * T T
providers
integrated public transport * T o t + g
ticketing
. ? . . . .
T = exids & = under consideration T = not for consideration
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Public transport provison is generdly viewed as the cornersone of urban transport policies in
each of the case dudy cities.

7 public trangport priority - in dl cases the ease of access of public trangport facilities is
being improved and given a high priority in investment spending. This incdludes bus lanes,
segregated tram routes and roads and priority Sgndling. All dities have some reserved
lanes for their bus or tram sysems but so far these have not resulted in teking away
substantiad capacity from the car.

7? expanding the network - overdl the dendty of the transport networks are remaining farly
condant in each location dthough service qudities are improving. However, in Bucharest
there is a conscious policy to maintain dendty of the network, particularly of buses. Other
notable exceptions indude the planned devdopment in Brigol and Dublin of a light ral
system, and new suburban railway dations planned for Liverpool and Bristol as well as a
new rail linelinking Odo with its new arport.

7 integrated ticketing — Dublin and Buchares are s0 far the only cities without integrated
tariffs and ticketing. However, in both cases this has been given a high priority for
development, in Buchares's case in conjunction with the development of a region wide
trangoort  authority. Liverpool and Turin have dready st up organisdions to provide
integrated passenger trangport throughout the city region

?? effidency improvements dthough particularly prevdent in the Bucharest context, there is a
marked move in dl cties towards greater efficiency of public transport operations.
Efficiency improvements gppear to go hand in hand with the purchasng of upgraded
vehides and supporting infrastructure - mogst noteble is Brigol where environmentaly
friendly fudled vehides are dso being introduced.

? Park and Ride - there seems to be some divergence in the priority given to this policy.
Agan the UK cities are gmilar to each other in their emphads on this dthough Brigal's
P&R sysgem has been edablished far longer than Liverpool’s. Dublin is plaming 9
fecilities as a centra part of its city wide trangport plan. Bucharest seems to have ruled out
the development of any P&R and Turin has no capacity so far. P&R, therefore, does not
consgtently feature as akey dement in an overdl transport Strategy in dl of the dties.

? travel concessions - the following table reveds which sectors of the population are entitled
to free or discounted travel in each city:

Travel Concessions

Students Disabled OAPs Public Transport
Employees

Liverpool some free free free
Bristol none some some free
Bucharest free free free free

Odo none some some some
Turin some some free free
Dublin some free free Free
Roads and Traffic Management

Exigting / planned road and traffic management measuresin each site

Bristol | Liverpool | Bucharest Oslo Turin Dublin

(UK) (UK) (RO) (NOR) (IT) (IR)
one-way systems T T T T t +
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traffic clming T + = = t t
treffic free residential zones t = T t = =
Real Timenformation
parkinginformation systems(VMS) T T ol T t T
VMS advanced warning of i) T + + T o’
congestion
in-vehicle route guidance T T T = t t
t = eXigts & = under consideration T = not for consideration

7? new road building - the dtes mogt podtive about new road condruction ae Dublin and
Odo. Dublin has plans to dgnificantly improve its surrounding trunk road network and in
Odo a new aterid route is being consdered for deveopment abeit with private financid
contribution and posshble associated road pricing. The posshility of this latter proposa
being accepted, howewer, is far from cetan as it is only certan intere groups, namey
suburban politidans and planners in some loca planning areas and private indudry, thet
ae pushing for the road. Liverpool advocates ‘sdectiveé improvements in  road
infragtructure in accordance with its emphass on economic regeneraion and Turin Ao
encourages road building where it is linked with public trangport policies such as bus lanes.
There is no dgn of dgnificant road congtruction in Bucharest despite sharp increases in ca
use, dthough this may be more the result of financid condraints than any explicit policy to
uppress road capacity. Therefore, the city with the srongest Sance againgt road building
is Brisgol where no new mgor radid road condruction is planned. However, improvements
toitsmain orbital roads are till seen as necessary.

7 treffic caAming - with the exception of Turin and Odo, traffic caming measures are well
edablished in the other western European cities, paticulaly in resdentid aress. Traffic
caming is under condderation in Bucharest and Odo.

7? route guidance systems a number of cities are experimenting with the use of technology to
improve trangport sysem peformance. All except Bucharest use systems designed to
improve treffic flow by usng Vaiable Message Signs (VMS) in order to optimise the use
of the urban transport network. This route guidance is supplemented by parking guidance

in thee three dtes as wel as in Dublin. However, Odo is the only Ste consdering
introduding in-vehicle route guidance.

Parking
Exigting / planned parking Bristol Liverpool Bucharest Odo Turin [Dublin
measures (UK) (UK) (RO (NW) (IT) (IR
variable parking pricing T t = P = o’
on street parking restriction T T T T T T
off street parking T L T T t =
restriction
controlled parking zones + = T + + +

) = edds & = under consideration T = not for consideration

?? city centre parking - in mogt Stes parking policy appear to be viewed as a key dement of
urban trangport policy, most using it as the best avalable politicaly acceptable means of
redricting car use in the city centre. As a result, most Stes have now dabilised ther
provison of public parking in the city centre However, Liverpool and Bristol have fdt it
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necessary to increese cgpacity for short term shopping and vidtor parking, reflecting the
competition experienced in eech city form out of town retal deveopments Odo is usng
price as the man restran mechanism. Bucharest, however, is te&king a tough stance on
centrd paking and is targding illegd roadsde paking in order to improve the
environment of the area, whilst a the same time refusing to increesing off road city centre
parking cgpacity. Dublin is introducing environmentd parking ‘cels within its cantre. As
pat of the effort to generate / regulate the city some aspects of off-pesk car use are
encouraged by cheap parking.

? reddentid paking - Bucharest is increasing capacity in resdentid aress. This contrasts to
the UK cities where resdentia parking schemes are being dowly introduced dthough are
not yet amgor policy tool

7? private non resdentia parking retraints are not yet in effect in any of the sites

Waking and Cyding
Existing / planned walking / cycling strategiesin each site
Bristol Liverpool | Bucharest Odo Turin Dublin
(UK) (UK) (RO) (NW) (IT) (IR)
cycleways T t g T po <
pedestrianisation T T o’ T T T
L = edds = under consideration T = not for consideration

72 waking - there is a growing awareness in mogt stes of the importance of waking, but
actud policies to achieve this are unclear. They appear to rdy on reducing obdacles in the
pededrian environment and rasng awaeness of environmentaly friendy modes of
trangport. Once again, Brigol is particularly proactive with the latter type of initiatives
Odoisintroducing pedestrianised streets to some of its suburban centres

7? cyding — cyde networks ae 0 far only edtablished in the two British dtes and Odo.
However, where they do not currently exist they are under consideration.

Land Use Planning

Bucharest admits to experiencing little co-ordination of land use and transport policies, Turin,
Dublin and Liverpool exhibit ‘some co-ordination whilst Odo and Brigtol are beginning to
integrate them in arelatively comprehensve way. In its policy documents, Brigtal is the only
of the case sudy Stes that makes any sgnificant reference to the need to reduce necessary
journeys. New developments in both Bristol and Liverpool are to be cited where they can best
be served by exigting public trangport infrastructure. In Bucharest, despite the current lack of
agenerd urban plan, their are plansto develop public transport interchanges. However, trends
towards digpersd of land use activity are problematic for the city. In Odo, city containment
has been along standing and relatively successful urban policy.

The acceptance of Transport Policies by Politicians
Representatives of politica decison makersin esch city were asked to complete atable

indicating the degree to which each policy was accepted. The results of this survey are shown
in thefallowing table.
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DEGREE OF ACCEPTABILITY BY POLITICIANS
ACCEPTABLE UNACCEPTABLE
1 Tolls / other road ?? BRISTOL | ?? 0O ?? TURIN ?7? B'REST
pricing ?? L'POOL ?? DUBLIN
Bus lanes / priority ?? BRISTOL | ?? B'REST
bus routes ?7? L'POOL ?? 0OSLO
?? TURN
?? DUBLIN
Park and Ride ?? 090 ?? BRISTOL ?? B'REST
?? DUBLIN [?? TURN
?? L’POOL
Tax concessions for ?? BRISTOL ?? 0SLO ?2? TURIN ?? B'REST
PT users ?? L'POOL ?? DUBLIN
Tax concessions for ?? BRISTOL | ?? TURIN ?? B'REST
i ?? 0S.0
PT providers 7 DUBLIN
?? L'POOL
Integrated public ?? BRISTOL ?? B'REST
transport ticketing ?? O30
?? TURIN
?? DUBLIN
27 L’POOL
2 Variable parking ?? BRISTOL [ ?7? TURIN ?? B'REST ?7? 0SLO
pricing ?? DUBLIN ?? L'POOL
On-street parking ?? BRISTOL | ?? B'REST ?? TURIN
icti ?? L'POOL ?? 030
restriction 59 DUBLIN
Off-street parking ?? BRISTOL [?? L'POOL ?? TURIN ?? B'REST
restriction ?? DUBLIN ?? 0OSLO
Controlled parking ?? DUBLIN [?7? BRISTOL | ?? OSLO
zones ?? L'POOL ?? B'REST ?? TURIN
3 Real Time ?? BRISTOL [?? TURN ?? B'REST
; ?? 090
Information 2 DUBLIN
2?7 L’POOL
Parking information ?? 08.0 ?? BRISTOL | ?? B'REST
?? DUBLIN [?? TURN
systems (VMS) 29 L'PoOL
VMS congestion ?? 09.0 ?? BRISTOL [ ?? B'REST
warning ?? DUBLIN |[?? L'POOL ?? TURIN
In-vehicle route ?? DUBLIN [?? TURN ?? BRISTOL
i ?7? B'REST
guidance 57 030
2?7 L'POOL
4 | Cycle ways ?? BRISTOL |?? 0S.O 22 B'REST
?? L'POOL ?? TURIN
?? DUBLIN
Pedestrianisation ?? BRISTOL [?? TURN ?? B'REST
?? 090 ?? DUBLIN
?? L'POOL
5 Restriction of freight ?? BRISTOL [ ?? B'REST ?? 03O
de"very times ?7? TURIN ?7? L'POOL
?? DUBLIN
One-way systems ?? DUBLIN ?? BRISTOL
?? B'REST
?? 030
?? TURIN
2?7 L’POOL
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Traffic calming ?? BRISTOL | ?? B'REST ?? TURIN
?? 0.0
?7? DUBLIN
?? L'POOL
Traffic free ?? BRISTOL | ?? TURIN ?? B'REST
; ; ?? DUBLIN ?? 0.0
residential zones 5o
6 HOV lanes ?? DUBLIN ?? BRISTOL [ ?? B'REST
?? 0SLO
?? TURIN
?? L'POOL
Car sharing / car ?? DUBLIN ?? BRISTOL | ?? B'REST ?? 0S.0
g
pooling ?7? L'POOL ?2? TURIN
7 Speed cameras ?? BRISTOL |[?? 0OS.O ?? B'REST
?? DUBLIN ?2? TURIN
?? L’POOL
Wheel clamping ?? L’POOL ?? BRISTOL | ?? 0SLO
?? B'REST
?2? TURIN
?7? DUBLIN
Parking fines ?? BRISTOL | ?? B'REST
?? L’POOL ?? 0.0
?? TURIN
?? DUBLIN
8 Air quality policies ?? BRISTOL | ?? L'POOL ?? B'REST
?? 090
?? TURIN
?? DUBLIN

These results were then *scored’ to give overal impressions of the acceptability of different
policy areas. The following graph summarises these results by adding up the scores for each
policy area. The lower the score, the more the policy is accepted by politiciansin each city.

Scored acceptance levels of policy areas in each city
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B BRISTOL LIVERPOOL O BUCHAREST OTURIN B DUBLIN

PUBLIC PARKING REAL TIME NON TRAFFIC CAR ENFORCEMENT  AIR QUALITY
TRANSPORT INFORMATION  MOTORISED MANAGEMENT OCCUPANCY
MODES
1 Public Trangport

Bucharest and Turin politicians gppear to exercise the greastest caution with respect to public
trangport policies, both regarding fiscal condraints as highly unacceptable. Bus priority
measures enjoy ahigh leve of acceptability in dl cities, as does integrated ticketing, P& R—
dthough with the exception of Bucharest once again. Road pricing is only regarded as
acceptable by Brigtol, even though the only city inwhich it currently exigtsis Odo.

