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1. Introduction

1.1 Importance of transport mode choice

Transport mode choice matters when it comes tarspiwmajor environmental
and human health issues. In 2009, the burningssiliftuels for transport
contributed approximately 19 % of total Norwegiaren house gas emissions
(Miljgstatus i Norge 2011). Moreover, elevated levaf motorized transport in a
community can have various negative impacts ondibe environment.
Decreased air quality, noise, loss of recreatianas to parking and expanded
roads and accidents are examples of these (Nae8% B0fre people with more
economic resources, coupled with expectations tmrtain lifestyle, create
additional demands for automobiles, planes, busebirains. There appears no
end in sight when it comes to increasing energylaéar transport. As access to
motorized and personal modes of transportationhesanore common, so will
also the demand for energy. Statistics Norway (S8BJrts that in 2009, the
number of trips made by Norwegians have tripledesito65, while the average
Norwegian travels four times as far (SSB 2009). On@y goals of this research

is to gain more understanding of how we can travetore sustainable ways.

1.2 Research

The study of transportation habits became of petisiaterest to me shortly after
moving to Norway. Having been raised in a parthef tnited States where the
car is an absolute necessity, witnessing travethabOslo opened my eyes to

transport mode choice.

| discovered my research questions one afternoole wting a bike up to Rga,
an area just west of Oslo center. While cyclingaanajor road leading to the

area, | witnessed something happening which didnmakie total sense to me. On



my left was what appeared to be a well functiommgtro, half full and heading
west out of the city. On my right was a road, @llith a line of slowly moving
cars mostly occupied by only one person. As | ttadeuphill, passing one car
after another, | started to question why so marmsela mode that creates long
traffic queues which they had to sit in. Was thewealternative? After this
experience | began observing traffic queues forntiimgughout the city on a

regular basis.

| realized shortly thereafter that conducting aesk to answer this question
would make for a suitable thesis proposal. To mattee sample set down, |
decided to focus on the parents of small childirand in the greater Oslo area, a
segment of the population which is more likely &vé increased demand for fast

and reliable transportation.

Transport modes such as the personal automobilbeased as ‘management
tools’ (Dowling 2000) for many parents as they @ to arrive at multiple
destinations daily. Exposing children to extracuiar activities outside the day
care or school is considered a form of good pamngrti modern society
(Dowling 2000). Involvement in additional activisichowever, increases the
need for fast and reliable transportation. While akthe automobile can make it
possible for parents to reach activities both e ¢hildren and themselves, it
could also come at a cost. The choice of the carder to diversify daily
activities of family members can have unintendegsegiuences such as
impacting children’s overall physical activity apdtential for long term car use
(Turbin, Lucas, Mackett, and Paskins 2002).

Before interviewing participants my initial assumptwas that this particular
group would be locked to using the car. This hypsitk came from my

observations and initial reading.



My main research question is:

Why do the parents of small children choose certzodes of

transportation?

In order to study why parents travel the way theyitiwas first necessary to
learn how they travelled. However, this was notmgjin focus. Instead, | set out
to learn more about the reasons people give fonsihg one mode of transport
over another. In addition, | wanted to look at tle@cept of ‘lock-in’(Sanne
2002, Jackson and Papathanasopoulou 2008) tovdisatether or not, due to
time constraints, distances, infrastructure, orgatighurposes, parents feel that
choice does not exist when deciding to use onep@mn mode over another.
Moreover, | would investigate how concern for tlaunal environment and
urban planning influenced travel behavior. Therefony sub-questions are the

following:
Do parents feel ‘locked-in’ to using a certain raad transport?

How likely is it that parents of small children tacthe natural

environment into their choice of transport?
How does home and day care location influence pramsnode choice?

The greater Oslo area has developed in a way itirafisant distances could
exist between where one keeps a home, has tha&rickday care, and is
employed. This triangular travel pattern paremntd themselves in is the result of
residential location selection (Naess 2009), urlbarcgires (Newman,
Kenworthy, and Vintilla 1995) and urban intensiyefvman and Kenworthy
2006). One objective of this research was to disctw what extent distances
between personal residences, work and day cahleemnde transport mode
choice. A second objective in terms of urban stectvas to gain deeper

understanding of the factors influencing residersection (Naess 2009).



This paper adds to the research already done fagwsi mode choice in urban
and semi-urban areas. One article that studiettdlel habits of parents with
small children was written in 1995 by Heidi Kristisyrdahl Erlandsen.
Erlandsen’svork, based on a travel habit survey from Oslo and Akessh
1990-91, looked at work trips taken by non-singtzens between 18 and 55.
While this research compared families without afeifdto those with, my focus

is solely on the latter. This paper contributeEtiandsen’s study by conducting
qualitative interviews and collecting travel diagrigom a more focused sample to

understandvhy parents travel the way they do.

How people perceive different modes of travel sbabuched upon in this paper.
Research of this kind has been conducted by vadati®ors around the world
(Gardner and Abraham 2007, Stradling, Meadows Beatty 2000, Beirdo and
Sarsfield Cabral 2007, Curtis and Headicar 1995g 2004, Jensen 1999, Guiver
2007). This paper contributes to these works bydaoting similar research with

participants in Oslo, Norway.

In order to gain insight into the effectivenesdoth environmental awareness
campaigns and also on policies initiated by theegoment such as road tolls and
taxes on fossil fuels (Tenngy 2010), participandserasked if such campaigns
had an influence on them. They were also askeddoribe their feelings in
terms of ‘lock-in’ (Sanne 2002, Jackson and Papatbapoulou 2008) taking

into consideration the daily transportation ne@dsnomic constraints, time

pressure, efc.

1.3 Methodology

This research is a qualitative study based on 28-seuctured in-depth
interviews, and 17 time-use diaries completed bemis of small children living
in Oslo, Baerum, and Ski. In an attempt to intervaediverse set of participants,

| chose day cares located in different parts ob@@serum. Two of the day cares
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were selected through contacts | had working ahthehey provided me the
names and necessary information of the day caréean@rs. The third day care,
located in Baerum, was selected because it is ldcadrt to my current job.
Participants were selected using convenience sagpfithe three day cares.
Additional participants were also found after agkmevious interviewees to
recommend others for the research, a form of sntbwampling. The interviews

lasted between 25 and 50 minutes, were recordetramstribed.

1.4 Paper’s Structure

| will first present the existing literature written the topic. This literature
provides a theoretical context through which one redate the findings to. Next,
| review the methodologies used in data collecéind analysis. Ethical
considerations and limits of the methods are erpthi Chapter 4 is divided into
two parts. The first section presents data on hasigypants in my sample
travelled, while the second section looks more ifipally at why parents travel
the way they do. The discussion compares the sBaln the field with the
relevant literature presented in the literatureawv Lastly, | summarize by
illustrating what | have found, why it occurs, ambat suggestions can be made

for policy decisions.



2. Literature review

Existing literature provides the reader differeatrp of spectacles through which
he can view to better understand certain areassefarch. This chapter provides
insight into existing theoretical perspectives idey to help make sense of the

data gathered during field work. By being introdiite the appropriate literature,
one is better equipped to develop a well roundetérsianding of the data and in

turn the research being done.

This chapter presents relevant literature revieprgat to and after my field
work. Some of these works were concerned with copsion and transport
habits. Others looked more specifically at juséifions for choosing a transport
mode and also certain concepts such as lock-iudyah planning theories. The
articles | have studied for this research providemplete overview of the
literature written surrounding the topic. Howewigse which are discussed in
the following pages are ones which relate to reagonchoosing a transport

mode.

Different theoretical perspectives on time andgpanmt will be the focus of the
first section of the chapter. Various perspectimesime will be presented as this
is a common theme in much sociological researck.sHtond section looks at
what the terms comfort and ease mean, two termsualsd often as a reason for
choosing one mode over another. Environmentalidtg and their causes are
discussed in the third section, while the concepteck-in and freedom are
presented in section four. The final two sectidogk to literature on the
enjoyment of consumption and the impact that ugidanning has on transport

mode choice.



2.1 Time & Transport

Hupkes (1982), Linder (1970), Ragpke (1999), Shelted Urry (2000), Shove
(2003) amongst others, have written about timei@ndportance in terms of

travel behavior.

The following paragraphs introduce different thesron the importance of time
and its impact on transport mode choice. Thesepetiwes are: theme saving
paradoxwritten about by Hupkes and Rgpkit and Cold Spoteritten about
by Southertonlndividual versus collective schedulirgytopic of interest for
Shove, Sheller and Urry, and Southerton tim& use and its impact on

sustainable consumptidsy Reisch.

2.1.1 Time saving paradox

One aspect of time and transport is on time savamgisthe modern devices
which are perceived to assist in making one’s dadyels as time efficient as
possible. A brief and not so in depth analysishefgituation has certain groups
of society agreeing with the status quo, that sacarother convenience devices
will simply decrease the amount of time one usearel and other necessary
daily tasks. However, research done by scholards asdnge Rgpke and Geurt

Hupkes challenge this viewpoint.

The law of constant travel time (Hupkes 1982) dredgaradox of time-saving
(Rapke 1999) are important theoretical perspectiwethis research. In
understanding these perspectives one is bettepgegiito critically analyze
reasons given by participants as to why they choogemode of transport over
another. Rgpke points out that time saving devsced as the automobile often
prove to have little positive effect in terms ohé saved, as this is quickly turned
into more distance travelled to more activitie®sjoand appointments at farther

away places (Rgpke 1999).



In an article, R@pke focuses on growth in personakumption. The author
explains a phrase he refers to as “the paradarefsaving” in relation to labor
saving equipment or convenience devices. He pouttshat the products people
consume in order to save time or reduce their lafyart, in the end, do not have
this impact. Instead, these products can havedherse affect of creating higher
levels of consumption and increased quality. Inghe the busyness remains
(Ropke 1999: 413).

Rgpke’s explanation becomes increasingly relevama fstudy of transportation

habits as he discusses the car and how it fitsti@@oncept:

The phenomenon is well-known from the spread ofctre The car
enables the owner to reduce the time needed fezllirag, but it also
opens up the possibilities of taking jobs furtheag from home, buying
from shops that are not local, and taking partew or more leisure
activities. When car ownership became widespreaddrried into a
condition in economic and political planning deeiss, and the conditions
of everyday life were changed in ways that madeoearership almost
compulsory or at least made life rather inconvernienpeople without
access to a car. Instead of reducing the time mefeddravelling, the car
thus contributed to a dramatic increase in theadis#s travelled. (Rgpke
1999: 413)

In other words, while one’s ability to travel atjgeater rate of speed has been
realized, the distances a person is required teltfzas in many instances
increased as well. Instead of using the increaspaed to reduce travel times,
people have used it to conquer new territory, gviarther from the city or by
enrolling in free time activities only reached lsing the car. This phenomenon
is also the focus of an article written by Geurjples in which he not only
agrees with the law of constant travel times hastto offer a reasonable

explanation of why this occurs.

The author focuses on two areas, the bio-psychmbgpproach and the utility-

optimizing approach (Hupkes 1982: 41). The bio-psyagical approach is

based on an explanation given by Michon “descriloimamn as a bio psychological

unit striving to maintain habitual patterns of belbar’ (Hupkes 1982: 41).

Hupkes’s analysis of Michon’s work focuses on tieai that man is a creature of
8



habits, “reinforced by past experiences of pleasumdispleasure, rather than by
continuous rational of all available options” (H@&sk1982: 41). These habits are
what influence people to try and stabilize theawél times at a certain length. It
is from past experiences of comfort and discontfuat people have recognized

the maximum amount time they are willing to trawela daily basis.

The utility-optimizing approach presented is roateéconomic thinking that
man is a utility optimizing creature. Hupkes exptatwo types of travel utility,
one being “intrinsic utility” which focuses on tlg@ality of the travel in itself,

and the other being “derived utility”, which explaithe benefits which become
possible as a result of the travel (Hupkes 19824 2)1 Both intrinsic and derived
utilities increase at first appraisal, howeverho@ach a point where the utility is
maximized and begins to decrease. This happensdinstrinsic utility as the
pleasure a person derives simply from movementiseigi decrease after a short
amount of time. In other words, the travel becofess enjoyable. This can be a
result of boredom or discomfort created by the maideansport. Derived utility,
tends to maximize later when travelers realize tina¢ spent could be used for
other activities than travelling. While Hupkes ex{pk that “Neither the bio
psychological nor the utility-optimizing explanationake clear why the daily
travel times in industrialized nations are at #neels observed in reality” he does
identify that “[b]oth suggest why people do trystabilize their travel time
budgets” and that the “ two approaches are notadittory but supplementary”
(Hupkes 1982: 44)

Both the paradox of time-saving (Rgpke 1999) aeddlw of constant travel
times (Hupkes 1982) point out that faster modédsavfsport do not necessarily
save people time, especially when it comes to dealyel in and around a
definite area. What faster modes of transport thwahumans to do is to travel

farther while staying within a certain window ofné which is acceptable.



2.1.2 Hot and Cold Spots

Another theoretical perspective, this one put foduday Dale Southerton, is that
of hot andcold spots (Sutherton 2003). The author describesrtbtald spots

as “attempts to gain personal control over the tmadprhythms of daily life” in
which people bundle activities and practices imtoted and specific time frames
in order to leave other periods of time open fet Bnd relaxation. (Southerton
2003: 20). The tendency to form hot and cold sp#ates feelings of
“harriedness, characterized as anxiety over whe#ss would be completed
within designated time frames and the creationastd to keep within personal
schedules” (Southerton 2003: 9). In presentingMark, | will stress the

importance of the concepts of harriedness and coenee devices.

Cold spots are described as “relatively long daregiof time devoted to
interaction with significant others” while a hotatps “characterized by a
compression of tasks into specified time framethab‘time’ was ‘saved’ for
more ‘meaningful’ social activities” (Southerton@) 19). Hot spots commonly
refer to the period of the day which proceeds raedlschool time, a period of
the day which is predictable. They also generaegtrceived need for the
opposite experience of cold spots, which are neealsow care to loved ones
and to be used as a time to relax, rest, and spesldy time with family
(Southerton 2003: 19). Hot and cold spots are itapbrto consider when
looking at the concept of time because of the erilze they can have on how one
experiences it. The research suggests that hat@ddpots are metaphors for
the tensions between care and convenience, or c@about maintaining social

standards and personal integrity (Southerton 2R0RB:

It is important to distinguish the concept of “had” from that of “time
squeeze”; where one is constantly pressed for thaeriedness, particularly in
its modern day existence, after the publicatioBtafffan Linder's bool he
Harried Leisure Clasfrom 1970, is associated with the verb to hurryoor

harass (Southerton 2003: 8). Harriedness is desgtab “anxiety over whether

10



tasks would be completed within designated timm&s and the creation of haste
to keep within personal schedules.” (Southertor320) and is an important
concept in order to understand the theory of hdt@oid spots. According to
Southerton, humans have a tendency to scheduleatdiVvities into hot and cold

spots in order to deal with feelings of harriedness

In keeping with the results of Southerton’s reskahot and cold spots are
originally formed in order to alleviate senses afrfedness. However, while
scheduling practices in this way does tend to s#pdeelings of stress from
feelings of relaxation, this type of scheduling edso have the opposite effect, of
increasing feelings of harriedness. This happetisariime periods that
Southerton refers to as hot spots. Southerton ibescit this way: “Feelings of
harriedness and worries of accomplishing tasksiwvitbrtain time frames are the
result of a density of practices and network cawation that are experienced as

‘hot spots’ in the temporal order” (Southerton 2003).

Modern day convenience devices such as washingines;Hreezers, and cars,
were shown by Southerton to be essential in aamgetasks in the hot spot and in
turn enabling the creation of the desired cold spelizabeth Shove describes
“gadgets of convenience” as having an unintendeseguence of making
people’s lives more complicated. Convenience devi@ave “changed the
relationship between individual and collective m® @& co-ordination and it is
this that turns the screw” (Shove 2003: 182). WBit®ve admits it is not correct
to assume fully that “more gadgets generate maie’rishe does put forward the
idea that gadgets do in fact impact the schedydnagtices of their users: “(...)
tools of convenience have escalatory consequeratgsst for the fragmentation
and co-ordination of time but for the redefinitiohconvention, obligation and
normal practice” (Shove 2003: 182). Convenienceaagsvare not only used in an
effort to save time, but they are also used in ot@@ccomplish certain tasks.
The completion of these tasks happens within thi@et hot spot, enabling the

creation of a cold spot, a time to care for loved

11



2.1.3 Individual vs. Collective time tables

Literature focusing on schedules and time tablirayijoles another interesting
perspective to a study of time and its relatiotrdmsport mode choice.
Individualistic time tabling as opposed to a masenmunal scheduling “forces
people to juggle tiny fragments of time so as tal dgth the temporal and spatial
constraints that it itself generates” (Sheller aimds 2000: 744). Individualized
schedules, generated with help from the automalitethe intense flexibility it
provides, create challenges in the coordinatiosocfal interaction in daily life.
Southerton describes in his research that “morwiohehls sought to impose

personal schedules on collective temporal rhyth{8sutherton 2003: 9).

Shove (2003) illustrates in her description of stthieg that the increase in use
of convenience devices leads to more personal sihgdand in turn more
complex co-ordination with others who also indivatlze their schedules. As the
complexity of schedules increases, so too doerdhd for convenience devices.
This use of convenience devices, which increasesetrel of independence in
scheduling, has the effect of making schedules evenre complex. Shove points
out that the actions people take for “keeping gndbthings” and “holding it all

together” actually increase the problem of co-aatlon in a society.

In explaining a concept written about by Shelled &lry, Shove illustrates the

impact that cars can have on scheduling practices.

Cars generally enhance the driver's capacity terdahe a trajectory
through space and time. Drivers can leave andeamiere or less when
they want, they have no connections to miss andrearl along routes of
their own choosing, stopping en route more or V@ssre and for as long
as they want (Shove 2003: 176).

This description shows that the use of a converielavice, in this case the car,
enables one to choose when and where to driveoByarison, those who
depend on public transportation are constrainetinbgtables that are not of their

own making.

12



Cars have a tendency not only to free their ugser tollective forms of time
tabling, but they also make their users dependemadividualistic scheduling.
This occurs because the more one’s life is stredtaround ready access to the
car; the more difficult it becomes to reverse fastern. Car users become
dependent on this device in order to accomplisly daheduled tasks. Shove
describes this phenomenon by referring to earisearch performed together
with Southerton. “(...) cars, have the ‘unintendedsequence of tying people
into an ever denser network of inter-dependent)qes even dependent,
relationships with the very things designed to tfemm from just such
obligations’ ” (Shove 2003: 178).

2.1.4 Time use and sustainable consumption

A look at time and its impact on sustainable congion is taken up by Lucia
Reisch (2001). The author explains in her artickeimportance time has and will
continue to have on efforts to achieve increaseelseof sustainable
consumption. Reisch presents time in the contertaihstream economic theory
and discusses the implications of the “time is nyamgproach and the
development of the non-stop society” (Reisch 2@¥D). She also argues for
“new models of wealth, which, among other featucad, for a new balance
between ‘wealth in time’ and ‘wealth in goods™ (& 2001: 369) — two
concepts often seen as contradictory to each oftherfollowing paragraphs

examine the article in more detail.

A main criticism Reisch puts forward towards maieatm economics is the lack

of focus and consideration given to the concepinag:

Mainstream economics is deeply embedded in mogésniision of
material progress and growth. If ‘time’ is consiliat all, it is perceived
as an ‘input factor’ or as a constraint — but rohaving intrinsic value per
se or as a genuine aspect of personal well-beimgitownal welfare
(Reisch 2001: 369-370).

