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Abstract. 
Cileg, D. 2016. Shifting Lanes: A quantitative study on how attitudes towards public transportation 
and car use differ between people and planners in Tampa. Thesis Department of Social and 
Economic Geography, Uppsala university. Master thesis in Human Geography 30HE credits, 
VT16 
 
This quantitative study investigates on how the attitudes amongst people in Tampa are towards the 
use of public transportation and also analyse which factors they consider vital for its development. 
The data is collected with the help of an online questionnaire and later compared with the current 
comprehensive plan and transportation plan in Tampa, after a qualitative literature review, in order 
to analyse and compare if there are any differences between the respondents and the planners. In 
other word’s compare theory to what is happening in reality. The results show that both the planners 
and the respondents acknowledge the dominance and negative effects of car use and that an 
expansion of public transportation is necessary in order to enhance the overall quality of life but 
also sustainability. The biggest difference was the attitude toward and belief in Mobility 
Management and soft measures. As the plan documents do not put any emphasis on the importance 
of changing attitudes with the help of soft measures, the respondents showed that Mobility 
Management and services linked to it could be a vital factor to change overall attitude towards 
public transportation if it were implemented.  
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Attitudes. 
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1. INTRODUCTION 
 
The car and its role in 20th century city planning and in people’s everyday life is uncontested. It has 
shaped cities in a way that life and space was constructed around the car, giving it a more central 
priority over time (Lundin, 2008). This has resulted in a reliance to the car which not only causes 
20% of the worlds CO2 emissions, but decreasing speed of people’s movement and congestion that 
furthermore generates road fatalities, injuries and air pollution. In addition to this, on a social level, 
it is a dividing factor between those who can afford the car and those who cannot (Dowling & 
Simpson 2013). The amount of passenger cars has increased between 1970 and 1995 from 193 to 
477 million and the distance travelled in vehicles has also increased between the same period from 
2.6 to 7.0 trillion kilometres. The prognosis when it comes to passenger car growth is expected to 
take place in countries outside of the OECD (IPCC1, 2016). Passenger cars and other road vehicles 
are responsible for 75% of the GHG emissions coming from the transport sector, and indicators 
show that emissions form this sector is growing faster than any other sector (Kahn Ribeiro et al, 
2007). The car represents a person in the sense that it is a label showing who and what you are. In 
combination with oil and petrol entering into everyday society particularly in the western world, it 
has become a part of what we are (Jangård, Kamlert & Gertten, 2015).  
 
What are the motives and criteria when it comes to public transportation amongst the policy 
makers? Since the amount of cars on our roads continue to increase it seems that flow of cars comes 
before flow of people. The current population trend and the estimations are that in the year 2020 
there will be 3,2 billion potential car buyers in the world and roughly 2 billion cars on the planet. 
The majority of the buyers are from the emerging new middle class and one of the main reasons 
for a purchase is the sign of inclusion it manifests (Jangård, Kamlert & Gertten, 2015). Although 
the car industry is inventing new electric cars and smaller cars, that alone is not sufficient to call it 
a new paradigm. In fact, it only reaffirms the current car dependent system and only adds new type 
technology (Jangård, Kamlert & Gertten, 2015). The car dependant system shows itself when land 
developers often buy land outside of the city because of the affordable prices and then start to 
pressure governments to build roads for better accessibility, and thus making the car a political 
factor (Jangård, Kamlert & Gertten, 2015).  USA is arguably one of the countries where the car has 
had the biggest impact on the society and in some ways developed into a symbol of prosperity and 
is synonymous with the American way of living. No other country has embraced the car in its 
culture as much as USA. As Tengström (1991) mentions, the infrastructure in the US has more or 
less been built around the car and many daily and leisure activities were developed so that people 
did not have to get out of the car; drive-in-theatres, drive-in-churches and drive-in-restaurants are 
examples of how the car has influenced people, policy-makers and planning. Americans spend on 
average 55 working days per year sitting in their car, and one fourth of the annual salary on 
transportation. Combined with the fact that Copenhagen, Denmark, has more commuters by bike 



 6 

than the entire USA shows the enormous potential for improvement when it comes to sustainable 
transportation (Jangård, Kamlert & Gertten, 2015). 
 
One of the cities in the US that probably has become most car-dependent as a result of the factors 
mentioned above is Tampa, Florida. Forbes (2010) ranked Tampa last among the 60 biggest 
metropolitan areas in USA when it comes to commuting. Furthermore, the Tampa bay area is the 
second most dangerous for pedestrians in the entire country, showcasing the need to redesign the 
current car-oriented layout (Tampabay, 2016a). Planning in a car friendly way has resulted in 
spatial segregation meaning that jobs, houses and stores only can be accessed by car, furthermore, 
this has affected biking, walking and use of transit in a very negative and unsafe way (Imagine 
2040: Tampa Comprehensive Plan, 2016). The attitude amongst the citizens of Tampa is therefore 
a key factor if a future with less cars and more shared spaces is to be obtained, allowing for public 
transportation and bikes to be included in the planning. Because in order to make a more sustainable 
transportation system possible there has to be people willing to use that system either by own will 
or in combination with planning that promotes public transportation and other sustainable 
transportation alternatives. 
 
1.2 Purpose and Research Question 
The purpose of this research will focus on how the City of Tampa is planning for a more sustainable 
transport system that promotes public transportation and alternative modes of transportation other 
than the car. Moreover, this is of current interest as Tampa has a history of car dependence and is 
notably in the very bottom when it comes to commuting and walkability on a national level. Also 
the purpose of this research is to compare the planning documents to the opinions and attitudes of 
the citizens of Tampa. In order to examine and collect as many opinions and attitudes as possible. 
The citizens targeted for this research were also all citizens with the possibility of driving a car. 
Hence the age demarcation is not limited to 18 and above since the legal age of possessing a driver 
license in Florida is 16 years of age and attitudes towards car use is one of the main elements of 
this research (DMVFlorida, 2016). Furthermore, this does not mean that people without driver’s 
license were excluded from the research. Against this background the research questions are: 
 

- How the City of Tampa is planning for a more sustainable mobility system with an 
emphasis on public transportation. 

- Identify the attitudes towards the use of public transport and car use amongst the citizens 
of Tampa. 

- Compare which factors the public recognise as vital for usage and development of public 
transportation compared to the plan documents, and analyse if there are any significant 
differences between the two. 
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2. BACKGROUND 
 
This section will try to explain the factors and drivers that helped shape the current car system 
both globally but in particular the car system in America. The main focus will be on the social 
aspects in society that have been affected by the car system. Although information on 
environmental impacts will be given, the deeper focus and information will be on social aspects, 
which are also the main focus of this study. 
 
Automobility can be defined by six elements:  
 

1. Leading industrial giants that produce archetypal manufactured objects. These are often 
firms symbolic to 20th century capitalism such as Ford, Mercedes and Toyota. 

2. Next to housing the item of individual consumption that generates a status connected with 
a certain sign such as speed, masculinity, freedom and security. 

3. The link between the social and the technical makes it a complex phenomenon that has 
connections with various elements of society that are all bonding over the same product; 
car-parts, petrol, road-building, hotels, motels, car sales, repair workshops, suburban house 
building, advertising, marketing, urban design and planning and nations that are rich in oil 
generate automobility. 

4. A type of mobility that dominates all other forms of mobility globally such as biking, 
walking or train travelling and that ordinates how people arrange their everyday lives when 
it comes to leisure, work and family life. 

5. It is the key factor when it comes to how a culture defines what the good life is, how much 
and what is needed for an appropriate level of mobility in society and that creates images 
and symbols that are connected to powerful artistic and literary projections. 

6. The need for constant material use, the vast scale it covers, the amount of power required 
and the pollution and emissions generated because of it makes automobility the number one 
important cause of environmental resource use (Urry, 2004). 
 

Mobility has been the leading word when it comes to defining individual American lifestyle. The 
type of society that emerged was dependent on a system that was of mobile character and the 
scenery throughout the American country became synonymous with changing mobility that is more 
known as automobility (Seiler, 2008). The construction of highways that stretched across the 
country reflected freedom of movement which was reinforcing the masculine character of America, 
this would soon be embraced by the political, cultural and economic sectors of USA. The 
automobile industry and industries connected to it fuelled the common people’s perception of the 
car by advertising and encouraging driving and car use. The expansion of automobility was not 
only needed but deserved. To sit in a car and drive was therefore in the American liberalism a 
symbol of living and moving without a change. Which, thanks to the high accessibility to highways 
in the post-war era made it a part of everyday American life (Seiler, 2008). 
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2.1 The World Car System – Environmental Impacts 
Social relations and mobility are the two main positive factors linked to private car use. In USA, 
households spend on average a sixth of their income on their cars and more than half of all the 
households in the country own two cars or more (De Vries, 2013). 
The negative impacts of the car and the usage of it has been more evident in the latter half of the 
20th century, particularly health impacts, pollution, and the burden that has been put on ecosystems 
and landscapes. The impact automobiles have had on spatial planning and landscapes have been 
immense as parking spaces and roads accounts for 1-2 percent of total land use. Since the layout is 
based on the car and the demands linked to it, results such as traffic congestion and increased land 
pressure are common and cause big problems in many areas around the world (De Vries, 2013). 
 
The United States accounted for 14 percent of all passenger car emissions and 23 percent of all 
road transport emissions between 2003 and 2004 (CO2), furthermore, the consumption of plastic, 
iron and aluminium adds to the car manufacturing system being one of the biggest contributors to 
the greenhouse effect. The car system as a whole need to be taken into consideration when 
predicting and planning for a transport transition and for a more sustainable mobility. Factors like 
traffic congestion, cost of infrastructure and space limitations all have a major impact on traffic 
and urban planning. These forces are part of a system that is constantly stabilizing, preventing and 
growing at the same time, which also means that same measures are hard to implement on different 
places around the world. Thus, European planning may not be successful in the U.S. which has 800 
cars/1000 inhabitants and has developed a certain culture (De Vries, 2013). 
 
2.2 Social Impacts of the Automobile Society – Driving the Dream 
American society does not only have more cars today, but more of the car itself. Not only has the 
amount of vehicles on the roads today overtaken the total amount of people with driver’s license 
in the country. But 90 percent of households own more than one car (Lutz & Fernandez, 2010). 
Convenience is the universal answer to what is the biggest benefit with owning a car. In fact, 
Americans ranked owning a car as the ultimate sign of a happy life, even more important than 
owning a home or having children. This not only shows that we consider a car the item to have but 
also that it has evolved as a symbol of happiness. In American popular culture and Hollywood 
movies, there is no item more central than the car. The majority of movies and especially classics 
like The Fast and the Furious, The French Connection and The Blues Brothers all involve cars and 
have car chases and scenes as the most memorable and crucial part of the movies. The powerful 
messages sent out to the audience watching these movies is how important the car in our society 
really is. When we observe cars or drive them, the culture of cars reinforces and continues to go 
deeper in the heart and core of society, and yet we only seem embrace their popularity (Lutz & 
Fernandez, 2010). 
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2.2.1 A Basis for Social Inequality and Urban Sprawl 
The now 10 percent in America that are carless face the problems such as limited mobility, limited 
job opportunities and last but not least, people without car who often reside in sprawled areas are 
subjected to a certain stigma in the society which is heavily dependent on the car. The traditional 
notion of the car, creating opportunities, has become a legend and it is instead generating obstacles. 
Wealth is in the car system spread from the bottom up in three ways: 
 

1. Keeping an employment is extremely difficult for people from poor classes since the 
distance from their home to the job makes it significantly harder to get there. 

2. Car ownership creates big debts for the working- and the middle class which is difficult to 
get out of and renders in people from those socio-economic classes having difficulties to 
progress economically. The result is quite a paradox, meaning that these two factors hinder 
people from living without the car but at the same time it is too expensive to afford one. 

3. The wealthy have privileges from the car industry, gas companies and the banks which 
reinforces and advances their status compared with the rest (Lutz & Fernandez, 2010). 

 
The need to understand how the car system has helped to form a small upper class and the rest of 
society barely making ends meet is quite significant and yet to be fully explained. The reality today 
in the United States for many poor is that without a car there is no job. Most jobs are situated in 
the suburban areas while the poor reside in the city centres and in rural areas outside the city. The 
situation for the poor and carless is deepening by the fact that produce in areas they reside in often 
is lower speaking of the amount and unreasonably high priced compared to the suburbs where 
people with car do their groceries. Maintaining a healthy life and acquiring basic needs like fresh 
food is thus becoming a question of social class. The same scenario applies for medical care to the 
extent that a person might have to choose between a medical check-up or food and rent due to long 
trips and expensive tickets (Lutz & Fernandez, 2010). 
 
Race and class has in America become separated under the influence of the car system. The 
problem is that public transportation is heavily underfunded compared to the investments made on 
road infrastructure. Meaning people who cannot afford a vehicle are essentially stuck and 
dependent on a public transportation system that, in the current car system, will stay stagnant. One 
of the solutions is therefore to inform and change peoples attitude towards the car by showing how 
cars in fact increase inequality and that investment in a reliable and accessible public transportation 
system will have long term beneficial effects on the society as a whole (Lutz & Fernandez, 2010). 
Taking the school bus is today associated with a certain stigma, basically those who cannot afford 
a car are the ones taking the bus. Therefore, parents and society are not really advocating the use 
of public transit to their children but rather subconsciously educating children the right manners 
associated with their social class. That is, driving the right type of car because only the poor take 
the bus (Lutz & Fernandez, 2010). 
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3. LITERATURE REVIEW 
 
This section will describe the new alternatives that are complementing and seeking to replace 
traditional traffic planning. The aim is to give a broader perspective and understanding of what 
these new concepts can contribute with and what it takes for it to succeed in todays society. In 
addition, the literature in this section will also provide some examples where these new concepts 
have been tested and what kind of outcome the examples generated. 
 
3.1 Sustainable Mobility 
The situation for transport planning today is critical even though it has undergone some changes 
and had many different eras during the history, yet these changes have had a small impact on the 
overall transport planning system. Travel is not an activity but a demand, therefore the value of an 
activity determines if a destination is worth travelling to. This is one of two core principles to why 
the systems and transports connected to traffic are shaped the way they are. The second principle 
is that people seek to minimize travel costs. The combination of these two principles is the reason 
why the amount of travel by car is increasing and being carried out in higher speeds (Banister, 
2008). The car use that has been increasing has had a negative effect on public transport and 
bicycles, making them less attractive. The result is a process which sees an increase in car 
dependence and urban sprawl making it difficult to impede in the future (Banister, 2008). 
Sustainable mobility is a new paradigm within traffic planning that aims to reinforce the connection 
between land use and transportation. The key to achieve sustainable cities is having a population 
between 25000-50000 people, having a hub for public transportation in the city and the possibility 
to further develop it and finally the density should preferably be 40 inhabitants per hectare. The 
new sustainability paradigm is making use of what is already available in cities and taking in 
consideration what the society is striving for (Banister, 2008). The current traffic planning system 
is aware of the faults but continues to overlook these problems which appropriately gives this type 
of action the name schizophrenic paths, a sort of path dependence without genuine progress.  
 
An important aspect is to be realistic in the sense that traffic congestion most likely will remain 
and never fully disappear, therefore it is essential to make people drive more sensibly. Sustainable 
mobility is about providing options to the car and encourage people to minimize long distance 
travelling in as well as promoting a higher level of effectiveness when it comes to traffic (Banister, 
2008). Implementing economic means of control such as higher parking fees and tolls to minimize 
car use in urban areas is vital when it comes to making the streets a common place and not only a 
space primarily associated with the car. The current standard for traffic planning needs to have an 
opponent and a will for change must exist if a more sustainable and common future is to be reached. 
Also the sustainable mobility concept should be implemented in the more attractive parts of the 
cities so that it generates a social mix where people from different socio-economic sectors can stay 
together and that their attitude is the kind that demands and desires change (Banister, 2008). 
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Table 1. Differences between traditional and modern sustainable traffic planning.  

Traditional traffic planning Sustainable mobility 

- Separation of traffic and people - Interaction between people and traffic 

- Increased speed - Speed limits 

- Focus on demand - Focus on values 

- Emerge out of models and economic 

evaluations 

- Mix of models and scenarios 

developments 

- Traffic predictions - Urban predictions 

- Transport by motor driven vehicles - Mix of transportations modes 

- Street seen as a road - Street is a shared space 

- Large scaled planning - Local scaled planning 

- Car has central part in the planning 

process 

- Priority lies on people in the planning 

process 

- Focus on mobility - Focus on availability 

- Physical expansion - Social expansion 

Source: Adopted from Banister, 2008, Table 1. 
 
Despite the actions mentioned above, a reason for using the car always seems to exist no matter 
how high the level of public transportation is and the reason for preserving the same situation when 
it comes to car use seems to prevail and continue. The symbolism and excitement connected with 
the car is what the major automobile companies are proficiently trying to sell to the public. More 
and more people will have the economic means to own their own car in the future due to the 
decrease in car prices over time. Driving will more or less always be relatively inexpensive due to 
the political actions that are regulating eventual rising prices (Banister, 2008). 
 
The sustainable mobility paradigm requires the following four factors for a successful 
implementation: Firstly, to use the current technology in order to create better systems that will 
help give more alternatives to the car and also use technologies to create more ecologically friendly 
petrol. Secondly, to force people to use the car less and to reduce the amount of travel by using 
economic policy instruments. Thirdly, to make sure that integration is a part of the planning when 
it comes to land use and to promote public transportation by having a planning philosophy that 
meets the the requirements mentioned above. Finally, to involve the people by demonstrating, 
encouraging, spreading and increasing the information about sustainable mobility and why it is so 
important. By getting the acceptance from the society and the people it also shows the policy 
makers how important the sustainable mobility issue is (Banister, 2008). Every situation is unique 
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which requires flexible adaptions and executions with analysis of each individual project. With 
adaptability, policy makers and people promoting sustainable mobility can produce strong 
decisions and organisational skills that can analyse certain aspects of the implementation and policy 
changes that have been made and therefore make vital changes that will benefit further 
implementation of sustainable mobility. The key role for sustainable cities in the futures is to make 
people comprehend the importance of sustainable mobility and furthermore make the society strive 
for a change, there will only be success when the citizens embrace it (Banister, 2008).   
 