2. Parking
Brigtol once again exhibits the grestest degree of acceptance in this policy area, followed by
Turin and Dublin. Odo finds parking policies the most sengtive to implement.

3. Red Time Information

All the case study cities regard the introduction of red time information systems asrdatively
acceptable. Dublin and Odo politicians regard this set of policies as particularly politicaly
friendly.

4. Non-motorised modes
Bucharest has by far the greatest difficulty with cycling and walking policies which are
compardively wdl accepted in dl other cities, particularly Bristol and Odo.

5. Traffic Management

Once again Brigtal isthe most open to traffic restraint policies, particularly traffic caming,
car free resdentid zones and the redtriction of freight ddliveries. Odo isthe most cautiousin
this policy area

6. Car occupancy
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Dublin paliticians gppear to regard car sharing policies asinsulated from politica sengtivity
compared to Odo, Turin and Bucharest who are cautious of such policies. Dublin isdso the
most open to the idea of HOV lanes.

7. Enforcement
All cities regard these policies as acceptable athough Bucharest and Odo are fairly resistant
to speed cameras and whed clamping.

The Constraints on Policy Making

In addition to politica acceptability of each policy area, politica representatives were asked
to indicae the degree to which a saries of factors hindered or aded the prospect of an
implementation of each policy. For example, the issue of timescae could exercise a negative
impact on implementation in the case of road tdling, but be a pogtive influence on the
decison to introduce on dreet parking redrictions. The results for each city are shown in the
tables to follow. Odo, however, had difficulties finding a suitable candidate to complete this
paticular table.

Summary of Policies and Congraints
The following table highlights the policies for which the cities are most renowned and the

particular congraints placed on policy making:

Policies and Condraints in each site

POLICIES CONSTRAINTS

?Riverpool ?irban regeneration ?Bconomic policy a priority over environmental
?Pus priority systems policy
2%ehide flest modernisation ?Peative lack of investment capital / wesk
?Pew railway stations economic dimate
?2elective investment in the road network ?2geing / diminishing populaion
22nvironmental improvements and traffic calming | ?Pack of control over public transport operators
?2omprehensive cycle network
?Mcreasing central short stay parking capacity

?Bristol ?Dus priority systems ?high car dependency
?Park and Ride ?Pational transport context restricting possible
?2ommuted payments introduction of road pricing
2%ehicde flest modernisation ?Pack of control over public transport operators
?Pew railway station ?Madequate legiddive powersfor the
2P0 new road building introduction of road pricing even though there
?Mtegrated transport and land use policy - is some political acoeptance

reducing the need to trave

?2wareness campaigns and information provison
?Pesdents parking schemes
?Possible road pricing
?¥aiable messagesigning
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?Bucharest ?%rban regeneration ?Pack of investment capital
?high transport subsidy and concessions 2?70 generd urban plan or transport master plan
?Pegulation of public transport ?Papidly increasing car ownership
?Pew regional trangport authority ?Maufficient public trangport priority measures
?Public trangport priority systems ?2geing infragtructure
?Mfrastructure modernisation ?®levelopment on the periphery
?parking enforcement ?Mefficient transport operators
?Mcreesed residents parking
?®levelopment at transport nodes
?0slo ?Poad pricing ?Pack of integration of public transport
?Pinancid contribution to road building from loca ?2waiting approval of transport plan
businesses 22limate
?7ir pollution policies
?Prrban containment
?Turin ?7irban regenerdtion ?2a culture
?variable message sgning ?Pack of sufficient legidation
?Dublin ?fuality buscorridors ?Pack of investment capita
?Rapid Light Trangt ?Madequate transport planning structures
?2nvironmenta parking cells ?Papidly increasing car ownership
?Pmprovements to surrounding trunk roads ??oncentration on economic development
Common varigbles

7 dl the case Sudy dtes recognise it is not feasble to cater for unrestrained increases in car

use

7?2 dl dtes have primarily bus based public trangport sysems, the greatest diversty provided
in Bucharest
?7? bus lanes and priority systems are encouraged in each location

?? environmental  issues are given as much weight as congedtion itsdf in policy making in
each dite

? paking policy is the man ca redrant policy in use - nowhere is the car beng
aggressvely condrained - even in Odo where road pricing is in use, road building is not
entirdly ruled out

?7? the take up of variable message Sgning is increasing in dl Stes, no Ste has yet opted for in
vehicle route guidance

?7? the adequate legidaive dStructures are not in place to support such policies as road pricing,
fiscd subsidy, enforcement

?? environmental lobby groups gppear to have a podtive influence in the implementation of
many public trangport policies, dthough this lobby group agopears dosent fran policy
meking in Turin

Regiona Differences

?7? very low car ownership and use in Bucharest, rdatively low in Liverpool, high in Bristol

?? high levels of public transport subsidy and concessonary faresin Bucharest

?7? degree of public trangport integration is poor in dl Stes but poorest in Bucharest

?? integrated ticketing is avalable in the two U.K gtes, Turin and Odo but not in Bucharest
and Dublin

7? extent of integration with land use planning varies - very low in Buchares, a its strongest
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in Brigol and Odo

?7? road safety varies as a concern / priority - dight in Odo, mgor in Liverpool

?? policy on road building varies from gened moratorium in Brigtol, sdective improvements
in Turin and Liverpool and new congruction in Odo

?7? Brigol gppears to be the only dte placing emphess on awareness campagns and
information provison

?7?wdking and cycding encouraged everywhere but extent of definite polices differs from
comprehensgive cycle networks (UK sites) to ad hoc improvements

7?2 environmental lobby appears wesk in the Itdian Ste but has varying degrees of influence
in dl the other dities
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Identification of User Groups

Conventional market research uses traditiona socid and demographic variables to segment
the market. The partners drew on their various experiences in research, the results of the city
environment survey and items specified in the technica annex, to identify aslarge arange as
possible of these traditiond varigbles. In total, 121 such variables were identified (afurther 32
variables were used for spedific topicsin Dublin and Bdfast only) and incorporated into the
main survey guestionnaire. These covered, among others, age, gender, occupation, education,
type of residence, household composition, use of private or public trangport, purpose ad
frequency of travel, use of travel information. These were then used in the quantitative deta
collection phase to segment the respondents in a conventional manner and then to compare
the conventiona segmentation with the STIMULUS gpproach to segmentation.

A lig of questionnaire variables and coding convention is available from the consortium
members on request.

Specification of sample groups

Sample groups were then specified for the quditative and quantitative surveys.

Sample group for qualitativ e data collection

A totd of 74 in-depth interviews were carried out. Sample sizesfor this aspect of research are
quite smdl snceit isonly the ‘language’ used by respondents thet is being sought for

incluson in the questionnaire. There are no issues of Saigtical reigbility.

Road trangport users were interviewed in dl Stes as follows.

Market Site Period No of interviews
Englad Brigtol/Liverpool June 1011 17
Irdand Dublin June 1213 14
Itay Turin w/c June 15 6
Norway Odo June 10-12 17
Romania Bucharest w/c une 15 20

Respondents were recruited to ensure representation of age (15-29, 30-44, 45-64, 65+) and
gender groups as well as usage of cars, bicycles and the most common means of public
trangport in each location. In this context, it should be remembered that the main function of
qudlitative research in this project was to aid development of a precise and senstive
questionnaire (or repertory grid) for the quantitative study. In other words, it was neither a
redidtic nor ardevant objective in quditative research to am for a representative samplein a
datistical sense.

Qudlitative data were dlicited according to the ingtructions contained in the Quditative
Manud (Deliverable 3).
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Samplegroup for quantitative data collection

A quota sampling strategy for the quantitative study was arrived at asfollows - to ensure
adequate representation of the most important groups of transport users in each market. Each
group was split evenly by gender.

Age Regular users of Public Nonregular travellers Regular users of cars
Transport

Under 20 20 20 20

21-40 20 20 20

41-60 20 20 20

60+ 20 20 20

Age bands can be changed as necessary to suit locd requirements

Thisgave atarget of 240 respondents for each city. In Odo, a random population sample was
usad so atarget of 500 respondents was specified. In dl, 1826 fully completed vaid
questionnaires were returned.

Specification of Approaches, Methods and Techniques

The choice of gpproaches was addressed at three levels:
1 Thephilosophica approach to research

2 The methods used for data collection

3 Thetechniquesused to analyse the data

A synthesis of gpproaches was devel oped sdecting methods and techniques that operated
under one research philosophy. This approach defines data collection methods and andytical
techniques used within the STIMULUS framework.

Review of research approaches

Different gpproaches to market segmentation were reviewed and it was found that the
gpproach of STIMULUS forms a bridge between two conventiona approaches.

Treditionaly in market research, socia characteristics have been used as variables for market
segmentation that relies on correlations with patterns of behaviour. These varidbles are easy to
record with high precison. During the last few decades it has become clearer that the
explanatory power of socio-demographics to predict behaviours and design communications

is decreasing in many fidds. This cdlsfor new varidbles to explain human behaviour and to
understand the motives behind the behaviour (Daen, 1939).

Marketing techniques adopted in the sector of consumer goods can be summarised into two

typologies: the traditiond and most common one conssting of the so-caled ex-ante
segmentation and the Direct Marketing typology which is Hill in an experimenta phase.
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The technique of traditiona exante segmentation is purdy satigtica and is based soldy on
vaid gatigtic sampling, because it is possible to assgn aweight to the sesgments according to
reference population. In the worst case, it is based on the beliefs and biases of the Marketing
Director who will invent evidence to support hisor her preferred view. Asalogic for
extendve sampling techniques, this methodology has very expensive cogs, and the efficacy of
the results is saigticaly sgnificant only at an aggregete leve. Its globd benefits have never
been scientificaly measured and there are no articles and/or publications to verify the aspect
of cost/benefits of these campaigns and of citizens awareness.

Furthermore, trangport market liberdisation has led trangport companies to dart making direct
contact with both potentia and exigting clients. The attention in this sector reached its
maximum in the pilot initiative of Direct Marketing promoted by UITP ("Switching to Public
Trangport”) in which European trangport companies took part. Thisinitiative has been gpplied
to specific Stuations, for example in areas characterised by high offer of public trangport and
low level of demand (or use). The Turin experiment, conducted with maximum cost-saving in
mind, involved retired ATM personnd visiting the sdected sample family among nonusers

of public trangport and to demondirate the types of public trangport network available to meet
the needs of family members.

Despite this gpproach, the direct (phone contacts, home-gppointments, vist of the entrusted
person and eventud further phone cdl) and the indirect cogts (supply of afree season ticket
for afixed period) remain very high when caculating on aunitary basis. The benefits of

Direct Marketing technigue have been measured in a pilot study promoted by UITP which
found an increase of ATM clients of 8% of the contacted sample, three months after the visit.
STIMULUS could be seen as amiddle way of cresting a market segmentation technique
through a methodology likely to be consdered as a bridge between two extreme gpproaches
in use until now (collective and individud). A synthesis of these gpproaches is shown on the
fallowing teble.