13



This lack of consideration for time is one varialeich has lead to the
development of a “non-stop society” where wealtmeasured not in quality
time spent with family and friends but rather iretsnability to achieve higher
levels of material wealth. In this type of envirommh, sustainable levels of
consumption are difficult, if not impossible, toh&eve as the “time is money”
approach forces consumers to adopt unsustainédxdgyles (Reisch 2001: 374).
According to Reisch, more value must be placedheri¥ealth in time”
approach where the goal is to “have enough timbeatight time and feel
comfortable with one’s time frames and institutibimsorder for gains in
sustainable consumption to be realized (Reisch :20®3 Moreover, the author
makes it clear that “wealth in time” will not beraeved through the purchase
and use of what Shove describes as “convenienges®\(Shove 2003) —
devices such as cars, washing machines and angwdrames, seen as time
saving devices in the eyes of consumers. Reisghgearthat a convenience
device, such as the car, will make the user no mesathy in terms of time,
allowing them to travel more distance between tbekwplace, activities, and
other commitments. In turn keeping the user notlthieat in terms of time and

yet using additional resources to fuel the device.

These perspectives on time and transport showatbahsumer who chooses to
use the automobile as the source of transport wokrsecessarily increase their
free time. Instead, convenience devices such agutmnobile have the potential
to leave their users with feelings of hurriednessha time saved by faster travel
is invested in additional activities and greatalistes. This in turn depletes
‘wealth in time’ which is necessary for people tmsume in more sustainable

ways.
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2.2 Comfort & Ease

Crowley (1999), Cooper (1982), Chappells and SHa2085), and Wilhite et al.
(1996), amongst others, have investigated the gisi@d comfort and ease and
how they factor into daily practices. As many cégh authors have identified,
the human demand for comfort, and the providergpsuof it, are factors which
have lead to unsustainable standards of livingjquéarly in the global north.
Perceptions of comfort, however, are varied andghoof by some to be
socially constructed depending on circumstance [¢géls and Shove (2005),
Cooper (1982), Crowley (1999)).

Definitions of comfort have evolved during the p&st centuries. John Crowley
explains that before the word comfort was usederdbe a physical condition,
it was used in a different sense: “For centuriegirifort’ had primarily meant
moral, emotional, spiritual, and political suppordifficult circumstances”
(Crowley 1999: 751). To experience a sense of tdidort” was to experience
feelings of “sorrow, melancholy or gloom, rathearitphysical irritability”
(Crowley 1999: 751). It was not until the mid eigdmth-century that comfort
achieved a physical connotation. Physical comi@$ an aspect of the Anglo-
American culture, and could be described as “satiscious satisfaction with the
relationship between one’s body and its immediatesigal environment”
(Crowley 1999: 751). This change in the meaningashfort foreshadowed a

new consuming culture (Crowley 1999: 750).

During the first half of the eighteenth centurypdort became “a legitimizing
motive” for widespread consumption patterns (Crgwd899: 752). Out of a
newly formed definition of the word comfort grewcansumer revolution as
prosperity increased in the American colonies. Hmvegjust as Crowley
illustrates in his article that one’s descriptidrcomfort told us very little about
people’s generic needs in the eighteenth centoryrasting concepts of comfort
remain in modern times (Crowley (1999), Chappatid 8hove (2005), Parkhurst
and Parnaby (2008)).
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Chappells and Shove (2005) focus more on moderrcaiagepts of the term.
Their research, based on interviews with architants others in the construction
industry, highlights the idea that “comfort is @yisional and always precarious
social and cultural achievement” arguing that tbecept is not understood and
experienced equally across cultures and sociefieafpells and Shove 2005:
34). This perception of comfort is repeated in @asi academic works. Parkhurst
and Parnaby explain that concepts of comfort depentsocial norms” focusing
on whether or not certain physical experiencesiaseciated more with one
social class rather than another, “such as whéibieg hot or cold confers to low
social status, and perceived control over the ¢mmdi” (Parkhurst and Parnaby
2008: 357).

The idea that people’s feelings of comfort are albciconstructed was the focus
of another research project, a cross cultural coisgpa between energy use
patterns in Japanese and Norwegian homes (Wilhae £996). Comfort factors
such as home lighting, heating, and water use amea/zed to investigate
differences in the energy use patterns acrossresltiResearchers found that the
use of certain cultural energy services was not tmhchieve levels of physical
comfort, but also to “insure against social failumed to present a “socially
appropriate home” (Wilhite et al. 1996: 165).

Many of the reviewed studies focusing on comfortenat the same time
concerned with the concept of sustainable pattiecensumption. As made
clear in a 2008 editorial, “a lower-carbon socigtypposes and requires
significantly new ways of conceptualizing and realg conditions of comfort”
(Shove et al. 2008: 307). However, as several asithostrated in their accounts
of comfort, standards are “social constructs wheftect the beliefs, values,
expectations and aspirations of those who constinech” (Cooper 1982: 270 in
Chappells and Shove 2005: 32). This literature lilggts that having an
influence on the way people perceive and experieno&ort proves to be a

challenging task.
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In terms of the implications for transport modeickothe literature suggestions
that humans want to feel physically comfortabléhia mode they choose to
travel with. Although it would be a difficult tagk create a universal definition
of what comfort and ease mean, this literature ssiggthat it is an important

factor in deciding how one will choose a transpoode.

2.3 Environment, Values & Materialism

In order to develop greater understanding of hoapfeecan be influenced to live
in more environmentally sustainable ways, one oak to literature from the
discipline of psychology and to studies focusingvatues, personal goals and
identity (Brown and Ryan (2003), Brown and Kas&806), Crompton and
Kasser (2009)).

In Brown and Kasser the authors focus on the cabipigt between what they
term “subjective well-being” (SWB) and “ecologicallesponsible behaviour”
(ERB), and the factors that might promote both {@rand Kasser 2005: 350).
The authors investigate whether or not peopleitieritify themselves as happy
or for the most part in a state of well-being asbin an ecologically responsible
manner. In an attempt to develop an understandittgeccorrelation between
SWB and ERB the authors drew from three “persoedléactors” that may
support the two. These factors wepersonal valuegboth intrinsic and

extrinsic),mindfulnessandvoluntary simplicity

Brown and Kasser define values as “broad psychcddgonstructs with
important implications for both motivated behaviamd personal well-being”
(Brown and Kasser 2005: 350). Intrinsic valuesdifferentiated from extrinsic
by the fact that intrinsic values are “oriented &od/personal growth,
relationships, and community involvement” whilerexgic values are focused on
“financial success, image, and popularity” (Kasssd Ryan 1996 in Brown and

Kasser 2005). Results from the Brown and Kasseareb showed that people
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whose values fell under the intrinsic category waree likely to report SWB
and also ERB. The concept of mindfulness, defirgettree state of being
attentive to and aware of what is taking placehmpresent” (Brown and Ryan
2003: 822) also gave insight into whether or natpbe described themselves as
being in a state of well-being or living in an emgically responsible way. While
being attentive and aware of happenings in immediatroundings could be
considered a normal human trait, mindfulness isaaoéd or elevated levels of
attention and awareness (Brown and Ryan 2003: &#8jvn and Kasser’'s
results also demonstrated that people who exhiipidfulness in their behavior
were more likely to report higher levels of SWB &MB than those that did not.
Voluntary simplicity, which “involves a conscioukift away from material goals
and toward intrinsically satisfying pursuits ané goutonomous expression of
talents and skills (Dominguez and Robin 1992 arginE1993 in Brown and
Kasser 2005: 352) was the third person-level fagtesented to help gain
understanding of the link between SWB and ERB. W@/iiere was evidence
which showed that the practice of voluntary sinmipfidid correlate relatively
strongly with ERB, there was less correlation betveoluntary simplicity and
SWB.

Different research focusing on humans and theirrenmental attitudes looks
not only to values but to identity as a whole. Dhgective of research conducted
by Crompton and Kasser (2009) is to gain a deepaenstanding of how best to
educate humans so that they act in more enviroraiefitiendly ways. The
authors’ goal is to suggest improvements to howrenment organizations
design environmental campaigns and communicationthé general public. The
authors stress the need to look to three main sspébuman identity in order to

improve the effectiveness of pro environment comications.

A person’s values and life goals are presentedh asportant factor in the
environmental attitudes of humans. The authorsegaotpirical research which
found that people who exhibit self-enhancing andeniaistic values are also

very likely to express negative attitudes towards-human nature (Crompton
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and Kasser 2009: 9). A suggestion by the authdistsenvironmental
campaigns should not focus on self-enhancing oemnadistic values, and instead
“frame environmental messages to connect intringiges” (Crompton and
Kasser 2009: 56). The argument is that people witinsically oriented values

are more likely to behave in environmentally frignegrays.

The authors also discuss identity in terms of heapbe associate with groups.
This discussion is to highlight the extent to whitlhmans communicate an
environmental identity or a sense of belongingdture (Crompton and Kasser
2009: 11). People who express a connection to momah nature are less
inclined to exhibit materialistic tendency leadsrtoreased resource use and
environmental degradation. They identify a thirgexs identity as the way
humans cope with fears and threats: “There sedtiesdoubt that awareness of
the scale of environmental problems that humang@oihcan lead people to
experience a sense of threat” (Crompton and K&3®9: 15). When humans are
confronted with the environmental impacts of ttations the responses are
typically to defend their way of life. Provokingdufeelings from humans is not
an optimal strategy which should be used by prarenmental campaigns.
Instead the goal of these campaigns should bedoueage people to express
their fears and anxieties and to activate intrinsicies when people feel

threatened by environmental challenges (Cromptankasser 2009: 56)

The research conducted by both Crompton and K§26868) and Brown and
Kasser (2005) suggests that one must look to aspébiuman identity to
understand how and why certain people behave ie mavironmentally friendly
ways than others. This research can be appliedtterbunderstand how people
choose a mode of transport and whether or not corfoethe environment is a
factor in that decision. The conclusions of thesielas propose that it is the
values people maintain and their connectednessriehaman natural world that
will play a large part in determining whether ot tleey make environmentally

friendly transport decisions.
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2.4 Lock-in & Freedom

Rapke (1999), Sanne (2002), and Jackson and Papati@oulou (2008)
amongst others, have written on the concept ok®iat. Lock-in can be
described as a state which is a result of strulctactors that constrain choices.
In other words, an individual is locked-in to madicertain consumption choices
which are out of one’s control. The concept of di@® and how it is associated

with transport mode choice is also presented mghction.

A main focus of the paper written by Sanne (200@n&nes the forces behind
ever increasing levels of consumption in an attetmpkesign policies for
sustainability. The author is critical of the trigalal theory that consumption
levels are based on free and individual choicen8amgues that multiple
external factors exists, which create situation®dk-in. These factors such as
the influence of business, the role of the statd,a@ther structural factors, all
restrain the consumption choices of individuals.ilé/it appears that individuals
are free to choose what and how much they will aores Sanne argues that in
reality, they are locked-in to certain decisionsasecessity in order to partake in
society. Structural factors such as urban plandegigns, developments in
technologies, constant and excessive marketingtrendork and spend life style
partially promoted by the state are all factorseadbed in societies which cause

citizens to become locked-in to certain patternsosfsumption.

An additional perspective on the concept of locksipresented by Jackson and
Papathanasopoulou (2008). They investigate whetheot continuous growth in
material consumption is a result of “the pursuitl@xury’- or whether it is rather
a function of institutional and technical ‘lock-in(Jackson and
Papathanasopoulou 2008: 80). The research compakes theory presented
by Rapke (1999), Sanne (2002), and Shove (2008h&r works that focus
more on the argument that the pursuit of luxuhesmain driver behind
increasing levels of consumption. The authors tilane these different

perspectives in the context of consumption expangliin the United Kingdom
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between 1968 and 2000. They found out that ceulasustainable consumption
was a result of the pursuit of luxury. A type oheamption which fell under this
category was purchase of recreation and entertainasewell as other services.
However, other areas where consumption levels ia@ased, such as in
mobility for commuter and business travel, wasthetresult of this pursuit of
luxury. Rather, mobility consumed for commuter &udiness travel was found
to be driven by institutional forces people hatldithoice over (Jackson and
Papathanasopoulou 2008: 12-13).

As Rgpke illustrates, the automobile is a prodecy\commonly associated with

the lock-in phenomenon:

Cars do not have their impact as single productisab components of
sociotechnological systems. In the beginning threyirdroduced as single
commodities, but gradually they are integratedystems of related
commodities, infrastructure, social practices argdifutions. Such systems
gain their own momentum and bring with them locleffects as well as
technological paradigms in consumption. (Rgpke 1499)

The choice of transport mode just as other type®onsumption choices is
affected by the concept of lock-in. Even whereppears that individuals have

the opportunity to chose, in reality, external ¢astrestrict freedom of choice.

Freedom, on the other hand, is defined as “thetgual state of being free” or
“the absence of necessity, coercion, or constmiohoice or action” (Merriam
Webster Dictionary - Online). Freedom is associatét transport in the fact

that certain modes provide their users a senseefldbm. Feelings of freedom
are the opposite of feelings of lock-in. A lookoath concepts is necessary in

understanding the reasons people give for cho@singnsport mode.

2.5 Enjoyment

Authors such as Scitovsky (1986), Campbell (19B&8yman (2001), and Shove
(2002) have written on consumer culture and theyangnt which comes from
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partaking in acts of consumption (Guillen-Royo 200¥hile these three authors
all have different explanations for why humans cwne in a certain manner,
their theoretical perspectives contribute to aneusidnding of the enjoyment or

satisfaction one derives from these acts.

Scitovsky (1986) and Bauman (2001) both illustiateheir articles the need
humans have for diversion and the enjoyment steifnarg activities providing
stimulation and excitement. A discussion of therfiam condition-mortal and
miserable” and ones search for “hubbub and busladw Bauman opens his
article on consumption (Bauman 2001: 10). The autxplains that consumer
society is born out of one’s attraction to diversiahich has become in recent
years not something that only a few partake inratter something that has
become socially constructed and “the way of lifaikable to all and the only

way of life so commonly available” (Bauman 2001).12

Scitovsky’s focus is different from Bauman’s in tih@ discussed sources of
excitement and stimulation, greatly diminished iod@arn society, particularly in
the advanced modern economies of the global n8ithdvsky 1986: 128).
These reduced sources of excitement, are a rdshk social, economic, and
scientific progress which has taken place in cersacieties (Scitovsky 1986:
129). While human beings were in the past exposéelvels of excitement and
stimulation way beyond what is considered enjoyatiol@ay this is not the case.
The stimulation and therefore enjoyment from sudiviies is what motivates
people to seek excitement from other sources. Qiftees these alternative forms
of excitement are sports, gambling, and other tyde®nsumption, including the
consumption of mobility (Scitovsky (1986: 131) aldove (2002: 1)).

Campbell contributes to theoretical perspectivesnpdyment as he explains the
idea of a “consumption rhetoric” and how it canciféiate purchase” or
consumption of various goods (Campbell 1998: 286)hin this “consumption
rhetoric” he differentiates between two which “acgmany everyday

consumption practices”, the “rhetoric of need” dnel “rhetoric of want”
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(Campbell 1998: 236). Both of these are explainethb author through the use
of synonyms. Synonyms of the “rhetoric of need” raguirementandnecessity
while synonyms to the “rhetoric of want” adesire fancy, andlove (Campbell
1998: 236). A distinction between the two is fertikdeveloped as he illustrates
the difference between the meaning of satisfaiwh pleasure (Campbell 1998:
237). While satisfaction can be provided throughuhility which objects
possess, pleasure cannot. Pleasure is insteadtenet® stimuli encountered

indicating a quality of experience and enjoymerdr(bell 1998: 237).

The reaction of pleasure or enjoyment one expegefrom transport is limited
and can be short lived. Using an example from tresemption of mobility, both
Hupkes (1982) and Reisch (2001) express a theadynohishing returns when it
comes to the enjoyment it provides. An explanatifiared by Hupkes focuses
on what he refers to as “the utility-optimizing apgch” (Hupkes 1982: 41). In
this approach the author discusses both the indrarsl derived utilities one
achieves from mobility. Starting out, both theim$ic and derived utility levels
of mobility show positive results as one enjoys‘gedisfactions of change of
environment, being in the movement, the sensati@peed and freedom, and
the excitement of handling a powerful vehicle” (Hap 1982: 42). However,
after a certain amount of time, both the intrirencl derived utilities begin to
decline as boredom and feeling of discomfort setsinvell as the realization that
one could be using the time on other activitiesgkéts 1982: 42). Reisch also
touches on the issue of enjoyment or pleasure wedoin mobility as she
describes the experience as “increasingly intertathgith frustration and stress
due to overcrowded transport. Solving one bottlkreawsing congestion only
produces new flow of traffic” (Reisch 2001: 376h€elpleasure one derives from
the consumption of mobility is at a certain poimhshished as time constraints

and overcrowding take effect.
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2.6 Urban Planning

Urban planning and its impact on the transporttsadfi citizens is a focus of
many researchers. Naess (1995, 2003, 2009), Mar¢h@®), Newman and
Kenworthy (2006), Christiansen and Loftsgarden (30&and others have
illustrated how various aspects of urban desigih stscpopulation density, access
to well functioning roads and public transport seys$, and home and facility

locations can influence transport patterns.

Newman and Kenworthy provide one theoretical patype of urban planning
and the impact it has on energy use from trans@oré argument made by the
authors is centered around “urban intensity” or wthay argue to be a “a
minimum level of (...) 35 people and jobs per hextalhe authors indicate this
level of intensity as a threshold where citizengitvéo consider taking forms of
transport other than the personal automobile, @sang the total energy use for
transport (Newman and Kenworthy 2006: 38). The &3pte and jobs per
hectare or 7 dwellings per acre, is the populadiott work place intensity needed
to support public transport. As Neess points oupupation density plays an
important role in the likelihood that local senscare within walking distance or
non-motorized proximity to a person’s home or wpl&ce. The distance
between a person’s home and an urban core, assviile location of facilities
has been shown to have a strong correlation tatheage amount of energy
used in transport (Neess (1995, 2003) and NewmaiKanaorthy (2006)).

Both a historical and modern perspective of cignping is taken up by
Marchetti (1994) as he explains how cities maintartain boundaries.
Marchetti argues that the area of a city is deteeahiby the speed at which the
available transport can effectively mobilise thizeinry. Marchetti's work is
partially based off of field work completed by Z&hg1979) and (1981) in
Marchetti (1994)) which concluded that the meanosxgpe time for individuals
Is approximately one hour per day. In other wohisnans are comfortable

commuting for an average of one hour a day. Thiglesion is based on
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historical reviews of cities dating back to anciBaime and Persepolis. Because
walking was the prime mode of transport at thaetiand an average walking
speed is 5km/hr, walls of these cities were noh $myond a radius of 2.5 km an
area of approximately 20 km squared (Marchetti 1984 transport modes
changed, a result of technological innovationgsitthanged as well. Since the
automobile was introduced as a common source $pa@t, cities have grown
upwards of 50 times, due to the speed of the dagl&or 7 times faster than
that of a walking pedestrian (Marchetti 1994: ¥js this increase in transport
mode speed which allows humans to stay within tegage 1 hour daily

transport, yet cover 6 or 7 times the distance.

Increasing speeds of travel are considered to beobthe main influences
causing what is today known as “urban spraw!” (6lilmnsen and Loftsgarden
2011: 1). Christiansen and Loftsgarden studiedrugpaawl in a European
context in an attempt to determine the main causesdefined as “non optimal
areal development or development which could haenbealized in a more
compact, concentrated, and optimal way” (Chriseanand Loftsgarden 2011:
1). Cities are taking up too much space due tdectfe development. These
authors point out, however, that increased speéi$port are not the sole
causes of the phenomenon. Three other influeneekiginlighted, in addition to

the transport factor, as having an influence.

Economics is one of these additional influencedjqadarly the migration to
cities from more rural areas in Europe (Christianaed Loftsgarden 2011: 10).
Another factor is at the community level where gepparticularly parents of
children, feel a desire to move from the urban eentdf many cities to areas
which provide more green space and safety for taeilies (Christian and
Loftsgarden 2011: 15). The third additional fagtoesented is political
leadership and the way in which regulations arecsetther promote or hinder
expansion of cities from their urban core (Chrisigand Loftsgarden 2011: 20).
While it is difficult to say which one of these facs is most influential in

causing the outward expansion of cities, it is $afassume that the factors do
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not work independently, and that a mixture is tre@mtause of outward

expansion.

