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Abstract

Over the last few decades, the increase of pollution levels and greenhouse gas emissions
has been a reason for concern for governments, individuals, and the scientific community.
With transportation being a major contributor to the problem, research has focused on the
factors involved in Transport Mode Selection.

This thesis focuses specifically on Commuting Transport Mode Selection. Commuting
behaviour is largely different from other types of transport-related behaviours due to its
specificity and stability. The regular, mostly compulsory nature of commuting heavily
restricts the when, where, and how the behaviour happens. However, despite the agreed
complexity of commuting, most research has followed a too-narrow approach. Research
has presented a wide number of factors involved in transport mode selection in regards
of commuting, yet it has failed to consider how the main factors affect the behaviour when
studied together. The research conducted in this thesis aims to address this gap, while also
widening the methodological approach used. For this, this research was based on two
theoretical approaches, the Value-Belief-Norm Theory and the Campbell Paradigm,
under which values, attitudes, beliefs, and personal and social norms were studied.
Additionally, this research also included a wide range of socio-demographic and
contextual factors, such as accessibility.

This study used a combined quantitative-qualitative methodology. The sample were staff
and students at Trinity College Dublin. Firstly, a quantitative, questionnaire-based
methodology was employed. This aimed to study a wide number of factors with the goal
of identifying those that had the stronger impact on mode selection. For this, a repeated
measures approach was employed, gathering data at two times. The sample size for Time
1 was of 1029 participants, and for Time 2 consisted of 241 participants. The results
found, informed the factors involved in the second study. This second study followed an
interview-based qualitative approach with the goal of obtaining a more in-depth
understanding of how the different factors influenced mode selection. The sample
consisted of 20 participants recruited from among those that had taken part in the survey
study.

The results found in this research speak of commuting transport mode selection as
hierarchy, in which the different factors influence the decision at different stages. This
challenges previous research in which the factors either had an influence in mode
selection or they did not. Instead, these results propose the idea that the factors do have
an impact in mode selection, but at different points in the decision-making process. This
research proposed a 3-stage hierarchy of how the different factors are involved in
commuting transport mode selection.



This research presents a new way of approaching the study of commuting transport mode
selection and opens the doors for a new pathway for interventions related to mode
selection.
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Chapter 1: Introduction

Over the last decades, the world has witnessed a massive, rapid, globalisation. With the
spread of internet, people can access goods and merchandise from all around the world,
turning shopping into a global thing. This has been facilitated by the evolution of transport
that has made international and trans-continental travel a regular, common occurrence.
But this travel does not only happen in the context of physical purchases. People have
taken advantage and move from one place to another easily for any number of reasons.
From work and school trips to vacations, everyday thousands of people use different types
of transport in their regular life. While there is no doubt of the positive effects that have
come with these evolutions and adaptations, the extreme speed in which they have
happened and the unprecedented number of them, have brought negative consequences.

One of the negative consequences mentioned above is the change in means of transport.
In the past years, the technological advances have facilitated the massive production of
cars, making them cheaper and more accessible to people. This has made the usage of
personal cars to increase at the expense of public transport, which has decreased more
and more (McDonnell & Caulfield, 2011). Regarding the negative effects of the
adaptations, this switch in the decision of the primary way of transportation has shown to
have a very important impact on the environment, being one of the main causes of CO2
emissions (Ben-Elia & Shiftan, 2013; Zimmermann et al., 2024). With the enormous
increase of pollution and CO2 levels it is essential to take action not only to put a stop to
this exponential contamination, but to decrease it in comparison to the past years.