Publicity survey STIMULUS Direct Marketing UITP
ATM/CAMPARIE
Segments Bx-ante Expost Resident inthe same area
Objectives | To analyse survey Toanalyse respondents answers by To contact sngularly some
resultsindependently clugtering the individuas based on peopleliving in aredricted
from the impact of the behaviour/attitudes toward the area (low demand/high
phenomenon on the congdered phenomenon offer) providing
population personalised solutions
Method Bx-ante conventiond Identification of ad hoc segments (after Vdidation of the new
Ssegmentation survey) Srategy on alimited target

Stuated in arestricted zone

Use In cases of yet Both in explorative and find phase In cases of high offer and
aggregated andlor (impact vaidation) low demand
Known data
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Costs Globdly high Moderate costs High per unit
Benefits Not scientifically tested Homogeneous segments with respect to Increase of 8% on the
owing to the specific message consdered sample (three
intervention complexity months after the survey)

Traditiond market segmentation techniques, especidly in transport are to date based on ex
ante Srategies, according to conventional demographic variables and modaity (sex, age,
efc.). After aseries of evauations of some dtrategies, which sometimes have not been
successtul, (in some case the effects revedled to be opposite to the expectation), it emerges
that it is not dways possble to launch aproduct or a service by describing exante the target
of destination, the lifestyle and eventud individud moativaions. Thisway of operating could
aggregete in the same group a number of persons characterised by different attitudes and
needs, causing awaste of resources or sending messages which are not sufficiently accuratdy
targeted to reach any member of the supposed target audience. To obviae this problem, the
solution congsts of ex-post segmentation following the identification of interests,
atitudes'mativations and group behaviours about information, management and service
digtribution. The STIMULUS technique conssts of the identification of expost segments
(with no ex-ante classfication).

Specification of research approach

The philosophy chosen for the STIMULUS studly is based on Persond Construct Psychology
(PCP). It has a methodology especidly suitable to the STIMULUS concept in that it allows
the interests, attitudes, motivations, vaues and psychologicd variables of individuas and
groups to be accessed through its unique data collection techniques.

Persond Congtruct Psychology aso helps the researcher to understand the nature of change,
resistance to change and how to overcome such resstance. Thisis particularly useful in the
trangport market where the public is often required to or forced to changeits travelling
behaviour by the policies, management schemes and communications of governments, policy
makers and trangport providers.

The framework and basic methodology of Persona Congtruct Theory was developed by
George Kdly (1955). Asacdlinica psychologist, Kdly felt that science was sandinginthe
way of understanding his clients. He encountered some problems, which are common to
researchers today and developed Persond Congtruct Theory (PCT) to overcome these which

are described below:

?? Therole of the expert. Kdly objected to scientists in white coats experimenting
with and studying human beings asif they were another species. He bdlieved we are
al scientigs trying to make sense of the world; we conduct our own experiments and
test hypotheses.

?? Observer bias. This can pose a serious obstacle to understanding someone ese's
point of view. The dicitation techniques of persond congruct psychology endblesthe
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researcher to interview someonein detail and dicit information with aslittle observer
bias as posshle.

Kdly formulated PCT from the premise of ‘ man the scientist’” who devel ops hypotheses, tests
and modifies or discards them, developing a network of congtructs or vaues dong the way.
Thisframework of persona constructsis what we use to construe events, Situations and
pegole (which Kdly cdled *dements’) and to make predictions about the future. Our
congtructs are so caled because they have been built up or *congtructed’ from experience, and
aso because we use them to ‘congtrue’ or interpret the world. We anticipate events using our
congtruct systems and determine our behaviour accordingly. If our behaviour isinvaidated

our experiment has failed and so we experiment with new behaviour. The fundamenta
postiulate of persond congruct theory states that our psychologicd processes are influenced

by the ways in which we anticipate events.

Sewart and Stewart (1981) have smplified persond congtruct theory as follows,

?? Perceptions influence expectations and expectations influence perceptions
?? This happens through our corstruct system
?? Condruct sysems are unigue to the individud and develop through life

Kely then developed the commondlity corollary of the theory to describe the implications of
amilarities among peopl€ s congruct systems. This corollary states that people who have
amilar congtruct systems construe their experiencesin asmilar way. It is a measure of the
extent to which they are like each other and the extent to which the are likely to understand
each other.

Schein (1985) studied a number of work groups across indugtries. He came to the conclusion
that culturd groups (segmentsin our terms) may not be defined by who the people are, where
they work, their age or kill leve for ingtance, but rather by they way they think and solve
problems

“I will mean by “culture’: a pattern of basic assumptions - invented, discovered, or
developed by a given group as it learns to cope with its problems of external
adaptation and internal integration - that has worked well enough to be considered
valid and, therefore, to be taught to new members as the correct way to perceive,
think, and feel in relation to those problems.”

Kély believed that our congtructs (assumptions) are arranged in a pattern. We systematise our
congtructs by arranging them in hierarchies. This hdps usto avoid making contradictory
predictions. Congtructs may be seen as organised into a hierarchy with subordinate congtructs
a the bottom, linking with superordinate congtructs above which link in turn with core beliefs

about the sdif. People differ, however, in the way they organise their congtruction of events.

Ddton and Dunnet (1992) compare the construct system to scaffolding. Congtructs are linked
together in ordind relaionships, like the spars of the scaffolding. Porter (in Ddton and
Dunnet, 1992) likens the structure to a pyramid with alarge base of subordinate congtructs
‘supporting’ fewer superordinate congtructs and avery few core congtructs.
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Features of a Hierarchical Construct System

Core constructs (must be validated
for happy, healthy living)
e.g. Capable & Efficient

Superordinate constructs
(More important and abstract)

e.g. On Time, Punctual o
Implicative

Subordinate constructs
(Lessimportant and
concrete) e.g. Fast

Constructs have two poles oy
Preferred <&>—«@» Non-preferred Construct Cluster

The re ationships between constructs work up and down aswell aslaterally so asingehighly
abgtract congtruct at the top may be related to many more concrete constructs at the bottom,
with various levels in between. The core congtructs are those which a person uses to maintain
hisor her identity and existence. They are comprehensive and centra to the individud’ s view
of sdf and hisher socid roles. Kelly developed his persond congtruct theory to inquire into
this pattern of congtructs or cognitive processes.

Specification of data collection techniques

Qudlitative data collection techniques

Qudlitative interviews were conducted at each Ste using the diciting techniques of persond
congtruct theory.

The congruct isthe basic unit of one' s congruct system. It isaform of differentiation
between eements and is bi-polar. These poles are contrasts which make sense to the
individud. Thejob of the researcher isto dicit these bi-polar congtructsin anon-directive
way. To dicit condructs the researcher asks the interviewee to differentiate between the
elements chosen (e.g.,road pricing, park & ride, bus lanes). The interviewee consrues the
elements and states the difference between them; (e.g., facilitation). Thisis caled triadic
eliciting; dyadic can be done using just two eements a atime.

Theinterviewer then probes for the contrast pole (e.g., restricting) and the outcomeisa
congtruct which the individua usesto discriminate between eements:
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facilitating - restricting

Theinterviewer then chooses another or the same set of dements and dicits another
construct;

environmentally friendly - environmentally unfriendly

The congtructs dicited in this way may be located anywhere in the individud’s system.
Further dicitation techniques known as laddering and pyramiding alow the individud to
explore his/her congtruct system, drawing out more superordinate or subordinate constructs.
The process of laddering explores the more superordinate congtructs which are less easy to
express. Theinterviewer first establishes the preferred pole of the congtruct for theindividud
eg., fadlitating and then asks why that pole is preferred or why it is more important. The
answer is the emergent pole of another (more superordinate) congruct, e.g., gives more
options The opposite pole of thisis then dicited: - lack of choice

Thismay in turn be laddered to more superordinate constructs until core congtructs are
reached, e.g., freedom to achieve - lack of achievement

Pyramiding is the opposite of laddering. It is used to discover the subordinete (lessimportant)
agpects of the structure, the more concrete condructs. Theindividud is asked to define
exactly what he/she means by the congtructs dreedy dicited. For example, facilitating may
mean enabling me to do something, making it possible by putting structuresin place.

For further information about the diciting process and quditative data recording the reeder is
referred to the operating manual aswell as other standard texts on PCP.

Problems to be researched were identified by Workpackage 2 and user interviews as follows.

Core Problems Soecific to some sites

Congestion Underuse of Public Trangport outside pesk hours

Parking Problems Lack of integration of Public Transport Network

Noise Pollution Lack of gratified work/school gtart and finish times

Air Pdlutiion Free-pass holders traveling during pesk hours

Speeding Lack of modern road infrastructure (medieva layout)
Use of spiked tyres

Fransdla, Jones and Watson (1988) describe how persond constructs come to be shared by
groups of people and Parter and Tschudi (1994) demonstirate how Persona Construct
methodology can be used across representative samples of the population asawholeto
andyse smilarities and differences of psychologica structures.

Quantitative data collection techniques
L arge scale quantitetive surveys were conducted using questionnaires designed using the deta

collected during the quditative interviews. These questionnaires were repertory grids based
on the techniques of persond congtruct theory.
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Asastientist, Kelly wanted to make predictions about his dients in arigorous way; to
measure their clinica problems before thergpy, use these measurements during therapy and
measure again after therapy. What you cannot measure you cannot control. Therefore he
developed the Repertory Grid as atool for looking a how an individua uses a set of
condructs in reaion to one another and in relation to agiven set of dements.

The Repertory Grid isamatrix containing the ELEMENTS of a study together with the
repertoire (hence repertory) of persond CONSTRUCTS.

The grid was used by Kely to enable one to describe psychologica relationships within and
between dements and congtructsin mathematica terms, in other words to produce a
numerical representation of a person's psyctologica structure. Using repertory gridswe are
able to determine not only what people think, but why and how they go about thinking. The
computer andlysis of araing grid gives a picture of a person's psychologica processes
cgptured a& a moment in time.

Ingteed of regarding each congtruct as a pair of words, Kelly proposed the notion of
psychologica space between the poles of the congtruct. He found thet people could essily
position dements within that space. In the following example, X isPark & Rideand Y is
Road Pricing.

| Fadlitating | | X Y | | Restricting |

Fransdlaand Bannigter (1977) compare thisformat with the semantic differential devised by
Osgood (1957) warning that the underlying theory and assumptions are different. In kegping
with the belief that we are al scientists conducting our own experiments, repertory grid
technique seeks to understand the dimensions which the individua uses to make sense of
hisher world. The individud is not an object, but atheoriser, an experimenter and a
congructor of meanings just as the researcher is. The grid is more like a conversation than a
psychologicd test; an atempt to enable the subject to present hisher own congtruing of the
elements in such away that they can be understood. This can be doneby getting the
individud to rate each eement on each bi-polar congtruct resulting in amatrix of eements by
congtructs as follows:

Scores 1 Element A | Element B Element C Element D Scores 7
Facilitating 2 5 6 1 Redtricting
Environmentaly 5 3 1 2 Environmentaly
friendly unfriendly
Gives more 3 1 5 5 Lack of choice
options
Puts structuresin 5 4 3 2 No structures
place

As described above, the congtructs dicited during the quditetive interviews were categorised
into groups of smilar meaning ard one construct selected to reflect the overal meaning of
that congtruct group. These were then chosen for incluson in the repertory grid and used to
aoply to the range of eements. Respondents were then asked to rate each eement on each
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condruct in the grid. The questionnaire conssted of different sections reaing to different
topics and is summarised in the table below.
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M1
PERCEPTION OF TRANSPORT MODES
12 P3
TRANSPORT ISSUES/PROBLEMS TRANSPORT POLICIES/MGT SCHEMES
RELATIVE IMPORTANCE OF - PERCEPTION OF

P4 Congestion, P5 Pollution, P6 Road safety
SUITABILITY OF POLICIES FOR PROBLEMS

S5
PERCEPTIONS OF SELF AND STEREOTYPICAL TRANSPORT USERS

16
IMPORTANCE OF PERSONAL CHARACTERISTICS

M7
MEDIA PREFERENCES (FOR TRANSPORT INFORMATION)

SOCIO-DEMOGRAPHICS
HOUSEHOLD DETAILS PERSONAL DETAILS

The questionnaire aso measured the relative importance of each congtruct relating to the
‘sdf’ and to trangport problems. Thisidentifies the congtructs mogt resistant to change and
thosemost likely to be threatened when people are asked to change their behaviour.
Segmentation is aso possible by choosng members of the sample who recorded an item as
being one of the most important, one of the least important, or neither important nor
unimportant.

Statistica andyses of these repertory grids were then conducted to identify the interests,
atitudes, behaviours etc of the conventiond user groups.