The study of transport habits results in multi-l@geand complex research which
highlights a number of factors contributing to ttecision made in the end by
consumers. As Newman and Kenworthy point out, “maisgussions have tried
to explain transport in non-land use terms, howether data suggest that the
physical layout of a city does have a fundamemtg@iact on movement patterns”
(Newman and Kenworthy 2006: 42). This is an argumepeated by scholars in
the fields of urban planning and urban geograptig. éssential to consider the
structural constraints of the city to gain a fullderstanding of why people travel
the way they do, as this might be contributingoitking people into the use of

certain transport modes.
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3. Methodology

This chapter focuses on the methods used througheuwesearch process. It
begins by discussing the benefits and limitati@angualitative research methods
before moving onto background information aboutdélkection of my research
site and subjects. Afterwards it shifts into detailirrounding the collection of
data, what specific qualitative methods were usetrow | prepared to use

them. Later, my strategies of interpreting the @amtadiscussed. The chapter ends

by mentioning ethical considerations taken intcoaicdt.

3.1 Qualitative Research

Since my intentions were not only to resedrolv people travelled, but also to
understandvhy certain modes were chosen, using a qualitativeoagp was a
major benefit. Qualitative methods allow for molexibility in the acquisition of
data and are also the most effective for gainingraderstanding of the feelings,

opinions, and attitudes of the participants orsgtuslying (Bryman 2008).

One reason why qualitative methods are useful meaog deep understanding
of social phenomena is due to the need to be sBeaontact with participants.
Methods such as the in-depth interview allow fataie types of knowledge to
be acquired that other methods would not. | coretlsemi-structured in-depth
interviews with every participant in my sample. $aenterviews allowed me to
speak with participants in a one on one settingtarsge my research questions
through their eyes (Bryman 2008: 385).

It was in the in-depth interviews that participaotsild give specific reasons for
their choice of transport, and | could fine tunkofe up questions in order to
gain even more knowledge. | came prepared to eaehview with an interview

guide and a specific set of questions. Yet, therimew structure was still
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flexible as | was not required to ask all questionghe interview guide, instead

picking up on items mentioned by the interviewegy(Ban 2008: 438).

Time use diaries, another qualitative method i dgithering, were employed in
addition to the semi-structured interview to gaiorenknowledge about the travel
habits of participants. Another reason for usirgtime use diaries was to
perform triangulation on the data, to confirm imf@tion provided by
participants in the interviews. The use of triamgioin increases the validity of
the data, resulting in one having greater confideadmout what has been
collected (Bryman 2008: 379, Jick 1979: 602).

Not only could time use diaries validate much @ ihformation coming from

the in-depth interviews, but they could also fillgaps of information not made
perfectly clear during. For example, participamt$hieir diaries provided accurate
information regarding the distances and time oheadividual trip. Parents were
able to note down in detail how many minutes eaphdsted and how many
kilometers were travelled. In addition, parentsctiégd their experiences. While
in the interview participants portray experienaes imore general sense, the

diaries allowed them to write about each separately

Quialitative research is also more likely to haweotly emerge from the data
instead of setting out to test certain theoriesaaly in existence. When using
qualitative methods, researchers take an induefppgoach to the phenomenon
they are studying. | took a bottom up approactitice research. Not setting out
strictly to test theories, but rather to discoved develop on my own certain

concepts.

Limitations to qualitative methods do exist and imentioned by most authors
who write on the topic (Babbie (1995), Bryman (20Gd Silverman (2010)).
One criticism of qualitative methods is that theg #o subjective and dependent
on the researchers own biases of what he or shiestis important. Another is
that qualitative research is difficult to replicaBecause this type of research is

unstructured and up to researchers own judgmerdefn and process, exact
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gualitative projects are difficult to simulate. Arability to generalize the results
can also be viewed as a limitation. Because quakt@rojects often deal with
fewer participants, the ability to generalize timelings across populations can be
seen as limited. A final limitation | will mentidmere is one of time constraints.
The process of interviewing combined with the taaitsng and an analysis
requires many hours and can be cumbersome (SchegnenStorey 2003: 58).
The more time one gives to each interview leaves ¢@portunities to explore
additional units of research. This is one reasahdialitative studies often have

significantly smaller samples than quantitativej@cts.

3.2 Selection of site and participants

For this research | chose to collect primary dsbareason for doing this was to
gain firsthand knowledge of local residents’ trapatterns. Earl Babbie

discusses the advantage of field research by gtatin

Field research offers the advantage of probingasdite in its natural
habitat. Although some things can be studied adetyuen quest or in the
lab, others cannot. And direct observation in taklflets you observe
subtle communications and other events that mighba anticipated or
measured otherwise (Babbie 1995: 283).

A main goal of the selection process was to constaudiverse group of
participants who matched a specific demographicfiglg research began by
observing rush hour traffic queues in and arouedQklo area. | then started
reading relevant academic articles to what | wdnddstudying. Through this
process | gained an understanding of where a pakeyatp existed in the
research. | had not found many articles or rese@deeling with the
transportation habits of parents with children itheg care and why they chose
one mode over another. Therefore, | made my decisidocus on this segment

of society.
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It was important to me that all people in my sampéze at similar points in the
family life cycle, in other words parents whoseldtgn were between the ages of
one to six and in a day care. To find these pardemegided to begin my search in
different day cares in and around Oslo. Two diffétgpes of sampling were
used to find my participants, convenience saming snowball sampling. In
order to diversify my sample, | made sure to chatesecares located in different
areas. All day cares were selected through conmeaisampling, which is

defined by Alan Bryman as “...one that is simplaiéable to the researcher by
virtue of its accessibility” (Bryman 2008: 183). & day cares were all accessible
to me due to the friends | had working in two of three and the proximity of

the third to my place of work.

Because participants were living not only in Osld in other surrounding
municipalities such as Baerum and Ski, | define esearch area as Oslo and all
surrounding municipalities. This includes Oslo, Beey Ski, Oppegard,
Larenskog, Skedsmo, and Asker with a total areg@88 knf and a population
of 856, 915 in 1998 (Store norske leksikon retree2811). A brief description of
the climate of the research area is important dubis being a research of
transport mode choice. Winters in the Oslo areabeadescribed as cold, dark
and snowy with an average temperature in Janua,8fC. The summers are
characterized as mild with an average temperatudely of 16,4°C (Store
norske leksikon 2011). Both the Oslo area and Mgras a whole are known for

equality between gender and socio-economic levels.

The two contacts | had at the day cares either @btkere currently or in the
past. These acquaintances of mine first approaitieeday care leaders on my
behalf about the research project. After they haderthe initial communication,
my first step was to send an introductory emaihvito letters attached. One
letter was intended for the day care leader andtier for parents with children
in the day care. In both letters | introduced miysay research focus, and a few
details surrounding participation in the projeatthe letter to the day care leader

| asked for help in distributing the second letteparents in an attempt to invite
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participants to an interview. The letters wererdhsted by the day care leaders
through email to all parents. Those interestedamigpating then contacted me

by email.

My approach to the third day care was a bit difiéfeom the first two, as this
was located directly behind my work place in Lygaded | had no contact
working at the day care. | arrived first in persord asked to speak with the
director. | met her and presented my two lettefterfa brief discussion, she
asked that | also send her the letter electroyicallthat she could distribute

them to parents in the same way that the othercdeg/ directors did.

Two other participants with children in Beerum dayes also participated in the
interviews. These additional participants, as aelh few others with children in
the other day cares were found using snowball sagnpchnique. While not so
different from convenience sampling, snowball sangpis explained as finding
additional participants through the relevant cotstadready participating
(Bryman 2008: 184).

| decided to contact day cares in specific locatimnorder to construct a diverse

sample of participants living in specific areasmd around Oslo (Map 1).
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Map 1:General overview of the research area

I knew from having lived in Oslo since 2008 thdtefiences did exist between
populations living in the separate areas. Day dawged in these areas had
various proximities to work and home locations, ehbecame an important
factor in the analysis of the data. It was alsthist point that | figured | would
reach a theoretical saturation point in the colbecof data, a point where “new

data are no longer illuminating the concept” (Bryn2z908: 542).

The participants in my sample were 24 parents, #&% and 54% women, who
had at least 1 child in day care in the Oslo oriBeearea. Parents ranged in age
from 31 to 52 years old, and had between 1 andI@reh. Half of the parents
had two children, just over 20% of the parents tiiaele children, and around
30% of the parents had only one child. The averagerted household income
of participants was approximately 1.1 million NOdéGmpared to an average in
Norway in 2009 of 609 000 NOK (SSB 2011). The hggrennual household
income reported was 1.8 million NOK while the lowess 450,000 NOK.

There was a significant difference in reported mes between those who lived

in Baerum and those who lived in other areas. Tleeame household income of a
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Baerum participant was 1.55 million NOK while theeeage household income
of a participant living in Oslo and other commuestivas 992,777 NOK. 46% of
participants in the sample reported their civitssaas married and 50% reported
living together with their partner. The remainingricipant identified himself as

single. Every participant in my sample reportedihga job outside of the home.

3.2.1 Day cares

VIER day care (Map 2), located at Lillayveien 8 iysaker, approximately 6 km
west from Oslo centre was the first day care | acteid. 54 children between the
ages of 1 and 6 go to this day care and the opémnogs are from 07:30 to
17:00. There are 17 employees working at the des. €r a child to receive a
spot at VIER, parents must apply through the comiywouncil. Children with
disabilities, children of board members, childrémlay care employees, siblings
of children in the day care receive priority in #ygplication process. Living in
Lagasen and other areas in Baerum also gives pradniad of others. VIER is
serviced by busses 31, 31E, 24, and 28 with alstated approximately 300 m
from the day care entrance. Itis also possibkrtive at VIER by taking an
NSB train which stops at Lysaker. The train stofh@vever, 800 m walking
from the day care entrance. There is no metroaon gervicing the day care.
Parking for personal automobiles exists directljramt of the building as does
the possibility to park a bicycle. Four of the 2#tripants had one or more

children in VIER day care.
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Map 2:VIER day care and surrounding public transportatmptions

The NRK day care (Map 3) located immediately belimelNRK Aktivum at
Marienlyst in Oslo, approximately 2.6 km North Wésim the centre of Oslo,
was the second day care | visited. 52 children dges5 go to this day care and
the opening hours are from 7:45am to 16:45. Thexdl& employees who work
at the day care. The NRK day care differs fromdtieer two as a requirement for
receiving a spot in the day care, is that at leastparent must be employed by
NRK. Therefore, children come from all over theagez Oslo area. According to
information from the day care director, there aermore applicants than
available places. The day care is serviced by tobaisi, and metro, with bus stops
approximately 300m away from the day care, trarpps&00m, and metro stops
800m away. There are also multiple parking opti@ndoth personal
automobiles and bicycles. Approximately half of sample had one or more

children at NRK day care.

As this particular day care is intended only fa thildren of employees at
NRK, the day care is located on the NRK campus teettie office buildings.
This creates a different transport reality for thparents. Instead of having to

travel all segments between the home, day carewarkiplace, these parents
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travel only between the home and the work plaéeund after the analysis of my
data that the location had an impact of the trartdpabits of participants. When |
first set out to design my sample, | was not avedithe impact a work place day
care could have on the data. It makes it so th&nps have one less leg to travel
in the daily commute as they only travel betweeméand work. Even though
this was an unintended factor in the sample, iviged me the opportunity to

compare transport habits of parents with a workelday care to those without.
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Map 3:NRK day care and surrounding public transportataptions

Sinsenparken day care (Map 4) is located at LgienvEL in Oslo,

approximately 3.4 km north east from the centr®sio. 60 children between the
ages of 1 and 6 go to this day care and the opémngs are from 08:30am to
17:00. There are 14 employees and 1 director wgrétrthe day care. For a child
to receive a spot at Sinsenparken, parents must #ppugh a community
council. Similar to VIER, children with disabilige children of board members,
children of day care employees, and siblings dticln in the day care, children
living in Sinsen receive priority in the applicatiprocess. As do children living
in other areas in Grinelgkka. The day care is sethvby both tram and bus stops

in close proximity. The nearest bus stop is at@&irlarke, 50 m from the day
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care entrance. The number 17 tram stops approXyrz@0 m away along
Trondheimsveien at Rosenhoff, as does the 31, 88B@1 buses. There are also
multiple metro stops in the area, all between 50énich 1km away. There is
parking available for automobiles directly to theswof the day care and also for
bicycles inside the day care gates. Five of thpa&icipants had one or more

children in Sinsenparken day care.
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Map 4:Sinsenparken day care and surrounding public trantstion options

Possible limitations to this strategy for selectpagticipants could be whether or
not a true representative sample would step forwatdke part in the research.
The way parents were contacted, with a letter exiplig the research questions
and motivations could have had an impact on thepkarReople agreeing to
participate in this way were more likely to be metgted in the topic or affected
by it in their daily lives. Moreover, perhaps certathnic groups were less likely
to volunteer than ethic Norwegians would due tglayge constraints or cultural

difference. These factors could have had an inflaem the final data.
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3.3 Collection of data

As Bryman points out: “In qualitative research,aheis supposed to be an
outcome of an investigation rather than somethiag precedes it” (Bryman
2008: 369-370). | took a similar bottom up approtxthe formulation of my
research questions and to the collection of my.ddta main objective was not
to test a certain theory already in existence inam@a of study, but rather to
produce theory or concepts of my own which mighp meake sense of the social

phenomenon | studied.

23 semi-structured interviews were completed witbtal of 24 parents
participating. Interviews happened over a threetmperiod between the middle
of October 2010 and the end of January 2011. lees/lasted anywhere
between 25 to 50 minutes, and took place in thatioc most convenient for the

participant, either at their home, office, or dayecof their child.

In order to ensure some sort of structure to tterwews, the interview guide
was made and used during the conversations. lair@d questions and themes
to assist me in staying on track during the disomssand to gather appropriate
data. All interviews were recorded on a digitalometer and later transcribed in
full. Having recorded all interviews | was freedrin the need to rigorously take
notes. All interviews, with the exception of twoere conducted in Norwegian. |
assumed that allowing participants to speak irr thative language was
beneficial to the research, even if | was not catgdy fluent myself. During the
interviews | tried to stay away from normative dedding questions. All
participants were asked roughly the same questindsncouraged to give

detailed explanations of their daily and after wbdurs transport habits.

Participants were also invited to take with anlddilt a time use diary after the
interview. A total of 22 time use diaries were give participants and 17 were
returned. Diaries were either picked up at the wabalce of participants or

mailed to my home address. The time use diary wastared in a way so that

parents were to fill out every trip taken duringearormal weekday and one
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weekend. Participants were asked to describe vtheyetravelled, how far they
travelled in kilometers, the length of the tripnmnutes, the mode they chose,
and how they experienced the trip. They were ad&ed to fill in key
demographic information at the start of each diBarents were encouraged to

take the diary with them on the days they weralltthem out.

3.4 Analysis of data

My analysis of the data began towards the middkhefinterview process. It was
at that point | began noticing certain trends spnses from participants. Before
beginning to transcribe, | had an idea of what teeiwould look for in the
finished transcription. Yet, due to the large anamfrdata | had collected, | felt
that detailed transcriptions were necessary inrdalperform a true analysis.
The vast majority of transcribing was done afteadl completed all interviews.

Transcribing of the interviews took three or foumnes the length of an interview.

Once all interviews were transcribed and all traiiaties were received, | began
reading the material. As mentioned, | did havedmaiof the themes | was
looking for, due to having undertaken a literatteeiew previously. Therefore, |
set out trying to locate these themes in eachdrg®n. Initially when starting
to read, | had a color coding strategy planneddeioto highlight each time one
of my themes was mentioned. After moving througtumber of the
transcriptions, | realized that this was not thestredfective way to bring out the
relevant data. | found that it was very commongarticipants to cover multiple
themes at the same time. Therefore, my color coslistem became difficult to
gain information from. | gradually resorted to raegdand taking light notes in
the columns about important information. After aitial read through of all data
collected during field work, | had a more develogedse of what information |
was trying to locate. Nonetheless, | felt the nieckad through all interviews

and travel diaries several times before beginmndraft my results.
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| realized quickly that even more analysis neededaetdone. It was at this point
that | began constructing a large data table wheoeild enter information given
by each participant. Important themes mentionedspedific demographic data
was placed into the table for each individual pgvtint. It was after categorizing
all of this into an easier to read format that Wildocompare across the sample

and develop an understanding of what it all meant.

Limitations could also be described for the methasisd to analyse the data.
Because the qualitative approach to analysis ibaséd solely on numbers, it is
suggested that there is a subjective bias in thdtee It is up to researcher to pull
out and highlight what he or she finds most impart&/hat one researcher
thinks is relevant data could be different fromenth It is therefore that a
common criticism of this approach is the difficultyreplicating the research
done and the trouble of making generalizations ftenresearch (Bryman 2008:
391).

3.5 Ethical considerations

In this case, research ethics standards were fetlaw every way possible. As
mentioned, an initial letter was written and senthe different day cares,
providing anyone with interest the opportunity totipate. At the beginning of
all interviews, | made it clear to each participtrEt no names would be
mentioned in the paper. The decision to fill otinge use diary was also

voluntary.

Before designing my field work questions and styateconsidered the potential
benefits and risks to future participants. Becaafdbe nature of my research, |
came to the conclusion that participants were aiskoto experience negative

consequences from their participation.
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4. Presentation of Results

In this chapter | present my data from field wdrkegin by introducing what |
call thetransport triangle.l use this concept to distinguish between tripepis
take every weekday between home, day care and aodkirips to other

destinations.

| continue by clarifyindhowthe participants in my sample travelled biviside
andoutsideof this transport triangle. Transport mode chasceeparated into
three main categories: car, public transport, aogcke or walk and is compared

across day cares located in distinct areas.

Later in the chapter, data arhy parents choose a mode of transport will be
discussed. Responses are presented in accordatheeftequency they were
mentioned by participants. The chapter concludés avlook at whether
concern for the natural environment factored iftoasing a transport mode.
Unlike all the other reasons participants gavecfmosing a particular mode of
transport, interviewees were specifically askedualioe natural environment.
Most participants did not mention the environmeirihaut being prompted by
the researcher. As mentioned in the introductio, @f my research questions
was to uncover whether or not concern for the a&temvironment factored into

the transport decisions made by residents.

4.1 How participants travel

Parents of small children usually travel to the dase at least once during a
weekday. Because of this, many of my participardgsaviravelling in a triangular
pattern between home, work and the day care. Shigat | will refer to as the

transport trianglesee Figure 1.
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Home

Work Place Day Care

Figure 1:The Transport Triangle

For the purpose of this research, | distinguishvben travelnsideandoutside

of the transport triangle. Parents travelling betwidbeir homes, their children’s
day care, and a work place traugdidethe transport triangle. Trips that are not
between these three locations will be referredsttripsoutsidethe transport
triangle. These are trips to extracurricular atgi such as sport or dance class,

travels to the grocery store, weekend excursides, e

My original intention was to study trips insitlee triangle with the hope to
understand better the travel requirements of pardifiis is important because
one gains knowledge about the impact day care antehocations have on
week day transport. During field work | realizeatlrips made outsidef the
triangle also play a role in mode choice and th#ttaut looking at trips both
insideandoutsideof the triangle, one is unable to conduct a thohostgdy.
Recognizing trips outside the triangle completespicture of the transport

requirements people have to manage.
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Focusing on insidéhe triangle allows one to study individual segrsesfttravel,
and to compare those across the sample. For exaomaas able to look at the
day care location in relation to the home and waldce to see how it affects
travel choice. As for outside the triangle, onengdinowledge of what choices
people make in terms of activities during after kvbours. It was made clear
during the interviews that the after work hours\aii¢s also play a role in the

mode choices of participants.

Table 1 provides a general overview of the modesra with children in the
different day cares use to travel both inside amdide the triangle. Each time a
parent mentioned a particular transport mode, & ecunted once in the table.
Because some parents use multiple modes, the balma are greater than the

number of participants.