3.2 Shared Spaces 
Without affecting accessibility, mobility and security negatively, shared spaces is a new concept 
within traffic planning that is meant to be integrated in the public spaces in a society. This concept 
is developed to generate a sustainable urban environment and diversity in the future (Hamilton-
Baillie, 2008). The initial step before implementing the concept of shared spaces is to analyse and 
observe the current situation regarding traffic. What is functioning and what needs to be changed? 
In addition to this a valuable piece of advice is to take a look at locations where shared spaces 
already have been implemented and generated a positive result. Shared spaces is a concept that 
creates attractive and welcoming atmospheres between pedestrians and motorists and that itself is 
a basis for interaction between the two. It is also essential to create a safe atmosphere because of 
the coexisting nature between drivers and pedestrians in places where shared spaces are 
implemented. This leads to a situation where especially the drivers must be attentive to the 
surrounding road users and therefore the speed will decrease making it a safer environment 
(Hamilton-Baillie, 2008).  
 
In the late 70’s a series of traffic experiments were performed that redefined the design and 
structure of an area that would set a pattern for future shared space projects. This experiment meant 
removing the road signs and traffic signals and instead replacing these with road bumps resulting 
in a speed reduction up to 40 % in the area. The general quality of urban spaces and life improved 
all connected to the decrease in speed which in turn lowered the number of traffic accidents and 
deaths (Hamilton-Baillie, 2008). In the outskirts of the Dutch town Groningen, Haren, is one of the 
examples where shared spaces have generated positive results. All curbs and lines separating the 
different kinds of transport modes were removed in the year 2002. To remove the impression that 
the street solely was a road meant for cars, they planted trees. Although the average speed only 
decreased with 5km/h it was recorded that the public transportation system had an increase in 
reliable time of arrival as a result of the actions that were carried out in the suburb (Hamilton-
Baillie, 2008). The idea of shared spaces is to utilize it to fill in the gap between the traditional way 
of traffic planning, that focuses on separation between transportation modes, and the new modern 
way of traffic planning. The realistic situation is that cars will be a fair part of society in the future 
and therefore it is necessary to implement a way of planning so that it can be used in a sustainable 
way. This will result in streets and urban areas that are more attractive which in turn increases the 
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quality of life in cities making the future move towards a more unified composition (Hamilton-
Baillie, 2008). 
 
3.3 Promotion of a public transport with the help of Mobility Management 
The city of Obihiro in Japan has implemented mobility management in an attempt to solve the 
aftermath of the deregulated bus operations, which meant that the physically disabled and the 
elderly that did not have a driver’s license could not get around in town anymore (Taniguchi et al, 
2005). The decreasing presence of the bus operations in town resulted in people seeing nothing 
other than the car as the only mean of transportation. The approach of mobility management with 
the soft actions and measures tries to change people’s attitudes towards a more sustainable way of 
transportation, trying to make people take public transportation and bicycles willingly (Taniguchi 
et al, 2005). The aim of implementing mobility management in the town was to increase the use of 
the so called “Ring-Ring bus”, that can only be used by making a reservation either on telephone 
or with fax machine. The time tables were somewhat fixed but bus stops were not set beforehand.  
The travel schedule of the bus was 28 journeys per day between November and February and 32 
journeys per day between February and May. To see the effects of mobility management a research 
was conducted by sending out surveys to a test group and a control group, that indicated how their 
behavioural patters looked like. The survey sent out to the test group also included two free bus 
tickets that were valid for the next 4 weeks as an attempt and incentive to make people use the bus. 
In addition to this a newsletter was also sent out with aim to change the reader’s attitude towards 
public transportation and also the car. This also gave the readers an opportunity to give their 
remarks regarding the bus operation in town (Taniguchi et al, 2005). The main difference between 
the traditional bus operation and the new Ring-Ring bus was that the latter could only be utilized 
by making a reservation.  
 
This was something that provoked insecurity amongst many individuals and the action taken 
against this issue was to develop simple information sheets that described how the Ring-Ring bus 
is used (Taniguchi et al, 2005). The possibility of remarks and feedback from the users together 
with information sheets and the use of mobility management showed that there was an increase in 
the use of the Ring-Ring bus. The free bus tickets that were sent out together with the survey to 
generate more users resulted in success, as there certainly was an increase in bus users. The 
newsletter that was sent out did in fact positively change people’s attitude towards the bus, it also 
was successful in that sense where people who were using the bus recommended it to others. 
Mobility management proved to be very successful in this case and after the implementation the 
number of bus riders increased by 26% in Obihiro (Taniguchi et al, 2005). 
 
3.4 Importance of Attitude in Planning and Travel Behaviour 
Concepts in spatial planning such as the New Urbanism and Compact City Policy have all targeted 
travel behaviour and researchers have increasingly been more focused on understanding the 
important link between travel behaviour and the built environment. Effect of mixed land use, street 



 14 

design, compact development and travel patterns of households are elements that have been 
analysed by researchers. Even though many studies have shown that there is a connection between 
location and travel behaviour, there is still room for improvement and further research to strengthen 
the theory (Dieleman, Dijst & Burghouwt, 2002; Ewing & Cervero, 2001; Bhat & Guo, 2007). The 
notion of residential self-selection, is a contributing factor to this complicated issue that deserves 
higher priority in the planning and policy process. The choice to live in a certain area may not only 
depend on the possibilities or limitations from a travel perspective but could also be a matter of 
attitude. Meaning households can choose their residential location based on their attitudes towards 
travel. Therefore, households that prefer more urban locations may aim for a residence closer to a 
railway station, within cycling or walking distance. Households that prefer car use on the other 
hand may choose a residence that is more distant (Næss, 2006; Schwanen and Mokhtarian, 2007). 
 
Socio-demographical variables in attitudes when it comes to residential self-selection and travel 
behaviour is a key factor to understand individual characteristics in this dilemma (Mokhtarian & 
Cao, 2008). The part of residential self-selection is vital if a development towards a spatial planning 
that is more customized were to arise. If self-selection was possible amongst residents, then this 
would on the contrary mean that urban spaces do not have any impact on travel behaviour (Næss, 
2009). Urban spaces and the built environment allows households to pursue self-selection, that is 
why spatial planners would benefit from knowing which factors households prefer in a new 
residence, choosing between travel-related factors, housing and neighbourhood (Bohte, Maat & 
van Wee, 2009). This could be highly beneficial from a sustainable perspective so that planners 
could provide families with certain preferences, a type of residence that matches their attitudes. 
From there a more sustainable travel behaviour could be promoted so that households that prefer 
driving and car use eventually can switch to cycling and public transportation, given that the 
conditions for these modes of transportation are provided by the spatial planners (Bohte, Maat & 
van Wee, 2009). 
 
3.5 Residential Self-Selection and Travel Behaviour 
Bohte, Maat and van Wee (2009) have identified the following seven factors that that are of 
importance when mapping out the relationships between travel-attitudes/behaviour and the built 
spaces around people: 
 

1. Perception. People base their travel and housing choices on perceptions about the 
characteristics of these two and not the real characteristics. Perception is important because 
it stimulates the connection between real behaviour and limitations such as service, 
accessibility, or behavioural control. 

2. Direction of causality. By changing either attitude or behaviour, people decrease any 
possible conflict between those factors. Behavioural impacts are usually weaker than the 
other way around, but travellers are an example that behaviour indeed can have an effect 
on attitude in the sense that travellers change attitude depending on type of transportation. 
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Perception on attitudes and behaviours can take some time to change or adapt in a new 
surrounding and is also influenced by the the shape of the environment. 

3. Habits. Is a notion that is connected to a certain situation that has been repeated multiple 
times to the point that it becomes automated without the person commanding that action. 
Behaviour is the result of intentions, habits and behavioural control. Habits are important 
due to the fact that they can be sustained easily which from a travel, car use and planning 
perspective is important to take in consideration. 

4. Specificity of attitude and behaviour. The measurements on attitudes and behaviours tend 
to have different levels of specificity, meaning that specific behaviours are linked to very 
common attitude which results in unsuccessful studies. Attitudes and behaviours can both 
have variations in the level of their specificity and the level of their universal extent, which 
can vary depending on time and location. From a travel-attitude perspective the difference 
between US and European neighbourhoods in terms of pedestrian infrastructure, car-
dependence and availability for bicycle use it can have a big difference in attitudes and 
therefore behaviours. That is why general assumptions have to be changed to more specific 
depending on the situation to be able to asses it in the best possible way to generate the best 
feasible solution. Bohte, Maat and van Wee mention a valuable and important factor when 
it comes to planning effectively and sustainable related to people’s attitudes and behaviours 
connected to transport; “However, if people evaluate travel modes differently when 
different trip lengths and/or trip destinations are involved, this knowledge could be used to 
identify adjustments that need to be made to the built environment to lead to changes in 
travel behaviour” (Bohte, Maat & van Wee, 2009, p.333). 

5. Household characteristics. How lifestyles and residential features impact attitudes and 
behaviour is contested. Factors connected to residence like disabilities, earnings and the 
basic needs control the way people choose transportation mode and also where they want 
(can) have their housing. The type of behaviour will therefore be shaped by those factors, 
especially residential self-selection due to the fact that attitudes regarding travel are also 
affected by the surrounding circumstances that often go hand in hand with residential 
resettlement such as new jobs and children. 

6. Intention and desire. Intention and desire are factors that interfere with the connection 
between behaviours and attitudes. Behavioural prediction, the ones that are specific, have 
been made by analysing and using intentions. The difference between intentions and desires 
is that while intentions have more connection to specific behaviours, desires are linked to 
behaviours that are more common and stretched over a longer period of time. 

7. Subjective and moral norms. These factors are important when it comes to describe 
behaviours connected to transport that are more specific (Bohte, Maat & van Wee, 2009). 

 
Moreover, Bohte, Maat and van Wee (2009) conclude that urban planners will benefit from studies 
focusing on attitudes and behaviours in the sense that they could create neighbourhoods that suit 
households with more sustainable travel-attitudes. This also applies to households that have a more 
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positive attitude towards cars so that neighbourhoods around them can be modified to promote and 
provide more sustainable transportation. One interesting and crucial point is the real effect of 
developing more public transportation, bicycle- and pedestrian friendly alternatives if people are 
positively set towards the car and value driving automobiles higher than the more sustainable 
alternatives. Will it make any difference? The fact that areas without any sustainable alternatives 
to the car, like cycling or public transportation, will appeal basically to car using residents only, it 
will also strengthen their views on the car and its necessity. The reason behind this is that the 
surrounding infrastructure and the quality of it, concerning the alternative transportation modes, 
are strongly linked to travel-related attitude. Ultimately this means that attitudes and behaviours 
towards transportation modes is almost impossible to change with the help of redesigning urban 
spaces (Bohte, Maat & van Wee, 2009). 
 
3.6 The city and the car 
The perception of the automobile is that of a neutral technology that promotes social patterns and 
is not an obstacle for them. Despite the fact that automobiles have dictated how society has been 
shaped, they are not mentioned or analysed in the urban context as a key factor for that (Sheller & 
Urry, 2000). Mobility and movement is connected to the urban architecture and the car is a mix of 
lifestyle, social action and machinery. The inner structure of a city is best showcased with its 
mobility features and the modern urban social life is connected to this mobility, mainly due to the 
branding and image connected to the car, which when the mass transportation system was under 
development, meant that car ownership was seen as something successful and together with owning 
a house, a fundamental staple for modern democracies (Sheller & Urry, 2000). With car use and 
the spread of automobiles came fragmentation of flows and urban sprawl in the shape of 
suburbanization, in addition to this, the use of streets and the need for them declined as they were 
seen as potential spaces for car flows. The flexibility of the car also makes it very dependent for a 
lot of people because it promotes a lifestyle that connects time and space but also family life, leisure 
and societal activities. The seamless type of mobility offered by the car gives the notion that public 
transportation is slow in comparison which means that commuters travelling with public 
transportation often need to transfer on their way from A to B. This leads to an increase in waiting 
time, uncertainty and danger resulting in people developing a sense of inconvenience towards 
public transportation (Sheller & Urry, 2000).  
 
The power of car manufacturers in the US was on the level that they could shut down an electric 
tramway system in order to increase dependency on automobiles in the suburbs. The auto sprawl 
syndrome was a combination of the middle-class relocating to suburbs and the car making it 
possible to live there. This increased urban sprawl and suburbanization in the country but it also 
made those place even more dependant on the car. Newman and Kenworthy (1989) also state in 
connection to this that higher density in a city reduces car dependency and increases use of public 
transport. The dependency for car use has been developed furthermore due to the importance it has 
on everyday life in our society, a sense of security, commodity and concepts have derived from car 
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use which Sheller and Urry (2000) mention as “home-away-from-home” and “backseat drivers” 
(Sheller & Urry, 2000, p.746). The symbol of the car as something masculine has not only divided 
men and women, with the automobile industry tailoring the products towards men, but also the 
social inequality has increased in the shape of segregation. Immigrants and the impoverished of the 
society are falling deeper into the segregation du to the fact that society necessitates a car as a mean 
for transport which results in people getting more shielded off from jobs and other social classes, 
resulting in exclusion (Sheller & Urry, 2000; Cass, Shove & Urry, 2005). Current urban planning 
policy needs to admit the need for a radical change in transportation and use the legislations and 
regulations to integrate more intermodal public transportation system (Sheller & Urry, 2000). 
 
3.7 Role of past behaviour, habit and reasoned action  
Bamberg, Ajzen and Schmidt (2003) recognise three factors that determine a person’s actions: 
behavioural beliefs, normative beliefs and control beliefs. Behavioural intentions are therefore 
shaped by subjective norms, behavioural attitude and perception of behavioural control. The more 
positive the subjective norm and attitude is in addition to a perceived control that is better, the 
likelihood to carry out a certain behaviour increases. A way of influencing a person’s behaviour 
and intention should, according to TPB, Theory of Planned Behaviour, be possible if the three 
influencing factors are altered: subjective norm, attitude and perceived behavioural control. 
 
Habitual strength can be measured in how often a certain behaviour has been carried out before, 
and this can also help forecast future actions. In their study about the effects of intervening on past 
behaviour and habits, Bamberg, Ajzen and Schmidt (2003), showed that the theory of planned 
behaviour is a useful tool when it comes to understanding the effects of an intervention and 
predicting choice. In the study about student’s intentions towards using a campus bus, attitudes, 
subjective norm and perceived behavioural control indeed influenced students’ intentions which 
also could be used as a forecast for behaviours. Moreover, they found that past behaviour connected 
to commuting, held an important influence on future behaviours. Rational thinking is always going 
to be a part of human social behaviour, even if it is a part of a habitual behaviour, which the study 
by Bamberg, Ajzen and Schmidt has proved (Bamberg, Ajzen & Schmidt, 2003).  
 
When the circumstances are stable over a long period of time, past behaviour can give important 
predictions about future ones, and also to get correct overview and connections between habits and 
past behaviour, they should be measured separately. Since human behaviour is influenced by 
reason, new information that is influential and significant can help to change, affect and influence 
people’s intentions, perceptions of behaviour and later on future behaviour. Bamberg, Ajzen and 
Schmidt (2003) have in their study determined that human behaviour is built around reason even 
though it can be surrounded by habitual factors. 
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3.8 Land use and travel in San Francisco Bay Area  
Kitamura, Mokhtarian and Laidet (1997) have also pointed out how car use increases amongst 
residents the further out they live from the city centre and that land use also has an affect on what 
kind of travel demand there will be. Different types of land use policies can help to change the 
demand for car use. But an important aspect is recognising how much factors like socio-economic 
status, demographics and type of transportation, transit and accessibility have an impact on travel 
and land use. With this in mind, it is important to understand what really affects travel and travel 
choice, and also questioning the role of land use characteristics in changing travel choice. The 
spatial segregation of different socio-economic classes in the society is a strong indicator that 
certain people are drawn to certain land use designs, meaning certain attitudes, values and 
demographics determine what people are drawn to, which creates the homogeneity seen in many 
neighbourhoods. This scenario implies that changing the design and features of the urban space 
would not change current residential attitude and behaviour towards travel but, have a significantly 
higher impact on the people moving in to the area after the changes have been carried out. The 
price factor will due to the high cost of new housing developments be a priority for many residents 
and the deciding aspect for many people for where they settle down in comparison to lifestyle 
preferences. With this in mind, the future characteristics of new housing developments, that 
originally were created for a lower car use demand, will still necessitate car use and ownership 
(Kitamura, Mokhtarian & Laidet, 1997). Following factors have been identified as crucial in a 
neighbourhood that is linked to residents travel preferences: 

- Accessibility of highway and transit. 
- Facilities for pedestrian and bicycle activities. 
- Residential choice explanations. 
- Type of socio-economic and demographic features. 
- View of neighbourhood and its quality. 
- The attitude towards, environment, urban life and city transportation. 

In the study by Kitamura, Mokhtarian and Laidet (1997), it is clear that travel demand is highly 
linked to attitudes, especially factors like amount of trips and modal differentiation which in 
addition, is connected to time, car, public transport and environmental attitudes of people. 
Neighbourhoods factors, like the ones described above, also have an impact to the type of mobility 
common in a certain area besides attitude, although the latter factor has a more direct link to travel 
choice than urban features, as shown in this study (Kitamura, Mokhtarian & Laidet, 1997). Based 
on this, future planning policy makers should analyse how attitudes relate to travel practice and 
how they are formed. How attitudes affect the choice of car ownership, job and residential location 
and neighbourhood features and attitudes are interrelated. Last but not least, what effect the land 
use planning policy has on attitudes among the people so that a better and deeper knowledge about 
this issue can be formed that eventually can benefit and enhance the mobility and environment in 
society. 
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3.9 Reducing Traffic with Soft Measures  
In recent years the mobility management tool and soft measures have been used to influence 
people’s travel behaviour. The following measures can be implemented in policies to promote 
alternative transportation to the car: 

- Workplace travel plans. Workers are encouraged by their employers to travel more 
sustainable. 

- School travel plans. Different types of actions are displayed in schools to promote 
sustainable travel amongst the children. 

- Personalized travel planning. Information about sustainable travel that is individualized so 
that it fits a person and their unique preferences. 

- Information about public transportation and marketing. Giving more information and 
putting out more advertisements about public transportation. 

- Campaigns about travel awareness. Showing, with the help of media, how changing 
behaviour in travel issues can solve problems related to transport. 

- Car clubs. To reduce private car ownership and instead offer vehicles that individuals pay 
when they use. 

- Car sharing schemes. Encouraging people to share their car with others. 
- Teleworking. Encouraging people to work from home. 
- Teleconferencing. Use of use telecommunications in business meetings. 
- Home shopping. Encouraging people to buy from their homes instead of driving to a store 

and getting goods (Cairns et al. 2008). 