Further andyses were conducted to uncover the underlying psychologica processes of the
respondents and alowed them to be grouped according to new classfications. The
STIMULUS package works out the mathemeatical rel ationships between the constructs and
between the congtructs and the elements. This reveals how the individua construes the
elements and how he/she uses the congructsin relation to each other. Comparing people’s
grids shows the existence of commonly held constructs, Smilar congtruct systems and
whether dements are construed in the same way by members of the group. The attitudes and
behaviours of these new groups were then determined.

Specification of analytical techniques

A number of different software packages were reviewed, describing the respective philosophy
of each package, giving an insght into the potentid of each. It was origindly decided to make
abenchmark comparison between two sdlected software packages for clustering (one well
known and in the market & large - SPA D-N; the other anew one to be cdibrated and fine-
tuned within the STIMULUS project - MULTIGRID). 35 questionnaires were completed
during the pilot data collection in Merseyside, U.K. These were prepared for software
elaboration but analyss was achieved by MULTIGRID only because of difficulties associated
with the operation of SPAD-N on thistype of data Multigrid was then further developed and
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integrated with Interactions own (GPR written by John Porter) software to become the
STIMULUS software package, used to run conventiona analyses as well as psychographic
Ssegmentation.

Unique to the STIMULUS research process is the ability to progress from the levd of the
individud to whaole groups of people

From 1 Person to Population

1 Page
fOI’ 1 Person Ma’]y Fmes
al for 1 Person

People

Whole
Questionnaig

3-Dimensional Analysis
eg. EVALUATIONS X POLICIES X PEOPLE

Rationale for the STIMULUS software package and analytical approach

Psychographic segmentation

The chdlenge sat by the segmentation task in this project was to find amethod of identifying
centroids of atitudes from an gpparent continuum of attitudina data. Having reviewed other
approaches we decided to use Principa Components Analysis.

In this approach the tota content of the attitudinad scales (within agiven data set) is used to
generate naturd associations between the people in the sample.

The psychographic segmentation software used in STIMULUS is a devel opment of
MULTIGRID. For afull explanation of the functioning of MULTIGRID please see the User
Manud (Ddiverable 3). Thefollowing is smplified account of the rationde.

MULTIGRID can employ anumber of andytica gpproaches.

Principad Components Clugtering
Focus Hierarchicd Clugtering
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Cliff rotationd configuration correlations

In the STIMULUS verson an enhanced form of Principa Components Anadlysisisused. In
this type of andysisthere is no dependent varidble (as in SPSS Chaid). Instead the data
themsalves define the criteria on which segmentation takes place:

1. Dataare prepared in the form of ameatrix in which ELEMENTS (for example, sdif,
ideal sdf, car users, etc.) are assessed or rated on anumeric scde of 1-5 by the
respondents according to a set of attitudind scaes or CONSTRUCTS, ( eg.
trustworthy, wedthy, hard working, off-hand, not caring about the environment).

Matrix format:
ELENENTS

mn—HocCco-H4nz00n

2. A st of matrix data are collected for each topic areafor each respondent inthe
sample.

3. There are anumber of posshilities for andyss:

Using raw dataasin SPAD-N
Congtruct configurations (correlations)
Element configurations

In this example the andysis was performed using smple strung out raw data as shown
below.

4. The process is as follows:

Each person’stwo dimensiond ‘grid’” matrix is strung out so that the person’s
datais represented as asingle vector, eg.

ELENENTS .
cLL i1l TITIITTIIlT] -

5. Findly the strung out matrices for dl people in the sample are assembled into one
‘super matrix’ and the whole data set subjected to andyss. i.e

ELENMEN

v

TS
[TTTTTTTTTT]
TS

CLI I IT1
ELENEN

v

(o I I
ELENENTS >
CLITTITT TTTTTTTITTITT]

!

ELENENTS
citriitr 1rrrtrrrrrril

\ 4
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6. Segmentation is derived from the way in which the people are plotted spatidly in
element-congtruct space. The software dlows for the creation of specified sets of
segments of equa Size, or of segments of pre-determined configuration and unequd
sze. A further andlysisis then made of within and between segment variance in order
to determine the Satistica vdidity (within and between segment variance or
homogeneity) or otherwise of the new segments.

How the Segments are Identified

Imagine that the data have been ama gamated and the persons (cases) in the study analysed as
congruing vectors. (Note that the STIMULUS gpproach is not to seek out clusters — but rather

to identify attitudina centroids,) Their poditionsin a principa components analyss may
aopear asfollows

The positions which they occupy are governed by the totdity of the construing within and
between cases. If we now overlay on this plot a series of arcs and segmentsit is possble to
dlocate, by virtue of their position, the various cases.
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In the example above we have assumed two sectors and two arcs.

In MULTIGRID thefollowing parameters can be varied to suit the data and research
objectives

2?2 Number of sectors

?? Number of arcs

?? Equa numbers of cases per sector (i.e. vary the sector angle so as to encompass
equa numbers of cases

?? Equa sector size (i.e. fixed angle) alowing the number of cases per sector to vary

The process for the amagamation of the datais dso described fully in the User Manud.

New 'naturd’ groupings of respondents are identified. In addition to the attitudina profile of
these new naturd segments their demographic compostion is dso determined and the key
descriptive data thet differentiate them from other segments are automatically identified and
relevant Statistics computed.

Further development of the program may be possible to maximise the within arc/sector
variance and minimise the corresponding between them. Further discussion isrequired on the
nature of cases occupying the inner arcs. Experience has shown that these cases comprise a

greet dedl of random noise. However, one should not lose sight of the possibility of athree (or
more) dimengond solution.

Importance Measurement

Resistance to change may be better understood when taking into account the relative
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importance of the congtructs on which changeis required. (See aso congtruct hierarchy
(Porter in Dunnett and Ddton above.) Hinkle (1965) developed the Resistance-to-Change grid
to test the hypothesis that superordinate congtructs would be more resstant to change than
subordinate ones. Respondents are presented with every possible pair of constructs used in the
repertory grid (see above) and asked to congder a Stuaion in which they would have to move
from their preferred pole to the unpreferred pole on one of the condructsin the pair, eg.:

1. ableto achieve - lack of achievement
2. environmentally friendly - environmentally unfriendly

The respondent may choose number 2 as the one on which he/she would be prepared to
change i.e, to giveup environmental friendliness and beable to achieve rather than give up
the ability to achieve and remain environmentally friendly.

This processis repeated comparing dl possible pairs of congtructs. The more a construct
resists change the more superordinate it islikely to be. Usng STIMULUS, peopl€'s
resistances to change may be diagnosed in away which indicates the nature of the persond /
psychologica anxiety or thredt.

This procedure whilgt very stable and informetive to the individud (especidly in thergpy) is
cumbersome and tedious to use in a market research environment.

Interactions has developed an importance questionnaire in which respondents are aded to
choosethe ‘n” mogt important and ‘N’ least important congructs to them persondly. T -tests
and correlation andyses between this method and Hinkl€e' s resstance to change grid show
thet this method is rliable when dedling with large ssmple Szes of 200 or more cases. (Sub-
samplesas smdl as 20 will yidd results but should be used with caution.)

Rogers and Bruen (1998) have evauated this technique in The European Journd of
Operationa Research.

This procedure is used to measure importance of criteria, the extent to which issues are

relevant in a particular location, the suitability of a particular policy or management meesure
for dealing with problems and communications needs and preferences.
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The STIMULUS Software Menu

The diagram below dows the structure of the STIMULUS software menu.

Overview of Menu Structure

c:\stimrun
ST Optional
I |
Psychographic Conventional Data& File (M ulti -
Segmentation Analyses Preparation Dimensional
] analyses)
| (singleand
aggregate data)
User contral of: Statistics & Summary tables
- Dataset Demographics  of Statistics
* Elements
« Constructs
« Segmentation Sdect —| Summery tables
Demogs of demographics
Select _| T. test for sample—
Scores differences
Compare Construct Importance —
Elements |
Create/Modify Task Create Create Prepare raw:
files(.TSK) .SEfiles .SCfiles data
The menu offers 4 options.
Psychographic segmentation

1
2 Conventiond andyses

3 Multi-Dimensond andyses
4. Daaand file preparation

Thisreport deds with the first two types of andysesfor the current STIMUL US database,
Data and file preparation.

Multi-Dimensional analyses (Flexigrid - also written by Finn Tschudi) is available from
Interactions Ltd. for an additional fee of 400 Euro.
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Operating System

STIMULUS software runsin a DOS window under Windows 95 (or later) (32 bit

environment).

The program suite comprises 4 main modules:

Psychographic
Analysis

e.g. How isthe
population divided on
perceptions of
transport policy

A

v

Conventional
Analysis
>
e.g. What do people
think of Bus
Transport
A
Demographic
Lifestyle
Male, Female,
Occupation, no. of cars

4 v

of Problems, Palicies, Types of Transport, Personal Beliefs and Vaues, Media

Importance

Andyss of adata st can gart in any of the four modules, use only that module, or continue
inany or dl of the other modulesin any order the user wishes.

The types of data and outputs are shown below.
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Data Type
Demographic/ Life Sample Selection and Analysis of Summary Tables
Style / Behaviourdl / Cross - Tabulation. Significant
Quantf:‘ltgtl\{e and Differences Identification of Key
Qualitative. Sample Variables
Sample Selection and Analgi?fser oefninple
Attitudinal Rating Cross Tabulation | p—e | iD;Imws: onal Matrix
raphics nalysisfor
Data Mean Scores | P Peychograghic
Score Frequency 2 Dimensional Princi pal Segmentation (Natural
Profiles Components Analysis Categories).
| Homogeneity Test |
Importance and Profiles of
Relevance Data Importance and
Needs

Using this data sructure and software, enquiries can take an hierarchicd forma through
ather the conventiond 'dichotomous sample divison tree or the psychometric tree. The
Demographic tree retains sample homogeneity from the point of view of demographics
- but soon degrades the sample sze to a low vdue coupled with attituding
heterogeneity. The psychogrgphic  route makes demogrgphic interpretation  more
difficult, but retains greeter attitudind homogeneity and larger sample Sze.

Example of Stimulus Enquiries

Demographics | | Modes | | Peaple | || Policies |
I
I ]
Attitudinal e.g. Accept / Reject Psychographic
Segmentation Segmentation
I
l_l_l I I I

]
| roe || Reen f| w0 || m ] c || w |

Demographics Modes People Needs PCA(lihans Mean IScores Demoglraphics Nelzds
I

[ = || = || = |

|| Accept II Reject I
I

||Demog|raphics” Netleds ” ?.;? |

Many sngle aspects of this methodologicd approach have been tested with success in other
fidds of market research than transport. Specific aspects of it have been used successfully in
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Irdand dso within the trangport ndustry; STIMULUS is the most extensve and consstent use
of methods based on and developed from Kely’s thinking, both:

?? asamarket research and segmentation project
?7? across amultitude of geographica markets

The project has thus fedilitated the further development for larger scde market research
aoplications  of dready existing software! that combines sophisticated market research
thinking with deep ingght into Kely’s theories.

As a reault, for national and local transport officials in any snge market in which it is
implemented, STIMULUS more so than other market research and segmentation approaches,
may provide to those that desire to take advantage of its potentid:

?? an improved underdanding of how trangport users think about each trangport problem and
transport policy

7? more effective communication programs, introducing and achieving a higher degree of
user acceptance for those policies

?? trangport policy decisons based on a more redidic understanding of likely trangport user
reactions in terms of attitudes and behaviour.