Table 1:Travel routines by day cares

Inside Outside
Car Walk & | Public Car Walk & | Public
Bicycle | Transportation Bicycle | Transportation
Baerum | 6 1 1 6 1 1
Sinsen | 3 4 3 5 4 4
NRK 6 7 5 13 5 5
Total 15 12 8 24 10 10

All six Beerum participants reported using the acamableast one leg of the

transport triangle. A few of these parents alsaecaigd using an additional mode
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inside the triangle. For example, a parent whoedrito the day care, parks the
car and then takes public transportation to wotklva counted twice in the
table.

The table shows that the car was the most frequasttd mode of transport
inside the triangle. This was followed by walkingdabicycling and lastly public
transportation. For the trips outside the triangleparticipants reported using a
car at some point. However, this does not necégsaean that they own a car or
that they drive one. Even participants that didewh a car or possess a driver’s

license said that they would at times utilize a car

79% of participants said that the family ownedeatsk one car. Of participants
whose children attended a day care in Baerum, 1@@¥%rted owning two cars.
There were no participants living outside of Baemho reported ownership of
more than one car per family. While a look at tlaee¢l data shows there to be
greater average distances inside the transpangtador those people whose
children attend a day care in Baerum, car ownernsaiferns in this area
potentially indicate not only an instrumental direem towards car ownership,
but also financial and symbolic ones. The averageme of Baerum participants
was significantly higher than those living in otlaeeas around Oslo. The ability
to purchase and maintain more than one car appeateinormal for many of
these participants, having a potential impact on tieey travel. One father (age
31 with 2 children) responded to a question abaubgvnership in his
neighborhood in this way: I: “Do you know any ndigins who don’t have a car
that are making it work? P: Oh god no, everyoneidaus has a car, | can’t
think of anyone who doesn’t have a car”. This fatmade it clear in the
interview that it was quite uncommon for familiegrig around him to not use
the car. When asked further about the number of feamilies own, he agreed

that the average family living around him has taosc
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4.1.1 Inside the Triangle

This section focuses on trips inside the triangtgs between the home and day
care will be discussed separately from trips betwbe day care and work. Table
2 illustrates the mode participants with childrerthe different day cares use to
travel these individual segments in the triangleerage distances are also
provided in accordance with mode and day care. BB#caach mode can only be
used once per segment, the numbers in this tablecgsistent with the number

of participants.

Table 2:Daily travel routines inside the transport triangle

Home to Day Care Day Care to Work
Car | Walk | Public | Avg. Car | Walk | Public | Avg.
& trans. | distance & trans. | distance
Bicycle Bicycle
Baerum |5 1 0 25km | 5 0 1 13.5 km
Sinsen |1 3 0 1.1km | 1 1 2 8 km
NRK 6 4 2 9.0km | N/A| 2 N/A | 2 km*
Avg. 7.5 | 1.1 km | 5.5km 12.7| 4.6 km | 7.6km
Distance| km km

An overall look at the data shows the car as thstipopular mode chosen on
both segments. | found there to be a strong caivaeldetween greater distances
travelled and use of the car. Participants whoeltad farther were more likely to
use the car. The second most common mode of ch@iséicycling or walking.
Participants who chose this mode travelled on @eshorter distances between
the locations.
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Public transportation was the mode least used bnpainside the triangle.
Many participants indicated that the reason theynadit use public transportation
was due to the necessity of travelling with a chlle majority of public
transport users in the sample would use it onlyminavelling by themselves.
This was a common topic of conversation by manydcaing parents. A father
(age 43 with 2 children) said:

If I was travelling alone | would not have had aldem taking the train
(...). I think it might have been relaxing, if ias just me, but when there
are more people coming along for the ride and eslhegvhen they are
children, | believe that it is better with the car.

This father, a car driver who like many other papi@nts said he would most
likely choose the car had he not travelled witHdren, described a common

situation that other parents faced as well.

A mother (age 35 with 2 children) expressed theestimaught: “If | had the
opportunity to drive alone, | would have most likéhken public transport. But it
is because of the kids that | take the car.” Rarefo responded in this way
were car users who envisioned themselves using pudokc transport or even
perhaps bicycling once they were past the poileaig responsible for the

young ones.

An interesting finding from the data reveals thred bnly two participants who
did not make a daily journey between their homethedday care were both
public transportation users inside the triangleeSéhfathers both had partners,
who for various reasons had the main responsitidityrop off and pick up at the

day care.

While some participants said that the proximitythadir home to the day care and
work place was intentional, an equal number claithedl this was a coincidence.
Many of the cyclists and walkers made it clear thair decision to transport
themselves in this particular manner was an atteéonpduce the complexity of
their lives, in other words a decision based orcfrality. One participant, a

father (age 53 with 1 child) expressed during ttierview that he lives and
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always has lived close to his work, in an atteropnheike his life as simple as
possible. He used a Norwegian saying “a ga ovekdsektter vannet” [to go
over the damn after water] to express his desitéanmake things more
complicated than necessary. Yet, an equal numbleikefs and walkers said that
their close proximity to the day care and work pla@s a coincidence. A similar
reality was mentioned by car drivers. When thesernga were asked whether
they put serious thought into transport when chagp#hieir place of living,

around half of the sample said yes and the othHénba

Home to Day Care
Looking specifically at trips between the home #melday care shows that more

than half of the participants reported using thesgeal automobile to make the
journey. The average distance a car driver trag@lethis segment was 7.5 km.
Only one of the car drivers lived closer than 2tknthe day care. Car drivers
mentioned multiple reasons for using their carg ohwhich was the distance
they needed to travel. For these parents takingginansport was not as
effective as the car. There were three car drivérs lived more than 20 km

from their day care.

Comparing the data across day cares allows oreetthe different trends which
exist. More than 80 % of participants who had alifdin a day care in Baerum
reported using the car to deliver the child th@&i@s is compared with
participants from NRK day care, where just undéf dfethe sample used the car

on this segment. From Sinsenparken, 25 % of thicpmts used the car.

It was not my original intention to study a worlapé day care and two normal
day cares. The fact that NRK is a work place dag bad an impact on the data
collected. One main finding was that participanaselled on average greater
distances to NRK than to the other day cares. NR&Kdhildren attending from

all over the greater Oslo area. | found that a watelce day care has an impact on
how families travel. First of all, these families dot travel in a triangular

transport pattern. There is no extra stop at tlyecdee for the parents working at
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NRK. This type of arrangement had the effect oftimy the amount of time that
children spend in the day care, and the parenti#latered was spending more
time travelling with their children on weekdays.daese parents were travelling
to work with a child, they were rarely travellingpae. This could, the data
suggests, impact the way that those parents cliodsvel as parents travelling
distances of over a few kilometers travelled by Eaery participant from NRK
day care who travelled by car had at least 2 adldOne of the participants had
3 children.

All car drivers reported access to an alternatbrenfof transport. Participants
whose children attended a Baerum day care indi¢gh&edus as an alternative to
driving the car. Most of these participants repitee bus service as above
average in terms of frequency and coverage. Yet talthe necessity of making
connections, time used, and comfort it was coneti@an inferior form of
transport. Of the six participants from NRK who sbdhe car between home and
the day care, four reported having access to ditieemetro or bus as an
alternative mode of travel. The other two partioigaa married couple (both age
43 with 2 children) living in Ski county southea$tOslo reported the NSB train
as the only alternative to using the automobiledweel into Oslo on the daily
commute. A car driver participant from Sinsenparkeported having access to a

tram which could take her between her home anccdes.

Of the patrticipants travelling between their horaed the day care, 36 % of the
sample indicated that they either walked or biay@e the main transport mode.
The average distance walkers or cyclists lived ftbeir child’s day care was 1.1
km. While no walker lived farther than 1.5 km fraheir child’s day care,
cyclists tended to live slightly farther. Almost participants who chose this
mode of transport between the two locations liveside of Oslo. The only non
Oslo resident who travelled this way lived in Beaerdrhis mother (age 36 with 2
children) lived next door to her child’s day carelaeported walking between
the two locations. From the sample at Sinsenpark&s of the participants

walked or cycled between their home and the dag. ddrese parents lived on
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average 800 m from the day care. 33 % of the pafesm NRK either walked
or cycled this distance. These parents lived onaayel.75 km from the day

Ccare.

More than half of the participants who walked arylsied this distance did not
have regular access to an automobile. Because plaeseapants lived in such
close proximity to the day care, there was no arieean alternative. For the
participants from Sinsenparken, a possible alter@aould be the bus, as it
stopped right next to the day care. The tram onvmas mentioned as alternatives

for parents from NRK.

The data tells us much about the impact of urbanrphg on transportation
choice. One can see this tendency across the dey. 3he population density
surrounding the day cares appears to have an iropatie transportation modes
used. Day cares with a higher population densityosinding them are more
likely to have a higher percentage of the attendbe@sy brought on foot or by
bicycle. The opposite is true for day cares surdaa by lower density housing.
These day cares are usually arrived at by careaavlrage distances parents are
travelling is greater. Although NRK day care hasradees who live all over the
great Oslo area, there are also many who livedinvtkm, increasing their
probability of walking. For Sinsenparken, this pedvrue as well, with 75% of
participants travelling there either by foot orlmke. Participants travelling to
Baerum day cares, on the other hand, where theerg&@tlintensity is at a much

lower level than inside Oslo, were more likely &euhe car.

Only 9 % of the total sample reported public traortgtion as a mode between
the home and day care. There were no parents fl@nuiB or Sinsenparken who
travelled by public transportation. Parents whalubese options travelled on
average 5.5 km. Participants travelling with pulblansportation were both
mothers who had one child attending the NRK dag.c@ne of the mothers (age
36 with 2 children) travelled using a mixture osband metro. This mother

reported no alternatives as she did not have a&idsilicense and lived too far to
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walk or bicycle between the two locations. The othether (age 36 with 1

child) used the metro to travel between the twe &hid that she could have
chosen the bus instead of the metro as the alieertaut that she enjoyed the
metro, describing it as the premier form of pultlansportation available. She
also mentioned that at this point in her life, wathe child, she sees no need to
use any other form of transportation. She wentoasay that even with more than
one child the metro would be a good alternativeweler, she expressed a

different opinion when talking about the bus araahtr

(...) if  were to have more children, it would bengpletely impossible for
me [to continue travelling the way | do], | just wd not be able to do it, it
would be a very unpleasant situation if | was gdimgelay on the bus and
tram. (...) If  was going to travel with two children a tram, maybe |
would have taken the car.

A major trend that stuck out from the data is fmtents who travelled with
children avoided taking the public transport sexvithey tended, instead, to use
modes, such as walking, bicycling or the car whiedy were in control of in
terms of schedules and operation. Even if a ppdrtilived in close proximity to
the day care, the tendency was not to take pulalicsportation, but rather walk

or hike.

Day Care to Work
The travel data for the journey between the dag tamwork is limited to

Sinsenparken and VIER day cares. As mentioned\Ri¢ day care is located
right next to the work place. Therefore, parent®wiork at NRK do not have to
travel a distance of significance between the waations. Analysis of the travel
between the day care and the work place is themdbasly on people not
employed by NRK and two participants with spousegastners employed by

NRK working in other locations.

Approximately 50 % of participants that travellezgtween day care and work

used the car. The average distance that car dipanticipants travelled between

these two locations was more than twice that oftwhaublic transport, biker, or

walker used. Baerum participants were the mostyfiteluse the car on this leg
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with 83% of the sample from this area choosingg® tine car. At the other end
was Sinsenparken participants. Only 25 % of whal tise car between day care
and work. The average distances that a car dreported travelling on this
segment of the triangle explains why they haveswthe car. The alternatives
were not a viable option for them, as the amourdafitional time they would

require was too great.

The distances travelled by walkers and bicyclistsed, with an average of 4.6
km. 25% of the sample walked or chose the bicyakedegment. No Baerum
participant chose to walk or cycle this distanchilevone from Sinsenparken
chose the bicycle and two parents from NRK who wedrk other locations
biked and walked.

The remaining 25 % reported that they use eithebtis or metro as the main
mode of transport between the day care and thek place. Two of these
participants were mothers. One mother (age 33 vithildren) travelled
approximately 5.5 km between the day care and loek.v&he reported no
alternatives to her choice of travel as there wag one car in the family which
her husband used on a daily basis. The other m¢dher39 with 3 children)
travelled 15 km between the day care and her w&ik.did have the possibility
to make the journey with one of the two cars awédor use in the family, but
chose not to. Her reasons were that using the aammore time consuming due
to the congestion she had to deal with when trangelh and out of the city at
rush hour. This mother also mentioned that shendtdike driving in the city.
The third participant, a father (age 31 with 1 @dhihdicated the bicycle as his

only alternative to taking the metro between the kwcations.

A much larger percentage of the participants clpod@ic transportation on the
day care to work segment in the transport triatighe on the home to day care
segment. This information coupled with analysis@ihmentary made by parents

during the interviews makes clear a tendency thegmis shy away from using
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public transport when travelling with children. Pats are more likely to travel

on modes that they have control of such as thebaaycle, or walking.

4.1.2 Outside the Triangle

Travel habits outside of the daily transport tri@ngere also discussed in the
interviews and noted down in the travel diariegeR&s indicated a variety of
activities and locations they were travelling taaBples were to children’s sport
events, to visit relatives and friends, to buy goatthe store, and to take part in
the Norwegian tradition of visiting a cabin outsifethe city. The data on how
parents reported travelling outside of the transpangle will be compared to
the data on how they travelled in the triangle.&mse transport is much more
varied during the after work hours and on weeketigsfrequency at which
parents choose a transport mode for other trigss@ussed using 3 categories:

Main moderegular userare use

Participants who did not mention using a mode oo ®éid it was of seldom use,
were counted undeare usefor that mode. When a participant said that they
travelled with a mode on a somewhat regular basisbining this mode with
others to move around that commentary was countddruegular use
Participants who said they travel primarily witheomode and none other for

trips outside of the triangle were counted undain modeThese participants

did not indicate any other mode they use regulatther than the car. A trend
appeared in the data which suggested that peoplecthubse the car tended to
stick with that mode, rarely branching out to use ¢ther ones. The opposite was
true of other modes, where participants indicatdzing a mixture transport

forms to get around.

All participants mentioned riding in a car outsifghe transport triangle. This
ranged from people who would occasionally catctda with friends and family

to those who used the car on a daily basis. Alrabsif the parents who
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answered that they drive the car as the main matide of the transport

triangle also indicated that they use the car @ thain source of transport on at
least one of the segments of the triangle. Moreawany parents who did not
choose the car inside the triangle reported trengeWith the car outside the
triangle. A father (age 31 with 2 children) whointawalks to and from work
and the day care reported that his family regulaskys the car for other trips. The
most common of these trips would be when visitimgnids and family not living
within walking distance, when purchasing a largeant of food at the grocery

store, and also when travelling to the mountairthiédfamily cabin.

Another participant, a mother (age 31 with 1 childjo reported cycling as her
main mode of transport in the triangle, said herifiadrives the car for various
activities during the weekends. One of these wasaiel to her parent’s house
on Sundays for dinner. She explained that tragkvth other modes was

simply not convenient enough for them.

(...) if we are to go there for a Sunday dinnersivery easy for us to take
the bus down to Oslo central station and then tagerain out to
Lillestram. But this way we would use about an homipublic transport,
and in addition it costs us a lot more money ttavei were to just drive
the car from here and out to Lillestrgm in 15 masutWhen we are three
people | figure that we are three people in a adrtherefore not so
damaging on the environment as if one single pehnsahdecided to make
the same trip with the car.

The situation described above was common acrossathele. Not only was the
car utilized regularly by parents outside the gilarby parents who also used it
regularly inside the triangle, but moreover, thewas driven outside the triangle
by parents who chose other modes inside. Pargmisteel no less need for the
car during after work hours. In fact, the data sggg that the car was in more

need at these times.

When trips were 1 km or less, participants in taegle reported a higher

tendency to walk, whether that was taking the ctalthe neighbors for a play
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date or to a close store to purchase a few needetitems. Bicycles were also
ridden occasionally on weekends and at after wotk$ias a mode of
transportation. A father (age 43 with 3 childrerfjonn every other instance
indicated the car as the main mode of transposgridged in his travel diary
cycling with the family 3 km on a Saturday to vigihearby beach. He also wrote
that he rode the bicycle when making a 1 km jourmey Sunday to play tennis

with his wife.

When patrticipants were asked to respond to hovwéetly they either walked or
bicycled on trips, the answers differed from thag® chose the car. Bikers and
walkers tended to use a mixture of modes on otips. fTherefore, these were
never reported as main modes. The percentage tafipants who said they
regularly walk for trips outside of the triangle svaround 30%, while the
percentage of those who said they rarely walk vids.7As for the riding of
bicycles, 21% of participants said they regulads the bicycle for making other
trips, while 79% reported they rarely did.

A little under half of all participants said thegke public transportation regularly
outside of the transport triangle. All other pasesdid they rarely ride on the
public transport. No one used this mode as theinmad only source of
transport outside of the triangle. Although parefitsshow a tendency to travel
on the public transport with children more ofteriside of the triangle, this did
not match the number of parents who claimed to pak#ic transport when alone
inside the triangle yet only use the car outsidenvtnavelling with the family.
Participants as a whole were more likely to usectreoutside the triangle than

inside.

Participants who reported driving the car on a la&glasis were very likely to
report only the car as their mode of transport.sehearticipants were more likely
to live in areas where the car was needed to boy &b the grocery, to deliver
children at extracurricular activities, and visiehds and family. These people

said they rarely use any other mode of transport.
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On the other hand, Parents who reported one afdheautomobile modes of
transport for trips outside the triangle reportedigture of modes and not just
one. For example, almost all parents who repoitédg the bicycle regularly

also reported a higher frequency of walking andhigpublic transportation.

4.2 Reasons for choosing a transport mode

This section presents datawhy parents chose their main mode of transport.
The top five most mentioned reasons for choositrgresport mode; time, ease,
enjoyment, freedom, and comfort are presenteddnrdance with the frequency
which they were discussed in the interviews (sbkta below). The

explanations given by car drivers are comparedcantrasted to answers given
by non car drivers. Behavior change due to enviemtal concern is discussed at
the end of the section. Because one objectiveeofdbearch is to uncover
whether or not concern for the natural environnfactors into transport mode

choice, all participants were asked how this playsal their decision.
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Table 3:Justifications for choosing a mode of transport

Justification for

transport mode choice

% of participants who

mentioned this reason

Time 79%
Ease 66%
Enjoyment (positive or

I (P 54%

negative)
Freedom 45%
Comfort 37%

4.2.1 Time

When asked why participants chose to travel witlaicular mode of transport,
79% of participants mentioned time use as an inapogart of their decision.
Daily time pressures were mentioned by these paatits as one of the main
reasons why time was such an important factorainsport. The following data
examines how participants talked about time as@ifan everyday life. It also

shows how participants perceived the impact thmbéde of transport can have

on time use.

Car driving participant’s perception of time difer from non car users. The car
was often described by drivers as a “time savingmme” enabling families to
make the day come together. One mother (age 362nthidren) described it by

saying
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One is completely dependent of being on time. #$® not so nice that
the children have to be in the day care from 7:30ati 17:00. The car
enables me to arrive on time at all of the placesdd to reach, allowing
for the day to function correctly, so for that r@aseveryone, or should |
say, we, are dependent on the car.

This mother felt that she was unable to achievly dasks without using the car.
The amount of distance she was required to trawtklae time constraints she

was working with made it a necessity.

It appeared after analysis of the data, that dsedy had more complicated lives
in terms of time pressure. Many car drivers haghaéncy to live in areas where
use of a car was necessary in order to arrivenoa to daily tasks. Two
interesting findings emerged from the data. Th&t firas that car drivers were
more likely to discuss time pressures and the heedve time than non car
users. The second finding is that car drivers agoe® travel greater distances
than non car drivers. A question which must be poad is whether or not the
car driving participants chose their place of lgyiirst and then found out that
they needed a car, or whether the car came fllstyiag them to structure their

lives as such?