This increase in CO2 emissions and other transport related pollution particles, such as
PM2.5 or NO, has had a major impact not only in the environment, but also on human
health (Stanton et al., 2025). Looking at the environmental impact brought by the changes
in transport patterns, this impact comes from two fronts. On the one hand, these changes
have increased the emission of greenhouse gases, one of the main contributors to climate
change (Amarales, 2012), as well as the increase in number of oil spills into the water due
to the increase in maritime transport (Dad’ova, 2023), both of which have been noted to
damage the ecosystems. On the other hand, the infrastructural changes adopted to satisfy
the new transport demands have brought their own negative consequences to the
ecosystems. From soil degradation to water pollution, to loss of biodiversity, the impact
of the new transport demands on habitats and ecosystems is noteworthy (Amarales, 2012;
Lietal., 2024).

Similar to the environmental impact, the impact of transport patterns on human health
also comes from two areas. On the one hand, the increased use of personal cars has come
with a reduction of the use of active transport (i.e., walking, cycling) (Mundorf et al.,



2018), either on its own or in order to reach other modes of transport, as private cars often
offer the possibility of door-to-door trips. This sedentary nature of private motorized
transport has been reported to have a negative impact on health, as it has been linked to
obesity and hearth issues (Mulley et al., 2013; Mundorf et al., 2018). On the other hand,
and related to the environmental impact discussed above, the increase of pollution, either
water, soil and/or air pollution, has been noted to have a negative impact of human health
(Amarales, 2012). Traffic-related air pollutants, such as PM2.5, have been linked to
numerous health issues, from respiratory illnesses to death (Colistro et al., 2024; Wang,
2019).

It is undeniable that reducing the impact of transport is a necessity both from an
environmental and from a health perspective, as the negative consequences of current
travel patterns are considerable. While this may seem as a difficult, daunting task, the
solution may be much simpler. Private vehicles have been noted to be a significant
contributor to transport-related emission, with some reports noting that private vehicles
accounted for nearly 60% of these emissions (Stanton et al., 2025). Reducing the use of
private transport, particularly in regards of single occupancy vehicles, in favour of public
and active transport is an effective way to address the environmental impact of transport
(Mundorf et al., 2018) while at the same time addressing the health impact of a sedentary
life.

This need to change the environmental and health impact that has been brought by the
change in transport patterns has not been overlooked. Governments, countries, the
scientific community and, ultimately, the general population have raised their concern
about this, and several campaigns have been developed and implemented. In Europe, the
EU has been taking steps to tackle environmental damage since 1972, with both short-
and long-term goals, such as achieving carbon neutrality by 2050 (European Parliament,
2024). At a more local level, the Irish Government aims to reduce greenhouse gases in
over a 50% by 2030, date by which Dublin city aims to be carbon neutral (Sustainable
Governance Indicators, 2022; Dublin City Council, 2024).

Looking at recent transport use statistics, a travel survey conducted in 2023 by the
National Transport Authority showed that over 70% of the trips done at a national level
were conducted by private car, with active transport (walking and cycling) accounting for
a 20%, and public transport a mere 5% (National Transport Authority, 2023). Focusing
on Dublin, these percentages change, with private car use being reduced to 54% for
Dublin city and 61% for the Greater Dublin Area. On the opposite hand, active transport
use increases to 35% and 29% respectively, and public transport to 7% in both areas.
Despite the lower car use in Dublin compared to the national numbers, private car use
still accounts for the majority of trips and remains far from the carbon neutrality target.
To accomplish this goal, Dublin has set a transport strategy that focuses on reducing the



use of private motor transportation. Some of the measures proposed are the removal of
private cars and/or complete pedestrianisation of some streets in the city centre, and the
improvement of the walking and cycling infrastructure (e.g., increase the number crossing
or increase number of high-quality cycle parking) (National Transport Authority, 2022).
Many of the measures implemented aim to reduce the CO2 emissions produced by
individual transportation, and one key element to accomplish this is to understand how
and why people move in the way they do.

The concerns about humans’ environmental impact have triggered many attempts to
promote the adoption of sustainable behaviours, both in general and specifically related
to mobility. A common way to approach this, particularly in the area of transport choices,
has been by appealing to society’s expectations that individuals should make decisions
based on the environments’ best interest, through the use of moral persuasion. This
approach has not worked as well as expected, having a limited success in changing
people’s behaviour (Gaborieau & Pronello, 2021) which brings the need of a better, more
thorough understanding of how behaviour change is influenced.