In the longer term, to international transport policy and planning bodies, STIMULUS should
- if employed in a wider number of cties and ther surrounding suburban aress - provide a
broader understanding on how different city characteristics, such as:

?7? make-up of transport infrastructure
?7? location
?7? cultural and demographic traits of its trangport users

influence suitability of different trangport policy Srategies.
To nationd or loca trangport operators, it should provide:

?? improved undersanding of how their cugtomers think about their own and competitive
modes of transport
?7? more effective use of resourcesin terms of:
?? trangport facility maintenance and improvements
?? marketing and communication programs vis avis trangport user segments
?? gaif training

in order to obtain:
?? increased public transport usage

?7? improved image and customer satisfaction
?7? a benchmark for the comparison of their postion with their cusomers relative to those of

In particular Multigrid, developed by Professor of Psychology Finn Tschudi, formerly of University of
Oslo
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other trangport operators of the same mode in other cities

The most cost-efficient use of STIMULUS would be as a syndicated study for trangport
officids and operators:

?aalocd leve

?? a nationd leve (thusinduding the mgor larger city areas of that nation)
?7? a aregiond leved across nationa boarders, or even

?7? a aEuropean leve

Results

Interpretation of Graphs

The following pages contain a number of different types of graphs. The most common are
rating and importance graphs.

8 Ratinggraphs

The questionnaire scaes used in this Sudy were based on a4 point scale. Any number of
points could have been used, 5 and 7 point scaes are common in northern countries of Europe
whereas in the more southern and eastern countries respondents are more familiar with 4 point

scales. Since the adoption of a4 point scale had no adverse implications and was dso
acceptable to northern respondents it was adopted throughout the rating scales.

Within the theoretica framework of Persona Congtruct Theory the criteria or congtructs of a
guestionnaire are presumed to be bi-polar (regardiess asto how they are actualy presented).
The midpoint between 2 polesis thus a pogtion of ‘no opinion’. Hence the 4 point scde has
been converted to ascde from —1.5 to +1.5 and amid point of zero. In the rating graphs that
follow ascoreto theleft of or below the axisis therefore anegative or unfavourable opinion
(rating). Conversdly pogtive or favourable scores are plotted above or to theright of the axis

(depending on graph formet).
b) Importance or relevance analyses and plots

Where the importance or relevance of a criterion or issue is being assessed the scaleis from
zero to one hundred percent. A score of 100% shows that dl respondentsin a sample group
assesed that item as being one of the n most important. A score of zero meansthat everybody
thought that it was one of the least important.

Demonstration Approach

With s0 many scdes and vaiables and choice of possble andyses, the lack of a definitive
enquiry question presents a problem, snce any one of the thousands of possble routes
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through the data can produce hundreds of pages of output. In order therefore to provide a
comparative demondration, and asess dtitudind profiles across the dtes within a
managesble document Sze we have chosen to use section 3 of the quedtionnare,
‘Management schemes and Policies as our dating point. The objective of the tet was to
gan an understanding of the acceptance or rgection of these traffic and trangport schemes.
The various tables and grgphs in this section of the report will hdp demondrate some of the
andytical cgpabilities of the software. Further detalls of these will be contained in the
Operating Manud.

Four andyticd approaches were adopted:

Segmentation according to behaviour (car driver or public trangport user)

Segmentation according to atitudes (acceptance or rgection of policies)

Segmentation according to importance or relevance (this accesses the structure of peoples
congtruing processes

Non-directed psychographic segmentation to test for the existence of naturdly occurring

categories of people

WN P

»

Behavioural segmentation

Car Driversvs. Public Transport Users

In order to polarise the viewpoints as much as possible the sub-samples were sdlected using a
positive response to quedtions 115 and 118:

When do you use acar (weekdays?) (Q. 115) (codebook var. 105) - car users
When do you use Public Trangport (weekdays?) (Q. 118) (codebook var 108)

Per ceptions of Bus Transport by Car and Public Transport Users
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Relaxing
Inexpengve
Fagt
Env friendly
Comfortable

Easy touse

Regular Public Trangport Users

Get thereontime O Car Usr's

Fresdom
Flexible
Per sonally safe

Safein traffic
Good vdue

-15 -1 -05 0 0.5 1 15

The fallowing table shows the datistica Sgnificance a the 5% level (unpaired t test) of the
differences in scores between the two samples. In other tables that gppear in this report the
sametest has been gpplied. (Samplegroups - car = car user, PTU = Public trangport user)
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Construct Statigticd 9g.
Rdaxing NS
Inexpensive p<=0.05
Fast p <=0.05
Env. Friendly NS
Comfortable p<=0.05
Easy to use p<=0.05
Regular departures p<=0.05
Todest. ontime p<=0.05
Sense of freedom p<=0.05
Hexible p<=0.05
Persondly safe NS
Safeintraffic NS

Good vdue p<=0.05

Although mogt of the differences between the sample groups are datitically sgnificant they
ae dill smdl and show generd agreement between groups as to their perceptions of the

transport mode.

QOctober 1999

Ease of use flexibility and giving a sense of freedom are important criteria and it is on these
that car users perceive the busin a much less favourable light than public transport users.

Perceptions of Train Transportation by Car and Public Transport Users

Rdaxing
Inexpensive
Fast

Env friendly

Comfortable

Easytouse
Regular

Get thereontime
Freedom

Flexible

Per sonally safe
Sofeintraffic
Good velue

-15

Public Trangport Users
O Car Usrs

Differences between groups are even smdler with fewer significant differences.
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Element 2 TRAIN

Construct car ptu Satigticd Sg.
Rdaxing 0.69 057 [p<=005
Inexpensive -0.49 -043 |NS

Fast 0.44 052 |NS

Env. friendly 0.76 069 [NS
Comfortable 0.58 058 [NS

Easy to use 0.05 017 [p<=005
Regular departures 01 014 [NS

To dest. ontime -0.2 -0.18 [NS
Sense of freedom -0.11 0 p<=005
Flexible -0.27 -011 |p<=005
Personally safe 0.54 055 [NS
Safeintraffic 0.85 0.78 [NS

Good vdue -0.03 -0.03 [NS

Per ceptions of Cycling by Car and Public Transport Users

Rdaxing
Inepensve
Fast

Env friendly
Comfortable
Easytouse

Regular Public Trangport Users

Ge thereon time O Car Usrs

Freedom
Flexible

Per sonally safe
Safein traffic
Good velue

-15 -1 -05 0 0.5 1 15

There ae few differences of any magnitude. Apat from beng environmentdly friendly,
cycling is uncomfortable and not safe. The table of differences has bean omitted in this case.
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Per ceptions of the Car by Car and Public Transport Users

October 1999

Because the car is 0 universdly popular adightly more detailed andysis has been made of
how it and the bus are percelved by the two sample groups. The following table shows
perceptions by the two sample groups as mean scores. The sample groups differ sgnificantly
on dl criteriain their perceptions of the car; car users are much more postive. The question
that remainsis ‘s the car better than the bus even for those who use Public Transport?

Congruct car |Ptu Busby PTU [Car advantage/|Busby CAR Car advantage/
disover busby disover bushby
PTU CAR

Rdaxing 039 | 0.21 [p<=0.05 -0.02 0.23 -0.05 0.44

Inexpensive -0.62 [ -0.81 |p<=0.05 -0.19 -0.62 -0.34 -0.28

Fast 0.72 | 0.58 [p<=0.05 -0.22 0.8 -0.36 1.08

Env. friendly -0.5 | -0.69 |p<=0.05 -0.14 -0.55 -0.19 -0.31

Comfortable 11 | 0.86 |p<=0.05 -0.05 0.91 -0.2 13

Easy to use 117 | 0.66 |p<=0.05 0.52 0.14 0.2 0.97

Regular departures | 1.08 | 0.71 [p<=0.05 0.05 0.66 -0.15 1.23

To dest. ontime 0.73 | 0.34 [p<=0.05 -0.23 0.57 -0.35 1.08

Sense of freedom 119 [ 0.84 |p<=005 -0.16 1 -0.48 1.67

Fexible 124 [ 0.89 |p<=005 -0.1 0.99 -0.37 1.61

Personally safe 0.83 | 0.52 [p<=0.05 05 0.02 0.48 0.35

Safeintraffic 031 | 0.07 [p<=0.05 0.72 -0.65 0.68 -0.37

Good vaue 0.12 | -0.08 [p<=0.05 0.03 -0.11 -0.08 0.2

Car users see many advantages in their mode of transport. Both groups are more generdly in
favour of the car over bus and agree to some extent about the environmental and cost
dissdvantages of the car - however the car usars are much more in overdl favour of their
mode over bus trangport than the PT users. Ther resstance to modd shift is understandable.
The chdlenge is for the bus to adopt some of the key service attributes exhibited by the car.
(Speed, comfort, ease of use, freedom, flexibility).
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Differences between Car and Bus

Rdaxing
Inexpensve
Fagt

Env friendly
Comfortable

Easytouse

Regular

Public Trangport Users
O Car Usz's

Get thereon time

Fresdom

Flexible
Per sonally safe
Safein traffic

Good value

-1 -05 0 05 1 15

Difference scores

The grgph above shows very dealy the leading postion of the car. In recent initidives in
Dublin involving the introduction of Qudity Bus Corridors the key dtributes of ‘Speed,
frequency and ease of use have featured highly in the communications to the public. In a
survey conducted in September 1999, one week after introduction of a Qudity Bus Corridor,
the number of new customers amounted to 27% of passengers and of these 60% previoudy
used a car for the same journey. Dublin Bus has used a STIMULUS type construct-based
gpproach to brand design and marketing for many years.

Summary

The car remains more aitractive overdl than other modes, dthough the train is a clear second
option. In order to become more acceptable, bus trangport must take on more of the service
atributes required by cusomers and equdly important communicate its &bility to deiver
them.

Transport and Traffic problems - Issues of concern

Thefallowing table and graph show the rlative importance or weight given to each of the
issues by the two sample groups. As can be seen they are smilar in their outlook. Only the
criteriamarked * seem to be different in weighting. The overa correlation between resultsis
high a 0.92 thus indicating thet there is probably little or no sgnificant difference between

car and PT usarsin ther outlook.
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Public Car Users
Transport
Users
Peak congest 75 80
Lack of parking 51 62 *
Road saf ety 45 42
Noi se pol | ution 60 61
Air pollut 65 64
Lack integ PT 46 47
P T peak capac 60 54
Road capacity 48 57
Pt reliability 52 51
PT cost 55 52
Tkt fraud 35 32
Road mai nt 48 51
Low freq PT 51 50
Lack cnft PT 37 36
I nsuffic PT net 47 46
Vandal i sm on PT 45 42
Correl ation .92

I ssues of Concern by Car and Public Transport Users

Peak congest
Lack of parking
Road safety
Noise pollution
Air pollut

Lack integ PT
P T peak capac

Road capacity

Public Transport Users
O Car Users

Pt reliability

PT cost

Tkt fraud
Road maint
Low freq PT
Lack cmft PT

Insuffic PT net

Vandalism on PT

0 20 40 60 80 100

M anagement Schemes and Policies

Differences of perceptions of management schemes have been caculated between the two
groups. The datidicdly dgnificant differences are shown below. Apart from a generd trend
for car users to be less in favour, the differences are smdl. The high number of datidticdly
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sgnificant differences arises because of the large sample sze. Nevethdess we see a
condsent trend of resdgance to control from car usars. Not surprisngly there is little

resstance to redtriction of goods deliveries by members of the genera population.