Travel plans have shown to decrease car trips by at least 18% and parking measurement actions 
reduced driver trips by up to 24% compared to organizations that did not utilize parking 
measurement actions. In the USA, travel plans have been successful in numerous cases reducing 
both average mileage and single-driver travel by for instance employer offering cash for parking 
to their employees and providing grants for bus use (Cairns et al. 2008). Soft measures are often 
showing scenarios that might happen if those measures are implemented, if the targets with 
mobility management and soft measures are to be accomplished, the following factors have to be 
taken into consideration: 

1. Developing a national strategy that promotes and encourages smarter transportation 
choices. 

2. Changing the capital budget so that it becomes more adaptable for this matter. 
3. Simply construct policies promoting sustainable transportation that are more or less 

imperative and implement them in schools, workplaces and organizations and spread 
existing and successful knowledge about mobility management throughout the country. 

4. Implementing local rules and regulations to a higher extent than previously meaning more 
speed limits, traffic calming, economic charges on traffic, reducing parking spaces and 
developing travel plans for schools and workplaces (Cairns et al. 2008). 
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Mobility management and soft measures are in the end dependent on how they are applied by the 
local, regional and national governments and to what extent they are distributed. It is also important 
that these implementations and policies are merged with other rules and regulations connected to 
the matter such as infrastructure, traffic management and control and price. Nonetheless, mobility 
management and soft measures might very well have a substantial impact on traffic and transport 
behaviour if utilized the proper way (Cairns et al. 2008). 

	
4. THEORIES & CENTRAL CONCEPTS 
 
The following section will describe the main theories and concepts that provide the basis for this 
paper. These theories have helped to shape the research and have influenced the way how data has 
been collected as well as being important for the reasoning throughout the research. The first part 
describes the theories followed by the second part which describes the main concept used during 
this study. 
 
4.1 Theories 
Stern (2000) mentions that there is no universal theory when is comes to behaviour change. But on 
the other hand there are a number of cases where environmentally friendly behaviours have been 
encouraged and implemented with positive results. Low energy light bulbs, use of seat belts in 
automobiles and waste differentiation are some of the examples that have become a part of many 
people’s daily lives. Stern (2000) argues that an effective policy for changing behaviours towards 
more sustainable ones is to combine research from multiple reports. There is a number of models 
today that researchers have developed that can somewhat predict behaviour. This section will 
discuss some of the models and studies that are describing similar situations when it comes to 
attitudes and behaviours amongst people. These models will act as the main structures for this 
research. 
 
4.1.1 Theory of Reasoned Action (TRA) 
Fishbein and Ajzen developed the theory of reasoned action, TRA, (1975, 1980) as a response to 
the long-established research about attitude-behaviour (Hale, Householder & Greene, 2002). This 
theory has been used commonly over the years which has generated strong backing and the primary 
role of TRA is to foresee different behaviours (Greene, 2009). The key features of TRA are also 
recognised as the description of people’s voluntary behaviours (Hale, Householder & Greene, 
2002). The modes of behaviour that TRA was constructed to explain and analyse is by Hale, 
Householder and Greene (2002) therefore presented as a model that explains a certain type of 
behaviour and not like Greene (2009) who describes it as a model where all types of behaviours 
are explained.  The following are examples of behaviours that the TRA does not include; impulsive, 
spontaneous, habitual, thoughtless, merely crafted and those who are driven by cravings (Hale, 
Householder & Greene, 2002). The reason TRA does not include the behaviours mentioned above 
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is because it only can foresee decisions that are conscious. The behaviours excluded from TRA 
may be forced meaning that the person does not have control and awareness of that type of 
behaviour (Hale, Householder & Greene, 2002). Subjective norms and attitude are the key factors 
within TRA and they determine how the intention of a person’s behaviour will be which 
successively can forecast behaviour (Ajzen, 2002). Ajzen (1991) refers to attitude towards 
behaviour as to the extent a person has negative or positive judgment of a certain behaviour. The 
second factor is subjective norm which is a social factor that is linked to a person’s view on the 
social pressure to carry out a certain behaviour or not to carry out (Ajzen, 1991). 

Plenty of TRA-constructed and other studies have shown that behaviour is directly linked to the 
intention behind a behaviour (Albarracin, Fishbein, Goldsteing de Muchinik, 1997; Gastil, 2000), 
and also Webb and Sheeran (2006) have shown this in their studies. Studies focusing on meta-
analysis have acknowledged the benefits of TRA in their results (Albarracin, Johnson, Fishbein & 
Muellerleiles, 2001; Sheppard, Hartwick & Warshaw, 1988; Sheeran & Taylor, 1999). This proves 
that intention to a certain behaviour has a strong linkage to that behaviour and that the probability 
of that happening is quite high. 

Like Fishbein and Ajzen (1975) have mentioned before, a person’s attitude is that same person’s 
intention to perform a particular behaviour. For instance, if a person enjoys a certain activity then 
that same individual will have positive attitudes towards the same activity. The result will be a 
higher possibility of that person performing that behaviour (activity). Subjective norm can be 
clarified as the social pressure on experiences with carrying out a particular behaviour and how 
people close to oneself view these actions (Hale, Householder & Greene, 2002; Greene, 2009). 
Doing something against the subjective norms in society may therefore not be pursued even if the 
individual had a favourable attitude towards that particular behaviour. Hale, Householder and 
Greene (2002) have described TRA in a mathematical form, approximate to the following: 

BI = (A)W1 + (SN)W2, 

BI≈B 

A=Attitude, B=Behaviour, BI=Behaviour Intention, SN=Subjective Norm, W1 and W2= the 
weights constructed from the empirical discoveries.  

Empirical discoveries, W1 and W2, are constructing the attitude and subjective norms. The basis 
for this is that some persons disregard to a higher extent, what people around them think when 
carrying out a certain behaviour, lowers the impact of subjective norms for these individuals 
(Fishbein & Ajzen, 1975; Ajzen & Fishbein, 1980). 
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4.1.2 Theory of Planned Behaviour (TPB) 
A common model used to predict pro-environmental behaviour is the Theory of Planned Behaviour 
which is based on three different factors on how people want to behave in a particular way (Ajzen, 
1991). The first factor is attitude and how different attitudes connected to a certain behaviour is 
driven by beliefs and and outcomes together with evaluating the outcomes. The second factor is a 
person that behaves in a certain way depending on what important people around him or her think 
of performing or not performing a certain behaviour, in other words this is a subjective norm (Ajzen 
& Fishbein, 1980). Third and final factor is that actual behaviour is influenced by the perceived 
capacity to act in a certain way, and this influence can be described as perceived behavioural 
control. Together, attitude, perceived behaviour control and subjective norms are the central 
patterns that create a certain behaviour (Ajzen, 1991). Therefore, the probability that an individual 
will begin to take the bus instead of the car is related to the attitude about public transportation in 
combination with subjective norms. So the scenario, applied to this study, could be the following; 
“public transportation is environmentally friendly” or “the bus ride takes to long” and the subjective 
norm could generate the following; “ought I to take the bus?”. Since attitude is shaped by outcomes 
and analysis of outcomes the lines of thinking could be; “If more people take the bus, the quality 
of life in Tampa will increase” or “Simply taking the bus will not help to improve anything”. The 
analysis could be “Is it significant or insignificant to take the bus?”. The third important factor, 
subjective norm, is dependent on what people around someone think one should do or not do 
connected to perceived behavioural control. The line of thinking here could be; “Would it generate 
in any change in Tampa if I take the bus?” or “How effortless is it to take the bus for me?”. So the 
subjective norms together with behavioural attitudes determine the intention to take the bus (public 
transportation). 

4.1.3 Predicting Behaviour: Intentions & Perceived Behavioural Control (PBC) 
The evolution of the theory of planned behaviour stemmed from the theory of reasoned action and 
was a developed version that met the restrictions of the previous model especially in regards to 
behaviours that people have partial voluntary control over (Ajzen, 1991). The key element in this 
model as well as in the original one is a person’s intention to carry out a set of behaviours. A sign 
of how much people are ready to try is the motivational elements connected to intentions and how 
big the effort will be to execute a certain behaviour. A performance is determined by the level of 
purpose to commit in a behaviour. But on the other hand, only if the behaviour is under full 
voluntary control can intention towards a behaviour generate a certain type of behaviour, meaning 
if an individual by their own means decides to carry out or not carry out a certain behaviour (Ajzen, 
1991). Even if many behaviours are a product of the interactions and factors mentioned above, 
certain elements like skills, cooperation and monetary incitements may be influencing certain types 
of behaviours in many cases and are known to be non-motivational elements when it comes to 
necessary resources and opportunities. These elements are when combined, illustrating individuals 
behavioural control. Meaning that if an individual has all the prerequisite resources and 
opportunities and intends to carry out a behaviour, this should be a successful action (Ajzen, 1991). 
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Figure	 1:	 The	 main	 elements	 generating	 behaviour	 according	 to	 the	 Theory	 of	 Planned	 Behaviour	
(Source:	Ajzen,	1991)	

The chances of a person reaching a certain behaviour depends on opportunities and resources 
available around the person. This shows how crucial behavioural control is. The perception of 
behavioural control and the results and effects it has on action is from a psychological perspective 
even more interesting. Theory of planned behaviour and perceived behavioural control are closely 
linked to each other. The major differentiation between the theory of reasoned action and theory of 
planned behaviour is that the latter has included the aspect of perceived behavioural control (Ajzen, 
1991). One informative action that can be beneficial in order to find out how perceived behavioural 
control is connected to actions and intentions is to compare to other models and theories related to 
control. Compared to the model of perceived locus of control, perceived behavioural control is 
related to individuals’ view of performing a certain behaviour, if it is hard or easy. The locus of 
control model is based on the theory that control remains steady no matter the type of action or 
situation. The advantage with perceived behavioural control is that it differs depending on the 
circumstances and locations (Ajzen, 1991). 
 
Internal locus of control can therefore be generated due to a person’s idea that the behaviour of one 
self is determining the outcome, but simultaneously the same individual can have the belief that 
achieving a certain job that requires a relatively high skill level, is almost impossible to obtain. The 
latter is known as low perceived behavioural control. The model that is most in tuned with 
perceived behavioural control is the concept of perceived self-efficiency. This model is about how 
a person can carry out actions that are necessary with handling eventual circumstances. A great 
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deal of the current information of perceived behavioural control derives from the concept of 
perceived self-efficiency (Ajzen, 1991). The confidence in one person’s belief in being able to 
carry out a certain behaviour is ultimately what determines if a behaviour will be performed. 
Emotional response and patterns of thought together with constructing an activity and the effort 
that expands through performance is shaped by self-efficiency beliefs. Attitudes, beliefs, behaviour 
and intentions have a widespread role in the theory of planned behaviour and especially within the 
perceived behavioural concept and the self-efficiency belief concept. Behavioural success can be 
predicted by combining behavioural intention and perceived behavioural control in the theory of 
planned behaviour. This can be explained by the following two principles: 
 

1. Perceived behavioural control will most probably increase the chance to carry out a certain 
type of behaviour successfully with what is known as holding the intention constant. This 
can be exemplified by two people trying to master the same activity. The person that has a 
bigger belief in his or her ability to master that activity will have a higher chance doing so 
(Ajzen, 1991). 

2. Measure of actual control can be replaced with perceived behavioural control which is one 
reason to presume a connection between behavioural achievement and perceived 
behavioural control. Although, this depends on the perceptions and their accuracy (Ajzen, 
1991). 

 
When new factors enter in a certain situation, when resources and requirements change and a 
person has little knowledge about a behaviour, then the perceived behavioural control model is less 
practical. It can also result in a prediction that is insignificant but, when perceived control is 
possible, it can be utilized to predict positive behavioural attempts and how likely they are (Ajzen, 
1991). De Leeuw, Valois, Ajzen and Schmidt (2015), have also with the help of TPB as a 
framework showed that perceived behavioural control, together with attitude and subjective norm 
is a good basis for predicting behaviour over a longer period of time. 
 

4.1.4 New Factors That Help Predict the Use of Public Transport 
Heath and Gifford (2002) showed in their study that by including additional factors in the 
traditional TPB, the prediction of public transportation improved. The first factor was descriptive 
norms, which consisted of three elements; social norms, moral norms and environmental concerns 
and values. The first element is a so called descriptive norm and defines what how people react in 
a certain situation. Moral norms are useful in predicting behaviour especially behaviour connected 
to sustainability. The final element, which are values and concerns are linked to a certain use that 
affects something else, in this research, car use and the effects it has on the environment. This 
element is also linked to a personal awareness and responsibility when carrying out a certain 
behaviour (Heath & Gifford, 2002). The second factor is intention and the link it has to perceived 
behavioural control interaction. This means that when a person identifies more power over a certain 
behaviour, the behaviour is going to have a more positively shaped intention towards it. The 
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potential of descriptive norms in predicting behaviour is that it records what people around oneself 
are doing and how it may influence your own behaviour so that you follow the rest. This aspect 
can be used in a certain advertisement that aims to modify people’s current behaviour (Heath & 
Gifford, 2002). In the study by Heath and Gifford (2002) awareness and moral norms helped to 
forecast the intentions of bus use and furthermore the study confirmed that after psychological 
factors were modified after a certain program to change behaviour and use was implemented.  
 
4.1.5 Additional Definitions of Attitude 
Social psychology is the area from which attitudes stem. There have been different explanations 
on attitude through out the years where some believe that attitudes have a stronger biological 
foundation and some mean that attitude is something that is learned (Bohte, Maat & van Wee, 
2009).  Attitude can also be defined as a predisposition, psychologically, uttered in the form of 
assessing a certain object with criticism or approval. The assessment alludes to feelings and how 
one reacts to them, but also reactions connected to behavioural and cognitive factors. Cognitive 
reactions can be connected with beliefs, and that there is a possibility that a relationship or given 
item is in existence, as for instance that the notion of riding a bike can be environmentally friendly 
(Eagly & Chaiken, 1993).  If one would ride a bike or encourage infrastructure development for 
bicycles, then that would mean certain behaviour or action is connected to an item linked to the 
attitude. Attitude can hence be aimed at a behaviour or an object, for instance car driving or just 
cars as objects. A single object and multiple objects as well as a single behaviour or multiple 
behaviours can all be designated with a certain type of attitude. For example, a person’s private 
automobile versus all cars or going to a certain shop versus shopping across-the-board (Eagly & 
Chaiken, 1993). Scenarios like these, are also applicable when it comes to residential self-selection 
and attitudes connected to travel, which can also be extremely common like general attitude 
towards car driving, or very detailed like the general attitude towards public transportation. Factors 
like, distance, standard of infrastructure, cost, types of mode and choice of road are all connected 
to what kind of attitude a person has (Bohte, Maat & van Wee, 2009). Since identifying attitudes 
is central part of this study, the theories mentioned above have been used in order to understand 
how attitudes and behaviours regarding car use and public transportation in Tampa have been 
shaped and why they are in a certain way, both amongst citizens and in the planning documents. 
These theories assist in recognising the dynamic between the main theoretical elements that in the 
end shape behaviours.  

4.1.6 Path Dependence 
The notion of path dependence is occurring in many different functions and activities carried out 
by different actors that are all tied to traditional values. Actors in this sense are organizations that 
carry out the different activities and functions. Path dependency is a common opinion that has been 
developed into a norm over a longer period of time in the society. This also means that it gradually 
becomes a part of the daily routines of many people which in turn evolves into a natural and 
habitual behaviour. Carrying out these path dependent behaviours over a long period of time also 
generates an inclusion culturally which also is reinforcing that act that in the end is considerably 
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hard to break out of (Heery & Noon, 2008; Slagter 2003). Circumstances can change and activities 
and functions given new goals and definitions, which means that a redesign of the entire set of 
functions and activities carries out by actors change targets and end goals.  
 
The common goals that were already a part of the culture and became habitual to a certain extent 
have resulted in a static mode that makes a change and new alternatives more difficult to take place. 
Ultimately this leads to a path dependency where the same functions and activities are continuously 
carried out by actors in the society and that new alternative behaviours and solutions often are 
neglected and dominated by the existing ones (Slagter, 2003). The automatization and general 
agreement of how something is carried out makes the development of that action or function 
stagnate. It is therefor up to the actors and organizations to stand up and change the habitual 
behaviours that shape path dependency and design new goals and that could be implemented as a 
cultural norm in society (Heery & Noon, 2008; Slagter 2003). Henry and Noon (2008) point out 
that the more time a certain behaviour, function or action is carried out in a society the more 
difficult it will be to break out of it as historical heritage can act as obstacles for what is developed 
and utilized today and in the coming years.  
 
The new focus of public transportation is to increase its usage and at the same time decrease car 
use. Compared to the traditional focus which was common accessibility and an alternative to the 
car which also was a big part in the planning policy throughout the years. The new shift in focus 
means that new strategies, approaches and attitudes have to be developed and replace the current 
ones. What makes the transition from old to new, changing paths, is the multifaceted nature of 
public transport in the sense that it should be sustainable socially, have high resource sufficiency 
and is highly dependent on surrounding infrastructure and urban layout. In addition to this, multiple 
actors are involved so that it necessitates cooperation between different sectors in society. 
 
4.1.7 Added features of Path Dependence 
Mahoney (2000) proposes at least three defining features of path dependence that differ from the 
traditionalist view that history and traditions influence and shape the future. First, path dependence 
is an analysis of practices that occur in the beginning of a general historical timeline. This means 
that the earliest parts of a historical event matter the most in shaping a certain path and that later 
events almost have an insignificant influence, which Pierson (2000) also concluded. Second, 
random events in the early historical phases are random incidents that more or less are 
unexplainable with the help of even earlier circumstances. These early random incidents cannot be 
explained or used to predict future results since path dependence is a result linked to random events 
that happen between the first early events and the final result. Third and final feature is once these 
events occur the oncoming patterns are more and more developing into an unchanged state resulting 
in an outcome that follows the same pattern thus, becoming a self-reinforcing mechanism. Self-
reinforcing and reactive sequences are two types of events that shape path dependence in a different 
way. The first, self-reinforcing, is a series of early patterns that all lead to a certain result and each 



 27 

different pattern cements the trend resulting in a reproduction that can be showcased in many 
institutional surroundings. Reactive sequences are linked events that are both the cause and reaction 
at the same time, in a sequenced line. One small change in the early phase can alter the end 
significantly. Instead of reinforcing sequences that are reproductive, these types of sequences can 
transform and oppose the early events. So instead of instead of every event reproducing a certain 
trend, it develops a condition where a link of events characterised by reactions and counteractions 
(Mahoney, 2000). There are four predispositions that can determine if a path dependence can occur 
in a certain environment: 
 

• Multiple equilibria. In the early stages of a certain surrounding, several features may have 
a recurring element to them that increase number of possible outcomes. 