1.1. Travel Mode Selection

Travel mode selection is a fundamental part of travel choice behaviour and is influenced
by a wide range of factors (Jing et al., 2018). Varying from the practical reasoning during
the decision-making process (Hiselius & Rosqvist, 2016; Taube et al., 2018) to more
psychological factors and concepts, such as values (Lind et al., 2015; Steg, 2016);
different theories and models study different concepts and approaches.

Studies have shown that demographic and socio-economic status have an impact in how
and how much people use the different means of transport in their daily life; it is not the
same if people have a low or high income or whether or not there are children in the
household (McDonnell & Caulfield, 2011). Some studies also point at simpler reasons
conditioning people’s choices, such as travel time or weather, and suggest that these may
have a great influence on people’s decision making and should, therefore, be taken into
account (Taube et al., 2018). Yet, despite the wide number of studies attempting to
understand the hows and whys of travel mode selection, and the many factors that have
been pointed as relevant, the question remains as to what exactly, and to what extent,
drives the decision to use one mode of transport or another.

Additionally, transport mode selection is also affected by the purpose of the travel, there
is a difference between choosing a mode for your daily commute and for a holiday trip.
Some studies have noted that commute trips are more likely to be done by means of public
transport than leisure trips. This is not only due to leisure trips, particularly holiday trips,



tend to cover greater distances for which public transport may be unsuitable, but also
because people are less likely to be familiar with the different transport alternatives for
leisure trips (Arbués et al., 2016).

1.1.1. Sustainable Travel & Active Travel

Due to the important percentage of CO2 emission being generated by road transport,
sustainable travel and mobility has been a major focus towards environmental goals.
However, this is a complex topic that often involves several different approaches. Both
research and policy have tackled sustainable mobility from very different perspectives,
ranging from a health focused approach to infrastructural or economic perspectives
(Gotschi et al., 2017; Maltese et al., 2021). From a health perspective, studies have looked
at the relationship between active travel and different health indicators, such as BMI or
obesity (Egset & Nordfjeern, 2019). These studies found that active travel, and to some
extent public transport, were linked to a healthier BMI score and lower obesity rates, even
at national level. That is, countries where use of car was less common, had overall lower
obesity rates compared to countries where driving was more dominant. Furthermore,
some recent studies have pointed at the relationship between pollution and health, and
how an increase in active travel could bring health benefits due to reduced levels of
pollution (Mulley et al., 2013).

From an economic perspective, related to the previous point, some research has noted that
the link between more active travel and better health has the added benefit of lower
economic loss due to loss of workers (e.g., due to death, chronic diseases) (Mulley et al.,
2013). However, public health costs is not the only connection between economy and
transport. While car ownership related to higher economic status is a well reported
phenomenon, some studies have pointed at the connection between transport
infrastructure and economic growth (Zhang & Zhao, 2021). These studies have noted a
link between increased transport connectivity, particularly into/around the cities’
economic centres, and economic growth, both at local and national level, due to increased
access to workplaces and business centres.

Additionally, there also does not seem to be a consensus on what is considered sustainable
travel. While sustainable travel is mostly related to a type of mobility with reduced or
zero carbon emissions, the specifics are more nuanced. Some approaches include fuel-
efficient driving (Taube et al., 2018), while others focus solely on active travel.
Regardless, the ultimate goal is to reduce the negative impact transportation has on the
environment.



Overall, active travel is often chosen as a means to achieve sustainable mobility. Much
like with sustainable travel itself, the specifics of what is considered active travel are open
for interpretation. Some approaches consider public transport as part of active travel, as
it often involves walking or cycling in order to reach the point in which you can use it
(Mulley et al., 2013). Other approaches make a distinction between public transport and
walking/cycling (Greaves et al., 2024; He et al., 2022). For the purposes of this study,
active travel follows the later approach.