Element 1 BUSLANES Element 2 RESTRICTION OF GOODSDEL.
Condruct ca03 |ptu03 |Diff score Congruct ca03 |ptu03 |Diff
Helpful 046 | 07 | -023 p<=005 Helpful 002 | 019 s?gis p<=005
Env friendly 0.26 | 0.34 -0.08 NS Env friendly 004 | 0.12 | -007 |NS
Sdety 0.39 | 057 -0.18 p<=005 Sdety 021 | 035 | -013 [p<=005
Ecoromica 015 | 011 -0.26 p<=005 Economical 006 [ 0.06 | 001 |NS
Time saving 055 | 0.72 -0.17 p<=0.05 Time saving 017 | 028 [ -01 |NS
Equd trestment 0.09 | 018 -0.26 p<=0.05 Equa trestment -0.3 -0.2 -01 NS
Regulating orderly 0.38 | 063 -0.25 p<=005 Regulating orderly 025 [ 037 | -011 |p<=005
Financid incentive 0.16 | 003 -0.18 p<=005 Financia incentive 036 | 0.26 [ -009 NS
Lessensdiress 0.19 | 042 -0.23 p<=005 Lessens stress 013 | 045 | -001 NS
Cler 0.43 | 057 -0.13 p<=005 Clear 009 | 017 | -007 NS
Helps reduce cong. 0.36 | 056 0.2 p<=005 Helps reduce cong. 039 | 046 | -006 [NS
Mékes ppl chenge 0.05 | 028 -0.22 p<=005 Mékes ppl change 003 [ 008 [ -01 [NS
Favours PT 0.87 09 -0.03 NS Favours PT -0.1 0 018 |p<=0.05
Thisis acoepteble 058 | 0.84 -0.25 p<=0.05 Thisis acceptable 023 | 038 | -015 |p<=0.05
Element 3 INCREASED PARKING PRICING Element 4 CAR FREE ZONES
Condruct ca03 |ptu03 |Diff soore Construct ca03 |[ptu03 |Diff
score

Hepful -0.71] -0.39 -0.32|p <= 0.05 Helpful -04f -0024 -0.37p<=005
Env friendly -0.18 0 -0.18[p <= 0.05 Env friendly 057 068 -0.11p<=005
SHety -044| -0.16 -0.28p <= 0.05 Sdey 052 059 -0.08NS
Economical 047 0.2 -0.21]p <= 0.05 Economica 012 003 -014p<=005
Time saving -0.55( -0.31 -0.23|p <= 0.05 Time saving 057 -029 -0.28p<=0.05
Equal trestment -048| -0.33 -0.15|p <= 0.05 Equal trestment -048( -038 -012p<=0.05
Regulating orderly -0.35( -0.05 -0.29|p <= 0.05 Regulating orderly -015( 008 -0.24p<=0.05
Financid incentive -0.93 -0.69 -0.23|p <= 0.05 Financid incentive -068[ -042 -0.25p<=0.05
Lesensdress -0.81] -0.53 -0.27|p <= 0.05 Lessens dress -054| 0171 -037p<=0.05
Cex -0.34| -0.12 -0.21|p <= 0.05 Clear -013( 008 -0.18p<=0.05
Helps reduce cong. -0.18] 0.09 -0.24{p <= 0.05 Helps reduce cong. -0.07 013 -019p<=005
Mékes ppl change -0.19] -0.01 -0.18|p <= 0.05 Mékes ppl change 0| 017 -016p<=0.05
Favours PT 038 0.39 0.03INS Favours PT 028 034 -0.07NS
Thisis accepteble -0.45) 0 -0.45(p <= 0.05 Thisis acceptable -0.04 024 -03Yp<=005
Element 5 SPEED CAMERAS
Congruct ca03 | P03 Diff soore | Statistical Sig. Congruct ca03 Ptu03 Diff ore  [Stetitticd Sig.
Helpful 013 0.44 03 |p<=005 Finanda 0.5 031 019 |p<=005

incentive
Env friendly 0.2 0.36 015 |p<=005 Lessensdress -0.37 -0.08 028 |p<=0.05
SHey 093 1 -007 |INS Clexr 0.38 053 -015 |p<=005
Economical 003 021 -018 |p<=0.05 Hdpsreduce -0.17 0.14 -031 |p<=005
Time saving -013| 012 024 |p<=005 ﬁes pol change 051 0.6 009 |NS
Equa trestment 056 0.61 -004 |NS FavoursPT 0 0 012 |p<=.05
R?;ullating 0.25 054 029 |p<=005 Thisisacceptable 045 0.68 023 |p<=005
orgertly
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QOctober 1999

Per ceptions of Speed Camerasby Car and Public Transport Users

Thisisacceptable
FavoursPT

Makes ppl change
Helpsreducecong.
Clear

L essensstress
Financial incentive
Regulating orderly
Equal treatment
Timesaving
Economical

Safety

Env friendly
Helpful

-06 -04 -0.2

0.2 0.4

0.6

08 1

O Public Transport users
O Car users

Suitability of management measures (also referred to as Policies)

The following table and grgphs show the suitability weighting given to each management
meesure for deding with problems of Congestion, Pollution and Road Safety. Only the five
measures common to dl sites have been andysed in this section of the report. The samplesare
as before, car users and public trangport users. The figures can be viewed as ‘ perceptions of
uitability or perhaps more correctly as suitability weightings.

CONGESTION POLLUTION ROAD SAFETY
Car users Ptu Car usxs Ptu Car users Ptu
Buslanes 74 76 6L 63 64 66
Restrict freight t. 58 52 53 52 43 41
Var pkg price 38 39 34 * 39 24 % 30
Residentid zones 40 42 5] 59 56 57
Spesd cameras 38 41 3B 36 75 74
Lower fareson PT 55 55 % 54 50 51
Restrict car park 47 47 50 50 46 46
Tax employees pkg 46 46 a7 47 45 44
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Per ceptions of suitability of ‘Measures for dealing with Congestion by Car and Public
Transport Users

Tax employees pkg

Restrict car park

Lower fareson PT

0 Public
Transport users|

Speed camer as

O Car users
Residential zones

Var pkgprice

Restrict freight t.

Buslanes

There are only minor differences between the sample groups. Bus Lanes together with lower
fareson P.T. seem to be most relevant.

Ca drivers recognise the reevance of bus lanes for dedling with congestion in the same way
as public trangport wsers.

Per ceptions of suitability of ‘Measures for dealing with Pollution by Car and Public
Transport Users

Tax employees pkg

Restrict car park

Lower fareson PT

O Public

Speed cameras Transport users

Residential zones

O Car users

Var pkg price

Restrictfreightt.

Bus lanes
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Redrriction of Freight delivery times and car free resdentid zones play an incressingly
important role together with Bus Lanes in reduction of pallution.

There are only two dight differences between the groups in relation to the use of parking
pricing as amechanism for degling with Pollution and Road safety.

Per ceptions of suitability of ‘Measures for dealing with Road Safety by Car and Public
Transport Users

Tax employees pkg

Restrict car park

Lower fareson PT

O Public

Speed cameras Transport users

- O Car users
Residential zones

Var pkgprice

Restrict freight t.

Buslanes

Speed cameras are perceived to be mogt effective in dealing with issues of road safety.

Per ceptions of Self and Others

Principd  components  andyses  (shown smplified below) do not reved any Sgnificant
differences between the orientations of car users and P.T users. Both groups see P.T. users as
opposite to ther dedred sdves, and see motorists as maerididic. Motorigts are dightly more
prepaed to see themsdves as mateidigic than PT Usars. A dinica  psychology
interpretation of these findings demondrates cearly an underlying resstance of people to
move from private to public transport.
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P.T. Users

Concer n with health Cyclists
and env't

Ideal self Seif

Confident carefree

Impulsive

Liking technology Car drivers

Materialistic

Importance of Personal Characteristicsby Car and Public Transport Users

Capableefficient
Carefree

Relaxed easygoing
Outgoing sociable
Confident

Conc w health & env
Reliable plan

Materialistic

Enjoy new tech

Public Transport User

Adventurous O Car Users

Open honest
Flexible open mind
Impulsive

Kind helpful

Down to earth

Trusting

Accept authority

0 20 40 60 80 100

Andyses of the importance weighting of persond characterigtics shows the following:

Causers | P.T. Users Car users P.T. Users
Capable efficient 64 64 Adventurous 33 A
Carefree 36 33 Open honest 82 8l
Relaxed easygoing 51 1 Fexible open mind 60 53
Outgoing sociable 57 59 Impulsve 25 24
Confident 62 62 Kind helpful 77 73
Conc w hedlth & env 4 56 Down to earth 58 56
Rdigble plan 64 62 Trusting 54 52
Materidistic 13 15 Accept authority 41 3B
Enjoy new tech 31 30 Correlation 0.99
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The corrdation of 0.99 between the results demonsrates that there is no difference between
the aspirations of the two samples.

Communications delivery styles/ requirements of Car and Public Transport users

Car users P.T. Users
Info comes automat R 36
I can ook for inf a7 50
Easy to use 66 62
Uptodate relble 3 IC)
Quick access 67 65
Usef| for plan (NO) 50 50
Highly visible 47 51
Not distract or int 27 27
Savestime 51 53
Info fed to me 0 3B
Allowsmeindp (NO) 45 46
Info before travel 67 63
Reduce stress (NO) 50 49
Gives me choice 1 52
Only relevantinfo 10 10

Correlation 0.99

There are no differences between the sample groups and the correlation between their results
is0.99.

Per ceptions of Communications delivery styles/ requirements
by Car and Public Transport Users

Only relevant info

Givesmechoice

Reducestress (NO)

Info before travel

Allows meindp (NO)

Info fed to me

Savestime

O Public

Not distract or int
Transport users

Highly visible

Usefl for plan (NO) O Car users

Quick access

Up todaterelble

Easy to use

I can look for inf

Info comes automat
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Summary

These results show quite dearly that other than through a behaviourd artefact there is no
market ssgmental difference between car and public trangport users. Each is as likdy to
accept or rgect a policy as the other and the data gives no ingght into how they might be
better communicated with. This finding is important since a number of campaigns seem to be
targeted a motorist or bus users as if they are different market segments. In this as wdl as
other gtudies we can find no evidence to support a dgnificantly different orientation between
car and P.T. users.

Attitudinal Segmentation Rejecters vs. Acceptors

A second example of the use of the STIMULUS software is to sdect cases based on some
atitudina response. As before we have chosen the transport policies or measures area of the
data

Conventionad analyses were conducted to sdlect those who accepted or reected each policy.
(Quetion 14 of quedionnare section 3) It was found that there was a large group of
acceptors who accepted the Measures generdly, while rgecters fed into two smaler groups -
those who rgected bus lanes and freight redrictions on the one hand and those who regected
car-free zones and increased parking pricing on the other hand. (Those who reected speed
canegas did not form a didinct group but rather overlgpped with the other 2 groups of
rejecters.)

The demographic variables and travel patterns of these 3 groups (1 group of acceptors and 2
groups of reecters) were compared and it was found that the acceptors were those who used
public transport while the two groups of rejecters were car users.

However, those who rgected bus lanes and freight redrictions gppeared to be those who
needed to use ther cars (as opposed to having a choice). Those who rgected increased
parking pricing and car-free zones seem to use a car because they want to, not because they
have to.

The former group of rgecters travel more for business purposes and more of them have
company cas. They rgect the kind of Measures (freight redtrictions and bus lanes) thet would
make it difficult for them to do busness. The later group rgect the kind of Measures that
pendise car-users.

Further andyses were conducted to determine how they perceive the different modes of
trangport, how these people see themsdlves in comparison with other road users and how they
want to be. The following bullet points and table summarise the main differences between the

groups

7?2 Acceptors - Use Public Transport
?7? Reecters1- Haveto use car
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?7? Reecters2 - Want to use car

Summary of Acceptor s/Rejecters of Policies

October 1999

Acceptorsof all 5 policies

Fewer owner occupied- more

Rejecters of Parking Pricing
and Car-free Zones- 2

Rejectersof BusLanesand
Freight Restrictions- 1

apartments
More urban
More femaes Moremdes
Fewer OAPs Have more children
More mobility impaired in More mobility impaired
household
More students More full -timeworking More sgif -employed
More professiond, clericd More homemakers, manud,
supervisors
Lower standard of education
More mobile phone/PC users
More public transport users More car ownership More company cars, parking space
at work

Moretravel to alotment/garden

More commuting;
more escort to school

Moretrave in course of business

L ess satisfied with journey time

Park in driveway, have gardens

Fed palice should influence
policy more than they do

* Fed Socid Lobby should
influence policy morethan they do

Rely moreon TV for travel
information

Rely on VMS more

Bdieve they have aright to park in
City centre

Bdievethey have aright to park in
City centre

Bdievethey have aright to late
night public transport

* Bdievethey have aright to late
night public transport

Believe they have aright to * P.T. seen asless expensive, less P.T. seen asmore expensive,
pedestrian aress, cycle lanes, rdiable, lessflexible than car. dower, lessrdiable, lessflexible
fewer carson theroad and worse vaue than car.