• Contingency. Even the smallest of events can have a significant impact on the result if they 
occur at the right time. 

• Timing and sequencing. When a certain event occurs, it is crucial for the outcome, even if 
it is of high importance it can be developed or take place too late for a major effect. 

• Inertia. When a recurring process is established, this symmetry is hard to alter and more or 
less immune to modifications (Pierson, 2000). 

 
It is, as seen above, necessary to identify the early stages in a certain process to determine and 
predict future possible path-dependencies and also identify in what social context a certain event 
is taking place. For this study the theory of path dependence will serve as a filter in which certain 
features of automobility in Tampa are observed and try to answer why certain patterns are more 
common and “locked-in” than others.  
 
4.2 Central Concepts 
The following concept has been utilized in this research as a way to further clarify the main theories 
as they are linked together and often used combined as tools, solutions and explanations in traffic 
planning and for this study. 
 
4.2.1 Mobility Management 
Mobility Management aims to affect transports and travelling before they take place, and this 
concept can be used as a supplement to the conventional traffic planning today. With mobility 
management it should be possible to change people’s attitude towards transport and travel so that 
the infrastructure and space around us in society is used more effectively (Mobility management, 
2014a). Coordination, information and communication are soft arrangements that are crucial in a 
concept like Mobility management when it comes to organizing different functions. Bike roads are 
examples of hard arrangements that could be utilized more efficient with the help of soft 
arrangements and therefore making the cost vs utility very advantageous (Mobility management, 
2014b). Mobility management can be incorporated in everyday life by giving more information on 
public transportation and using bicycles, support local projects that are involved with local trade, 
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supporting carpools to and from work or within neighbourhoods, give information on how 
transports can be adjusted in a more sustainable way to organizations and companies and finally 
promote commuting to work by bike (Mobility management, 2014c). One of the biggest differences 
between conventional traffic planning and mobility management is that conventional traffic 
planning is accommodating the demand without being critical to the circumstances and effects 
while mobility management is seeking to influence the impact of demand. The best result is 
achieved when a combination of both concepts is used and especially today when the need to reduce 
travelling and increase efficiency both long term and short term is high. These actions should be 
combined together with economic means of control and be implemented in urban planning, 
transport systems and the infrastructure as a whole. But the key factor to making a long term change 
in traffic planning is changing the attitude amongst people (Mobility management, 2014c). Due to 
the use of soft measures, mobility management has a smaller financial need than traditional hard 
measures thus the benefit-cost ratio with this concept can be very high. In real life, mobility 
management implementation comes in many different ways such as: 
 

• Campaigns promoting public transport and other sustainable alternatives. 
• Personal travel assistance, helps people reduce their car use. 
• Paid public transportation by employers. 
• Car sharing services. 
• Mobility plans in schools.  

 
Often the soft measures of mobility management are combined with other tools or measures that 
all steer towards the same goal. So for instance an information campaign can be combined with 
regulations, certain types of infrastructure and different pricing plans (MAX,2007).  These soft 
measures within mobility management can be categorized into these six following categories: 
 

• Information measures 
Provide information and knowledge to travellers with the help of media. Moreover, 
Mobility Centres can use information measures by advising different trip services. 
Marketing is important as it can spread the information about MM. 

• Promotional measures 
This type of measure seeks to raise awareness and promote alternatives to car use. This 
measure encourages individuals to change their behaviours with the help of advertisements 
and Personalised Travel Assistance, which helps people track their travel patterns. 

• Coordination and organizational measures 
These measures offer the service of co-ordinating and organizing MM measures. Services 
that are included can be Carpool services, car sharing and on demand public transport 
services. 
 

 



 29 

• Educational and training measures 
These measures include the training and incorporation of MM into education by training 
staff and personnel that will subsequently provide information about MM to customers, 
pupils and other colleagues. 

• On-site measures 
MM is in many parts of the world linked to administrations, companies, schools, big events 
and hospitals and so on. The common denominator for all of these places are people and 
that is why mobility plans and infrastructure services are ways to change peoples travel 
modes to more sustainable ones. 

• Integrating and supportive measures 
These measures are indirectly affecting car users in the sense that they affect drivers after 
they are implemented. Like parking management, which means an increase in parking 
prices, downsizing parking spaces and restricting them. Other measures under this category 
are congestion tax, integrated fares that are valid for different transportation modes 
throughout a region and membership cards that promote public transport and/or car sharing 
by making it cheaper to use if being a member (MAX,2007). 

 
Although mobility management theoretically speaking should be more commonly and more 
comfortably implemented around the world, there are a number of obstacles that are hindering its 
development and that need to evolve in order for MM to be even more successful in sustainable 
traffic planning around the world, including Tampa. The four main obstacles are the following: 
 

1. Mobility management (MM) is controlled by demand and not supply. Therefore, new 
infrastructure, expanded public transportation and other sustainable alternatives are 
regarded as supplies. Also, another evidence that MM is regarded as demand control is that 
in the US, it is often named TDM, Travel Demand Management. 

2. MM is enhanced by the surrounding infrastructure. MM is often viewed as an on-site based 
solution, in schools, businesses and hospitals that have to include parking. Bus shuttles and 
public transportation stops which are not regarded as MM, are instead viewed as enhancing 
supportive measures. 

3. MM can be spread out on more places. Campaigns and integration of different systems and 
services into one general system can be implemented, locally, regionally and nationally. 

4. MM is not included in sustainable transport plans. MM is part of transport and traffic 
planning when, as mentioned above, used on-site. This is also known as mobility plan, and 
measures that are only seen as a part of MM should be fully included (MAX,2007). 
 

This concludes the theoretical section of the study and the following one will more detailed explain 
how all the theories have been used in a more practical way to create the tool that has been used to 
collect empirical data. 
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5. METHODOLOGY 
 
The methodology section will describe how this study has been conducted, why certain approaches 
have been chosen and a more detailed description on how the survey used for collecting data has 
been constructed. Also the disadvantages and advantages with this type of research method, will 
be discussed in combination with a part that explains the measurements utilised during this study. 
Lastly a part explaining how the collected data have been analysed will give a better overview of 
the methodology. 
 
A combination of quantitative methods and qualitative literature reviews have been used during 
this comparative research to answer the aim and research question in the best possible way. 
Quantitative surveys are often methods that gather empirical data through uncomplicated answers 
that are easy to quantify (Bryman, 2001). Due to the vast information and earlier studies about 
automobility. this research will be a combination of a descriptive and explanatory character and 
help to provide new information regarding the subjects of attitude towards public transport in a car 
dominated society (Sverke, 2004). The quantitative method has been chosen when it comes to 
measuring people’s attitudes and emotions towards the car and public transport. This tool is the 
most advantageous when it comes to getting an overview of what people’s opinions are in the sense 
of: how often and how many (Trost, 2007). Hypotheses and theories are two factors that help shape 
a research within a quantitative method, and therefore the connection between theory and science 
is crucial because the gathering of data, which is based on different theories, forms a result that 
will strengthen the current theories or show a new development (Bryman, 2001). Conducting a 
survey can be viewed as a research strategy rather than a method. The use of observation, 
documents, interviews and questionnaires are all methods within the strategy, in this case 
questionnaire and documents have been used. What sets the survey approach apart is the empirical 
data, engagement in certain literature and a view on how something was at a certain point of time 
(Denscombe, 2003). The main reasons why a survey was used for this research was firstly, that it 
allowed the empirical data to be collected straight from the aimed target in reality. Secondly, the 
coverage of the data could be extensive and broad since the purpose was to analyse the citizens of 
Tampa. This meant it provided a safety net because it could handle both small scale and large scale 
data and people. Lastly, since time and cost were crucial factors for this research and limited, a 
survey method allowed data to be generated without compromising any of those two factors. 
Especially since the research was carried out during a short period of time and a survey method 
allowed the time management for the data collection to be more foreseeable during this research 
(Denscombe, 2003). 
 
5.1 Non-probability sampling & Convenience sampling 
The main reasons for for not choosing a probability sampling is that there is no sufficient 
information about the population aimed for the research and the uncertainty of how many people 
or who is going to represent the population. An additional reason is when there is no possibility to 
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include large samples in the research. Large samples may be difficult to collect with the help of 
conventional probability sampling methods which is when the non-probability sampling method is 
appropriate. The difference is that every member of the population has a chance to be involved in 
the research sample with conventional probability sampling methods. One defining attribute of the 
non-probability sampling method is that the sample of people is not randomly selected 
(Denscombe, 2003). For this study a convenience study has also been conducted which has been 
the most suitable for this occasion. This is one of the most used sampling strategies due to the 
limitation regarding both time and money. Therefore, convenience has been a prioritised factor of 
the research method for this study. When time is limited the most reasonable choice between two 
clusters is the one that is easiest and most convenient to access. One negative connotation with 
convenience sampling is that it is linked with choosing the easiest way and that there often is hard 
to fully justify it as a research method. In conventional research and studies convenience sampling 
is difficult to link with exemplary research (Denscombe, 2003). 
 
5.1.2 Sample size and small-scale research 
In small-scale research surveys the amount of responses necessary is often between 30 and 250. 
When smaller samples are being utilised in a survey there are three principles that need to be 
emphasised: 
 

1. There has to be an awareness on how much the sample can be generalised and how 
representative the sample is. As long as these boundaries are recognised and taken into 
consideration the study and the findings made do not need to be overthrown. 

2. When having a set of smaller sampling the data and the analysis should be as simple as 
possible meaning that the data should be exposed to a minimum amount of subsections. 
Doing this will increase the possibility of realistic cases in every category. 

3. Fewer than 30 samples are not recommended if not extraordinary measures regarding the 
research method have been used. Presenting the findings in percentages with less than 30 
samples can be viewed as an attempt to hide the low frequency and to a certain extent 
deceptive and naive (Denscombe, 2003). 
 

As for this study the number of responses was 67 which is in between the preferred amount 
mentioned above, despite this, the number of responses in this study entail limitations, such as no 
possibility of generalization, which will be explained more in detail in the final parts of this method 
section. 
 
5.2 Advantages and Disadvantages with Questionnaires 
The main tool used for collecting data in this study was a questionnaire and down below are the 
benefits and drawbacks with this method. The fact that questionnaires are inexpensive compared 
to the number of data that they can generate and collect, materials needed and time spent make 
questionnaires an economical alternative to many other methods. Compared to interviews, 
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questionnaires can be displayed and sent out to respondents without arrangement or information 
about the questionnaire. All the questions of the questionnaire are presented in the same way to the 
respondents so that there is no contact between the researcher and the respondent. Factors like 
manner and wording are not relevant and interpersonal factors are unlikely to affect the data. As 
the choice of answers have been set, the respondents do not have to think how to explain their 
thoughts but instead choose one ore more answers that fits them (Denscombe, 2003). There are 
also factors to consider which can have a negative impact regarding questionnaires such as pre-
coded questions which can be frustrating in the sense that they limit some respondents and further 
increase the level of frustration that some people in the end do not want to participate or complete 
the questionnaire. There will always be a possibility that the framework of the questionnaire can 
be designed in a way that mirrors the researchers view rather than the people that are partaking in 
the questionnaire and their views. Ultimately, a researcher has no control of how honest the 
respondents are in their answers and if they are fully reliable in what they are and present 
themselves as. The distant nature of a questionnaire gives the researcher no choice but to accept 
the answers and trust the data that has been collected as there is no possibility to see the respondents 
and validate it it is true or not. With offering an alternative of anonymity to the respondents this 
limitation is even more relevant (Denscombe, 2003). 
 
The reason behind choosing this type of research method is because one of the aims is to identify 
and compare attitudes connected to public transport and car use amongst the citizens of Tampa. 
Also because of the variation of people living in Tampa and their age, sex and current educational 
pursuit, a large number of respondents is highly advantageous so that a sample that is representative 
can be produced for the targeted population groups. The survey was therefore constructed in a way 
that the respondents would find it as clear as possible. A survey method is also normally shorter 
than a conventional interview which lowers the risk of respondents not finishing the survey due to 
factors such as boredom. The layout of the survey aims to be as simple as possible so that the 
respondents can go through and understand it without any obstacles, this helps to minimize the risk 
of a question or more getting overlooked or simply not seen by the respondent at all (Bryman, 
2001). The questions are constructed so that the respondents would be able to feel safe with regards 
to their integrity and their answers which means that those who part-take in the survey and do the 
questionnaire are going to be anonymous. The survey was constructed with the help of Survey 
Monkey (www.surveymonkey.com). 
 
5.3 Reliability, Recruitment & Setting 
One of the most important criteria in social research methods is reliability (Bryman, 2001). When 
a research instrument generates the same type of data every time the level of reliability is good. In 
other words, reliability is that the measurement does not read different from time to time if the 
circumstances are the same. Consistency is therefore key if a questionnaire is to be reliable and the 
research good, especially when conducting a quantitative research (Bryman, 2001; Denscombe, 
2003). Reliability is also an indicator on how many measurement errors a survey contains or how 
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liberated a certain research is from random measurement errors (Sverke, 2004). There are three 
factors that can be used to evaluate how reliable a measurement is. Stability, which means that the 
data stays the same even after several measurements and with the same respondents (Sverke, 2004). 
The second factor is inter-rater reliability which means that if more than one person evaluates the 
data and measurements the possibility of different interpretations increase. This factor, although 
important, is not topical as the research and questionnaire has been designed by one single person. 
Internal consistency is the final factor which means that every answer correlates with one another, 
the answers are not trustworthy and that the answers does not affect other answers in the 
questionnaire (Bryman, 2001). The reliability of this study could have been higher because of the 
relatively low amount of responses, 67. This means that if this study was done at a different time 
the amount of answers could increase which means that there is a possibility of different results. 
Initially, emails were sent out to the Tampa Bay Times and Visit Tampa Bay in order to reach out 
to more respondents and companies but also to collect more diverse responses from a broad variety 
of people in Tampa. As the absence of answers was becoming more evident a different approach 
was conducted in order to collect more responses. The platform used for this was Facebook. This 
is an open platform which means that different persons can enter groups and different persons can 
be active from time to time. These groups all represent different topics and subjects where people 
voluntarily can join and get updates with new posts and interact with other members. The groups 
chosen were: 
 
-Tampa Innovation Alliance 
-USF Urban Planning Society 
-David Islands Garden Club 
-Tampa Convention Center 
-Urbanism on Tap 
-TBARTA (Tampa Bay Area Regional Transportation Authority) 
-USF Campus Recreation 
- Green ARTery  
-University of Tampa Alumni Association 
-CNU Tampa Bay 
-South Tampa Chamber of Commerce 
-USF Student Government 
-The University of Tampa 
(Total amount of people that follow or like these groups were: 71263 as of 2016-04-12) 
 
Thus, the response frequency for the study is approximately 0.09% based on the figures mentioned 
above. An under coverage of the targeted population is inevitable in cases like this. As it is nearly 
impossible to analyse behaviours and attitudes for an entire city, a selective sample, like this one, 
has to be done. The groups on Facebook were chosen as it is a modern and effective way to reach 
out to people as more and more people use social media. The approach for recruiting respondents 
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on these pages was to write a short introduction about the researcher and the study and then post it 
as a message in each Facebook group followed by a link to the online survey. The reason why these 
groups were chosen was that they covered a broad dimension of the possible population meaning 
that many sectors such as universities (The University of Tampa, USF Student Government), 
businesses (South Tampa Chamber of Commerce, Tampa Convention Center), governmental 
organizations (Tampa Bay Area Regional Transportation Authority) and private leisure 
organizations (David Islands Garden Club) were amongst the chosen Facebook groups. Of course 
this selection is highly subjective however the aim is to be as objective as possible, and could be 
different if conducted by someone else. Which in the end could have different effect on type of 
respondents, number of respondents, type of data and lastly different results. Also some of the 
chosen groups might likely represent a minority in the general population of Tampa but could be 
overrepresented in this research as many of the groups are concentrated on issues like urbanism, 
planning and environmentalism (Green ARTery, USF Urban Planning Society). Therefore, it is 
presumably people with interest in these issues active on these Facebook groups and might also 
give responses that are quite different from the general population. Ultimately, due to the low 
response frequency and under coverage, the possibility of identical answers more than once is 
significantly low and therefore the stability of the study and survey could have been enhanced.  
 
5.4 Validity 
Validity indicates whether the data mirrors reality, the methods used are correct and if the answers 
collected can provide a logic conclusion. It tells if the measurement is obtaining data and measuring 
it in a precise and truthful way, in other words if the things we wanted to measure originally really 
are measured (Bryman, 2001; Denscombe, 2003; Sverke, 2004). Internal validity is important to 
determine whether a conclusion is valid based on the causality between two or more variables This 
means that if one factor affects another, one should be certain that is true and not the other way 
around (Bryman, 2007). Since this study compares use of car versus other transportation modes, 
among other subjects, and if there is a certain link between using one mode over another. This 
means that one variable could possibly affect the other. By using an online questionnaire consisting 
of statements based on the Likert scale, this survey has an internal validity that is quite high because 
of the limited amount of factors that could affect the survey, also the statements have a low 
probability of affecting each other. The external validity of this survey is low since the sample is a 
non-probability sample. In other words, applying this survey on similar cases would not generate 
similar answers and therefore the results from this research can not be generalized (Bryman, 2001). 
Another type of validity is the measurement validity which means how well the measure actually 
and connect to the main theories that shape the study that one is performing (Bryman, 2007). 
Therefore, this study is measuring attitudes towards public transportation, and in order to collect 
valid data, the questions have been shaped on the basis of theories connected to attitudes. 
Ecological validity has also been applied to this study and is one part of the overall validity. This 
is used to determine how the results of a research measure and connect a person to the surrounding 
elements (Bryman, 2007). Since this paper aims to measure people’s attitudes and compare to 
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planning policies and transportation plans, the ecological validity is quite high since the results also 
unfold in reality. Moreover, with the help of clear and expressive validity the aim has been to reach 
replicability.  
 