The level to which people engage in active travel is influenced by numerous factors,
ranging from psycho-social and demographic factors to environmental ones; particularly
infrastructure and build environment have been pointed as particularly relevant (Goétschi
et al., 2017; He et al., 2022). The purpose of the trip also influences the likelihood to
engage in active travel, with commuting being an important factor.

1.1.2. Commuting Behaviour

Commuting is described as the trip from home to work and back; however, this apparently
straight-forward concept has suffered a change due to the increase in remote working,
often referred as “telecommuting”, particularly in the more recent years. With commuting
being a major contributor to traffic volume (Zimmermann et al., 2024) the importance of
more sustainable ways of commuting is undeniable. Additionally, commuting in itself
offers an interesting topic of research not only because it is a substantial portion of travel,
and therefore influences transport-related pollution, but also because it usually is less
variable than other types of travel. This stability comes from the little variation in the
characteristics of the trip, as the time of travelling, the starting and ending points, purpose,
baggage, or modes available is often similar from day to day.

This is evident in the increase in the number of policies and mobility plans that include
interventions and measures focused on active and/or low carbon emission commuting
(Maltese et al., 2021). These often focus on reducing the traffic congestion, either by
promoting other, more sustainable modes such as active modes or public transport, or by
promoting remote working.

Many of these have focused on facilitating the more desirable alternative modes. Creating
or improving the infrastructure (e.g., creating cycle lanes) as well as increasing the access
to the mode, has been a common approach to increase active travel, particularly cycling
(Maltese et al., 2021). Using smartphone apps to make alternative modes more salient has
become more common in recent years (Zimmermann et al., 2024).



However, some research has noted that commuting has its own characteristics that affect
mode selection in different ways to non-commute trips. In a Chinese study, researchers
found that for a distance under 2Km commute trips were more likely to be done by car
than non-commute trips (He et al., 2022). This study focused on short-distance trips
(under 4km) and how different factors such as purpose of the trip or road density affected
travel mode selection, both on their own and when interacting amongst them. They found
that overall, there is a threshold regarding distance (under 1.2km in their study) at which
walking or cycling are preferred over car use. However, when travel purpose was taken
into account, car was mostly used for commuting, both at the 0-2km and the 2-4km range.
They argued that the reason behind this is due to convenience, as commuting often
requires carrying heavy things regularly as compared to other types of trips, such as
leisure. However, the study does not elaborate in detail on how this relationship between
car use and commute is influenced by other factors, such as road density, in comparison
with other trip purposes for which it discusses the different interactions. Whether this is
due to an oversight or a lack of interactions to discuss, overall, it seems to point towards
commuting trips having a marked difference from other types of trips on which factors it
is influenced by.

It is clear that travel mode selection and, particularly, commuting, are complex behaviours
influenced by a large and wide number of factors. Their major impact on CO2 emissions
makes vital to tackle them in order to promote more sustainable options. However, to do
this complexity, more research is necessary.

1.2. Trinity

The current research is a case study based in Trinity College. As such, it has a unique set
of peculiarities that influences the research. By being focused on a specific setting factors
like location or internal culture affects the way its members commute. Additionally, due
to the context itself, the sample studied may skew the data as most of the participants
have obtained or are pursuing third level education, which previous studies have pointed
to be an influencing factor in regards of travel mode selection. Finally, as one of the main
tourist attractions in Dublin, Trinity experiences a great number of daily visitors outside
of its members, altering not only mobility patterns into the university, but also within.
Due to the particularities natural of case studies, the following section will explain the
context in which this study took place.

Trinity College, founded in 1592, is the oldest university in Ireland and one of the oldest
in Europe. Aside from being an active university with over 20 thousand students from 80
countries, Trinity is also one of the main tourist attractions in Ireland. The university also
houses numerous conferences, events, and non-college courses and workshops across the
year.