More Bucharest respondents More Oslo respondents More Oslo respondents

Seesdvesasconcerned with the
environment; accepting of

See s"dvesasmore maeridigic*
Want to belessmateridigtic

See sdves as more carefreg; enjoy
technology.

authority
P.T. users seen asless confident, * P.T. users seen asless confident,
less materidigtic, more flexible, less materidigtic, |ess adventurous
more honest and lessimpulsive.

Want to be rdlaxed * Car drivers seen asmore Car drivers are seen as less honest

materidistic, moreimpulsive, less
kind, lesstrugting, lessreliable

and lesstrugting.

Do not want to beimpulsive

Lesslikely to want to be
adventurous

It can be seen dealy from the table above (see items marked *) that regecters 2 would be
more eesily persuaded to use P.T. than rgecters 1. Ther desre to be less materidistic coupled
with a more socid orientation and view of P.T. as less expensve could make them susceptible

to modd shift.
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Concern with Transport Problems

Transport Problems

10 Cost of PT to pass

9 PT reliability

8 Capacity of roads

7 Peak capacity of PT

6 Lack integration PT

5Air pollution [ ] REJ ecters

[ Acceptors

4 Road safety

3 Noisepollution

2 Lack of parking

1 Peak congestion

30 40 50 60 70 80

Significance weighting

In this further analysis of those who generdly tend to be rgecters we can see that they are
more concerned by lack of P.T. rdigbility, lack of parking space and road cgpacity and less
concerned by noise pollution than acoeptors. These findings could indicate opportunities for
educationd communicaion in the market place. They dso indicate that these people are less
persondly aware of the need to change behaviour in order to protect the urban environment.

In this section we have shown that segmentation may be carried out using attitudina scaes.
There is some evidence from the findings that this atitudinal segmentation may be of grester

vauein predicting behaviour and designing communications than other more conventiond
approaches.

Psychographic segmentation

Analyses using the Policies and Schemes data set

As before, andysis was carried out on the policy acceptance area of the questionnaire (section
3). This process could be repested for sections 1 and 5 aswedll asfor each Site.
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Psychographic segmentation was based on a5 x 2 structure:

Segmentation Plot

A 5 x 2 structure AL /
Equal angles between arcs SECTORS=
Noise, Confusion
A2 and Secondary
q Effects.
E2 E
ARCS=Main
El Segment Difference.

Individuds whose quegtionnaires are plotted towards the outer margins are those who hold
the srongest and most consgtent views. Those positioned in the region of A1l and E1 sectors
adso hold sronger and more extreme views. These people could be the sort of people who leed
pressure groups and command gregter ‘ar time than their proportion in the populaion would
appear to warrant.

Those podtioned in the outer regions of B1l, Cl, and D1 could be regarded as the opinion
formers. By varying the number of arcs and segments the STIMULUS software provides an
opportunity for further investigation of these topics.

In this report we have concentrated only on the outer arcs. Research into specific topics often
requires condderation of the inner arcs as they reved information of a different quaity and
content.

It should dso be noted that the andyses in this section are for the sample as a whole
Individual stes and further andyses of revedled segments would aso reved wider differences
and more eedly identifiable segmentation.

The acceptance or othewise of the policies by members of these naturdly occurring segments
is shown below.

Acceptanceand Rejection

Sample szesinthe Al and F1 segmentswere only 5 and 6 respectively. They have therefore
been omitted from the graph below.

66



STIMULUS : The Results of the STIMULUS Project October 1999

Buslanes

Redrict deliveries

B Seg. B1
0Sey Cl1
0 Seg. D

Inc park pridng

Car freezones

Spead cameras

These different segments are not clearly defined by demographic differences but rather by the
sum tota of the way the members of the segments view the policies in the light of their tota

exisence.

Buslanes

Redtrict deliverieg Fpesd cameras
= @ =Sy Bl
—f—Sg. C1
—A —Sgg. DY
IncTrk pricing Car freezones

The differing degrees of acceptance between the segments can now be seen more clearly.

Examples of some of the demographic differences are shown overlesf.
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L ocation

End Terace

- 0 - Sy.BlL
—fi— Se.C1
—A — Seg. D1

In this radar plot it can be seen that the sample proportions for each country are not the same
within the ssgments. Interestingly Bucharest and Turin have amilar profiles, as do Dublin and
Bdfast, and Odo and Brigol. The culturd and urban environments of these ‘pared cities

bear more than a passng amilarity.

Type of Residence

Type of residence a0 varies across the segments - perhaps reflecting economic prosperity as
well as different housing preferences from country to country.
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Merseyside
30
Bucharest
-0 -Seg. Bl
—fi— Seg. C1
—A —Seg. D1

Dublin

Belfast Bristol

Torino

The following table summarises some further features of the demographic characterigtics of

the main segments.
Seg. B1 Seg.C1 Seqg.D1
More mohility impaired
Lower leve of car ownership
High leve of 'room’ and gpartment
occupiers
Avge age 35 Avge age 30 Avge age 40+
More self-employed
63% femde 60% femde 50% femde
Magjority single Majority married
41% own acar 55% ownaca 69% own acar
Few cycligts
P.T. users (weekday and weekends) Use acar on weekdays and
weekends

Think police should have more
influence over policy

Think police should have more
influence over policy

Makegrester use of travel /

transport information from a

variety of sources
Bdievein aright to adequate roads
and city centre parking

Bdievethere should befewer cars

on the road

More Odo More Turin

There gppearsto be a‘wedth’ gradient from B1 (low) to D1 (high). B1 appear to kecity
dwelling people who use public trangport— perhaps we could cal them *Urban Workers
Segment C1, dso young and mainly female are perhaps more ‘dynamic’. Segment D1 is
older, more male richer and more assertive of their rights. Hence we have a newway of
looking & person types on a gradient from young Urban Worker to older ‘ Etablished'.
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| ssuesof Concern

Seg.B1 Sq. Cl Seg. D1
Peak congestion 74 7 79
Lack of parking 52 57 63
Noise pollution 50 v 41
Road safety 60 60 58
Air pollution 68 66 67
Lack integration PT 49 46 56
Peak capacity of PT 56 59 57
Capacity of roads 49 52 50
PT reliability 52 54 50
Cost of PT to pass 58 59 46
Ticket fraud on PT 38 31 33
Poor maint stds 49 51 48
Low frequency PT 52 19 53
Lack comfort PT 37 A 40
Insufficient PT net a7 49 50
Vandalismon PT 44 12 45

Peak congest

Lack of parking

Road safety

Noise pollution

Air pollut

Lack integ PT

P T peak capac
Road capacity Seg.B1
Pt reliability O Seg. C1
PT cost O Seg. D1

Tkt fraud

Road maint

Low freq PT

Lack cmft PT

Insuffic PT net

Vandalism on PT

0 10 20 30 40 50 60 70 80 90 100

There are no mgor differences - ssgment Bl is magindly more concerned about noise
pollution and ticket fraud. As might have been expected from the results of the previous
section the D1 segment is less concerned about matters that do not impinge on them directly.

Importance of Personal Characteristics
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Seg. Bl Sy Cl Sgg. D1
Capable efficient 59 61 68
Caefree 3B 37 44
Relaxed easygoing 52 58 60
Outgoing sociable 58 61 56
Confident 61 62 69
Conc w health & env 59 55 48
Rdiable plan 60 62 60
Materidistic 14 12 18
Enjoy new tech 29 24 35
Adventurous R 34 40
Open honest 4 82 84
Fexible open mind 57 63 55
Impulsive s} 21 22
Kind helpful 7 78 69
Down to earth 58 58 55
Trusting 59 54 45
Accept authority 41 39 36

Segment Bl is 'softer’ in its outlook (highlighted in red shading), As expected from a younger
more female audience. Segment D1 (richer, more experienced and established people) is
‘harder' (blue shading). They want more for themselves, and to be cgpable, efficient, carefree,

confident, adventurous and liking new technology.
These characterigtic profiles are graphed bel ow.

There are aso significant differences between the segments in how people see themsalves and
how they would like to be.

Compared with segment B1, segment D1 isless carefree and relaxed and wants to be more so,
they are less concerned about the environment and are more technology oriented.
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Capable efficient

Carefree

Relaxed easygoing

Outgoing sociable

Confident

Conc w health & env

Flexible open mind

Reliable plan
Materialistic [—p=——3
Enjoy new tech 37 Seg- Bl
Adventurous O Seg.C1
Open honest O Seg. D]
]
——

Impulsive

Kind helpful

Down to earth

Trusting

Accept authority

o
=
o

20 30 40 50 60 70 80 90 100

Information and Communication Requirements

Seg. B1 Seg. C1 Seg. D1
Info comes automat 2 30 38
I can look for inf 5% 47 51
Easy to use &6 67 59
Up to date relble 0 83 78
Quick access 62 67 64
Highly visible s} 45 48
Not digtract or int 2 23 32
Savestime s 52 54
Info fed to me 37 36 42
Info before travel 61 69 60
Gives me choice 51 52 42
Only rdevat info ) a2 49

Segment B1 wants ease and vighility. C1 requires ease, speed and prior information. D1
requires automatic feed of rdevant information. D1 people may place a higher vadue on their
own time. In this regpect their more demanding orientation is condgent with previous
findings.

These findings are graphed below.

72



STIMULUS : The Results of the STIMULUS Project October 1999

Capable efficient

Carefree

Relaxed easygoing

Outgoing sociable

Confident

Conc w health & env

Reliable plan

Materialistic

Enjoy new tech

OSeg. C1
OSeg. D1

Adventurous

Open honest

—
—
————————— Seg. B1
]

Flexible open mind

I

Impulsive

Kind helpful

Down to earth

Trusting

Accept authority

20 30 40 50 60 70 80 90 100

o
=
S

Transport Problems
Having seen that there are differences in psychologica orientation between segments we can

now deermine whether there are differences in perceptions of policies for deding with these
problems. For example consder the case of ‘congestion’.
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QOctober 1999

Bus lanes

Restrict freight

Var pkg price

Residential zones

Speed cameras

30 40 50 60 70

Seg. B1
0O Seg. C1
O Seg. D1

80 90 100

As can be seen there are mgor differences between segments in relation to the usefulness of
freight redriction and car free resdentid zones. Segment B1 comprisng a higher proportion
of urban dwelers is dso more in favour of car free resdentid zones Segment D1 would
rather redtrict freight ddlivery times to ease congestion (and since they are mostly car drivers —

to save their time when travelling).

Summary of Segments
In this table we have attempted to provide an ‘interpreted overview of the latent segments
reveded through the andyses.

Seg. B1 Seg.C1 Seg.D1

Y oung soft non-motorists Young flexible 'workers modern Hard motorists - concerned for
outlook - not rich themselves

Public transport users Car owners & car users
Y ounger Older
Femde Femde Equa male population
Low car ownership Married
Concerned by noise pollution and Bdieveintheright to roadsand
ticket fraud parking
Oriented towards environment and Hexiblein outlook Oriented towards themselves
relationships
Gresater information needs- ease Information needs - ease, speed Want relevant information
andvishility and beforetravel
Moderate acceptors of buslanes Strongly favour bus lanes Moderate acceptors of bus lanes
Reject goods vehicle ddivery Moderately favour goods vehicle Strongly favour goods vehicle
redtriction redtriction restriction

Moderately in favour of parking

Agang parking pricing

Somewhat accept parking pricing
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pricing
Favour car free zones Somewhat in favour of car free Reect car free zones
Z0nes
Strongly favour speed cameras Favour speed cameras Somewhat accept speed cameras

These results demongtrate how STIMULUS enables psychographic segmentation to be carried
out within one context and the results gpplied to other contexts. By using this approach the
researcher can build atotal understanding of the members of the segments and work towards
better brand and communications design that will have immediate gpped to itsintended

audience.

The example above is dearly only a sample of the possble andytica processes.
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Individual Site Results

Results for the individua Stes participating in the project have been produced and are
avalable from the partnersinvolved.