5.5 Criticism of the survey method & response analysis of missing data 
As with all types of social research methods, both quantitative methods and questionnaires have 
advantages and disadvantages. One of the more evident disadvantages with the method used in this 
study is that there is no possibility of helping the respondents with questions or answers they have 
difficulties understanding or interpreting. This is the reason why the questions in the survey have 
been constructed in a way so that as many people as possible can understand them. Otherwise there 
is a risk that the respondents will neglect a certain question if it is not understandable enough. An 
issue linked to the previous one is that one cannot ask supplementary questions in surveys in 
comparison to interviews, which means that the answers may lack in depth (Bryman, 2001). In this 
questionnaire every question has been constructed with this in mind by adding a field where the 
respondents can fill in their answers more detailed. This field is denoted as “Other” and one 
problematic issue with this factor is that some respondents do not have the time or will to express 
their full thoughts other than the alternatives presented to them. This issue is linked to the fact that 
respondents in quantitative surveys like questionnaires tend to get disinterested to a higher extent 
compared to persons partaking in interviews. That is why the necessity of constructing a 
questionnaire with relevant and coherent questions is of high importance, minimizing the risk of 
respondents neglecting certain questions or answers. In addition, the number of questions should 
be kept within a reasonable limit to furthermore decrease the possibility of disinterest among the 
respondents (Bryman, 2001). Regarding the issue above, when measuring attitudes by constructing 
a questionnaire based on the Likert scale, a compromise had to be done weather to continue with 
the adequate method or give room to more open questions where the respondents could give more 
detailed explanations. This would have benefitted several questions and statements that were 
constructed and also have given an interesting view on why the respondents think in a certain way 
regarding one statement. On the other hand, the risk of respondents neglecting these parts and 
ultimately the whole survey increases as the general advantage of questionnaires disappears when 
respondents have to spend more time doing it. Finally, this would have taken considerably longer 
time to analyse and many of the results would have been different or impossible to generate as the 
approach then would have been more towards a qualitative type. 
 
With a web survey one has to take the possibility of non-response in consideration. One problem 
with non-response is that the results may possibly present a biased view that does not represent the 
full reality. Because of this, a letter of introduction attached to the survey and questionnaire can be 
helpful to minimize the non-response rate as it describes why the research conducted is relevant, 
why this survey is constructed, what it aims to measure and why these people have been chosen 
(Bryman, 2001). This has been one of the main goals with the questionnaire as a letter of 
introduction has been attached both in the survey but also together with the attachment so that 
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respondents have a clear and simple understanding of the study and the questionnaire straight away. 
The design and layout have also been constructed so that the overview is simple and the steps 
within the questionnaire are self-evident, all to increase the level of professionalism which could 
increase the reliability between the respondents and the research. There is a high risk with people 
that are not permanent citizens of Tampa can access the questionnaire and hence falsely represent 
the aimed population. This issue with sampling is due to the fact that groups and pages on Facebook 
often can be open to everyone and therefore easily accessible. Moreover, this means that the data 
and results from the questionnaire cannot be generalized to a broad population and is unfortunately 
not applicable on the general population of Tampa. The amount of responses generated also add 
up to the issue with generalization which in hindsight could be discussed whether the amount of 
platforms and people contacted for the research were enough and suitable. A bigger sample might 
have been desirable in order to reach out to more respondents and generate more data which would 
have increased the representativeness of the study (Trost, 2007). A platform like Facebook will 
most certainly also increase the non-response rate because of the other spectra of people that are 
not familiar or use Facebook and will therefore not be able to see the survey and questionnaire. As 
a continuation on the detail mentioned above, there will be an issue with under coverage as the 
majority of Tampa’s population will not be able to participate in the survey and questionnaire. This 
means that the targeted population will have a deficit of the number of actual people which mean 
that the non-probability sample is significantly reduced, generating an under coverage 
(Dahmström, 2011). One aspect regarding this issue is that there is a possibility that people working 
in Tampa but live elsewhere or people that have lived in Tampa but now have moved are taking 
part of the survey as they are connected with the Facebook pages and therefor are not part of the 
targeted population. Their views can differ from the “real” Tampa citizen although they may 
provide highly relevant answers and thoughts, the fact of the matter is that they still count as 
individuals outside of the targeted population.  
 
The use of web pages has a risk with the content being altered or fully removed (Trost, 2008), but 
since the majority of web pages used in this study are from governmental organizations, legitimate 
actors or web pages linked to them, the likelihood of this happening is considerably lower. Finally, 
during the time frame when the survey and questionnaire were displayed and uploaded on different 
Facebook pages and sent to companies via email it happened to coincide with spring break, Easter 
break and finals week for students at the universities. This might have had an impact when it comes 
to visibility, accessibility and how many people participated in the survey. While Easter break may 
have affected a broader population (workers & retirees), spring break and finals week most 
certainly had an impact in the participation of college students in Tampa as their priorities might 
have been set on their own studies. A response analysis or sampling analysis is necessary when 
conducting a survey and a sample of the main population has been used. If the response-rate is low 
then a response analysis can help display if the sample is representative of the main population 
which was targeted (Bryman, 2007). When there is a non-probability sample, like in this study, the 
chance of sampling error increases as it is more difficult to determine what type of population is 
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represented with the sample that has been chosen. The analysis is comparing the difference between 
the main population and the sample by observing variables like age and gender distribution. If the 
main population and sample corresponds to one another then the level of generalization increases 
and a generalization can be made. If there are big differences, a generalization from the sample to 
the main population is not possible. For this study an analysis based on gender has been made since 
the age distribution grouping on the statistical databases used are different compared to the age 
grouping made in this questionnaire which makes the analysis impossible (American fact finder, 
2016; Census.gov, 2016).  
 

 
Figure	2:	Showing	gender	difference	between	the	main	population	and	the	sample	of	the	survey.	

In order to get around this problem a search on how age grouping was made could have been done 
so that the grouping in the questionnaire matched the ones commonly used in the U.S. What should 
also be highlighted in this research is the fact that the vast majority of the respondents are young 
(18-25) women who attend college compared to the total demographics of the universities, which 
also means that the results cannot be generalized for the population of the students attending the 
University of South Florida nor the University of Tampa (USF, 2016; Collegefactual, 2016). As 
Figure 2 shows above, there is a big difference between the total population and the sample which, 
in combination with the low response rate and frequency of answers, makes a generalization not 
possible for either the City of Tampa, University of South Florida nor the University of Tampa in 
this study. Therefore, the results and data will only be used in order to analyse the answers of these 
specific respondents that participated in this research.  
 
5.6 Pilot Study 
Prior to completing the final layout of the questionnaire a pilot study was conducted with 15 
respondents. These respondents were chosen to represent the same target population as the study 
aimed to analyse and the goals was to collect feedback. The final questionnaire was designed with 
the help of the respondents’ opinions and inputs and also with the help of my supervisor’s feedback. 
Constructing a consistent and reliable questionnaire requires repeated development and testing 
which often takes more time and is more challenging than expected (Randolph, 2008). The object 
with the pilot study was to analyse and enhance the survey and furthermore decrease the possibility 
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of confusions. The draft of the first questionnaire together with the final will be presented in 
Appendix 1 and Appendix 2. 
 
5.7 Questionnaire design 
The survey consists of 38 questions which are divided into four different sections where the first 
sections (Questions 1-15) consists of general questions about age, gender, field of study etc. This 
section provides necessary information about the population and gives the possibility to divide the 
answers into different groups, which gives a better overview of the results (Ajzen, 2016). Section 
two (Questions 16-20) covers the attitudes toward the car as a mean of transportation. This section 
is designed after the Likert scale which means that every questions is a statement regarding the car 
followed by seven steps of agreement that the respondents can choose. From 1(Totally Disagree) 
to 7(Totally Agree), in this study. Number four on the scale is indicated as “No opinion”. The 
Likert scale is highly advantageous in research and studies that measures people’s attitudes and 
viewpoints. Use of the Likert scale is common in these kind of studies just because of its 
applicability (Bryman, 2001). Section three (Questions 21-26) covers the attitudes towards public 
transportation in Tampa and are designed on the same principle as the previous section. Section 
four (Question 27-38) covers factors that the respondents consider vital for the development of 
public transportation in Tampa, this section is helpful in the sense that it can tell what the citizens 
of Tampa consider is important for enhancing public transportation in the city and if it is in line 
with what the policy makers in Tampa believe. The survey is concluded with an open question that 
gives the respondents an opportunity to leave a comment in general about the survey or the issue 
that was covered, simply if they consider something was not fully covered. The table below will 
show to which theory each question is linked to and based on. The complete questionnaire can be 
viewed in Appendix 1. 
 
5.8 Research Ethics 
As Denscombe (2003) mentions, a research within social sciences should be conducted in an ethical 
way. Thus, a researcher should respect the participants, their dignity and their rights. The potential 
harm of participants due to their involvement in the research should be minimized. And finally, 
conduct the research with integrity and honesty (Denscombe, 2003). The respondents in this study 
have been given full anonymity as there is no possibility to derive information that would connect 
someone to this research. Since the data is anonymous it will strengthen the ethics and protection 
of the respondents and furthermore, the data will not be used in any future studies. The 
methodological aims for this research has been to ensure the integrity of the respondents by making 
it anonymous and completely voluntary. 
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Table 2: Shows how all the questions are linked to the theories. 

Theory Questions 

TPB/TRA 

These questions are also based on the sub-

elements of this theory: 

- Attitude 

- Subjective Norms 

- Perceived Behavioural Control (PBC) 

 

17. I believe more roads will solve current traffic problems. (PBC) 
18. I believe that there are not enough parking spaces for everyone. 
(PBC) 
19. I believe that Tampa's current wide-spread layout is an obstacle 
for sustainable development. (PBC) 
21. In my opinion, the current Tampa public transport system is 
convenient and accessible for everyone. (Attitude) 
22. As the U.S. begins to recover from economic recession, public 
transportation can be a solution and help pave the way to a stronger 
economy by creating new jobs. (Attitude) 
23. I think the current public transportation system in Tampa should 
be expanded. (PBC) 
24. I believe public transportation usage can enhance sustainability in 
Tampa. (Attitude) 
27. I think the current number of bus stops are sufficient. (Attitude) 
28. I believe the use of my tax dollars for creating, expanding, and 
improving public transportation in Tampa is necessary. (PBC) 
29. I think government spending on public transportation should 
increase. (PBC) 
30. I would like to use public transportation to reduce overall fossil 
fuel usage in the U.S., but public transportation does not work for me. 
(Attitude) 
33. I feel safe using public transportation in Tampa. (Attitude) 
37. I believe that redesigning Tampa's current layout will change my 
behavior and attitude towards public transportation. (PBC) 
38. If more people around me use public transportation, I will. 
(Subjective Norms) 

Mobility Management 25. I believe that current city planning in Tampa focuses more on 
public transport, walkability, and bicycling. 
26. I believe that more information about public transportation and 
free tickets/passes would increase the overall usage. 
31. I would carpool if it were more convenient. 
32. I would use a bicycle if there were additional, safer bike lanes. 
34. I believe that economic incentives will make people use their cars 
less. (E.g. Tolls, higher parking prices, less parking spaces) 
36. I believe it is essential to change people’s attitudes if usage of 
public transportation is to increase and reduce the dependency on 
cars. 

Path Dependence 16. In my opinion, a car is essential for living in Tampa. 
20. Owning a car is a fundamental part of the American lifestyle. 
35. The current public transportation system in Tampa is associated 
with a certain stigma. (E.g. Only certain socio-economic groups use 
it.) 

General background questions 1. What is your age? 
2. What is your gender? 
3. Relationship status 
4. Occupation status 
5. If you are a college student, please identify your department: 
6. Do you have a driver’s license? 
7. Do you have car? 
8. If "yes" on previous question, what type of car do you own? 
9. Which of the following means of transportation do you use most 
often? 
10. How often do you use a car? 
11. How often do you use public transportation? 
12. On average, in my daily commute, I spend the following amount 
of minutes in traffic: 
13. On average, I spend the following amount of money ($) on 
transportation per month: 
14. Mark the main reason(s) for not using public transportation: 
15. Mark the main reason(s) why you would use public 
transportation: 
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6. CONTEXT & PLAN ANALYSIS OF THE STUDY 
 
This section will describe and analyse the planning documents that serve as a framework for how 
the City of Tampa is planning for a more sustainable mobility system with an emphasis on public 
transport, which is the first research question of the study. The initial part will provide general 
information about the City in order to get a fuller understanding on the current context surrounding 
the City’s planning policy and public transportation. But before that a brief section providing the 
general situation in the United States concerning the role of Public Transportation. 
 
Public transportation serves an important role in American society as it provides transportation 
access to millions of people who are highly dependent on it. The total amount of trips made by 
public transportation increased by 1 percent from 2013 to 2014. Most of those trips were made in 
rural areas and not in urban ones where public transportation mostly is associated to (Pula, Shinkle 
& Rall, 2015). The biggest problem with public transportation is the “first-last mile” issue, which 
means that a person must complete their journey by foot, biking or driving a car the first and last 
mile to access their destination and the public transportation service. The issue is that accessibility 
by foot or bicycle often is poor which decrease the ability to use a certain transit service (Pula, 
Shinkle & Rall, 2015 pp.4). The highest and lowest income groups use public transit at the same 
rate, 9 percent in contrast to the middle class who uses it the least. Also the minorities; Native 
Americans, African-American, Asian and Hispanic use public transit twice as much compared 
white people (Pula, Shinkle & Rall, 2015). The knowledge-based economy in this century forces 
many cities to redevelop their views in order to keep up and succeed. Transportation efficiency is 
one of the main drivers of economic gains in the modern economy as it links workers to job 
opportunities, especially important ones like the innovation districts (Duncan et al, 2016).  
 
By having a rigid and efficient public transportation system, districts can enhance the 
competitiveness on an entire region as it attracts businesses to those kind of areas which ultimately 
increases the districts productivity. The increasing demand for public transportation shows that all 
cities and regions can benefit economically from investing in public transportation as it is a base 
for vital elements that play a crucial role in creating and growing economies (Duncan et al, 2016). 
Factors like increased travel time, better reliability, increase in jobs, increased accessibility and 
most of all socio-economic gains are all showcasing the impact public transportation can have in a 
long-term perspective if invested properly (Weisbrod, Cutler & Duncan, 2014). Although the total 
state funding for public transit in Florida increased by 4.2 percent, the per capita funding decreased 
by 1.5% from 2009-2013. There were no major downsizes but considering that Florida at the time 
(2013) was the fourth most populated state in the country, the 9.66-dollar per capita funding 
compared to the state New York which at the same time had only 95 thousand inhabitants more 
and had a per capita spending of 226.74-dollars showcases the big difference in funding (American 
Association of State Highway and Transportation Officials, 2015).  Since Tampa is a part of 
Hillsborough county the overall planning documents and comprehensive plans for Tampa are 
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included in the plans and documents for the entire Hillsborough county. There are no separate plans 
for Tampa and that is why the upcoming sections when referred to Hillsborough county, that means 
that the City of Tampa is also covered. 
 
6.1 Overview of Hillsborough county and the City of Tampa  
Hillsborough county, consisting of the three municipalities Plant City, Temple Terrace and Tampa 
is the fourth most populous county in the state of Florida, with a population of over 1.2 million 
people. In addition, the county is viewed as the business and geographic core of the region. The 
governmental and economic centre of the county is Tampa; it is also the third most populous city 
in Florida. Moreover, the county hosts the regions biggest university, seaport and airport together 
with a Central Business District that makes Hillsborough the Gulf coasts economic centre. Tampa 
is situated on the west coast of Florida between the Hillsborough Bay and Old Tampa Bay that 
both lead out to the Gulf of Mexico and the area of Tampa is roughly 440 km2 (Imagine 2040: 
Tampa Comprehensive Plan, 2016). 
 
Table 3 showing population, jobs and household in the county.  

 Population Jobs Households 

Unincorporated 

County 

857723 355309 332326 

Tampa 355850 372077 145066 

Plant City 40530 27397 14316 

Temple Terrace 36245 7261 15292 

Source: Imagine 2040: Tampa Comprehensive Plan, 2016, pp. 16. 
 
Hillsborough county has two main goals for the future development: 
 

- Creating a metropolitan area that is diverse and vibrant and the hub of the Tampa Bay 
region. 

- Offer alternative choices for the people living there, tourists and companies by; 
- Developing areas in rural, suburban and urban setting that can accommodate living, 

working and leisure time in the same space. 
- Creating a transportation system that is interlinked with other transportation modes, that is 

reliable and safe and by establishing that increase biking, walking and rapid transit (Imagine 
2040: Tampa Comprehensive Plan, 2016). 
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6.2 Planning policies and targets in Tampa  
The goal for Tampa’s future is to develop it into a safe and attractive city that projects passion, 
pride and belonging. The City of Tampa should be a place where the quality of life is the 
responsibility of everyone. According to the comprehensive plan of Tampa the aim will be to 
achieve an overall economic, social and environmental advantage which means that some areas 
will experience more change than others, who are more developed. The goal is the Livable City 
which consists of several factors that will help the city to reach this: 
 

• Economic openings.  
• Safe. 
• Attractive. 
• Natural areas and places linked to heritage are appreciated. 
• Different lifestyles are encouraged. 
• Offers alternative mobility options. 
• Community building and strengthening the meaning of place. 
• Different types of practices are incorporated (Imagine 2040: Tampa Comprehensive Plan, 

2016). 
 

Through the redevelopment of Tampa, the change that will take place is going to generate a 
common vision for the future with the help of a new framework that is shaped in the planning 
process.  The planning for a Livable City consists of several goals and principles that all work 
together for the common good of Tampa. The principles followed in the planning process are: 
 

• A community consisting of lively neighbourhoods. 
• Housing that is inexpensive and can satisfy owners their whole life. 
• Walkable streets that are surrounded by trees, housing and shops. 
• Modern mass-transit alternative that is accessible and fast. 
• Prospering economy that generates job opportunities. 
• Lively Downtown area. 
• Providing clean water, air and land. 
• Preserving and embracing the cultural and historical heritage in the city. 
• Bringing citizens together with the help of public spaces, squares and green spaces. 
• Equal opportunities for both old and young and also providing and promoting wellness and 

health. 
• A visually attractive waterfront that is also public. 
• City living promoted with the help of culturally adequate services. 
• Urban design and architecture that enhance the current scape of the city. 
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Four key factors that are the foundation of the planning organization are: Places, People, 
Governance and Natural Spaces. Change and development of the city will require collaboration 
during the entire planning process due to the large number of significant actors involved in the vital 
institutions in the city. Last but not least the people themselves are also a big part of how successful 
a change in the community will be (Imagine 2040: Tampa Comprehensive Plan, 2016). 
 