Participants who used modes of transport other tih@mutomobile also
mentioned time use as a reason why they choseattieigar mode. When time
was mentioned by these participants, it was toamnhat they did not feel as
though the car would have any time saving impacewieey to use it instead of
the mode they chose. Instead of seeing their choeele of transport as
something that saves them time, they describesisbanething which was
comparably as fast as the car. Although some nodrogers did say that driving
the car would be slightly faster, they also sadat they enjoyed the mode they
used, and the extra few minutes were not enougfflteence their mode choice.
Lack of time was mentioned less frequently in thteriviews and travel diaries of

those who chose other modes of transport thanahe ¢

When describing “wasted time”, non car users algegather different
descriptions from car users. Car users describetieddime as time sitting at
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public transport stops or having to make all ofst@ps along a public transport
route. Two car driving mothers described takingliguibansport as similar to

being on a “milk route”.

Mother (age 40 with 3 children)

I: What is your opinion in general on the accesgublic transportation in
Oslo, or out on Snargya?

P: Out here, there is a bus that goes every 16 anitiutes, so in that way
one can say that the offerings are good. Butthias the bus follows what
is similar to a milk route, you do not travel frghto B, instead you have
to stop in all the stops in the world on the way...

I: And that takes time?

P: Yes, it takes lots of time, and it is time itoes down to all of the time.
And the whole part of standing around and waitthg,bus does not go
whenever you are ready. So therefore must yowsjasid there and wait
and then it takes time to travel, and on top gbit have to walk to and
from the bus stops.

Mother (age 36 with 1 child)

P: My daughter attends a dancing training in Grigrkdia every Monday,
so we have to take the bus over to Torshov ande¢hange over to a tram
to get down to Grunerlgkka. It feels like we areaomilk route. And it is
very difficult and very crowded and | think thatradst every other time
that we experience that the doors shut on us,esortty daughter begins
to cry and gets scared and so on.

Car drivers also said that taking the public tramspr travelling any other way
took time away from the opportunities they had ¢onth their family. On the
other hand, non car using participants were méedlito describe “wasted time”
as time spent in traffic jams or travelling an ucessary number of kilometers

between locations.

Time used in transport was not only reported byigpants as a reason why they
chose their main mode of transport, but also &asan why their families had
decided to move from Oslo back to where they amfrOne of the mothers (age
35 with 2 children) who mentioned her families fetimove out of Oslo, said

that the time required to travel the 25 km betwieenhome, day care, and work
place in the city was too much. When asked whyfdmaily chose to live such a
distance from her work and day care, the mothgraomeded that space and a yard
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for her children was very important, and that she laer husband could not

afford the space they preferred any closer to itiye c

P: It is the only place where we could get a re&yi big house with a
yard at the price we had money for.

I: So you would rather have a yard and a house jivealouse you said?
P: It is the end of a row house. We are on the smdve have the yard
around us.

I: Yeah, because for some people a yard is verpitapt, while for others
the yard is not as important.

P: Yeah, | grew up with a house and a yard, selltfet it is very
important, especially for the children where thayd the freedom where
they can run out in the yard and play. And nottrigit in...We lived in
Grunerlgkka before, and when | became pregnanttivitlsecond child,
and the first had already grown quite a lot, itdraee very stressful
because | had to constantly keep an eye on thafhtahes, there was a
lot of traffic and people around...l am not a cityl.dit all about having it
more calm around the family.

A second mother and father (both 31, 1 child) bvirear the centre of Oslo in
Grunerlgkka also mentioned their intention to moueof Oslo in the near
future. Similar to the other family previously memed, this mother and father
reported that the time they were using to travélvben the home, day care, and
work place was simply too much and factored in@rtbecision to move from
Oslo to Trondheim. When the mother was asked innieeview why she chose
the car as her made mode of transport in the tieaspe responded by saying:
“For me it is impossible to use the public transpldd am going up to the day
care and then on to work from there, it will sSimply too much time...it would

take me 1 hour and 45 minutes one way.”

This couple described their inability to place thahild in a day care closer to
their home in Grunelgkka as the main reason whiy ttensport situation was
unmanageable without the car. They said that movauk to their home town of

Trondheim would decrease the time they were requoeise on transport.

A tendency for parents to move out of central locet after having children was
common in my sample. Multiple participants mentid@ewillingness to sacrifice

a short commute to work and other locations in ofdetheir children to have a
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yard to play in and to be brought up amongst athddren of the same age in a

safe environment.

All participants living in Baerum discussed time @asea main reason why they
chose the mode of transport they did. One mother 86 with 2 children)
mentioned time as the main reason she chose th&reaelling the 18 km
between her home and work place was twice as filisthe@r own car. She also
described feeling less pressure in the afternocgrnvithcame to arriving on time
to pick up her daughter at the day care. Anothahargage 36 with 2 children)
living in Baerum also described time pressures asithin reason she chose the

car:

I:How do you feel the access to public transpastats in this area?

P: Very good! yes.

I: So it is not the reason you and your family darse it?

P: No, it is delivering our children at the dayecdf | am going to try and
be at work between 8am and 8:30am, and if | wereséothe bus and have
to get off at the day care and deliver and therogehe bus again, it
would take quite simply too much time.

I: Soit's a question of time.

P: It's a question of time, yes. Because the adsas®re, and | am very
happy with public transport, as long as the acegeod. So it basically
boils down to the amount of time it requires.

In an ideal world this mother said she would glagdg another mode of transport
as she was not particularly fond of the levelsasfuse by parents today.
However, because she lives where she does angused to travel she

explained that she was stuck using the car, at feathe time being.

Participants living inside of Oslo reported a slighifferent realitywhen it
came to time and transport. Although time was aisationed as a factor, these
parents were less likely to describe a constarg-sBqueeze as the reason why
they chose a mode of transport. A mother (age 44 Wvchild) who reported
bicycling to work the majority of the year, mentezhtime and the bicycle in this
way: “One benefit of using the bike is that ithe tabsolute fastest mode | have
access to when travelling inside the city” Whilestmother did mention one
reason for choosing the mode was because it wéaaliselute fastest”, she does
59



not focus on the fact that the mode of transpatdiose is the only mode able to
take her on time to various locations inside tregle. This mother did not
express a dependence on the bike to arrive on limagead it was talked about as

more of a bonus.

Fewer participants talked about time as a crueietior in the travel they were
doing outside of the triangle. Nevertheless, aiant number did discuss the
automobile’s speed as playing a key role in thespartation to extra-curricular
activities. One father (age 44 with 3 children) madvery clear when
responding to the question of why he used the ftar work hours:“If I didn’t

use the car I could never reach my kids games h@ayged at 17:30 out in
Baerum or way up at Oppegard”. This father explaithed his children’s
schedules in the after work hours required usenaisomobile. There was
simply too much distance to cover. Other parehistilated a similar situation,
where taking a slower form of transport other ttr@car was not an option. Too

much was going on at various times.

4.2.2 Ease

Ease of use was the second most frequently meutijoséfication for choosing
a mode. This reason was used to describe all mgges Modes talked about as
easy to use were alternatives that parents saitreeljittle thought. Moreover,
they were options that were flexible in terms gbai¢ure times and routes one

was travelling.

66% of participants mentioned the ease of usingresport mode as the reason
why they chose it. Of the parents who describet thedes of transport in this
way, nine chose the car, four were metro usersetbhose the bicycle, and two

were walkers.

L A father (31, 1 child) and a father (31, 2 chilirevere counted twice as they described their reémo
choosing two different modes of transport as ea@bg.first father (31, 1 child) described both hislkto
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Of the nine parents who described using the caauseit was easy, one father
(age 33 with 2 children) described the car as mest complicated than the
alternatives, especially since he had two smaltioém he had to transport over 7
km each way from home to the day care. When thisefebegan talking about
using any of the alternatives to the car he desdrlibw much more difficult

those would make his daily trip:

We have two children that attend the day care aengy job at NRK, 7
km from where we live, and | am the one transpgrtivem to and from
the day care, therefore it is easiest with thel€amvas going to take the
metro so | would have to walk a short distance betwmy house and the
metro station and then | would have to walk a neddy long distance here
to arrive at the day care. (...) yep, it is more cortafble to drive and
easier.

This father talked extensively about the distanegvbuld have to walk with his
children if they were to take the metro to Majoestuand also about the lack of
space on the metro for his stroller. He made #rcthat travelling with two
children multiple kilometers alone was not an dffexor pleasurable way to

travel.

Another participant, a mother (age 43 with 2 cldfgrwho brought her two kids
to the day care in a car, also described the adidenas the easiest form of
transport. She said that the car enabled hernsyiat the entire family from A
to B without making any transfer and also thatdidenot have the insecurity of

worrying about whether or not the train leavesioret

We live far away it is 25 km to drive. And | wilelwe my two children
with me, one two year old and one five year old.e/éhwe live the only
public transport option would be the train. It ey unsure if it goes and
when it goes, especially when it is winter and calad to use that with
two children, that we see as very challenging...soefore we drive the
car, it takes some time, and there is a lot ofitidbut still it is the easiest
for everyday travel.

the day care and his ride on the metro as easysdtwnd father (31, 2 children) described botiwaitk
to the day care and work and car use on the weslanbtoth easy.
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Ease of use was connected with flexibility. Parersisg the car used the word
ease and flexibility to describe similar benefiteypded by the car. Ease of use
for the mother above was advantage of not havirvgatib on the train platform

and to travel on a specific schedule or risk baifigcted by a delay.

Four parents reported using public transportataore specifically the metro,
because of how easy it was to access and travéllloof. the participants
describing the metro in this way used it to aravevork. A father (age 44 with 2
children) who used the metro to travel directliyesn his home at Carl Berner
and his office in the centre of the city, descrilieel mode as very easy and
convenient for his needs. This father said thay \itte thought had to go into

taking the metro, as it departed often and theme wery few complications.

As mentioned, all the parents who used the word &agistify using public
transportation were metro users. Of these partitgpanly half were travelling
with children. Therefore it was quite rare thataagmt travelling with a child

used the word ease as reason why they chose tlie ahsport.

There were also three parents who cycled who desttheir choice as the easy
option. One father (age 52 with 1 child) describexdchoice of using the bicycle
as an attempt to actually keep his life as easysangle as possible. He said that
wanting to ride a bike to and from his work andakiday care forces him to

live within a relatively close distance of the tviberefore making is travel life
much more simple and easy. This father mentioned ehuse as the number one

reason he chooses the bicycle on a daily basis:

I: Why do you choose the bicycle as your prefemexdie of transport?
P: | choose the bike because it is the easiastthe best way to move
around in relation to where we live and where wekwbwork at NRK. It
takes 10 minutes to cycle one of the ways and dmiynutes to cycle the
other. It is quite simply the easiest.

The two parents who walked both described theimeys as the easy choice
amongst others. This way they were not dependeangroutside machine or

having to wait in order to make the required joyritethe transport triangle.

62



Ease was also mentioned as a factor for why pachatse a mode of transport
for other trips. A father (age 31 with 2 childret®scribed his families use of the
car as “more luxury, than pure necessity”. He laégd on the weekends it was
much easier to use the car to arrive at destinatioat were not within walking
distance. This father who lived in St. Hanshauge®slo, said that in actuality
his family did not really require a car to accorsplivhat they needed to.
However, because they already owned the car amasiteasy to use, they took
advantage of that. A mother (age 39 with 3 chiljliedeo described her and her
families use of the car for trips outside of thartgle transport as a matter of
ease. She described in her interview that withetlcreldren it was very difficult

for her to use any other mode.

Participants using all the different modes mentibease as a reason why they
chose to travel with that particular mode. The nsoaere likely to be described
as easy to use were those driven by the individdiaé might assume that a mode
driven by someone else might be easier. But ferdemographic, travelling with
small children, the public transportation optiorsrevthose less commonly

viewed as easy.

4.2.3 Enjoyment

A common method used by participants to explain titey chose a transport
mode was to describe the way in which they enjays&dg it. Instead of
describing the mode simply as something that tramegd them from A to B,
many participants also said that they chose threfiepred mode of transport
because they derived enjoyment from it. Participarfiten described the
enjoyment of using the car or bicycle as justifmas for choosing those modes.
Public transport and the car were, at times, erpthas options that were not

enjoyed.
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Three of the twenty four participants describechgghe bicycle as their main
mode of transportation in the triangle. All threemhoned enjoyment of cycling
as one of the reasons why they chose the bicydlge#rsmain form of transport.
What these participants described as most enjoyetde using the bicycle
varied slightly. A mother (age 31 with 1 child) dabed how she enjoyed the
bike because it allowed her to work out every magron the way to work, as her

ride was approximately 10 km and mostly uphill:

(...) itis the mode that for the most part is theiest and enjoyable to use.
Now | have about 10 km to my work, and when | stapdn the morning

it is very easy to jump right into my bicycle clethand cycle up there,
and | can take a shower up there, and then | hattergto work out a bit
and | have not used any more time than normal liettibded to drive (...)
At work we have also a workout room, so then | wamnk out a few days a
week, lift weights when | get to work. So | use bike as a warm up on
the way to work, so then | get both to work outtloa bike and also use it
as a mode of transport.

Another mother (age 44 with 1 child) also describhedbicycle rides between
her home, work place, and day care as a pleasugapkrience, providing her
the opportunity to get some exercise during the/d@mmute. She also
discussed enjoying the fresh air, especially omtbening cycle to work. A
father (age 52 with 1 child) who also cycles to &odn his work and day care
described how the cycling with his son gave theendpportunity to look at
nature and talk to people along the way. Majorattons during the cycle to
work and the day care were small animals such@srety and also digging
machines that were sometimes parked along the Tdaslway the father said he
was able to spend quality time with his son, haw@rperiences they would not
otherwise have had. He also said he enjoyed thglisity of the bike ride. Yet,
an important variable to consider when lookinghat parents who cycled was the
fact that they all three had only one child. Pgrtats with more than one child

were unable to cycle and less likely to utilize medther than the car.
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Out of the five parents who said they walk, thresalibed the journey as being
an enjoyable experience. A father (age 31 withilddescribed his walk to the
day care in the morning with his son in much theeavay as some of the
parents who rode the bicycle. He said that the IMatk with his son gave them
the opportunity to look at the nature present alivegroad. He also described his
son’s request to always stop at digging machindgbaahey could take a closer
look. Another father (age 43 with 3 children) whalks between home, his
work, and day care at NRK described the enjoymerard his son gain from the
walk, stating many of the same reasons as thesttWérile this father also
admitted that his enjoyment level decreases draalbtiwhen it is extremely

cold or rainy, he said that for the most part thas not the case.

Parents who used the car also described the enjayohdriving. While a few
described the car as simply a means of transpmrt éme location to the next,
others saw the car as something else. A mother4ageéth 2 children) said that
driving a car was not only to travel from A to Bytlvather a pleasurable
experience, something she enjoyed about her damynaute. While this mother
did not go as far as to call herself a car entlstissdne did describe herself as
being above average for women in terms of intdes& for nice cars and a

desire to drive:

P: 1 like it a lot. | really like to drive a carhét is one part of the picture
(...)

I: Can we talk about that? What is it about thetbat you like? Has it
always been this way? Since you were 18 years old?

P: Younger than that actually. Ok, | am a womart,|have always been a
little bit interested of cars in a way that | haleays known car brands, in
other words | have followed car brands since | wvasg, | was interested
back then. Because we live in the center and doeed two cars, we
decided to put a lot of money into one car so weshzeen able to buy a
relatively expensive car.

I: And you are happy about that?

E: Yes, because i like cars, | feel that a canferis not just from A to A.

It is an experience for me to drive my car. Thédbrssure.
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It was clear in the conversation | had with thistineo that she was very
interested not only in driving, but also in thead# having a nice car. This was

something that the mother took great pride in.

A father (age 35, 2 children) talked about his 2Qute drive home from work as
an enjoyable experience. He described in detaihduhe interview what he

liked about this time to himself:

P: 1 don’t like my way into work, but | enjoy my wdome (...) it is my
release at the end of a long day. It's fun to dhiwene, in the morning it is
not.

I: And what do you do differently? Is it becauselad traffic?

P: Yeah, | mean it takes 18 minutes, | just crhisme. | don’t break any
laws but yeah, music, my own space, | can leavewieant. It doesn’t
depend on the schedule or potential break dowdglays with the public
transport.

This father discussed the enjoyment he receives the car in a bit different
fashion from the others by highlighting a particytaurney. For this father, only
the car could provide these few precious momenewie was alone and could
“cruise home” with his music and at the pace hetednt was a time when we

was not in the office and not at home. It was inetto relax.

Another father (age 31 with 2 children) said thagrethough he walks or bikes
to and from work and the day care he does enjoyrdyia car when having the
opportunity. He described it as a comfortable fegeto drive the car on a nice

sunny day in the summer out of town:

P: But it is true that if it is summer and nice tea and you have put on
the summer tires, and the car is sitting nice enasphalt, then it is of
course a comfortable feeling. | like to drive cars.

I: So you like to drive out of the city to the caBi

P: Yes, | don't think there is anything negative@sated with that. | think
it is just nice.
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This father was one of the few who did not chodsedar in the transport
triangle, yet who enthusiastically described usirigr other trips. He made it
clear in the interview that his and his familieg wé the car was for the most part

a matter of enjoyment and that he could not sasag of total necessity.

Participants who described using public transpionadid not focus as
enthusiastically as others on how much they enjagag that particular type of
transportation. While some did describe modes bfiparansportation in a
positive light, enjoyment was typically not at tlog of the list for reasons why.
Aspects such as speed, ease of use, and comf@itmoge commonly
mentioned. The one mode of public transportatiah Was described most often
in a positive light in terms of enjoyment was thetra, which could provide

certain participants the opportunity to relax wialeroute.

Although many participants described travellinghatiieir main mode of
transport as an enjoyable experience, others weitarent or even negative
towards the travel. A father (age 43 with 2 chilgrevho used the automobile to
transport him and his family between the home, waekce and day care
described the experience as a “must” and facfefluring the week. This father,
who drives a total of 50 km roundtrip every weekdath his family, did not find
driving the car as enjoyable. Parents with thetgstalistances to travel were the

ones most often saying they did not enjoy the nibdg used.

4.2.4 Freedom

The word freedom was used as a reason why a typansport was chosen.
Definitions of freedom in the online Merriam-WehsBictionary are “the

quality or state of being free” “the absence dafessity, coercion, or constraint
in choice or action” (Merriam-Webster DictionarylA(). 46% of the participants
mentioned the freedom that a mode provided as btieegeasons why they

chose it.
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Ten participants in my sample mentioned freedothéir travel diaries or the
interviews. When using the word freedom parentsril@sd not having to stick

to a group schedule or travel with others in closeimity. They also were keen
to emphasize their ability to live where they wahtsince they were not bound
to any other form of transport to arrive at neeld@dtions on time. Flexibility
was also mentioned alongside and interchangealtyfrgedom by parents when

speaking.

Most of participants using the term freedom to désctheir transport mode,
were using the automobile, both inside the trartgpi@angle and also for other
trips. One mother (age 41 with 2 children) said #te chose the car because it
gave her the freedom to choose the fastest roukeioway to work: “(...) what

I mean is that when | drive the car | try and tdkeroute which allows me to
arrive fastest to where | am going. It is very imtpat for to be travel quickly to
my destination”. She said that she will often cled#ferent routes to work and
the day care depending on the amount of trafficetieein other areas. One
reason she had trouble choosing the bus or metravel in the daily transport
triangle is because they always must stick to #imesroutes, whether there is
traffic or not. Another parent who mentioned freedeas a father (age 43 with 2
children) who also chose the car to travel betwemme, work and the day care.
He mentioned the freedom of not having to depentherpublic transport time
schedules. The delays and cancellations which imetie past affected the NSB

train service were also mentioned by this father:

We always use the car, it is our main form of tporsand the reason why
it is because of the freedom it provides, the Bdity that it provides, that
one is completely independent of time scheduldsydeof course there
are the delays in the traffic, but we see the pubdinsport as not good for
our use, quite simply. And it is too unreliable niy opinion anyway. Did
you follow the media last winter? The delays witBB..and | am
supposed to stand on a train platform and waitifertrain for 15 minutes
with a two year old and a four year old. ForgedNd, it just doesn’t work.