Was there consensus on different transport policies at the European level?

Respondents a each dte were given a lig of issues or problems pertaining to European cities
and asked to indicate those they considered to be of most and least concern in their own city.

They were then given a lig of management schemes and asked to indicate which they
consdered most gppropriate for deding with the 3 main problems of congedtion, ar pallution
and road safety.

5 man policies were then examined in detal and respondents asked to rate them agangt a
number of given criteria to demongtrate their acceptance or regjection of each scheme.

Summary

An initid ingection of the results in this section might lead the reader to come to a fdse
assumption that there is broad agreement across Europe. This is not the case. The results
reported in the previous sections show that in relation to Management Measures when there is
aoparent agreement or  acceptance the reasons for this may differ between dtes. In addition
there may be segments within each dte that require specid consideration.

Concern with pesk time congestion and acceptance of bus lanes are perhgps the only two
factors common to dl dtes In most other respects each Ste should be tregted individualy.
There is no evidence for a‘ European’ perspective.

The graphs below give the results for the whole sample and for each dte.

I ssues of Concern at European L evel

The table beow lists in order of relative importance (%) the main issues of concern across dl
the sites. The main issues are peak-time traffic congestion, air pollution and road sefety.

1. Peak congestion 76%
2. Ar pollution 65%
3. Road safety 61%
4. Peak capacity of PT 57%
5. Lack of parking 55%
6. Cost of PT to pass 55%
7. PT reliability 52%
8. Capaci ty of roads 50%
9. Low frequency PT 50%
10. Poor naint stds 49%
11. Insufficient PT net 47%
12. Lack of PT info 47%
13. Noi se pol I ution 44%
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14, Vandal i smon PT 44%
15. Lack confort PT 37%
16. Ticket fraud on PT 35%

Relative Importance of Main Issues of Concern across all sites

The following series of graphs show the relative importance or relevance of issues. In addition
to calculating and displaying results of analyses the STIMULUS software hasa number of
diagnogtic features. In this case we can see that with the exception of Pesk time congestion
the importance profile of theissuesisrdatively ‘fla’, i.e. tending to lie around the 50% mark.
Thisisindicative of heterogenety within the ssmdethat could lie within and or between

stes. The STIMULUS user on encountering results such as these must proceed to drill down
into the data and segment until amore meaningful set of results is encountered.

| ssues of concern

Peak congestion
Air pollution
Road Safety

P T peak capacity
Lack of parking
PT cost
Reliability of PT
Road capacity
Low freq PT
Road maint
Insuffic PT net
Lack integ PT
Noise pollution
Vandalism on PT
Lack comfort PT

Tkt fraud
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| ssues of concern at each site

The following table shows the three main issues of concern a each ste. Pesk congestion is

the main concern at dl the Stes.

October 1999

Bedfast

Dublin

Bristol

?? Pesk congestion
?? Cost of Public Transport

?? Pesk congedtion
??  Pesk cgpacity of Public

?? Peak congestion
?? Air pollution

?? Road sefety Transport ?? Cost of Public
?? Road Sdety Transport
Merseyside Bucharest Oslo
?? Peak congestion ?? Pesk congegtion ?? Pesk congestion
?? Road safety ?? Vanddismon Public ?? Air pollution
?? Air pallution Transport ?? Road safety
?? Air pollution
Turin

??  Pesk congestion
?? Lackof parking
?? Road sifety

Suitability of Management Schemes/Policies for |ssues

Respondents were asked to indicate which policies/schemes they consdered most appropriate

for dedling with the 3 main problems of congestion, ar pollution and road sfety.

N.B. Only the measures common to dl Sites are shown.

1. Bus | anes 75%
2. Restrict freight t. 54%
3. Resi dential zones 42%
4. Speed caner as 41%
5. Var pkg price 38%
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Suitability of policies for Congestion

Bus lanes

Restrict freight t.

Residential zones

Speed camer as

Var pkg price

There ae some differences among the dStes and agan we see a rdaivey fla o
undifferentiasted ructure indicative of heterogeneity; however, dl agree tha bus lanes are
one of the most gppropriaie methods for dedling with congestion.

Belfast Dublin Bristol
?7?  Lower fares ?? Buslanes ?? Improve Public Transport Services
?? Buslanes ?? Lowerfares ?? Pakand Ride
??  Freight redtrictions ?? Feght redtrictions ?? BusLanes.
Merseysde Buchar et Oslo
?? ReduceCar Use ?? BusLanes ?? BuslLanes
?? BusLanes ?? Freight Regtrictions ?? Redrict Freight Delivery Times
?? Car FreeZones ?? OneWay Street ?? Lower Fares on Public Transport.
Turin
?? Buslanes
?? Lowerfares
?? Parking regtrictions
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Appropriate Policiesfor Dealing with Pollution - Eur opean level

Bus lanes, car-free resdentid zones, lower fares, pedestrianised city centreswere dl seen as
aopropriate for deding with pallution.

1. Bus | anes 62%
2. Resi dential zones 59%
3. Restrict freight t. 52%
4. var pkg price 37%
5. Speed caner as 35%

Speed camer as
var pkg price
Restrict freight t. @ All sites

Residential zones

Bus lanes

0% 10% 20% 30% 40% 50% 60% 70%

Thereisdightly better differentiation in this case, however the results are nevertheess
clustered close to the 50% score indcating thet the user should be cautious about generdising
the condusions.

Appropriate Policiesfor Dealing with Pollution at each site

Belfast Dublin Bristol
??  Lower Fareson Public ??  Lower Fareson Public ?? Pededtrianise City Centre
Transport Transport ?? Improve Public Transport
?? BusLanes ?? BusLaes System
?7?  Car Free Zones. ?7?  Car Free Zones. ?? Pak and Ride.
Merseyside Bucharest Oslo
?? Reduce Car Use ?? Freight redtrictions ?? BusLanes
?? Ca FreeZones ?7? BusLanes ?? Car FreeZones.
?? BusLanes. ?7? Ca FreeZones. ?? Freightredrictions.
Turin
?? BusLanes
?7? Car FreeZones
??  Lower Fareson Public
Transport.
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Appropriate Policiesfor Dealing with Road Safety - Eur opean level

Speed cameras, bus lanes and car-free residentid zones were deemed to be most gppropriate
for dedling with road sfety.

1 Speed caner as 5%
2 Bus | anes 65%
3 Resi dential zones 57%
4 Restrict freight t. 41%
5 var pkg price 28%

Suitability of policies for Road Safety

Speed cameras

Bus lanes

Residential zones

Restrict freight

Var pkg price

0% 10% 20% 30% 40% 50% 60% 70% 80%

Thereis much more differentiation in this case indicating higher levels of agreement between
Stes.

Belfast Dublin Brigtol
??  Spead Cameras ?? Speed Cameras ?? Pededtrianise City Centre
?? BuslLanes ?? BusLanes ??  Spead Cameras
?7? Car FreeZones. ?? Car Free Zones. 7?  Car Free Zones.
Merseyside Bucharest Oslo
??  Speed Cameras ?? BusLanes ??  Speed Cameras
?? Ca FreeZones ?? Speed Cameras ?? BusLanes
?? ReduceCar Use. ?? One-way Street. ?7? Ca Free Zones.
Turin
?? SpeedCameras
?? BusLanes
?? Ca Free Zones.
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Policy Acceptance and Rejection - European level

The chart below shows the level of acceptability for each policy for the whole sample. Five
common policies were measured across the Sites.

Policy Acceptance - Whole Sample

Acceptability
OBus Lanes O Freight Restrictions E Parking pricing
M Car-free zones O Speed Cameras

?? BusLanes are acceptable as are Speed Cameras

?7? Freight Redtrictions are less acceptable

?? Car-free Resdentid Zones are only dightly acceptable
?? Increased Parking Pricing is unacceptable

The following graphs show the perception across al Sites of each of thefive policieson 14
given criteria

?? Buslanes are acceptable because they are time-saving, hdpful, regulaing and reduce
congestion.

?7? Speed cameras are primarily seen as safe and treeting dl people equaly.
?? Car-freeresdentia zones are seen as environmentaly-friendly and safe.

?7? Increased parking pricing is perceived negetively on dl criteria It is viewed as favouring
public trangport users, unhdpful, sressful and financialy pendising.

?? None of the policiesare seen as particularly effective in making people change their
behaviour except freight redtrictions,

83



STIMULUS : The Results of the STIMULUS Project October 1999

Policy Acceptance - Whole Sample

Helpful

Env. Friendly
Safe
Economical
Time saving
Favours all

Regulating

O Bus Lanes O Freight Restrictions B Parking pricing
B Car-free zones O Speed Cameras

Policy Acceptance - Whole Sample (Cont.)

Financial inct
L ess stress
Clear
Reduce cong.
Effective
FavoursPT

Acceptable

OBus Lanes O Freight Restrictions B Parking pricing

Car-free zones U Speed Camer as
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Policy Acceptance and Rejection at each site

Bus lanes are accepted across dl dtes paticularly Bucharest. They are least acceptable in
Merseyside, but differences are small.

Policy Acceptance - Whole Sample

BusLanes

O All O Turin B Bucharest W Merseyside
O Bristol @ Oslo O Dublin O Belfast

Freight regtrictions are most acceptable in Bucharest and unacceptable in Odo.
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Policy Acceptance - Whole Sample

Freight Restrictions

O All O Turin M@ Bucharest B Merseyside
O Bristol E Oslo O Dublin O Belfast
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While increased parking pricing was rejected overdl by the whole sample, this chart shows
that it is acceptable in Turin and Bucharest, and unacceptable at the other sites particularly

Odo.

Policy Acceptance - Whole Sample

Parking pricing

O All OTurin B Bucharest [ Merseyside
O Bristol B Oslo O Dublin [0 Belfast

Bucharest is most accepting of car-free zones while Odo rgects them.

Policy Acceptance - Whole Sample

Car-free zones

O All OTurin B Bucharest B Merseyside
O Bristol M Oslo O Dublin O Belfast
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Speed cameras are quite acceptable in dl Stes except Odo where they are less acceptable.

Policy Acceptance - Whole Sample

Speed Cameras

O All OTurin EBucharest B Merseyside
L Bristol M Oslo O Dublin O Belfast

Motorigts in Odo ae highly regulated both in teems of roadtolling, access redriction and
speed control. To the casud observer, compliance seems high yet Odo is the most ‘rgecting
of gtes. This may indicate a greater need for more sengtive management of schemes and

polidies

Conclusions

1

Consensus a a European leve is not to be taken for granted. It may be achieved in certain
cases provided policy makers, service providers and ‘designers’ take account of the
perspectives of peoplein their countries.

Attitudind and latent psychologica structure segmentation leads to better understanding
and prediction of the target audience than behavioura segmentation.

Theinitid hypotheses concerning the existence and importance of attitudind
segmentation has been demonstrated.

A design for aresearch database has been developed and demongtrated.

Software for analysis of the database has been developed and is capable of segmentation
and andyses in four ways:

Lifestyle, behaviours and demogrgphics
Attitudes
Importance of criteria
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Latent psychologica structures common to groups or segments of the population.

6. The products and services developed in this project are ready for extenson to other
trangport projects and capable of adaptation to other markets.

89



STIMULUS : The Results of the STIMULUS Project October 1999

Annex

Conferences, papers and presentations

?7? Conference- POLIS (Bucharest 1998), Internationa academic group
?7? Conference- Expert mesting a University of Stuttgart August 1999
?? Launch conference (Rome September 1999)

?7? Market research seminar (Bucharest, September 1999)

?7? Discussion group - Trangport operators loca authorities and road authorities (Odo
November 1999),

?7? User training (London, November 1999),

?? Romanian Trangport Forum (Bucharest, November 1999)
?7? Trangport conference (Trondheim January 2000)

?7? European Persond Congtruct Conference (Mata April 2000)

?7? FRull investigation of the data base and report on the Norwegian results submitted to the
Norwegian Roads Authority.
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