With over 170 societies and clubs in which students, staff, and alumni take part daily,
Trinity is a busy crossroad of education and leisure.

1.2.1. Location

The main campus and most of the facilities are located in the city centre of Dublin. For
this study, focused on commuting behaviour, it is particularly important to emphasise the
location of Trinity. In comparison to other universities of Dublin, which are located
outside the city centre, Trinity is more heavily connected to public transport. Most of the
public transport routes in the city start or end in the city centre or pass through it.

Regarding the Luas — Dublin’s light rail system -, out of the two lines, one has a stop
located right outside the main entrance to the campus, while the other line has a stop
within a 10-minute walk. There is also a train station on one end of campus. Regarding
buses, the university’s location in the city centre means that a large number of bus lines
are accessible within a short walk.

However, this centre location also means that accessing the campus during peak time can
be challenging due to the heavy traffic as Dublin is one of the most congested cities in
the world (Tomtom traffic index, n.d.).

Finally, in regards of cycling, while the infrastructure in the city centre has improved
greatly in the last few years it is still poor in comparison to similar cities, with most of
the cycling routes (or parts of) being shared with bus lanes (Conway, 2019).

1.2.2. Initiatives

As a public sector body, under the Government of Ireland Climate Action Plan, Trinity
College drafted its own plan to reduce greenhouse emissions. This plan included measures
such as updating the heating systems of buildings from using fossil fuels to alternative
resources or exchanging the college owned vehicles for electric ones (Trinity’s Climate
Action Roadmap, 2023).

However, Trinity’s commitment to sustainability goes beyond this plan. Over the last few
years, the university has increased the number of sustainability-related modules,



including the development of interdisciplinary modules available to all students
regardless of their degree (Centre for Academic Practice, Trinity Teaching & Learning,
2024). This, along with numerous campaigns broaching different areas of sustainability,
shows that this commitment does not stop just at an organizational level, but it aims to
encourage the individual people within it to live a more sustainable lifestyle.

Additionally, Trinity College is part of an international programme to sustainability and
environmental education on universities. As such, it formed an environmental committee,
composed by both staff and students, that meets monthly to discuss issues and measures
to implement (Trinity Sustainability, Green Campus Programme, 2024).

Trinity also has numerous initiatives across the year to create awareness and boost
sustainable behaviours. One of the more notable initiatives is the Green Week during
which workshops, panel discussion, and other different activities are held. Other
initiatives include “Trash to Treasure”, a week during which homeware, clothes, and
books left behind by students are re-sold to tackle the waste of still usable goods (Trinity
Sustainability, Events, 2024).

Finally, Trinity is also invested in promoting active travel, which it promotes through both
initiatives and schemes, and by physical environment. The campus itself encourages
walking and cycling, with bike racks available next to most buildings (Healthy Trinity,
Travel, 2024). Regarding initiatives, every Autumn the Walk October Challenge takes
place, during which teams of staff and students record the number of steps they each have
taken daily for the chance to win prizes at the end of the month (Healthy Trinity,
Challenges, 2024).

Another initiative is the Bike-to-work scheme, a government programme which allows
staff to purchase bikes and e-bikes for a reduced cost. This initiative not only has been
very successful, but Trinity’s Smarter Travel Committee brought forward the suggestion
during one of the government’s Citizens’ Assembly to extend the scheme to include
students. This shows that Trinity’s interest in increasing active travel goes beyond the
scope of what can be done within, and into creating changes at a national level.