Downtown 
The core and future of Tampa is in the Central Business District. A variety of shopping, museums, 
services, hotels, entertainment and other functions will all be within walking distance in Downtown 
Tampa. A priority on pedestrians will continue to be one of the main goals with more areas being 
re-designed to suit pedestrians. Public spaces, including trees, street furniture and appealing paving 
patterns will be created and spread out in order to provide a meeting space for people and increase 
the attractiveness of the Central Business District as well as the overall quality of living (Imagine 
2040: Tampa Comprehensive Plan, 2016). 
 
Transit 
The current transportation system in Tampa, dominated by cars, will have to change and allow 
multimodal connections and alternative transportation in order to keep up with the growing amount 
of people living and working in the city. To satisfy population growth and sustain the goal of having 
a 24-hour walkable downtown, the current bus and rail-line system need to attract more users. 
There is a need to link the current car-system with the bus lines and the trolley in order to create a 
more accessible, convenient and faster transportation system. This system would connect the 
biggest job hubs in Hillsborough County and also link the centre of Tampa with the remaining part 
of the Tampa Bay region. This type of transit system would also act as a stepping stone for future 
transportation projects and could be considered as an outline (Imagine 2040: Tampa 
Comprehensive Plan, 2016). 
 
Economic Development 
A well developed transportation system will help the City of Tampa to establish a sustainable 
economic development. The I-4 green Technology Corridor is the area in Tampa where three vital 
regional-used institutions are situated; University of South Florida, Major Hospitals and research 
centres like James A Haley VA Hospital and H. Lee Moffitt Cancer Centre and the Museum of 
Science and Industry. Medicine, Education and Science are centred around this area and by 
developing convenient land use relations, environmental strategies and opportunities that favour 
economic development in this part of Tampa, it can improve the economic competitiveness of the 
city making it innovative, lively and sustainable at the same time. Sustaining economic 
development through sustainable land use is a link in the chain of developing overall success in the 
City of Tampa. Implementing these policies will create new job opportunities in strategically 
located areas that are accessible and supported by public transportation. There will be a mix of jobs 
people and goods due to the increase in transport modes which will develop a regional example 
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and set out a framework for sustainable development, promoting buildings that are both 
environmentally friendly and visually attractive. By embracing this policy, the long term vision for 
the City of Tampa is to increase the median income and job opportunities by developing the 
employment base and diversifying jobs. This will in turn help to decrease urban sprawl, encourage 
diversity in many aspects of society such as transit, land use and industry. Moreover, this type of 
policy will help reduce harmful greenhouse gas emissions (Imagine 2040: Tampa Comprehensive 
Plan, 2016). 
 
6.2.1 Transportation issues in Tampa 
The increase in population and businesses require improvements and investments on the current 
infrastructure system in Tampa so that the development does not stagnate. Apart from funding the 
needed improvements with the help of taxes, there is a need of finding more ways of financing 
these developments. How well a city’s multi-modal network is developed determines the general 
level of mobility, which should be able to transport goods and people proficiently while linked to 
other transportation modes. Busses, streets, highways, pedestrian and bicycle services are some of 
the elements that make up the City of Tampa’s current multi-modal system. Congestion is 
inherently a part of many cities due to the road systems that have been set up to accommodate the 
car. With the help of Smart Strategies, the city can preserve the level of proficiency needed to 
backup a city during a phase that consists of change and growth. It is also important to maintain a 
realistic viewpoint in decreasing congestion in that full removal of that problem is highly unlikely. 
Smart Strategies consist of: 
 

• Technological usage in transportation systems to increase proficiency.  
• Digital technologies such as advanced traffic management systems and traffic management 

centres to collect information about the road systems so that the flows can be controlled 
more successfully. 

• A person should be able access various transportations modes throughout the day with the 
help of online databases that support bicycle and car-sharing and also pair commuters to 
car and van pools. 

• More and faster information about travel and waiting time to the commuters with the help 
of computerized tracking (Imagine 2040: Tampa Comprehensive Plan, 2016). 

 
The fact that the city has acknowledged the dominance of cars in the transportation system has led 
to an understanding that a more balanced mobility system is needed. Time has shown that re-
investments in the roads systems only are a temporary solution, with congestion being a constant 
factor especially during peak hours. Delays and unreliability are two words synonymous with the 
travel time in Tampa. With predictions of both job and population growth the roads will see an 
increase in traffic, putting more pressure on the roads as they already are close to their limits, which 
many leaders in the County and City have realised. The fact that the city has potential when it 
comes to alternative transit makes it even more confusing why there is a status quo in the 
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development. Numerous bus lines and city rails cover the city but many of them are vacant or run 
too infrequently to attract more people (Imagine 2040: Tampa Comprehensive Plan, 2016). 
Throughout the years, the City of Tampa has turned down many transportation plans which has 
postponed the necessary developments. The main reason why the latest proposal in 2010 was 
rejected was due to the demand for a cost-effective improvement on traffic flow in combination 
with a gradual development of the transit that was inexpensive. A study was conducted on the 
existing resources in Tampa in order to match the demand of the people. A great potential was 
found in the current infrastructure that made it possible to include rail-lines, trolleys and buses in 
a more effective way and also used the interstates to give buses more space and right-of-way in 
order to flow better. This could potentially result in a system that links the main job centres in 
Tampa and spread effectively from the centre to the rest of the region (Imagine 2040: Tampa 
Comprehensive Plan, 2016). 
 
Achieving Transportation Success 
It is important to recognize all types of mobility by the leaders in order to increase liveability in 
Tampa. By providing more transport alternatives like rail-based transit and bus, people will have 
more choices and be able to be more mobile. These transportation alternatives need to connect 
important areas like USF business centres, Westshore and Downtown in order to be as effective as 
possible. Integrating policies and plans for pedestrians and bicycles as well as a Rapid Bus transport 
system are self explanatory factors in obtaining sustainable and successful transportation system 
(Imagine 2040: Tampa Comprehensive Plan, 2016). Land use policies and mobility plans should 
be connected throughout the planning process in order to encourage both parts and help develop a 
balanced city. This means that land use policies are developed to sustain mobility options and in 
turn, mobility options are fitted to a certain city pattern or layout. The transportation alternatives 
being developed should not only embrace the seven principles that the city has but also promote 
them and finally offer their services to all people regardless socio-economic status as well as being 
affordable, available and accessible to people working and living in the city. The City of Tampa 
has developed seven principles in order to achieve a successful urban development and quality of 
living: 
 

1. To identify the significance of a diverse mobility system in a city in order to shape the 
future in a sustainable and more liveable way. 

2. Incorporate a rail-based transit system that connects a minimum of three central districts in 
the city and that should start construction before the year 2040. 

3. As a continuation to the target above, there should be an encouragement in the use of more 
and alternative mobility systems in the city such as bus, biking or walking. 

4. This means that bicycle roads and pedestrians should be given more space in the planning 
process together with a rapid bus transit. 
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5. Land use development and a successful mobility system are connected to each other which 
means that the design should be constructed in a way that enhances the benefits of both and 
that they are supporting each other. 

6. Expanding more transport alternatives will also increase the liveability in the city which 
will generate open design, mixed use, attractiveness, promoting different lifestyles and 
produce a better feeling for the city’s different spaces. 

7. The different transportation alternatives should be inexpensive, user-friendly and accessible 
to the public so that the majority of the people in Tampa can use the transportation systems 
effortlessly regardless of socio-economic status (Imagine 2040: Tampa Comprehensive 
Plan, 2016). 

 
6.2.2 Governance & Implementation  
The transportation system and the vital mechanisms attached to it is organized and supervised by 
many different agencies. This results in the necessity for the City of Tampa to collaborate and 
coordinate between and together with all of the responsible agencies. For instance, HART, 
Hillsborough Area Regional Transit Authority, is responsible for the public transportation in and 
around the city, FDOT, Florida Department of Transportation, is responsible for the interstate 
highway. The minor roads connected to it is under supervision of Hillsborough County. 
Expressways are a part of the Tampa/Hillsborough County Expressway. Moreover, the city does 
not have a majority in the boards responsible for the port, airport, expressways and transit systems 
which means that the City’s independent influence is somewhat limited compared to the authorities 
in charge (Imagine 2040: Tampa Comprehensive Plan, 2016). Tampa can therefore impact the 
outcome of transportation issues by creating revenue to fund services and facilities that are linked 
to the different agencies, within the city limit, and affect issues concerning land use and carry 
through enhancements on services owned by the city. Strategy and planning policy can also be 
organized and effected by the City to fit with their overall goals. Parking restriction in the 
downtown area is a crucial tool for Tampa to steer planning policies in the right directions and 
preserve all roads within the city which also include bicycle services and sidewalks in the city that 
are not under the supervision of the County or the State of Florida. Tampa’s growth goals can be 
sustained with the help of tax revenue support from mass transit that in turn will finance the 
encouragement of public transportation and the incorporation of it in the City. And also by 
impacting financial approaches of other transport organizations that would enable easier expansion 
of mass transit passages and stations that is beneficial to the overall walkability and bicycle use in 
the city (Imagine 2040: Tampa Comprehensive Plan, 2016). 
 
6.2.3. Go Hillsborough Transportation Plan 
Transportation is the biggest concern in Hillsborough County surpassing both economy and jobs. 
As population is growing and the budget for transportation decreasing, the pressure on the local 
transportation system is building up rapidly. Despite the difference in diversity throughout 
Hillsborough County, there is a unison agreement amongst citizen that the main and immediate 
priority concerning transportation is maintenance and resurfacing. Other important areas were: 
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improving intersections, bike lanes, sidewalks and expanding transit routes. The community-driven 
transportation plan brought together by BOCC (The Board of Hillsborough County 
Commissioners, the Chair of the HART Board of Directors and the mayors of Temple Terrace, 
Plant City and Tampa also known as the PLG (the Policy Leadership Group) provides a vision for 
how to reduce traffic concerns in a way that creates jobs and wealth for all citizens. The table down 
below shows key findings and recommendations based on the current transportation system found 
by PLG (Go Hillsborough, 2015). 
 
Table 4. Key findings and recommendations in the transportation plan.  

Key Findings Recommendations 
1. The car culture is deeply rooted in the society in Hillsborough 

County and the majority of the citizens believe that more and wider 

roads is the solution to the transportation and congestion problem. Car 

is the dominant mean of transportation. 

1. A) Concentrate on improving factors connected to car use 

(new/wider roads, congestion, traffic flows). 

B) Improve transit and bus alternatives. 

C) Develop a streetcar alternative. 

2. Something has to be done. Citizens have expressed and 

acknowledged that status quo is not an option. The lack of alternative 

transit and new technology has also been acknowledged. 

2. Focus on a 0.5% tax on Local Option Transportation Sales in order 

to fund the redevelopment. This will annually create an estimated 

117.5 million dollars. 

3. Willingness to support other ideas including quality of life, choice 

and safety. 

3. Implement the Local Option Transportation Sales over a 30-year 

period which will generate an estimated revenue of 3.5 billion dollars 

with a possible leverage of an additional 881 million dollars over 30 

years. These sums will cover the necessary costs. 

4. The biggest priorities in the Community is:  

A) Building and widening roads. 

B) Enhancing and redesigning transit. 

C) Focus on making walking and biking more safe. 

4. The revenue created from the tax above: Distribute 2/3 to roads 

and 1/3 to transit. This is the recommended community-wide 

distribution 

5. Scepticism towards the development and implementation of light 

rail as it is regarded as too expensive and inefficient by the majority 

of the citizens.  

5. 25% of tax allocation should go to HART in order to maintain and 

develop their service. 

6. Positive feedback regarding implementation of express bus lanes 

for BRT, Bus Rapid Transit. Only concerns were the fact that relevant 

areas of use are not existing and the practical factors surrounding the 

implementation. 

6. New growth should pay their share of tax depending on the impact 

it has on transportation. 

7. In order to fund the necessary improvements on the transportation 

system, current revenue is insufficient. 

7. Establish maintenance programs and keep the public informed on 

projects, priority and when it occurs. 

8. The majority of citizens agree that the 0.5% transportation sales tax 

is necessary and are willing to pay that amount to support the new 

revenue. 

8. Contribute at least 10% of the revenue from the 0.5% tax to fund 

the development of a streetcar system. 

9. Regarding new growth and development, payment should be based 

on how much impact it has on transportation, in other words more 

equitable. 

9. Invest in developing better interconnection (bus alternatives) 

between entertainment, employment and commercial centres in Plant 

City, Temple Terrace and within the Unincorporated County.  
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10. Long term community success is a combination between 

BRT/Light rail and how it links entertainment, commercial and 

residential areas together. 

10. Incorporate continuous community engagement in the attempt to 

seek input from the citizens. 

11. More information and transparency about ongoing projects and 

their status to the public.  

11. Develop the public trust by allowing citizens to get notified on 

ongoing projects. Collaborate with suitable transportation agencies in 

order to enhance the transportation system and solve problems. 

Develop and implement new policies linked to alternative means of 

transportation and new transportation technology. 

 

Source: Go Hillsborough, 2015. 
 
Roads 
30 percent of all the roads in the county are considered to be in poor condition. The length of all 
roads in the county are equivalent to driving around the entire United States. 750 million dollars 
are needed in order to sustain maintenance on the roads and if no measures are taken, 30 percent 
of the roads will by the year 2040 be used over their capacity. Estimates predict that both population 
growth and amount of miles driven of roads will continue to increase. Of the 1.3 billion dollars 
spent on transportation by the Hillsborough County between 1995 and 2014, 961 million dollars 
were spent on roads. Maintenance, resurfacing and bridge replacement/improvement are programs 
and projects that are required in order to sustain the transportation assets in the community (Go 
Hillsborough, 2015). In order to decrease congestion and increase safety throughout the County 
four steps are necessary: 
 

1. Implement ATMS (Advanced Traffic Management System). A system which helps to 
control and overview the congestions, safety and traffic flows. 

2. Complete Streets and Enhancements. Design streets so that they suit everyone and are 
tailored to each community’s certain characteristic. 

3. Intersection Improvements. Increase safety and flow with the help of new technology. 
4. New and widened roads. In order to accommodate more vehicles on highways, there will 

be a need to add new roads or lanes on current roads (Go Hillsborough, 2015). 
 
Transit 
HART, Hillsborough Area Regional Transit Authority, operations offers paratransit, flex, fixed 
route and express route services throughout the county in addition with streetcar services in 
downtown Tampa. The HART functions contain: 
 

- 27 Local Weekday Bus Routes. 
- 1 MetroRapid Bus Route and 1 Downtown Trolley Route. 
- 14 Express Bus Routes. 
- 22 Local Saturday Bus Routes. 
- 10 Local Sunday Bus Routes. 
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- HARTPlus Paratansit. 
- 5 Flex Service Areas. 
- TECO Streetcar Route. 
- 22 Park-n-Ride Lots. 

 
The sprawled layout and the large size of Hillsborough County results in 38 percent of the jobs and 
58 percent of residents not being able to access the existing routes provided by HART. This leaves 
driving as the only mean of transport for majority of citizens in the County and it restricts many of 
the lower-income residents from different job opportunities (Go Hillsborough, 2015). In order to 
increase connectivity for people, activities and communities new and expanded routes are required 
on all alternative transportation modes, from bus to rail, bus rapid transit and water ferry. The 
operating hours of these services should also increase in combination to an extended service during 
the weekends. Finally, the frequency should increase on all transportation services including non-
peak hour and peak hour (Go Hillsborough, 2015). 
 
Biking & Pedestrians 
Despite the increase in available biking facilities and sidewalks in Hillsborough county, there is a 
vast need in developing and implementing safer and more sidewalks and biking facilities especially 
since less than one third of roads in the County have biking facilities and sidewalks. The fact that 
the entire Tampa Bay region including Hillsborough County is ranked 2nd nationwide in pedestrian 
deaths, and also the 2nd most dangerous place for pedestrians in the entire United States shows the 
need to drastically improve the conditions for pedestrians and cyclists in the County (Go 
Hillsborough, 2015). To enhance the current situation, multi-use trails that separate and provide a 
safe right-of-way trail for skaters, runners, pedestrians and cyclists, away from motorized traffic, 
should be implemented. In addition to this, enhance safety and usability of bike lanes and 
sidewalks, with clear indicators and separation from traffic (Go Hillsborough, 2015). 
 
Funding 
In order to achieve vitality and economic growth there has to be an efficient and satisfactory 
transportation infrastructure as it is a vital factor for the political, economic and social growth of a 
community. Federal, state and local fuel taxes are responsible for the majority of the funding for 
transportation. Federally funded sources are only covering 36 percent in Hillsborough and Florida 
has en even lower number at 25 percent. This generates more pressure on the local and state revenue 
sources which can be divided in five different categories: User fees (utility fees, tolls), Non-user 
Fees (property tax, fuel tax), Special Benefit Fees (traffic impact fee, service charges), Private 
Financing (private donation) and Debt Financing (bonds). Hillsborough County has for every 1 
dollar of property tax collected only invested 2 cents in transportation (Go Hillsborough, 2015). 
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Figure	3:Transportation	Revenue	and	Transportation	Expenditure	in	Hillsborough	County	1995-2014.	
Displaying	monetary	distribution	(Source:	Go	Hillsborough,	2015,	pp.77).	

 
Recommended Scenario 
A 0.5 percent sales tax that is estimated to generate 117.5 million dollars per year and 3.5 billion 
over 30 years, is considered to have the greatest potential for funding vital transportation projects. 
The tax will provide enough funding for all major projects regarding maintenance, sidewalks and 
bicycles over the next 30 years also providing an equal share between future transit and road 
projects (Go Hillsborough, 2015). 
 
6.2.4 2016-04-27 – Hillsborough County Commission Votes Down Transportation Plan�
Commissioners in Hillsborough County voted that transit and road projects worth an estimated 905 
million dollars are necessary to solve the growing transportation problems that has marked the 
county for a long period of time (Tampabay, 2016b). The recognition of the current problem was 
relatively expected by the commissioners but the question whether how to fund these projects was 
going to be harder. After a unanimous decision the commission voted against the proposed sales 
tax which meant half-cent sales tax spread over 30 years to help fund the necessary projects 
(Tampabay, 2016c). Tampa Bay has already voted down two other initiatives for enhancing 
transportation in 2010 and 2014 (Tampabay, 2015). The public hearing during the 27th displayed 
the divided opinions of inhabitants with some believing that more roads is the solution rather than 
public transportation and others having more faith in the presented transportation plan, Go 
Hillsborough (Baynews9, 2016). 
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7. PRESENTATION OF THE QUESTIONNAIRE RESULTS 
 
This section will present the most relevant empirical results in the form of charts and with brief 
explanations of the findings. It will identify the attitudes towards the use of public transport and 
car use amongst the citizens in Tampa, which is the second research question of the study. The 
questions presented (16-38) are the ones linked to the theories, based on the Likert scale 1-7, and 
examine the attitudes towards car use and public transportation among the respondents. The initial 
part will display the most interesting charts from the general background information. The full 
questionnaire and remaining results can be seen in Appendix 1 and 3. 
 