Because he and his family live 25 km from Oslavyats vital for him to have a

mode of transport which was dependable and cagditensporting them in a
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timely fashion on trips inside the triangle. A mextifage 35 with 2 children) who
also lived more than 20 km from her work and dag @ NRK gave a similar
description of the automobile. This mode of tramshe said, allowed her the
freedom to travel with the entire family plus bedorgs from home and into the
city without the stress of switching from one traort to the next or discomfort

of an unhappy child.

Parents, who used the words freedom or flexibibtgescribe modes of transport
other than the car, gave different examples. Thgcke was described as
providing flexibility in terms of parking at worlOne mother (age 44 with 1
child) discussed the lack of parking places fos@rher work place in the centre
of Oslo. She said that riding her bike made parkiexy easy as she could park
right next to the entrance of her building. Anotparticipant, a father (age 31
with 1 child) who used the metro between the dag ead work, also described
the freedom of not having to look for parking whHenarrived. He described not
only the freedom from not having to find a parksmpt but also the financial

freedom of not having to pay for one either.

The one mode described most frequently as providisngsers with a sense of
freedom, was at the same time also appearing koitecisers in. Many car
drivers said that they used this mode becauseedi¢é®dom it provided. Yet,
these same parents who in one sentence were takmg freedom were in the
next sentence communicating dependence they h#tearar. This paradox was
prevalent in the data amongst car users. A motdge 43 with 2 children) used
the word freedom in her time use diary to descwbat she liked about the car.
In answering the next question in the diary, thather wrote that she felt as
though sitting in traffic jams everyday to and frerark was a hopeless
experience. She described in the interview thafalhécked to the car as it was
the only way she and her husband could transpeirt titvo children and
themselves the 50 km daily that they travellechmtransport triangle. This
freedom - lock-in paradox was evident not onlypeaking with this mother, but

with other parents as well. Car driving parentsststently described the car as
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something which provides them freedom, yet alsoetbing they have become

completely dependent on and unable to move away.fro

A father (age 43 with 2 children) also used thecdbed the freedom provided

by the car just a few sentences before talking ebewng locked-in to using it.

P: It is the car because of the feelings of freedqmovides in my opinion
(...) The biggest reason that | use the car isléxéoility (freedom) it
provides. That is number one. (...) that | am notedelent on another
person or group of people to transport me from B.1to

I: Do you feel that you are locked-in to using @& to arrive on time at
all daily tasks.

P: Yes, | feel that way. For us it has become weatise the car as a
solution to the problem, we have access to it @amduse when whenever
we need it.

I: And how do you feel about that? How do you ex@ese a trip in the
car, is it stressful, do you see it as an oppotyiioirelax?

P: Itis a must. You don't really get much done lelwavelling, and there
are quite large variations in traffic, sometimeis ibkay, but for the most
part there is a lot of traffic and traffic jams gagssive drivers, and at the
end of the day, many others are tired, | sit asigi to the radio and try to
just disconnect the aggressive part of the expeeian least.

This father felt totally dependent on the car tavarat the majority of
destinations. Yet, he used the word freedom tordesevhat the car provided
him and his family. This was not uncommon in theagke, creating an
interesting contradiction. It appeared as thoughniode that was making its

users feel free was also locking its users in.

425 Comfort

A participants comfort, both physical and mentaiew travelling was frequently
mentioned as an important variable in the decigia@king process. Eleven
parents used the terms “comfort” or “comfortable”aareason for choosing a
main mode of transportation. This was anotherfjaation that was evenly

spread across all modes, with people’s opinionslaft comfort meant being
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quite different. The only modes of transport naa@ed as comfortable were

the bus and tram.

A father (age 31 with 1 child) who walks with hisild every morning from his
apartment to the day care and then onto work, tdestthe journey as first and
foremost comfortable. He said that walking outsidi the fresh air and space
around him was a more comfortable alternative talimg the tram or bus, also
available to him for the trip. This father, who csvand uses a car, mostly for
other trips outside the transport triangle, exprddhe importance of comfort
when travelling between locations: “I: Why do ydwose to walk on the
weekdays? P: Because | feel that it is easy amdb&sause it is comfortable to
be outside walking.” This father’s view of comfevais concentrated on his
ability to transport him and his child while takimgfresh air from outside and to

enjoy the leisurely walk.

Comfort was also mentioned by several car drivera main reason they chose
the car. Eight out of the eleven participants whemtioned comfort were car
drivers. These participants described the factwhys having a seat available
and being able to protect their family from ovemdad public transport and the
weather as major bonuses with the car and the comfrovides. The metro
was also described as comfortable by a few paatitgy as they described the
space provided to them to sit on the journey coexgbarith other forms of public

transport.

Another issue raised by parents concerning conafast the ability to bring a
stroller onto a transport mode. Travelling withtiber is the reality for many
participants. Available space for the stroller vaasmportant factor in whether
or not the transport was comfortable for the pgréiot. A father (age 33 with 2

children) related the ability to take a strollertbe bus to comfort:

When we had only one child in the day care we @&k more metro
because then she was so big that she could walkstences between the
stop and where we were trying to go. But when yavehtwo children and
the youngest is under two years old so we donltyrsae it as realistic
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option, especially when you begin to bring withtrmker everyday and it
starts to be a big hassle. On the metro [during hair] there is never
enough space for the stroller. So what | have ipneference for the car
in itself, it's just that it is the most effectiveay to transport oneself and
two kids, for my transport needs at least. (Fa8312 children)

If the parent found it difficult or impossible take a particular mode of transport
due to a lack of space for the stroller, this tpmmsmode became very difficult to
use. The stroller was often mentioned by parengsraajor obstacle for taking

public transport.

Descriptions of comfort on the different modesrahsport varied depending on
whether or not the participant was travelling alonevith family members,
particularly small children. Parents travellingradonvere more likely to describe
using the bus, metro, or tram as comfortable thesd travelling with a child.
Descriptions of comfort changed when children waesent. People living far
away from the day care were often choosing thdeaause of the comfort issues
they would encounter on the public transport oiddomfort was easier for
parents to find on all modes when they were trangekhlone and not with

children.

4.3 Environment

One goal of this research was to discover whetbecearn for the natural
environment influences transport mode choice. Tda/#ne end of each
interview, all participants were asked that questiarticipants had already
mentioned the reasons that came to their minds, &by they travel the way
they do. What | wanted to investigate was whetlacern for the natural

environment also was a reason why people chosenode over another.
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After coding the transcriptions for responses te tjuestion, | separated the

answers into three main categories:

1) | am aware and concerned of the environmental irhpacertain travel
behaviors and | do consider the natural environmehén choosing a mode of
transport

2) | am aware and concerned of the environmentahich of certain travel

behaviors, but | do not factor this in when chogsnmode of transport.

3) I do not take the natural environment into cdesation at this stage in life

when choosing a mode of transport.

Does concern for the natural environment
influence how you travel

M Influences transport choice

M Does not influence
transport choice

™ Not a main focus now

Figure 2 Does concern for the natural environment impacvéigbehavior?

In reality, few participants said that concerntfoe environment had a major
impact on their decision and no one said it wastimaber one reason for

choosing a transport mode.

Most participants said that they wexeare and concerned of the environmental

impactsof certain travel behaviotsut that it did not impact the way they
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travelled There were other factors present that outweighednvironmental

reasons. In total, 66% pfrticipants answered in this way.

A feeling of concern but with no choice to chanige situation was something
participants expressed in the interviews and treisgies. Many of these
participants expressed that because of time comistrand the logistics required
for effective drop off and pick up of children, theaw no other options then to

choose their current mode of transport.

The reasons given why environmental concern didniluence transport mode
choice were many and varied. One participant, d&erdiage 36 with 2 children)
explained that she was very concerned about thieoemvental impact of people
choosing less sustainable forms of transport beitsslw little choice in the
matter. Both her and her husband needed a caopoashe child at the school, the
other child at the day care and to both arrive @$bo city centre to their jobs in
a reasonable amount of time. Even though she ditesg a concern for the
environment, she also admitted that her transpontdéiabits did not reflect this

concern.

| am not an environmental activist, but | am coneerabout taking care
of nature in the way that | can. | recycle and/land do those types of
things, but | don’t drive a particularly environmalty friendly car, | don’t
have an electric car for example, that | don’t h&&cause | think a little
such that, yes, car are actually not good for therenment, but it is a
way to get around. A mode of transport that mosppein today’s society
use.

Here she explains that she understands that us@aimal gas powered car is
not the most environmentally friendly choice, hoeg\this mother like many
other parents was unwilling or unable to changetta@sport mode at this period

in her life.

Another participant, a father (age 31 with 2 cleldrwho walks or cycles from
his home to the day care and later on to his jaid, that he was well aware of the
environmental impacts the use of transportatiorsesubut that it was not a

concern for the environment that made him walkyalecis weekday commute.
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It was more a question of practicality. He was gdim choose the mode which
provided him the easiest and most comfortable fortnansport. This type of
response was echoed by other participants whalsaidecision to use the
bicycle or public transport was not a result ofaidkam towards the environment,
but rather a decision of practicality. The envir@mtal benefits, if any, were

seen by them as a bonus.

Someparticipants, a significantly smaller number thao\e, said that they were
aware of the environmental impadtcertain travel behaviors and thiadlid
impact the way they travelledHowever, none of these participants said that it
was the number one reason for them choosing theim mode of transport. All
of these parents said that concern for the enviemtmombined with one or two
other factors was the reason for them making thansport choice. About half of

the participants who answered in this way did veoh @ car.

A father (age 31 with 1 child) who did not own a,cid that he, in terms of
transportation, tries very hard to be environméyfakendly. He said that he
would go a long way to continue having as minoeawironmental impact from

his travel mode choices as possible:

Yes, | try to act in an environmentally friendlyay so | go as far as | can
for that (...) even if | had a lot of money | wouldllgry and not use a car.
Because of the environmental impacts it has. (amlactually a little bit
against the use of cars, | feel that there shoeld ot higher costs
associated with driving in the city in relationttee amount of traffic...

This father was clear in his opinions that he ditlunderstand what he saw as
excessive use of motorized vehicles in and arousid.®le made it clear that he

does what he can to walk, cycle, or use the puiditsport available to him.

Another participant, a mother (age 31 with 1 childho uses a bicycle as her
main mode of transport, said that of course othetofs play a role in how she
travelled but that her concern for the environnmeas one of the main reasons

why she did not choose the car as her main mottamdport. Two other
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participants, a father (age 43 with 3 children) armdother (age 36 with 1 child)

also said that environmental concern had an infleem how they travelled.

There were a few participants who responded t@tiestion of environment by
stating thatoncern for the natural environment was not taken consideration
at this stage in life when choosing a mode of fpanis In no way did it factor

into their transport choices. Of the participanteowesponded in this way, all
were automobile users and had children at the N&Koare. They said that they

did not think about the environmental impacts @fittravel choice.

A mother (age 41 with 2 children) responded toghestion of environment by
stating that her time with her family is more imgaort to her than thinking about
the environmental impact of her car use. She werib®ay that not having
access to the car would have such an impact owdwrand family life that she
could not think about the environment at this pa8iie expressed that the

environment was not a main focus:

I: We spoke briefly about it, but does concern fer ¢éhvironment factor
into your choice of transportation mode? (...)daeern for the
environment a main focus of yours?

P: No, not environment, not now. As said, it is troe, everyday tasks are
prioritized ahead of the environment, sorry.

Another participant, a father (age 43 with 2 clalgrresponded to the question
by saying that his primary concern was for his fgrand himself. The fact that
the car enabled them such reliable and flexiblesjpart cancelled out any
concern for the environment he had. This father a#sd that his family’s
decision to travel by car was in the big picturst ja drop in the ocean in terms of

pollution and congestion levels.

| think first for myself and my family. Many begto mix in environment
and that sort of thing, ‘1 am not going to driveder drive there’. |

believe that it is a drop in the ocean. If | pdrk tar one day and hop on
the train or if | drive that day.l.don’t believe it makes any difference at
all because it is such a tiny fraction...it is hdrattl am a bit self-centered.
| think primarily for myself and my family, in othevords, what is the
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best for us. Because | don't think that public $@ortation is sufficient for
a family with children.

The other parent who responded in a similar way aviagher (age 33 with 2
children). He explained that thinking about theismmyment was not something
that he does much of at this period in his lifevidg two kids in a day care 7.5
km from his home, made it very difficult for himabse any other mode than the
car. He concluded his answer by stating that iropision he is allowed to be a

littte more selfish in this period of his life whée has small children.

Two participants answered the question regardiaghditural environment
mostly by discussing the role of government andcgalecisions. These two
both stated that environment is thought about whew decide on a transport
mode, but, because of the lack of initiative by gownent, it becomes very

difficult for them to choose the most environmelytédiendly mode of transport.

One of the participants, a father (age 43 with iRlodn) said that the question of
environment and whether or that is factored ind@cision making process is a
tricky one. He said that he has yet to see anyIpjathe Norwegian or Oslo
governments to incentivize purchasing of a hybadigle. He also mentioned
that the electric cars are still too small for il of five, and that the toll and
tax systems are simply a way for the governmenbtiect more tax revenue, and
not actually intended to decrease people’s uskeotar. This father stated that
when an electric car comes out which is large ehdaghis family he will

seriously consider buying one.

Another participant, a father (age 35 with 2 clalgralso discussed the role of
the government when asked about environment. Trsnp, who lives in
Baerum, discussed how difficult it was for him tavel to and from work using
public transportation. The reason he gave was dueorthe distance he was
living from a bus or metro stop. Rather the besraative, the metro, has been
under construction for many years. He went on fax how the bus, serving as
the substitute for the metro, is afforded no ptyokane and as a result sits idle in
the morning traffic jams along with all the oth@r commuters. He expressed
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that in his opinion the government has made ldffert to make the public
transportation option appealing enough for resglehlis participant said he
hoped to take the metro once the stop opened kack u

Participants appeared for the most part well mid of the impacts that certain
travel behaviors have on the natural environmeitai.the majority of parents
responded by saying that concern for the environmiehnot play a major role in

influencing their transport choices. Other facwese simply more important.
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5. Discussion of Results

This chapter will compare the results of my fieldiwwith the relevant literature
| presented in Chapter 2. The goal of the chapter further increase

understanding of why parents chose certain modésua$port.

5.1 Time and its impact on transport choice

Almost every participant in my sample mentionedetias a reason why they
chose their mode of transport. But the manner irchvparticipants described
time varied depending on the transport mode theg.usformation from the
interviews demonstrated that participants who chibsecar were more likely to
use this justification by stating that their choafehe car saved them time on
travel. Participants not using the car, on the oltlad, communicated time and
time savings differently. A study of participant&scription of time savings and
transport together with the most relevant literagorovides insight into how ones
perception of time-savings changes depending omthgke of transport they

choose and the distances they are required td.trave

Car users frequently characterized their modeawifsjport as a “time saving
machine” allowing them to reach scheduled tasks.ddiaers were likely to
describe their travel requirements as unmanageatiieut the car. These
participants were clear in their descriptions thatcar was a device which saved
them time on a daily basis. This was in sharp esttio how participants who

did not use the car described time savings. Ppaints who did not choose the
car for trips inside the triangle described thead®s differently. Non car users
inside the triangle stated instead that there noddeansport was fast enough for
them or that the speed did not matter all that mhestause they were enjoying

other aspects from that mode.
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My data, to a large extent, validates Rgpke’s “gaxaof time-saving” theory.
Those most likely to describe the existence ofydaihe pressures were those
who lived farthest away from key locations suchhesday care and work, and
who were required because of the distances, ta ese. While these participants
did not report using on average significantly mordess time in transport than
others, they did report travelling much greatetatises. Participants who
reported using the public transport, walking, aybling travel segments did not
communicate the same time squeeze in their livdgteneed to save time
through use of the car. These participants livedwerage closer to both the day
care and the work place. The data demonstratedmelation between using a
car and participants reporting less rush and neiseie time. In fact, the exact
opposite appeared, with car drivers describinghted to travel greater

distances, to reach more activities, and more smeseze.

Data from the field also reinforces a theory forated by Hupkes. Hupkes
(1982) writes that the amount of time people dddita daily travel has
remained constant despite an increase in traveldspef up to 30% (Hupkes
1982: 39). The findings from this research reldteHupkes’ theory in that the
data showed no significant difference between theumts of time that car users
and users of other modes dedicated to daily trahgpace again, differences
arose when looking at the distances these pamitsgeavelled. Car users
travelled on average much greater distances its&&iangle than users of other

modes.

Hupkes’ theory helps explain why almost all pagaeits in my research who
worked in Oslo but lived in Baerum or other areatsiole the city chose the car.
It was essentially impossible due to the distacethese parents to arrive at
their offices within an acceptable amount of tinseng forms of transport other
than the car. The drop off or pick up at the dag @ded even more time to the
journey, making it more likely that these partigipachose the car. This kept
these parents’ travel time to below 45 minutes &e&y and therefore within

what Hupkes describes as a tolerable length.
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Dale Southerton writes about people’s tendencyst around or group periods
of haste in order to leave designated times fanaald caring for loved ones in
what he terms as hot and cold spots (Southerto8)28any parents,
particularly mothers in this study, described ailsinreality where one reason
for using the car was to leave enough time whesg tould show care for family
members. One mother (age 42 with 2 children) ackedged that she felt there
was a lack of time in daily life to provide for heildren and to be a good
partner. She said that the car allowed her at w@shour extra each day to be
with her family. For this mother, as well as othéhe car allowed for their
children to spend fewer hours in the day care anthiem to spend less time
commuting. By using the car, these parents were tabdirop their children off
later and also arrive back earlier to pick up. S@aeents said that the car
reduced their child’s daily stay at the day caraipyto an hour. This was
important for these participants in order to féelttthey properly were caring for
their loved ones. This example from my researchptements Southerton’s
theory of hot and cold spots. Parents would desdhbir own realities in this hot
and cold spot fashion when talking about daily &fel the time pressure which

exist.

For other mothers, the car provided a space of eadrahd security where care
could be shown to family members. These mothersay@d a slightly different
reality from Southerton’s hot and cold spots. ladtef separating quality time
with family from times of haste, for a few famili@gsvas combined. Quality time
with the kids took place during an hour long ong/wammute between the
home and the work place and day care. The mothieosexperienced the daily
commute in this way were both living more than 20kam the two locations.
These parents spent nearly two hours each daythétentire family travelling in
the car. Because their children attended the NRKcdége located directly next to
the parents work place, the travel into and ouhefcity was together. While
these mothers said that they could just as wellidlwout the long commutes on a
daily basis, they also said that they had groweyjoreciate the family time it
provided them. Both of these mothers preferredghistion to having their
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children spend an additional two hours every day day care close to their
homes. These parents had such long commutes dndflame at home with the

children that they combined their rush hour witheifor care.

Although the data did indicate that participantd haendency to rush in order to
create what Southerton terms as cold spots, tleediéinot show that this had
any influence on the mode choice in the cold sipotact, participants were more
likely to choose the car for trips outside of tharigle then they were for trips
inside. This illustrates that participant’s reasmnusing the car goes beyond

time constraints with other variables playing magges as well.

Even participants who chose to walk, bicycle, @ tee public transport inside
of the triangle were likely to indicate use of t@ when making other trips
outside. There was no indication from the data plaaticipants chose slower
moving transport even though certain time constsaiere less frequent. A
mother (age 31 with 1 child) who never spoke ohrastime constraints when
discussing her travels inside the triangle, didtbay her family usually chose the
car when travelling to her parents house for Surtilayers. She said that the car
took less time and cost less money for the thremake the trip. Another
participant, a father (age 31 with 2 children) alescribed consistent use of the
car for trips outside of the triangle, but rare wdeen travelling inside. This
father reported little or no feelings of rush wheavelling inside the triangle. His
reasons for using the car when outside of thegt&awere less for rush purposes

and more to achieve a sense of freedom.