Finally, Trinity is using a “living lab” approach to study how its members travel to
campus. Since its start in 2011 to the latest data collection in 2023, there has been a clear
change in mobility patterns. Surprisingly, despite the numerous campaigns, initiatives,
and changes undertaken to increase active travel, the latest results show a decrease of both
walking and cycling. Car use has also decreased since 2011, while public transport use
has consistently increased in the last decade. The data collected has also noted an increase



in the distance between living residence and campus, for both staff and the student body,
which could explain the decrease on active travel (Healthy Trinity, Living Lab, 2024).
While these results show interesting changes in travel mode selection, the information it
provides is superficial and requires further research in order to understand the reason for
these changes and what influences travel mode selection among Trinity’s members. This
research aims to provide some of these answers, gaining a deeper understanding of how
transport mode selection is influenced and what factors promote changes in mode use.

1.2.3. Campus Set-up

Aside from all the initiatives and efforts Trinity is conducting to promote sustainable
means of transport as part of the commute, the location of the university itself, along with
the distribution and set-up of the campus, also encourages the use of alternative modes.

Regarding the use of cars, due to the central, very busy location of the main campus, car
parking spaces around the campus are very limited. At the same time, while there is
available parking inside the campus, it is only accessible for staff members with a parking
permit. This lack of parking within and around the main campus heavily discourages the
use of car for commuting, both among staff and students. This is reflected in a survey
conducted in 2021 which showed that pre-COVID only 5% of Trinity members
commuted by car. Although that percentage tripled (15.6%) when asked about preferred
mode to return once restrictions were lifted, a similar increase was reported for walking
and cycling, showing that even when public transport was avoided, Trinity’s staff and
students still prefer sustainable modes over car (Caulfield et al., 2021)

In regards of cycling, there are bike racks all across campus, with more racks having been
installed in 2024 providing bike parking spaces nearly at every main building.
Additionally, there is a secure bike parking lot which is only accessible with a
staff/student ID card, reducing the risks of having a bike stolen. There are also two small
service stations for bikes on opposite ends of campus, and there is free access to shower
and changing facilities before 9am for staff and all day for students. However, these
facilities and services seem to not be widely known, as people have raised concerns about
lack of shower/changing facilities and secure parking. This suggest that while Trinity has
many measures in place to encourage cycling into campus, there is more work to be done
to promote the use of the available facilities (Caulfield et al., 2021).

On top of all this, there are also several bike share services (e.g., Bleeper, Dublin Bikes,
Moby) accessible within or right outside campus. This allows those who don’t own their
own bike to still be able to cycle as part of their commute. It also encourages visiting
members (Whether exchange students or visiting staff), who often are only attending the
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university for a short period of time during which purchasing a bike is not feasible, to use
bikes to access campus.

Overall, while the location of the main campus heavily discourages the use of car while
promoting alternative modes of transport, the university itself has taken extra steps to
further encourage the use of more sustainable modes for its members’ commute.

1.3. COVID-19

In December 2019 the first few cases of COVID-19 were reported, spreading rapidly until
the World Health Organisation (WHQO) declared it a pandemic in March 2020. In Ireland,
schools and cultural institutions were closed in early March, followed by a stay-at-home
order later that month (Leahy, 2020; Government of Ireland, 2020). That first lockdown
was the longest in Europe.

During the lockdown all non-essential services were closed, and movement of non-
essential workers was limited to a 5Km radio from home. While restrictions were
somewhat lifted during the summer, many institutions remained operating remotely.
During this time, access to public transport was limited, with modes running at reduced
capacity (McGee, 2020; Bray 2020; Citizens Information, 2023).

In Trinity’s case, the academic year 20-21 was mostly conducted remotely, with most
lectures and meetings being online. Access to campus was limited to residents, staff and
students who needed to access labs and equipment, and to access the libraries. In-person
teaching was reinstated for the year 21-22 although health and safety measures, such as
wearing a mask, were still in place.
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Chapter 2: Literature Review

The following chapter will review the existing literature on the topic of Travel Mode
Selection. The aim of this chapter is to, on the one hand, identify some of the more
relevant and common approaches, both in regards of Theories used, and the factors
studied, in order to inform the present research. On the other hand, this review aims to
identify the gaps in the literature with the goal of addressing and bridge them throughout
this study.