7.1 General Information. 

 
Figure	4:	Number	of	respondents	owning	a	car.	66	answered	and	1	skipped	the	question.	Source:	Own	
survey	2016.	
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Figure	5:	Showing	type	of	car	owned	by	respondents.	56	answered	and	11	skipped	the	question.	Source:	
Own	survey	2016.	

As Figures 4 and 5 show above, the majority of respondents own a gas or diesel driven car which 
confirms that the car has a central place in the society of Tampa in accordance with Go 
Hillsborough (2015) transportation plan. The majority of respondents, over 70%, were young (18-
25) female college students which can give an interesting perspective about the results because this 
type of group might be considered as a future user of public transportation and therefore their input 
could be of great value when assessing what is important for implementation and development of 
public transportation. One interesting result is that the majority of the respondents spend 15-25 
minutes in their daily commute which matches the the mean travel time to work, 16 years and 
above in the City of Tampa, which is 23.3 minutes (Census.gov, 2016). 
Figures 6, 7 and 8 on the following page display and furthermore confirm the dominance of the car 
and car use in society, with the majority of the respondents use a car for their daily commute. On 
the other hand, 50% of the respondents never use public transportation and 45.45% use it seldom 
which gives a clear picture of what mean of transportation is the preferred one amongst the 
respondents. 
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Figure	6:	The	most	used	mean	of	transportation	amongst	the	respondents.	65	answered	and	2	skipped	
the	question.	Source:	Own	survey	2016.	

 
 
 

 
Figure	7:	Frequency	of	car	use	amongst	the	respondents.	66	answered	and	1	skipped	the	question.	
Source:	Own	survey	2016.	

 

 
Figure	8:	Use	of	public	transportation	amongst	respondents.	66	answered	and	1	skipped	the	question.	
Source:	Own	survey	2016.	
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Figures number 9 and 10 below show the main reasons why one would and would not use public 
transportation in its current status in Tampa. The respondents top 3 reasons for not using is quite 
clear: not flexible, not reliable and slow. While the top 3 reasons for usage of public transportation 
are: environmental benefits, affordability and convenience. These two questions are examples of 
where a follow up question or open answer option could have been useful. 
 

 
Figure	9:	The	main	factors	hindering	use	of	public	transportation	amongst	respondents.	54	answered	
and	13	skipped	the	question.	Source:	Own survey	2016.	

 
Figure	10:	The	main	factors	for	use	of	public	transportation	amongst	respondents.	62	answered	and	5	

skipped	the	question.	Source:	Own	survey	2016	

The alternatives for question 15 above were: Affordable, I get more time to socialize (online or via 
mobile), Allows me to pay-per-use (rather than a monthly fee), Offers a subscription on monthly 
payment option, Is better for the environment, Convenience, Time-efficient. 
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7.2 Presentation of Questionnaire results - Statements 
The frequency of answers will be displayed for every figure down below. 

 
Figure	11:	Showing	the	importance	of	cars	in	Tampa.	62	answered	and	5	skipped	the	question.	Source:	
Own	survey	2016	

The figure displays that the respondents believe a car is totally necessary for everyday life in 
Tampa. With the vast majority, over 90%, of the respondents agreeing or totally agreeing with this 
statement. 
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Figure	12:	Showing	the	respondents	attitudes	towards	more	roads	and	their	capability.	62	answered	
and	5	skipped	the	question.	Source:	Own	survey	2016.	

The figure displays that the respondents answers for this statement is quite split with half of the 
respondents agreeing and approximately 42% disagreeing with this statement that more roads will 
solve current traffic issues. 
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Figure	13:	View	on	current	parking	situation	amongst	respondents.	62	answered	and	5	skipped	the	
question.	Source:	Own	survey	2016.	

The figure shows that the majority of the respondents agree or totally agree that the current number 
of parking spaces are insufficient in Tampa. 
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Figure	14:	View	on	city	layout	related	to	sustainable	development	amongst	respondents.	62	answered	
and	5	skipped	the	question.	Source:	Own	survey	2016. 

The figure shows that the majority of the respondents agree or totally agree that the city layout of 
Tampa is an obstacle in obtaining sustainable development as it is too wide spread. 
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Figure	15:	Showing	how	important	the	car	is	to	the	American	lifestyle.	62	answered	and	5	skipped	the	
question.	Source:	Own	survey	2016.	

This figure shows that the majority of the respondents agrees or totally agrees that car ownership 
is fundamental for obtaining an American lifestyle. Also none of the respondents totally disagreed 
with this statement. 
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Figure	16:	Views	on	current	accessibility	and	convenience	of	the	public	transportation	system	in	
Tampa.	61	answered	and	6	skipped	the	question.	Source:	Own	survey	2016.	

This figure is showing that the majority of the respondents are disagreeing or totally disagreeing 
with the statement that the current public transportation system in Tampa is accessible and 
convenient for everyone. 
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Figure	17:	Showing	the	potential	and	trust	in	public	transportation	amongst	respondents.	61	answered	
and	6	skipped	the	question.	Source:	Own	survey	2016. 

As the figure shows, the overall attitude amongst the respondents is that public transportation can 
be a solution to a stronger economy as it can create new jobs. Also very few respondents disagree 
with this statement. 
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Figure	18:	Showing	the	need	to	expand	the	current	public	transportation	system	in	Tampa.	61	
answered	and	6	skipped	the	question.	Source:	Own	survey	2016.	

As seen in the figure and quite evident, the majority of the respondents in the questionnaire believe 
that the current public transportation system in Tampa should be expanded. Only 1.64% of the 
respondents disagree with this statement. 
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Figure	19:	Showing	that	public	transportation	can	be	used	as	a	tool	to	enhance	sustainability	in	
Tampa.	61	answered	and	6	skipped	the	question.	Source:	Own	survey	2016. 

This figure shows that the majority of the respondents believe that sustainability can be enhanced 
in Tampa with the help of public transportation. What is also interesting is that none of the 
respondents disagree with this statement. 
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Figure	20:	The	view	on	what	current	city	planning	in	Tampa.	61	answered	and	6	skipped	the	question.	
Source:	Own	survey	2016.	

This figure shows that the respondents are divided in their opinions regarding how the city planning 
focuses on bicycling, walking and public transportation. With the respondents divided quite evenly 
between totally disagreeing-disagreeing, totally agreeing-agreeing and not having an opinion. 
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Figure	21:	Showing	the	trust	and	benefits	of	information	campaigns	(soft	measures).	61	answered	and	
6	skipped	the	question.	Source:	Own	survey	2016.	

This figure shows that the majority of the respondents believe that free tickets and passes in 
combination with more information about public transportation would increase the overall usage 
of it. 
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Figure	22:	The	views	on	current	number	of	bus	stops	in	Tampa.	59	answered	and	8	skipped	the	
question.	Source:	Own	survey	2016.	

This figure shows that the majority of the respondents disagree or totally disagree with the 
statement that there a sufficient number of bus stops in the city. 
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Figure	23:	The	view	on	tax	use	for	development	of	public	transportation	in	Tampa.	59	answered	and	8	
skipped	the	question.	Source:	Own	survey	2016.	

This figure shows that the majority of the respondents believe that in order to improve, create more 
and expand public transportation in Tampa then, a better use of the individual tax dollar is 
necessary. 
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Figure	24:	The	view	on	government	spending	regarding	public	transportation.	59	answered	and	8	
skipped	the	question.	Source:	Own	survey	2016.	

Connected to the previous figure and statement, this one shows that the majority of the respondents 
agree or totally agree with the statement that government spending on public transportation should 
increase. 
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Figure	25:	Showing	the	environmental	desires	and	limitations	with	the	public	transportation	system.	
59	answered	and	8	skipped	the	question.	Source:	Own	survey	2016.	

This figure displays the environmental stance amongst the respondents as the majority would like 
to use public transportation as a mean to reduce the usage of fossil fuels. Unfortunately, the public 
transportation in its current state does not work for the majority of the respondents. 
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Figure	26:	Showing	the	attitude	toward	carpool	services.	59	answered	and	8	skipped	the	question.	
Source:	Own	survey	2016.	

This figure shows that if the carpooling system and service in the city was more convenient, the 
vast majority of the respondents would in that case use the service. 
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Figure	27:	Showing	the	will	to	use	bicycles	if	infrastructure	improves.	58	answered	and	9	skipped	the	
question.	Source:	Own	survey	2016.	

The figure shows that making bike lanes more safe and adding more lanes in the city would 
encourage and make the majority of the respondents use the bicycle more. 
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Figure	28:	Showing	how	respondents	feel	when	using	public	transportation	in	Tampa.	58	answered	
and	9	skipped	the	question.	Source:	Own	survey	2016.	

As shown in the figure, the majority of the respondents feel unsafe when using the public 
transportation system in the City of Tampa. Many of the respondents also answered that they have 
no opinion in this statement which plausibly could be linked to the majority of the respondents 
using the car on a daily basis as shown in the initial part of this section. 
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Figure	29:	The	view	on	economic	incentives	as		means	to	decrease	car	use.	58	answered	and	9	skipped	
the	question.	Source:	Own	survey	2016.	

The figure shows that the majority of the respondents believe that economic incentives such as 
tolls, increased parking prices and less parking space would make people in Tampa use their cars 
less. 
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Figure	30:	Showing	the	stigma	associated	with	public	transportation	in	Tampa.	58	answered	and	9	
skipped	the	question.	Source:	Own	survey	2016.	

This figure shows that the majority of the respondents agree or totally agree with the statement that 
the current public transportation system in the city is associated with a stigma, that only certain 
types of people from certain socio-economic groups use it. 
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Figure	31:	Showing	the	importance	of	attitude	change	in	order	to	increase	use	of	public	transportation.	
58	answered	and	9	skipped	the	question.	Source:	Own	survey	2016.	

This figure shows that the majority of the respondents agree and totally agree with the statement 
that changing people’s attitudes is essential in order to increase the usage of public transportation 
and reduce the dependency of cars. 
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Figure	32:	Showing	the	importance	of	redesigning	urban	layouts	for	the	benefit	of	public	
transportation	in	Tampa.	58	answered	and	9	skipped	the	question.	Source:	Own	survey	2016.	

This figure shows that the majority of the respondents believe their attitude and behaviour towards 
public transportation will change if the current layout of Tampa would be redesigned. 
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Figure	33:	Showing	the	belief	and	importance	of	social	norms.	58	answered	and	9	skipped	the	question.	
Source:	Own	survey	2016.	

The figure shows that the majority of the respondents would in fact use more public transportation 
if the people around the also used it. 
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8. ANALYSIS & DISCUSSION OF QUESTIONNAIRE & THE PLANNING 
DOCUMENTS  

This section will analyse and discuss which factors the public recognise as vital for usage and 
development of public transport compared to the plan documents linked to the main theories and 
literature used in this study, which is the third and final research question of this study.  

In order to make the analysis of the planning documents and the respondents answers more clear 
there will be a brief explanation of the common factor that characterizes the planning and 
transportation documents that have been analysed. What the Tampa comprehensive plan, Imagine 
2040, and the Go Hillsborough transportation plan have in common in the overall goal to increase 
the quality of life by developing and enhancing current mobility systems, in this case the main 
aspect that is focused on is the car system and all the factors linked to it. The general view of 
making the mobility system more flexible and diverse is by implementing more alternatives within 
the transportation sector and at the same time conducting land use development that is connected 
to the mobility system and is beneficial both ways. What the documents also have in common is 
the acknowledgement of the car use and the impacts it has in the society. This is also demonstrated 
by the respondents as question 7-11 display the dominance of the car use, with the vast majority of 
respondents commuting daily by car and basically never using public transportation. The car is a 
factor that has to be taken into consideration but enhanced by improving factors connected to it, 
like improving traffic flow, congestion but also adding new and wider roads to help facilitate the 
increasing amount of cars and traffic in the city. With this said, the amount of investment in new 
roads and the car-system differs between the documents as the comprehensive plans focuses more 
on the mobility system as a whole and intends to improve city rails and bus services in the city 
while also increasing the liveability (Livable City) by offering alternative mobility options, make 
a modern mass-transit system that is fast and accessible to everyone and strengthening the meaning 
of place by community building. This is similar to the approach of shared spaces (Hamilton-Baillie, 
2008) mentioned in section 3, as it gives a priority to pedestrian by re-designing areas to suit 
pedestrians.  While the transportation plan, Go Hillsborough, means investment in more roads and 
the widening of them is a higher priority although, it is mentioned that street enhancements are 
vital in order to suit everyone and be tailored to each community’s special characteristic. 
 
As mentioned, quality of life means also to offer same accessibility of the public transportation and 
liveability to everyone regardless of socio-economic status as it will decrease social inequality in 
the city and also decrease the current sprawl. With an increased quality of life, the overall 
sustainability will also increase as more environmentally friendly alternatives will be implemented 
and used in the traffic planning, like more and safer bike lanes and also making sidewalks for 
pedestrians more safe and separated from current roads. As questions number 14 and 15 have 
shown, the top 3 reasons for not using public transportation is quite clear amongst the respondents: 
not flexible, not reliable and slow. While the top 3 reasons for usage of public transportation are: 
environmental benefits, affordability and convenience. This shows the connection to the planning 
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documents as the respondents acknowledge the current faults with the public transportation system 
but also share the documents views in public transportation being environmentally friendly, 
affordable and also that it could be convenient. With could, meaning that the majority of the 
respondents believed that in the current status, the public transportation system in Tampa is not 
accessible and convenient for everyone, as seen in Figure 16 which displays the answers of question 
21. If we start from the beginning and look at questions 16-21 which cover the car use and the 
aspects connected to it. As mentioned before in the documents, the car is deeply rooted in the 
society of Tampa and has a central role in the current transportation system. The respondents also 
confirm this in questions 16-20 as they believe that cars are essential for living in Tampa, roads 
could be a part of the solution for traffic problems and the car is a fundamental part of American 
lifestyle. Also the belief that parking spaces are insufficient and that the layout is an obstacle for 
sustainable development follows the line of the documents but also shows that the attitudes 
amongst the respondents are split. On one hand the the need for parking spaces is showcased and 
on the other hand sustainable development hindered by the layout is also acknowledged. This could 
mean that the PBC-, perceive behavioural control, aspect, with different locations and 
circumstances affecting the perceived behavioural control one person has, helps the respondents 
realise the obstacles in the current layout. But at the same time the limitations of car use, in this 
case insufficient number of parking spaces, contradict the aspect of sustainable development. As it 
highlights what is the core of the problem and behind the wide spread layout that is hindering 
sustainable development, but the attitude towards the car, remains dependent as more parking 
spaces are sought after by the respondents. This differs from the documents as the aim is to 
implement parking restrictions in the central parts of Tampa in order to limit the amount of cars 
and increase space. 
 
These questions and answers are linked to TPB/TRA to Attitudes and PBC. They also cover the 
concept of path dependence. What this shows is that these elements are crucial to help understand 
how actual behaviour is influenced by the perceived capacity to act in a certain way. Therefore, the 
initial attitude towards public transportation for a person determines whether he or she will use it 
or not. As Bothe, Maat and van Wee (2009) mentioned, the surrounding environment has an impact 
and influences attitudes and perceptions. This means that if the planning policy remains more or 
less the same and focused on, and prioritizing the car, people’s attitudes towards it are very likely 
going to remain unchanged. As no major changes in transportation planning have occurred in the 
Tampa region, this can be an indicator to why a shift towards more public transportation is so 
difficult and has been absent. Path dependency helps to understand why the majority of 
respondents, and also the documents, still believe the car is vital for both current society, living 
and American lifestyle in general. As it has been a persistent factor that has dominated the 
American history the car and its use has been culturally included as the result of reinforcing their 
use and meaning, which Henry and Noon (2008) and Slagter (2003) also mention in their studies. 
With the documents expressing the need in more investments in the road systems and the 
predictions of increased cars on the roads, as well as the respondents, the risk for getting stuck in 
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the same mode is evident as the attitudes towards the car and roads still are relatively positive. The 
behaviour will in that case most likely stay the same as attitudes and PBC often determine 
behaviour, which also can explain why the same status regarding this issue has been going on for 
a long period of time. Meaning, prioritizing and recognising the car as the main factor for 
transportation in traffic and traffic planning policies. This function is also displayed in Figure 1 by 
Ajzen (1991). 
 
The next section is questions 21-26 which focus on the attitudes towards public transportation. 
These questions show that respondents have positive attitudes towards public transportation and 
the effects it has on the economy and the overall sustainability. Before analysing the responses 
more detailed, the documents viewpoint on public transportation will be analysed. There is no 
question that the enhancement of quality of life which is the main goal in both documents requires 
a more diverse transportation system with more alternatives, one of the major being public 
transportation. As for creating a metropolitan area that is diverse and vibrant and the hub of the 
Tampa Bay region. A transportation system needs to be created that is interlinked with other 
transportation modes, that is reliable and safe and by establishing that, increase biking, walking 
and rapid transit which are the two main goals for Hillsborough county when it comes to future 
development. This shows that public transportation has a big priority within the documents which 
is also a part for making the City of Tampa more liveable. There is a need to link the current car-
system with the bus lines and the trolley in order to create a more accessible, convenient and faster 
transportation system. This system would connect the biggest job hubs in Hillsborough County and 
also link the centre of Tampa with the remaining part of the Tampa Bay region. The usage of 
existing and available modes of transportations is comparable and indeed follows the path of 
sustainable mobility as explained by Banister (2008), also aiming for the societal goals makes this 
kind of thinking in the documents lean towards a more sustainable way. 
 