Although those who used the car reported feelidsne pressures more
frequently than non car users, it is not necesstn@ car which creates this.
Instead, relevant literature points to the impabiesiuling practices have on
increasing feelings of rush and time-squeeze (SBOG&, Sheller and Urry
2000). Because one’s ability to travel with the adows them to leave and arrive
when they want, choose their route of travel andaosport themselves

relatively independent and separate from othes®amety, a tendency for
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individualistic scheduling arises. It is one’s ineltion to move away from the
practice of communal schedules and towards moiegithdhlism which causes
the feeling of time squeeze to occur in car udéeslonger are schedules
coordinated, but rather individualized and scatteceeating an increasing need
for the car in order to achieve scheduled dailkgak other words, it is not the
car but rather the way people structure their tivhen using the car that created
feelings of rush. | found that participants in nayrgle who were car users did
describe more transport intensive lives, while mtiveithout the car described as

more simplistic schedules.

5.2 Free to choose or locked-in?

During the interviews, participants shared theinsport mode choices and also
gave justifications for use. It was common for aspe to feel that their choice
was one that they themselves made and not onsdhsone else or something
else made for them. While it is often assumed i@t consumption choices are
left up to the individual, it can be argued thansport mode selection is

influenced by various institutional and structueadtors.

Freedom was mentioned as a reason that parents padgular modes of
transport. Yet, as discussed earlier, many of tsasge parents who described
choosing a mode because of the freedom it providkexh, also said they were
locked-in to using that mode. These parents weigkguto mention the freedom
they felt they achieved when choosing a transianmn the fact that they had
become dependent or locked-in to using that modewAof the different causes

for lock-in are presented below.

One of the ways that participants became locked-using a specific mode of
transport was through their choice of a home locatiFor parents with young
children, achieving freedom could mean having thiétg to travel to a safe and

clean environment where children could be raiséus i& understood by many to
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be away from overly busy streets in the city cemthere crime is more likely to
occur, and where it is more expensive to have d sarrounding a place of
residence. Parents therefore have a tendency te mawf these urban areas to
free themselves from the undesirable aspectsyofif@t In this move, people
willingly increase the complexity of their travedtedules, deciding to live in
areas where it is perhaps more difficult to wallbmycle to locations and where
the public transport option is more infrequent gaddes more time. For many,
this search for personalized and safe space hatheachpact of locking one in

to a transport mode, often times the car.

When a move is made to leave an urban area fohbergoods outside of the
city, the family ends up living in areas with a lewevel of “urban intensity”
(Newman and Kenworthy 2006). As these two authaliea@ attention to, a
certain level of urban intensity must be maintaimmedrder to support a
functioning and effective public transport systemd ghe possibility for walking
and biking. All participants living outside of Osthose the car for at least one
part of the journey inside of the transport tri@ndgtor these parents there was no
escaping the use of the automobile on at leasteanef the journey. Marchetti’'s
Constant explains this by stating that human beamgsaccustomed to using
approximately one and a half hours per day forer@archetti 1994). People
living multiple kilometers from their work placegepled with the need to drop
off a child, increases the likelihood they will usear. Public transport, bicycling
and walking are out of the question once the distaitbecome too great and the
trips require multiple stops. These same parepisrted equally frequent use of
the car for trips outside of the transport trianggewell. The distances these
parents were required to travel had them locke-umsing the car for journeys

of all kinds.

Urban intensity of a certain level also impactsgheximity at which a family
lives to the day care. As has been suggested, Wasea strong tendency for
parents to stay away from long commutes on puldicsportation with children.

Reasons parents gave for staying away from tha@trahsport service when
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travelling with children were many. Parents spokeeed to walk between stops
and the uncomfortable experience of travelling witiiidren while being

surrounded by strangers as a few examples.

On the other hand, most parents living closer &an from the day care walked
or cycled the distance. Data from the research sdawstrong correlation
between where the day care is located in relabdrotising and how parents
travel between the two. Day care location, jugt@suit of freedom and

financial constraints had the potential to cre#teaons of lock-in.

The search for freedom does not stop at choospigce to live with more space
and a yard. It continues with the way in which deggchedule transport. For
many, freedom is the ability to set ones schedal&eave when one is ready, not
having to depend on others or other time tablegtaround. The
individualization of scheduling practices also ebalso have lock-in affects. As
has been presented in the literature, the morgithdilistic ones schedule, the
more complex coordination becomes between indiv&d(fhove 2003, Sheller
and Urry 2000, Southerton 2003). Fewer and feweplgecan rely on the
communal schedules which had the affect of keepeuaple relatively
synchronized in terms of daily routines. Insteadjvidual scheduling has made
it increasingly difficult for people to live withadwhe need of a fast and
independent mode of transport. This coordinatia@blem requires that people
rely on their individual travel modes to transpibem as swiftly as possible to
meet obligations. This tendency to individualize fithedules, brought on by
individualized modes of transport, has increasetirfgs of rush and lead to

people being locked-in to the car.

Another factor which could be the cause of a fgebhlock-in was financial
constraints. Some participants mentioned theiraghof home location was a
result of financial constraints. Because thesergarelt more comfortable
raising their children in areas where they couldeha yard and a large enough

house for their family, they saw a need to moveyain@m where their job was
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located in Oslo. Parents who described their sgoais such felt a need to
provide for their family with sufficient space batiside and outside the home.
This search leads these parents to live multipterieters away from their work

place and locked-in to using the car both insid# @uiside of the triangle.

A different type of cultural lock-in also appearadhe data as many participants
talked about the relationship between car ownerahgpthe arrival of the first
child. One participant in particular who did notrow car, described this situation
in detail, explaining the fact that he didn’t unstand why it was ingrained in the
thoughts of so many Oslo area residents that havirigld always meant

needing to buy a car.

(...) Itis a thought that is stuck in the heads ofWegian that if they have
a child, they must have a car. Everyone who hdsld says: ‘Ok, now we
have a child, now we must have a car.” Why isig thiay? Why does
everyone have to have a car? Why does everythidesilly change? |
think it everything goes alright without a car.

While this was the only participant who spoke fidlyout this potential cultural
lock-in, many other parents mentioned in the intamg the first car coming with
the first child as a fact of life. Parents desalilbechanging transportation
situation when a child was brought into the familfis situation was described
as changing not only because participants hacetisency to move out of the
city once the first child was born, but also du¢h® requirement of travelling
with one more person. Eight participants in the @andescribed the purchase of

a car connected to the birth of the first childidgrthe interview.

5.3 Comfort, Ease & Enjoyment

Participants used the wordemfort easeandenjoymento describe why they

chose a mode of transport.
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Individuals who used the term comfort were ofteflemeng to physical comfort
experienced when using a mode. This word was used@amodes, with no one
mode standing out as the one most likely to berdwst as comfortable. Data
from this research complements the idea that cdng@r social construct which
reflects the values, beliefs and perceptions aseheho use the word (Cooper
1982: 270 in Chappells and Shove 2005: 32).

A common tendency for those who used the word camafben referring to a
transport mode was to describe the immediate palysicrounding that the
mode provided. Adequate space was what the majirparticipants talked
about when referring to comfort. Participants werech more likely to describe
public transportation as comfortable when they wexreelling without children.
This had to do with what Parkhurst and Parnaby §2867) describe as a
“perceived control over the conditions”. The mayof parents said that
travelling on public transportation with childrerasvvery hectic because of the
lack of space available. Use of the word comfojustify the choice of cycling,
walking or use of the automobile also appeare@volve around control of a

situation and adequate space.

Participant’s use of the woehsewas associated with their ability to make
decisions based on an individual time table andisie® mode of transport was
described as easy when the participant was notregto plan or think through
their use. The transport mode was available adinadis for what participants
needed. This information from the data contribiteand can be better
understood by looking to what Sheller and Urry @0@nd Shove (2003) have
written in regards to scheduling practices. Forrttagority of participants, use of
the word ease was a synonym for flexible or thétgho individualize their

daily transport schedule. Ease was also assoamtkdhe ability to find parking

when the mode was not being used.

At first review, participant’s use of the word edsgustify use of a transport

mode could be seen as obvious. However, a lodkediterature which discusses
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the affects from individualized scheduling revealisiore complex situation.
Particularly when participants justify their usetloé automobile because of the
flexibility it provides them in terms of schedulin§he same reasons that
participants give for the automobile being easy, @lao be argued to increase the
complexity of schedules for everyone. This hasaaevith the affect that one’s
tendency to individualize their schedules has @rdioation with others in
society. Justifying the use of a mode becauseeidsy could be argued to
complicate coordination of schedules on a largalesaVhat is easy and
convenient for one individual does not necessardgslate to being what is more

beneficial for a group.

Participants also spoke about the enjoyment theyfgam a mode of transport
as a reason for choosing the mode. Participantsustd the car and bicycle to
travel were most likely to say that enjoyment faetbinto their decision.
Responses from participants in my research suplip@rrguments made which
highlight the enjoyment people derive from consuompand the reasons behind
this (Scitovsky 1986, Campbell 1998, and Baumari200n the other hand,
data from my research can also contribute to apgat the arguments of
Hupkes (1982) and Reisch (2001) which discussehsans way enjoyment

created from transportation fades after a certamogd of time.

Participants who used enjoyment as a justificatooriheir use of the automobile
were likely to describe it as an object with moatue than simply transporting
them from A to B. To these participants, the cas Wascribed as a fine machine,
providing them a needed sense of diversion andesreint. These descriptions
of the car correlate to Bauman’s (2001: 10) desonpof humans search for
“hubbub and bustle” and Scitovsky’s (1986) ideasiad a lack of excitement
and stimulation in modern life. Portrayals of bileyddes also matched what was
described by the authors. Nevertheless, enjoyrhantt participant gained from
transport was limited to a certain time frame. R&&vho were locked-in to the

longer commutes made this point clear.
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Those who said they did not enjoy a mode of trartdgdamed traffic jams, time
used and a lack of space as the reasons why. Tdrenation surrounding non-
enjoyment given by car drivers supports theoriggew about by Hupkes

(1982), Rapke (1999), and Reisch (2001). Thesécpaahts said that they felt
locked-in to using the car and contemplated waysdoce the amount of time
they needed to spend in their cars. One of thesn{sgawas in planning stages of
moving from Oslo back to her home town on the wesist of Norway where
she would live much close to the day care and loekwI hese participants were
the ones living farthest from their office and thehild’s day care. Other
participants who said they did not enjoy a transpade they routinely took
were users of the tram or bus. One mother speltyfispoke about the lack of
physical comfort she felt when on the tram. Othaatipipants discussed
specifically how uncomfortable it was to bring @teoller onto the tram and buss

as a reason for not enjoying it.

5.4 Does concern for the environment impact choices?

A main purpose of this research was to uncover kérair not peoples transport
choices were affected by a concern for the enviemtmAccording to the data
collected, concern for the environment was almesenthe deciding factor in
people’s choice of a transport mode. While a mgjai participants did respond
by saying they were concerned and that they mdukr attempts in their lives to
act in environmentally responsible ways, transpbdice was not one of them.
Participants stated that what they had to sacnfiderms of mobility was too

much for a minor contribution to the environment.

For those who chose the automobile, moving awaw fiteat choice to a more
environmentally friendly form of transport, wouldwve a significant impact on
their life. In many cases, it would not only make tlaily commute longer in

terms of time, but it would influence where theyltbchose to have a home and

89



what activities they were able to participate isale of the transport triangle.
Many of their lives had been structured in a waat thoving away from the car

would have serious disruptive consequences.

Environmental concern was neither mentioned byehwaso tended to use a
mixture of modes other than the car. These paatitg just like the car drivers,
said that concern for the environment had lessémite on their choice then
some of the other factors mentioned. Although tlharaness of the
environmental impacts of transport mode choicestedj this knowledge rarely

translated into changed how people travelled.

There was a disparity between attitudes and behatien it came to choosing a
transport mode based on concern for the environf@moimpton and Kasser
2009: 58). Although almost all participants menédran awareness of the
environmental consequences certain transport nioales there was almost no
tendency to base ones transport mode choice framrtformation. Instead,
participants exhibited a variety of strategiesai& around the question of
whether or not concern for the environment factois the choice. Many of the
coping strategies identified by Crompton and Kag3@09) as ones people use
when confronted with the question of environmeptablems were apparent in

the responses of participants.

These coping strategies discussed by Crompton asddf were written about in
relation to how “humans attempt to manage threatkdir existence, their self-
esteem and the integrity of their identity” (Cromptand Kasser 2009: 15). One
type of defense mechanism written about by theaaathnd apparent in my
sample was the effort to replace the anxiety angajuestions with other topics.
Two examples of this mechanism were referred ttkesping one’s thoughts in
the present” and “seeking pleasure” (Crompton aasisiér 2009: 16-17). An
example from my data of participants “keeping orieughts in the present”
was a parent responding by stating that they weeegeriod of life where they

were allowed some slack on these types of respititisg Participants claimed
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that because they were a parent of one or mord shiaren who depended on
them for transport, that they were more occupidti getting through the present

day a not able to think so far in the future.

Another type of defense mechanism, “seeking pledsuas also brought up by
parents when asked about the environment. Thisdaas by car drivers who
would claim that their choice of the car was ndydrecause it took them from
point A to point B quickly, but also because theyoged driving. These
participants went into great detail when explainingir feelings when driving a
car or when purchasing a particular brand of carifAhe pleasure that one
acquired from the activities of purchasing, cafimgand driving of the
automobile changed the fact that it brought witheigative impacts on the

environment.

Two other strategies highlighted by Crompton andd€a and also apparent in
my data set were “projection” and “activating valieements of one’s identity”
(Crompton and Kasser 2009: 18-19). When asked ahewgnvironment, some
participants projected the blame onto the goverriroenertain industry. Blame
was placed on government’s inability to make ityefas people to behave in
more environmentally responsible ways. Everythmogrf the slow pace of
construction to the lack of tax incentives for mg/a hybrid vehicle were
reasons people used as why they were not haviegngsct on the environment.
Blame was also projected on industry, who somegyaants said were the real
culprits in terms of environmental degradation. §&parents explained that what
individuals contribute is in no way compared to winalustry does. Therefore, it
did not matter in their eyes if they cheated aohihow environmentally friendly
their choices were. The final defense mechanisntemreabout by Crompton and
Kasser and also identified in this research wamgwer the question of the
environment by pointing out other environmentaiigridly actions they partake
in. Immediately after admitting that concern foe #gnvironment did not factor

into their choice of transport, many respondeddyrgy that they took other
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actions which were environmentally beneficial. Thest common activity to

mention was recycling and the separation of thasH.

The idea of tapping into one’s social and environtakidentity was another
strategy written about by Crompton and Kasser (20D8ese authors argued for
a possible correlation existing between experientesivironmental identity and
acting in a environmentally responsible manner. pavticipants mentioned any
alliance they had with the natural or non-humanl@vdnstead, participants were
more likely to discuss the connection they had wahiety around them. There
was more a concern to keep up in work and to pewejgportunities and love for
family members. According to the authors this latkonnection with the
natural environment could be evidence for why tpamsbehaviors of
participants were so rarely affected by concerrtierenvironment. A kind of

partnership with the natural environment did nasex

A focus on values and identity could have the pmdéto positively impact
information campaigns conducted by environmentghoizations, as Crompton
and Kasser have written. And this strategy migfité@nce citizens to behave in
more environmentally ways. However, for the castrarfsportation, the effort
would be insufficient if it were to stop at the mdual. Too many other aspects
have influence on how one travels. These comporagatsften times out of the
hands of any one individual. Urban sprawl, day ealability and location,
access to fast and efficient public transport amanicial constraints all impact
the way people travel and are equally importaattémpting to reduce the

environmental degradation caused from transportatio

Data from the field highlights that concern for #revironment was never the
number one influence in one’s decision on how twoske a mode of transport. If
the environment was a part of the decision, it cdowen the list of reasons,
always considered with other justifications. Coricaimg on influencing

people’s values instead of attempting to make theare concerned or attached
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to the environment may perhaps be the most efieetay to have an impact in

this area.
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6. Conclusion

Many residents, particularly those living in urkaeas with access to education
and various information sources, are informed efithpacts motorized transport
has on the environment, both at the local and gllebals. Yet, this information
alone does not seem at first glance to have angatrgn the way people are
travelling. As a personal witness to the large siod moving traffic queues of
Oslo, my research focuses on understanding thevatioins behind
transportation mode choice. | wanted to learn aldwyt people chose to travel
the way they do with an end goal of contributingegsearch focusing on how

Oslo residents can travel in more sustainable ways.

Parents with small children were the focus of tesearch. | chose to study this
segment of society for a number of reasons. Onleasie reasons was that this
group is one likely to have a special need for &t efficient transport. By
looking at a sample of these residents, | coultebeinderstand society as a

whole, in terms of why they were travelling a certaay.

Having observed traffic jams in Oslo, my hypothes#s that research
participants would choose the car in overwhelmingbers. Before setting out
to do the research | did not understand how workiggents with children in the
day care could possibly arrive at all required id@sions on time without using
the mode that it appeared so many were alreadysatgporl herefore, it was
assumed at the outset that this group was lockéaluising the automobile,

unable to choose modes which are considered mermamentally sustainable.

| contacted day cares located in different area®d to find parents interested
to participate in the research. Once a sample gnaspestablished, | conducted a
qualitative study consisting of semi-structuredi@pth interviews and time use
diaries to learn more about the travel habits e$éhcitizens. The travel diaries
were filled out over a period of one week day and tull weekend after the

interview had taken place. | transcribed all intexys and placed relevant themes
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and data into a large table for review. This tallewed for an overview of the
sample and made it possible to find many of theviait themes and data

mentioned in the text.

While this research did begin with the assumptiat parents of small children
were locked-in to using the car, the data sugdbatshis was not necessarily the
case. Instead, lock-ins were found not to be dtreshaving children in the day
care, but rather, of the distance one is requoedatvel and the time it takes them

to cover this geographical area.

Car driving participants, especially those who ¢adied no other alternative for
travel, were for the most part living multiple kibeters from both the day care
and the place of work. The farthest travelling jggyants were choosing only the
car, as the distances which needed to be traversedertain amount of time

were impossible without the speed and flexibilttpriovided.

The data suggests that home location played agradteole in deciding the type
of transport a parent would use. Those participiwitgy in areas with less urban
intensity were more likely to use the car than éhlbgng in the city. An
interesting question that occurred early on infible work was whether or not
parents considered the implications that home iocdtad on transport. The
responses parents had were of interest. While d sataf parents did say they
made a conscious choice to live in a more urbamgdb reduce travel demands,
the majority responded that transport was not @®rtant as other factors, such

as personal green space, home size, and safatyefahildren.

Day care locations also impacted the way partidgpsmavelled. This had to do
with the distances the day care was located frahtme and work place. Those
living outside of walking distance from the dayeaa distance of more than 1
km, almost always reported driving. On the otherdhalay cares located within
walking distance to the home changed the way paaints travelled as they

could drop with more ease and continue on travghilone.

95



Work place day cares impacted travel in another.\Ba&gause the day care was
located next to the work place and not in the atgeounding the home, families
were less likely to live within close proximity. Reats traveled from all over
Oslo and beyond to deliver children at the day eacreport to work. Because
many of these parents were travelling longer deamwith children, the car was
frequently chosen. These participants were théséylio express the care and
family time which occurred during travel. It is amteresting aspect of the work
place day cares, that even though they may simppafyel routines, they will not
necessarily reduce automobile use. Both work piiagecares and those within
walking distance to the home greatly simplify daitgvel for families, however
each in its own way. The day care least convemsene located neither within
walking distance from home, nor at the work plaéile this is a topic of much
personal interest, data from this research isdichiT his is an area which

deserves more attention.

Car use outside of the triangle, to arrive at aodis after work hours and to

travel on the weekends, showed to be more freghantinside. This was a very
surprising find. This information shows that itist only the hurried travel times
taking place in the morning and afternoon weekdesy which attracts people to
the automobile. In fact, use was so prevalent dettie triangle that it appears
that desire for a certain lifestyle, instead of khg¢ime constraints, etc. was a
more influential factor when it came to automolpilechases and use. Once
again, this confirms the necessity to observe prarisnode choice on a larger
scale and not only at the micro level of trips dgriweekday rush hours. Whereas
this was the result from this research, | suggashér investigations in this area,

focusing on an expanded sample set.