This chapter will start by introducing previous attempts to change travel mode selection,
which will follow a broad approach without focusing on specific theories or models. Next,
the theoretical approach will review the most commonly used theories and models
employed to study the topic at hand. After this, the empirical approach will focus on some
specific factors researched in the study of travel mode selection followed by the
methodological approaches commonly employed. Finally, the chapter will end with the
introduction of the current study, highlighting its relevance and the theoretical approach
it follows.

2.1. Attempts to Change Travel Mode Selection

With the growing concern about the impact of transport on the environment many
governments and organizations have tried to implement campaigns and policies to tackle
the problem, such as increasing and improving the cycling infrastructure or educative
programs. (European Parliament, 2024) However, these measures have not always
achieved the desired success (Guzman et al., 2020). This lack of success may be due to
many different factors, ranging from an often too narrow approach in research that fails
to fully understand how travel mode selection is influenced, to the opposition of the public
which renders those measures useless. In his study, Guzman reviewed the use of carrot
and stick policies, and their use in work mobility plans in the northern hemisphere, and
their possible implementation on the southern hemisphere. He discussed that the
combination of both types of policies has been found to be more successful in promoting
long-term change in behaviour, and that some of the possible reasons of the failure of
some measures may be due to stick policies failing to highlight the benefits of the
alternative options, and of carrot policies not punishing the undesirable alternatives. For
his study, Guzman conducted a scenario-based experiment where employees from
different organizations were presented with different measures that could be implemented
to promote non-car commuting. In this study Guzman separated the participants in three
groups based on the duration of their regular commute (i.e., short trip, medium, or long).
Participants in all groups were presented with six scenarios and were asked to choose
which mode of transport would they prefer for their commute in each scenario. In each
scenario participants were presented with different overall cost of trip, cost of transport,
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wait time, travel time, and the availability of app-based incentives. Participants were also
informed of possible mobility plan measures that could be implemented (e.g., incentive
for carpooling, availably of changing facilities). To test the potential impact of the
different variables, Guzman compared the mode of transport chosen in the scenarios with
the participants’ actual mode. He found that while incentivising cycling mostly had an
effect on other active modes (e.g., walking), penalising private car use turned people away
from it and into public transport and carpooling. Incentivising carpooling (e.g., reserved
parking spaces) also appeared to promote carpooling. His initial results fell in line with
previous ones, suggesting a combined approach as the most successful.

The public’s perception of the measures and the way they are presented has been noted
to have an impact on their success. People value what they have, and when a policy is
seen as having negative consequences for them, they are less likely to comply, which
could lead to the failing of the policy (Steg, 2016). However, when a solution to the
perceived inconvenience is introduced along with the measure, its implementation is more
effective (Guzman et al., 2020).

A possible explanation to this could be linked to infrastructure. Recent mobility plans
have put emphasis on making infrastructural changes to promote the desired modes of
transport, both by making those modes more available to the public and by altering the
geography (Maltese et al., 2021). While this is supported by recent research that points at
built environment, infrastructure, and land use as major influencers of travel mode
selection (Gotschi et al., 2017; Greaves et al., 2024; He et al., 2022), is important to
mention the seemingly disconnected approach researchers in general have taken. Both
when studying psychological and non-psychological factors, despite the general
consensus on the complexity of travel mode selection, the scope of the research is often
limited to a few variables. The studies are usually based on a single theoretical approach
and focus solely on the factors contained in it. As such, studies that consider attitudes
rarely include beliefs, studies that look at values, typically overlook habits. And
sometimes, when a wider approach is used, the possible interaction among factors is not
studied (Arroyo et al. 2020). In her study, Arroyo pointed at the scarce research done in
regards of how factors affect each other in relation to travel behaviour and conducted her
research in order to bridge this gap. Although she found an interaction between the factors
included in the study, proving that future research should look into how the variables
affect each other, her st