Environmental education campaigns did not impaet parents travel. Finding
any sort of correlation between environmental atisieg and stewardship by
citizens was a part of my study. This research esiggthat while these
campaigns do raise awareness of green house gssi@msiand other global and

local impacts, they do not necessarily change geoplavel habits. Parents in
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my sample indicated that their travel decisionsenrarinly based on other
criteria. As mentioned for day care location, tkianother area which could

have been researched in more detail with the priaperand resources.

The desire for a yard, green space, and safe emeent for children was a
common justification for those parents who had diegito increase the distances
they lived from other key locations. People frorfiedent areas and economic
classes described a similar movement out of tlye e possible move by
policy makers might be to work to improve the greesas, cleanliness, and
safety of the city to attract parents back fromdhe&er areas. Having more
families living closer to the urban core could haveimpact of reducing the

number of cars being used today to travel the grefstances.

Another suggestion for policy makers is to imprdive conditions for parents on
both the bus and tram. Parents travelling withdrbih, especially those with
strollers, require additional space on the pulbhasportation. One option could
be designated carriages or areas on the publisgoanthat only parents
travelling with children would be able to use. Ather idea could be rapid
shuttle services for parents who have droppedlolfien at the day care. These
shuttles could pick up multiple parents to transgmem downtown or other work
areas. High speed parental shuttles could be |haftrsanced with the money

these people were saving in petrol and tolls fress Idriving.

It should also be a goal of local government te@las many day cares close to
people’s homes as possible. This would result inenparents walking to drop
off their children, and then having the freedonchoose their transport mode

only for themselves.

The goal of environmental campaigns should nobkefltuence how one travels,
but rather to educate citizens on the impactsavietrchoice. Despite all of the
campaigns sponsored by government, the informawomng from the media,
and hype centered around global warming and itsesgpeople did not indicate

concern for the natural environment as a majofaattheir decision making
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process. This research suggests that environmemgaigns do work to educate,
but not to influence travel behavior. If the gaato impact how people move

about, then the suggestion is for the strateghémge.

There is no existing option today that providesenaverall convenience and
flexibility than the automobile. Therefore, the meffective suggestion arising
from this research is actually best directed aemiis. If humans are to reduce the
amount of pollution coming from transport, the cpanvill have to come not

only at the policy or institutional level but alfom the individual.

As this research has shown, it is not simply tishitobour queues and time
constraints which have parents choosing to useahdnstead, it can be seen
more as a way of life. People’s desire for maxinflexibility and freedom when
it comes to transport, leads many to choose thenaaltile once they have
achieved financial capability. The fact that papamnts in this research were
more likely to indicate car use on trips outsidéhaf work and school hours

illustrate even our hobbies and holiday schedwggsiring use of the car.

Policy changes can have an impact. However, fagraficant and sustainable
transformation to occur, citizens must take persmasponsibility for how they
travel. We must search for ways to change existalge structures, away from a
market driven lifestyle of constant growth and moeat, to one where people
are more satisfied to live locally. There is needd new set of cultural values,
where it is not necessary or even accepted toltrenes in the car every
weekend, only to get out of town or shop at megeestone cannot reach during
weekdays. It is when citizens accept new and mave@mentally sustainable
values, coupled with a major technological fix,tthe see a significant reduction

in environmental impacts from transport.
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List of participants

Participant |Day Care # chilren |Gender |Age |Civil Status
1 NRK 2 M 31 |[Co habit
2 NRK 2 w 36 |[Co habit
3 NRK 2 w 41 |Co habit
4 NRK 2 M 44 |Co habit
5 NRK 2 W 35 |Co habit
6 NRK 3 M 44 |Married
7 NRK 3 M 43 [Married
8 NRK 2 M 33 |[Co habit
9 NRK 1 w 44 |Co habit
10 NRK 1 M 52 |[Co habit
11 NRK 2 M 43 |Married
12 NRK 1 w 36 |[Co habit
13 Vier 2 w 36 |Co habit
14 Vier 2 w 36 |Married
15 Vier 3 w Married
16 Vier 3 M 43 |Married
17 Sinsenparken |1 M 31 |[Single
18 Sinsenparken |1 w 31 |Co habit
19 Sinsenparken |2 w 33 |Married
20 Sinsenparken |1 w 31 |Married
21 Other 3 W 39 (Married
22 Other 2 M 35 ([Married
23 NRK 2 w 43 |Married
24 Sinsenparken |1 M Co habit
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Letter examples
Kjeere Sinsenparken Barnehage,

Jeg heter Scott Miller og er masterstudent vedeséat utvikling og milja,

universitet i Oslo.

Snart skal jeg starte med undersgkelser/forskilingrt masteroppgave.
Hovedspgrsmalet mitt fokuserer pa hvordan og hvarfiedbarnsfamilier velger
et transportmiddel fremfor et annet i hverdageg.\leveldig gjerne snakke
bade med foreldrene som bruker bilen til dagliglegsom pleier & bruke

offentlig kommunikasjon, gar eller sykler.

For & samle inn nok informasjon for oppgaven, komjeg til & organisere
intervjuer med foreldre i fire forskjellige barngjea rundt i Oslo (16 familier
totalt).

Jeg skriver for & sparre om hjelp til a finne fdrel som kanskje kan delta pa
intervjuer. | tillegg har jeg skrevet et brev tréldrene som er vedlagt. Hvis dere
vil lese mer om oppgaven min kan jeg sende etdamtmendrag om hva den

handler om.

Jeg vil organisere et eventuelt mgte med foreldrémedet passer best for dem.
Dette kan veere i bringe/hente-situasjon i barnelhager et annet sted som

passer bedre.

Hvis dere har spgrsmal kan dere ringe meg ellatesen e-post.

Med vennlig hilsen,

Scott Miller

Masterstudent UiO

Mob: 483 576 09
E-post:t.scott.miller@gmail.com
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Kjeere foreldre,

Jeg heter Scott Miller og er masterstudent vedesdat utvikling og milja,

universitet i Oslo.

Snart skal jeg starte med undersgkelser/forskilingrn masteroppgave.
Hovedspgrsmalet mitt fokuserer pa hvor vanskeligedéor smabarnsforeldre a
leve uten bil nar det handler om & rekke alle dgige oppgaver. Jeg vil veldig
gjerne snakke bade med foreldrene som bruker tildaglig og de som pleier &
bruke offentlig kommunikasjon, gar eller sykler. lgtamitt er & forstd mer om

hvorfor smabarnsforeldre velger en type transpernfor en annen.

For & samle inn nok informasjon for oppgaven, komjeg til & organisere
intervjuer med foreldre i 4 forskjellige barnehagendt i Oslo (12 familier i
total).

Jeg gnsker @ komme i kontakt med foreldre som &iar ibarnehage, og jeg
lurer pa om du, din ektefelle eller noen du kjengexdt ville veere interessert i &

hjelpe meg med mine undersgkelser/forskning.
Send Bente en e-post at du gnsker a delta.

Jeg vil gjerne organisere et eventuelt mgte napaeser best for deg/dere. Dette
kan veere i bringe/hente situasjon i barnehagesr, eflannet sted som passer

godt.
Hvis mulig, vil jeg starte med mine undersgkelsérseptember 2010 i Vier.

Hvis dere har spgrsmal kan dere ringe meg ellatesen e-post.

Med vennlig hilsen,

Scott Miller

Masterstudent UiO

Mob: 483 576 09
E-post:t.scott.miller@gmail.com
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Interview Guide English

Interview guide: Car, walk, cycle, public transpo(English translation)

To begin | would like to say thank you for your g@pation in this interview.

The goal of these interviews is to gain a deepdetstanding of how and why

the parents of small children choose a type ofspart in their everyday lives.

| will make sure that all information discussedidgrthis interview is fully

anonymous, such that no name is mentioned in tittewdrafts of the research.

Socio-demographic informatioifo begin | have a few short questions

Marital | # of Profession| Home | # of | Main Household
Status | Children location | Cars | transport | yearly
choice income

1. To understand the transport choice of parents wih small children.

« What type of transport do you use most? And if yea more — which
one?

* Why do you use this type of transport?

» Could you give a detailed explanation of how yoa tie different
transport modes during a day, from morning untéremg, both weekdays
and weekends?

o Who are you with?

o How much time does the trip take?
o How do you experience the trip?

o Where are you travelling to?
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» If you drive a car: What would be the reason fon yot choosing another
type of transportation? Both on weekdays and orkessds.
o0 Is it easier or more practical to drive a car?
0 Are the distances too long to bike or walk?
o Are the public transport offerings not good enough?

* If you use the public transportation, walk, or @dlVhy do you choose
this?
0 Are you against automobile use?
o Is it cheaper?
o Is it faster?
o Do you consider these modes as forms of exercise?

* Is there a historical reason as to why you chogs&tcular transport
mode? An experience in your childhood?
o Stroller on the bus
o Challengin economics situation in childhood — ptseld not have
a car?

2. How are the different transport modes experienatand viewed? (G.
Beirdo, J.A. Sarsfield Cabral):

How do you experience the different transport m&@des

What's your opinion on the transport mode you usstmand also on the

different available transport modes available itofBeerum areas?

» If you drive a carWhat is your general opinion of car use?
o Is it practical, or is it necessary?
o What do you like/dislike about the roads in Oslo?
o How do you experience a trip in the car?
o How do you feel when you drive?
» If you drive a car: What's your opinion on public
transport/bicycle/sidewalks?
0 Are cyclists in the way? Is it too dangerous tolegc
0 Is the bus overly full? Do the buses depart ofteough?
Pickpockets?
o s it difficult with small children to cycle/takéé¢ bus/metro?
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» If you bicycle / walk How do you feel about in general about using a
bicycle or walking as a mode of transport?
o Is it practical?
0 What do you like/don’t like about the bike pathsl @mdewalks in
Oslo?
o0 How you experience travelling on a bike?
o How do you feel when you bicycle/walk?
 If you bicycle / walk What do you think about those who drive cars?
o Is it the less environmentally friendly option? Di&ers take
consideration of others?
o What do you like/don’t like with the roads in Oslo?
» If you bicycle /walk: What's your opinion on public transport in Oslo?

» If you use public transport: What is your genefaih@n on the service in
Oslo and surroundings?
o Is it a practical option? Is it faster than othptions?
o Positive and negative sides?
« If you use public transport: What do you think aboar use and cycling?
o Is it practicle?
o Positive and negative sides?

3. Dependence & Options to choose

Explain what the options/choices parents of sntaltoen have in general when
it comes to transport in and around the Oslo d&egarents actually have a

choice on the transport they use?

Do you feel that you and your family have the #pilo choose a different mode

of transport than you use now?

If you do not feel you have other real options othen the mode you use now,

why?
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» Is it problematic time wise, infrastructure probkroo long distances,
etc. (Sanne, 2002 Ecological Economics)

Do you feel or have you felt lock-in to a partiautaode of transport?

How would the choice of a different type of trangpofluence your daily

routines?
4. Environment

Does concern for the environment factor into how ghoose a type of

transport?

Are there other factors that play a role in yourisien? (Congestion, noise,

weather, time)
5. General

If you could do something to improce the transgdrtation in Oslo/Baerum —
what would it be?
(Less expensive gasoline, more bicyle paths, bptiblic transport service, more

day cares in close proximity to home and work,)etc.

How has local transportation changed since you weuager? (\Were you driven

to the day care, etc.)
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Interview Guide Norwegian

Interview guideBil, Sykler, gar, offentlig

Pa forhand gnsker jeg & si tusen takk for din Kelsz pa dette intervjuet.

Jeg gnsker med disse intervjuene a fa en dypestiédse av hvorfor og hvordan

smabarnsfamilier velger transporttype i hverdagen.

Jeg vil ogsa serge for full anonymitet, slik aténgnavn blir nevnt i oppgaven

min.

Socio-demographic informatiofrarst har jeg noen korte spgrsmal, sa kan vi

begynne

Sivilstatus | Antall | Yrke | Bosted| Antall | Transportvalg Husstandens
barn (hvor) | biler arlige intekt

(ca.)

1. A fa forstdelse av transportvalg for foreldre me sma barn.

* Hva slags transportmiddel bruker du mest? Og eed#tritwuker du flere —
hvilke?
* Hvorfor velger du dette transportmiddelet?
» Kan du forklare detaljert hvordan du bruker fordlige transportmidler i
lzpet av en dag, fra morgen til kveld, bade ukedagé helgen.
o Hvem er du med?
o Hvor lang tid tar turene?
o Hvordan opplever du reisen?
o Hvor drar du?

 Hvis du kjarer bil: Hva ma til for at du velger aednater a reise pa?
Bade hverdager og helger.
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0 Er det lettere/mer praktisk a kjare bil?
o Er det for lange avstander for & ga/sykle?
o Er tilbudet om offentlig kommunikasjon for darlig?

» Hvis du bruker offentlig kommunikasjon, gar, sykleivorfor velger du
dette?
o Er du mot bilbruk?
o Er det billigere?
o Gar det raskere?
o Er det en form for trening?

» Er det en "historisk” grunn til at du velger et syt transportmiddel?
Opplevelse i barndommen/da man var ung f.eks.?
0 barnevogn pa bussen
o darlig gkonomi i barndommen — foreldre hadde ikdeb til bil.

2. Hvordan blir ulike transporttyper oppfattet og vurdert? (G. Beirdo, J.A.
Sarsfield Cabral):

Hvordan oppfatter du andre transportmidler?

Hva tenker du om det transportmidlet du bruker magthva tenker du om andre

mulige transportmidler i Oslo/Baerum?

* Huvis dukjgrer bil: Hva tenker du generelt om bilbruk?
o Er det praktisk, eller er det ngdvendig?
o Hva liker/misliker med veiene i Oslo?
o Hvordan opplever du en biltur?
o Hva fgler du nar du kjarer?
* Hvis dukjgrer bil : Hva tenker du om offentlig
kommunikasjon/sykkel/fortauer?
o Er syklister i veien? Er det for farlig a sykle?
o Er bussen for full? Gar bussen ofte nok? Er detletyver?
o Er det vanskelig med sma barn a sykle/ta bussiban
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 Hvis dusykler / gar: Hva tenker du generelt om sykkel / beina som
transportmiddel?
o Er det praktisk?
0 Hva liker/misliker med sykkelveiene eller fortaué€slo?
o Hvordan opplever du en sykkeltur eller en tur?
0 Hva fgler du nar du sykler / gar
« Hvis dusykler / gar. Hva tenker du om de som kjarer bil?
o Er det lite miljgvennlig? Tar bilister lite hensyn?
o Hva liker/misliker med veiene i Oslo?
» Hvis dusykler /gar: Hva tenker du om offentlig kommunikasjon?

* Huvis du taroffentlig kommunikasjon: Hva tenker du generelt om tilbudet
i Oslo?
0 Er det praktisk? Gar det raskere?
o Positive og negative sider.
* Huvis du taroffentlig kommunikasjon: Hva tenker du om bilbruk/sykkel?
o Er det praktisk?
o Positive og negative sider.

3. Avhengighet og valgmuligheter

Forklar hva slags valg smabarnsfamilier generelinida det kommer til transport

i Oslo/Baerum-omradet. Har man egentlig et valg?

Fgler du at du og familien har mulighet til & velgedre transportmidler enn det

du na gjar?

Hvis du ikke faler at du har andre reelle muligheten det transportmidlet du na

bruker, hvorfor?

» Tidsmessig problematisk, infrastruktur, lange avdéa osv. (Sanne, 2002
Ecological Economics)

Fgler du/har du fglt at du er "last” til et spesteansportmiddel?
Hvordan vil valg av en annen type transport pavitkedaglige rutinene?
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4. Miljg
Spiller miljg inn som en faktor ved valg av trandpoddel?

Er det andre faktorer som spiller inn ved valgetramsportmiddel? (trafikkork,

stay, veer, tid)

5. Generelt

Hvis du kunne gjgre noe for a forbedre transparsipnen i Oslo/Baerum — hva
ville det veere?
(Billigere bensin, flere sykkelveier, bedre offemtkommunikasjon, flere

barnehager i naermiljget osv.)

Hvordan har transportmater forandret seg sidenadliten? (Ble du kjart til
barnehagen, osv.)
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En vanlig ukedag - Reisedagbok

Kjgnn

™ Mann [ Kvinne

Alder:

Sivilstatus:

Yrke:

Husstandens arlige inntekt:

Antall barn:

Type transport:

[ Bil [ Offentligkomm. [~ G&/sykle I~ En blanding

Annet:

Jegonskerat du nedenfordokumenterer de ulike reisene du tar hverdag pa envanlig
hverdag/arbeidsdag. Omdureiserbare en gang, fyllerdu ut bare den fgrste "turen". Hvis du tar fire
ulike reiser, korte eller lange, fyller du ut fire forskjellige "turer". Deter fint om dufyller ut
skjemaet sa ngyaktig som mulig. Ta gjerne med deg skjemaetden dagen du skal skrive om:)

Turl

Nari dggnet reiser du?

Hvor lang er reisen? (km og min)

Med hvem reiser du?

Hvordan og hvor reiser du?

Opplevelse av reisen:

Hvordan opplevde du/dere reisen?
Hva fgler du nar du reiser med
denne typen transportmiddel?

Hva liker/misliker du med dette
transportmiddelet?

Andre opplysninger?

Tur 2

Nari dggnet reiser du?

Hvor lang er reisen? (km og min)

Med hvem reiser du?

Hvordan og hvor reiser du?

Opplevelse av reisen:

Hvordan opplevde du/dere reisen?
Hva fgler du nar du reiser med
denne typen transportmiddel? Hva
liker/misliker du med dette
transportmiddelet?

Andre opplysninger?
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Turl

Reisedagbok - lgrdag

Nari dggnet reiser du?

Hvor lang er reisen? (km og min)

Med hvem reiser du?

Hvordan og hvorfor reiser du?

Opplevelse av reisen:

Hvordan opplevde du/dere reisen?
Hva fgler du nar du reiser med
denne typen transportmiddel? Hva
liker/misliker du med dette
transportmiddelet?

Andre opplysninger?

Tur 2

Nari dggnet reiser du?

Hvor lang er reisen? (km og min)

Med hvem reiser du?

Hvordan og hvorfor reiser du?

Opplevelse av reisen:

Hvordan opplevde du/dere reisen?
Hva fgler du nar du reiser med
denne typen transportmiddel? Hva
liker/misliker du med dette
transportmiddelet?

Andre opplysninger?

Tur 3

Nari dggnet reiser du?

Hvor lang er reisen? (km og min)

Med hvem reiser du?

Hvordan og hvorfor reiser du?

Opplevelse av reisen:

Hvordan opplevde du/dere reisen?
Hva fgler du nar du reiser med
denne typen transportmiddel? Hva
liker/misliker du med dette
transportmiddelet?

Andre opplysninger?
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Turl

Reisedagbok - spndag

Naridggnet reiser du?

Hvor lang er reisen? (km og min)

Med hvem reiser du?

Hvordan og hvorfor reiser du?

Opplevelse av reisen:

Hvordan opplevde du/dere reisen?
Hva fgler du nar du reiser med
denne typen transportmiddel? Hva
liker/misliker du med dette
transportmiddelet?

Andre opplysninger?

Tur 2

Nari dggnet reiser du?

Hvor lang er reisen? (km og min)

Med hvem reiser du?

Hvordan og hvorfor reiser du?

Opplevelse av reisen:

Hvordan opplevde du/dere reisen?
Hva fgler du nar du reiser med
denne typen transportmiddel? Hva
liker/misliker du med dette
transportmiddelet?

Andre opplysninger?

Tur 3

Naridggnet reiser du?

Hvor lang er reisen? (km og min)

Med hvem reiser du?

Hvordan og hvorfor reiser du?

Opplevelse av reisen:

Hvordan opplevde du/dere reisen?
Hva fgler du nar du reiser med
denne typen transportmiddel? Hva
liker/misliker du med dette
transportmiddelet?

Andre opplysninger?
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