The documents also showcase the economic importance of public transportation, as a well 
developed transportation system would help the City of Tampa to establish a sustainable economic 
development. The advantage of public transportation in the economic development is that it would 
not only create more jobs but also, if expanded and made more accessible and convenient, offer 
more job opportunities to people that in the current status of public transportation are cut off from 
many jobs because it often requires car ownership. By achieving this, there would be a decrease of 
the inequality gap. The paradox in the documents when it comes to funding the public 
transportation system is the fact that the funding is uneven with 2/3 going to roads and 1/3 to public 
transportation which can also be described by the cultural path dependency of cars that has been 
formed over a long period of time as mentioned before. Therefore, the dependency for car use has 
been developed furthermore due to the importance it has on everyday life in our society, a sense of 
security, commodity and concepts which Sheller and Urry (2000) describe as “home-away-from-
home”. As Sheller and Urry (2000) also mention, current urban planning policy needs to admit the 
need for a radical change in transportation and use the legislations and regulations to integrate more 
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intermodal public transportation systems. Also Bamberg, Ajzen and Schmidt (2003) mention that 
habitual strength can be measured in how often a certain behaviour has been carried out before, 
and this can also help forecast future actions. Which in this case can explain why the focus on car 
still has a big priority in the Tampa planning documents. Very much like the goals mentioned in 
the documents, the respondents also have very positive attitudes towards public transportation. The 
vast majority of the respondents in statements regarding, convenience, accessibility, economic 
development, job creation, expansion, and sustainability are very similar to what is stated in the 
documents. Which is that public transportation should be expanded and made more accessible and 
convenient to everyone. This, in order to increase economic development by creating more jobs 
and new jobs which in turn decreases sprawl and inequality. By doing this the overall sustainability 
in Tampa will also increase which the documents and respondents state. What differs a lot between 
the documents and the respondents is the mobility management aspect. Except the belief that 
current city planning in Tampa focuses more on public transport, walkability, and bicycling, which 
is also a goal and stated in the document. This is also a part in achieving sustainability and 
increasing the overall quality of life.  
 
Although a slight majority of the respondents believe the current planning policy focuses on 
walkability, bikes and public transport, is it very difficult to analyse any further as to why the 
outcome was so spread. One factor might be the dominance of car use amongst the respondents in 
their daily commute which means that it is hard to evaluate other means of transportation and the 
developmental status they have. While basically no official approach towards mobility 
management measures is mentioned in the transportation and comprehensive plans, there is a big 
potential and possibility of using and implementing new approaches in order to change people’s 
attitudes with the help of soft measures. And since soft measures cost substantially less than hard 
measures, this might be a helpful tool for planners since costs seem to be the reasons why the 
transportation development, particularly public transportation, has a status quo and many plans 
keep getting voted down. As Cairns et al. (2008) mentions, soft measures and mobility management 
can have a considerable effect on transport behaviour if implemented correctly, which Taniguchi 
et al. (2005) also demonstrated in their study. This is where the respondents differ from the 
documents and applies to the studies mentioned above, that more information about public 
transportation and free tickets/passes would increase the overall usage, in other words, mobility 
management and soft measures would according to the respondents increase the likelihood of using 
public transportation. The great potential with implementing Mobility Management in the 
transportation plans in Tampa could be that one of the approaches are school transportation plans 
and information. This could help promote the use of public transportation from an early age and 
break up the habitual behaviour connected to the car. Basically all the questions connected to 
mobility management had positive attitudinal support from the respondents (Questions 25, 26, 31, 
32, 34, 36).  As mobility management is mostly linked to attitudes and also preferences amongst 
people in their choices, these can change over time and also be affected by the policies in society. 
What TPB/TRA shows is that the interplay between attitudes, PBC and subjective norms together 
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with habits all play a role in shaping behaviours. A person’s attitude is that same person’s intention 
to perform a particular behaviour. Therefore, the probability that an individual will begin to take 
the bus instead of the car is related to the attitude about public transportation in combination with 
subjective norms (Fishbein & Ajzen 1975; Ajzen 1991). Regarding this, if promoting and 
encouraging a certain behaviour and making, in this case, public transportation associated as 
something positive, the intention to use it would increase, as the respondents have shown by 
acknowledging the benefits and possibilities with mobility management. These soft measures are 
something that the planners of Tampa could implement in combination with land use and urban 
planning that could benefit the entire society in the long run. The long term perspective is important 
as changing the layout of the urban areas would not change current attitude and behaviour of people 
towards travel but instead have a significantly higher effect on the people moving in to the area 
after the changes have been carried out. While this is an approach that could be applied on current 
land developments in Tampa it has also been proven by Kitamura, Mokhtarian and Laidet (1997) 
in their study on San Francisco.  
 
The final part of the questionnaire is covering the factors that the respondents consider vital for the 
development of public transportation in Tampa. Except for questions 31, 32, 34 and 36 which were 
more connected to mobility management and analysed above, the remaining questions 27, 28, 29, 
30, 33, 35, 37 and 38 are all connected to the theories of TPB/TRA and path dependence and 
measure attitudes on the aspects and factors respondents view important for the evolvement of 
public transportation in the city. In this part the respondents and the documents together with the 
visions and aims written in them match in the sense that there is a recognition that the number of 
bus stops are insufficient and that more funding and investment on public transportation is 
necessary. What differs is that the transportation plan was voted down by the legislators as the half 
percent tax was considered too high over the 30-year period intended for it as mentioned in section 
6. This shows that the general attitude towards investing in public transportation differs in reality 
compared to what is written in the documents. This is also underlined by the fact that Hillsborough 
County for every 1 dollar of property tax collected only invested 2 cents in transportation. Of the 
1.3 billion dollars spent on transportation by the Hillsborough County between 1995 and 2014, 961 
million dollars were spent on roads. This can only conclude that the perception of public 
transportation amongst many citizens, and decision-makers is still below the perception, 
importance and priority of the car. Also the fact that building and widening more roads is the main 
and biggest priority according to citizens mentioned in the Go Hillsborough transportation plan 
shows the challenges for the legislators in Tampa in order to switch the consensus towards public 
transportation as a key factor in the societal development of Tampa. What the respondents also 
acknowledge is that the current status of the public transportation is not working for them, although 
the desire and knowledge that use of it would decrease overall fossil fuel usage as stated in the 
Figure 25. As the intention and attitude to use public transportation is positive amongst the 
respondents, the overall subjective norms and habitual strengths of car use could have the crucial 
impact why the respondents continue to prioritize car use, as Bamberg, Ajzen and Schmidt (2003) 
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also mention. What could be explained as combination of subjective norms and path dependency 
is the response from questions 33 and 35 which both cover the stigma linked to public 
transportation. Firstly, how safe one feels using the public transportation system and secondly if 
the public transportation system in Tampa is associated with a certain stigma, e.g. if only certain 
socio-economic groups use it. The response from the respondents show the link between these two 
statements as the majority of the respondents felt unsafe when using the public transportation 
system in the City of Tampa. Many of the respondents also answered that they have no opinion in 
this statement which testifies that the majority of the respondents use the car on a daily basis. This 
can in turn testify that there is a stigma linked to public transportation as many of the respondents, 
which were young female college students that never or seldom used public transportation, believe 
that there is an association between public transportation and certain socio-economic groups. 
Furthermore, the documents and plans describe the issues with public transportation being limited 
to a certain amount of people and that it need to expand and made accessible to anyone regardless 
of socio-economic status. The car is today an integral part of American lifestyle, history and also 
deeply rooted in the society of Tampa. Car use can be seen as habitual and something that is 
virtually a natural act nowadays. As mentioned before, the historical impact of the car, as a symbol 
of success and status, being reinforced and also being one of the driver behind urban sprawl and 
socio-economic inequality in society, shows that the path dependency in combination with the 
general attitude amongst the respondents has been shaped over a long period of time, in a way that 
associates public transportation and the people using it as something negative. And this has become 
more reinforced as there has not been any significant change regarding these issues. Which the 
theories of TPB/TRA and path dependency have shown in the theory section. The implementation 
of mobility management measures such as information, campaigns and marketing could in this 
situation help to equalize the perception of public transportation and the stigma linked to it by 
offering free tickets to the public so that more people can get familiar with public transportation. 
 
As one of the main elements in TPB, subjective norms play a crucial role in influencing intention 
towards performing a certain behaviour. It is a social factor that is linked to a person’s view on the 
social pressure to carry out a certain behaviour or not to carry out a behaviour. This can help to 
explain the positive attitude amongst the respondents regarding the statement that if more people 
around them start using public transportation they will as well. The social pressure around a person 
and the norms, as shown in the literature review, can affect a person to carry out a certain behaviour 
and also the other way around, meaning that doing something against the subjective norms in 
society may therefore not be pursued even if the individual has a favourable attitude towards a 
certain behaviour. The documents do not mention this aspect but only the general notion to make 
public transportation accessible for everyone by being expanded throughout the city. The 
acknowledgement from the respondents not only confirm the effects of social and subjective norms, 
but also proves what Bannister (2008) as well as Lutz and Fernandez (2010) mention, that in order 
to make a large-scaled change in an issue like this, the people have to accept the situation and the 
change that is required and by doing that showing the decision-makers that a change is needed. 
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Meaning, that an interplay between the public and key-actors is crucial, including Tampa in case 
there is going to be a real change regarding car use and public transportation. Regarding the final 
question and basically all the questions linked to PBC, perceived behavioural control is related to 
individuals’ view of performing a certain behaviour, if it is hard or easy. The advantage with 
perceived behavioural control is that it differs depending on the circumstances and locations 
(Ajzen, 1991). This can be linked to the land use development targets in order to help the City of 
Tampa achieve an overall economic, social and environmental advantage by designing and 
promoting land use policies and mobility plans that should be connected throughout the planning 
process in order to encourage both parts, land use policies and mobility plans, and help develop a 
balanced city. This means that land use policies are developed to sustain mobility options and in 
turn, mobility options are fitted to a certain city pattern or layout. The seven principles in order to 
achieve a successful urban development and quality of living are together with other 
implementations an example of measures designed to guide people to perform certain behaviours. 
In this case guide towards a more sustainable and alternative use of transportation and also 
promoting walking and use of bicycles by enabling infrastructure around these factors. The 
respondents showed in their answers that by redesigning, implementing, improving or increasing 
anything in regards to the infrastructure connected to either car or public transportation, the 
attitudes were likely to change. Especially if these measures were applied regarding the 
infrastructure surrounding public transportation or public transportation itself. This is also true to 
what Ajzen (1991) mentions as, PBC can increase the chance to carry out a certain type of 
behaviour successfully, this means that the built environment, if enabling use of public 
transportation or biking, can increase the belief of one person carrying out that behaviour, in other 
words using public transportation or taking the bicycle, simply because the infrastructure has made 
that person’s believe in their ability to perform that behaviour more easily. This is important to 
bear in mind as the respondents already have shown the importance of surrounding infrastructure 
on their attitudes towards public transportation. 
 
As Heath and Gifford (2002) mention, this means that when a person identifies more power over a 
certain behaviour, the behaviour is going to have a more positively shaped intention towards it. 
What should be kept in mind is that behaviour also can affect attitude and not just the other way 
around. When a behaviour becomes socially accepted as a norm, it becomes habitual and in turn 
reinforces itself that it over time becomes dependent, known as path dependency. This norm and 
social pressure can often make people to perform a certain behaviour, and the likelihood of it 
happening increases. This becomes a negative spiral or circle in which a behaviour, even if it has 
a negative impact in general, keeps being performed. As the behaviours related to cars have shown. 
Lastly, this section has showed that the respondents and the documents analysed in this research in 
general tend to have the same attitudes and belief about the current situation in Tampa regarding 
public transportation and car use. Also there is a consensus regarding what needs to be done in 
order to enhance the current situation overall. The biggest difference between the respondents and 
the documents and planning policies is the attitude towards soft measurements or mobility 
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management, as a tool to solve the problems regarding mobility in Tampa. The respondents have 
an overall very positive attitude and belief towards mobility management whilst there in the 
planning documents is more or less no clear strategy that mentions mobility management as a vital 
tool. There is also a difference in how the funding and investments for public transportation are in 
the documents compared to reality and to what the respondents believe. While in the documents 
there are clear statements that more funding and investment in the public transportation system, 
and the transportation system as a whole, is necessary in order to develop it. On the other hand, in 
reality, public transportation has been underfunded compared to roads and other infrastructure, as 
many legislators and citizens still believe that should be prioritized. The respondents show that 
they believe that there indeed should be an increase in the spending and funding for public 
transportation and also that the use of their own tax dollars should go towards developing public 
transportation. 
 
9. CONCLUSION & FUTURE RESEARCH  

The first research question of this study was to assess how the City of Tampa is planning for a more 
sustainable mobility system with an emphasis on public transportation. The findings have 
demonstrated that the city indeed is aware of the problems associated with the current car system 
that is deeply rooted not just in the society of Tampa but the entire United States. The 
acknowledgement that there has to be something done about the rising number of cars making 
congestion a big part of commute is proven by the goal to expand the current public transportation 
system and make it accessible to more people. It also shows that planners are aware of public 
transportation as a tool to enhance not only ecological sustainability but also economical 
development as it would create more local jobs. One obstacle that shows how path dependency is 
hard to get out from is the fact that there still is a belief in the car and infrastructure connected to 
it. Meaning that investment in more roads and widening existent is a major priority in the 
transportation plans. Also, funding in the transportation plan would still be uneven as roads would 
get the majority of investments in favour of public transit and other alternative modes such as 
bicycles and pedestrian infrastructure. There is more or less no emphasis on soft measures in 
planning documents such as mobility management, which has proven to be an effective and cost-
efficient tool in order to promote and change people´s attitude towards public transportation in 
many other places around the world and also shown by the respondents that their attitude towards 
the implementation and use of mobility management measures are overall positive.  
 
The next phase of the study was to identify the attitudes towards the use of public transport and car 
use amongst the citizens in Tampa in the form of an online survey where respondents answered on 
attitudinal statements connected to car use and public transportation. The respondents matched the 
stereotypical citizen of Tampa as the great majority were car owners that commented in their cars 
on a daily basis and almost never used public transportation. The respondents acknowledged a 
stigma surrounding the users of and public transportation itself, that only people who cannot afford 
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cars use that type of service. On the other hand, many of the key reasons why public transportation 
should be expanded and why the respondents would use it if the service was enhanced, is the 
environmental (sustainability) benefit with public transportation. Also the willingness to pay more 
tax so that it is invested in public transportation shows the belief in its potential.  
 
The final research question of the study was to compare which factors the public recognise as vital 
for usage and development of public transport compared to the plan documents and the planners. 
Generally speaking, the answers from the respondents were similar and shared by the planners in 
the transportation plans and plan documents. Meaning that there is a recognition of the current 
problematic status with the car system and that in order to achieve an overall sustainability there 
has to be an expansion of the public transportation system as well as a better infrastructure for 
pedestrians and bicycles. The main difference between the respondents and the planning documents 
was the emphasis and attitude towards mobility management and soft measures as a solution for 
this problem. Meaning more information about public transportation, more focus on people’s 
attitudes in order to change behaviour and also services linked to mobility management like 
carpooling are necessary as tools to solve this problem with car use. The history of voting down 
transportation plans in Tampa due to economic factors, as the belief that too much money is put 
into public transportation or that the economic plan is over a period considered too long may 
actually benefit tools such as Mobility Management as it will target what is behind habits, 
intentions and behaviours, in other words attitudes, but to a considerably lower price than current 
hard measures such as traditional urban and land-use planning. Mobility Management could 
therefore be used in combination with current planning policies, hard and soft measures, in order 
to reach out and cover the aspects that have been overlooked so far, and that could be decisive 
regarding the transition to more use of public transportation and other alternatives to the car.  
 
This research has shown the importance of comparing the planning documents to sources of the 
public as it can show what people think is happening in reality instead of completely following and 
trusting the facts and figures of the documents. This reality check can serve as an important 
feedback as the people in society ultimately are the ones supposed to benefit from the large scale 
planning detailed in the documents. The limitations of the low response rate and the lack of 
generalization makes future research on this subject very interesting as this topic is highly relevant 
and will continue to do so in the future. Apart from a higher response rate and an increased level 
of generalization, it would be interesting if factors such as age, gender, income, and ethnic groups 
could be taken into the analysis in order to see if the attitudes towards public transportation and car 
use differ between them. This would be beneficial to the legislators and planners in Tampa as it 
would make the entire planning process easier and also display what the future user would want to 
see in order for them to switch from car to public transportation. And also to tailor planning 
processes to better fit different types of people with certain characteristics, preferences and needs. 
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APPENDIX 2 – Origins of the initial questionnaire 
This shows the attitudinal statements from the original draft that was later changed after the pilot 

study and feedback. General background information is not showed here as it did not change during 

the study and initial layout. Red text indicates that the question was removed while questions in 

italics were changed. 

 

The following questions are about attitudes toward a car as a mean of transportation. 

Circle your opinion, on a scale from 1 – 7, on the statements below: 
___________________________________________________________________________ 

11. In my opinion, a car is essential for living in Tampa. 

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

12. A car provides incomparable convenience and freedom. 

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

13. I believe more roads will solve current traffic problems.  

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

 
*14. I think that the parking spaces are insufficient.  

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

15. I believe that a car is the most suitable form of transportation in Tampa. 

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

16. I believe that Tampa´s current wide-spread layout is an obstacle for sustainable 
development.  

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

___________________________________________________________________________ 

 

The following questions are about attitudes toward public transportation and factors that 
you consider important for its usage.  

Circle your opinion, on a scale from 1 – 7, on the statements below: 
___________________________________________________________________________ 

17. In my opinion, the current Tampa public transport system is convenient and accessible 

for everyone. 
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Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

*18. As the U.S. begins to recover from economic recession, public transportation can be a 

solution and help pave the way to a stronger economy by creating plenty of new jobs.  

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

19. I think the current public transportation system in Tampa should be expanded.   
Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

*20. I believe public transportation is one factor to enhance sustainability in Tampa. 

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

21. I believe that current city planning in Tampa focuses more on public transport, 

walkability, and bicycling. 
Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

 

The following questions are factors that you consider vital for the development and overall 
implementation of public transportation in Tampa. Essentially, what would make you 

switch from using your car to public transportation?  
Circle your opinion, on a scale from 1 – 7, on the statements below: 

___________________________________________________________________________ 

 
22. I think the current number of bus stops are sufficient.  

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

23. I believe the use of my tax dollars for creating, expanding, and improving public 

transportation in Tampa is necessary.  

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

24. I think Congress should increase the amount of spending on public transportation.  

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

25. I would like to use public transportation to reduce overall fossil fuel usage in the U.S., 

but public transportation does not work for me.  

Totally Disagree           1           2           3           4           5           6           7           Totally Agree 

26. I would carpool if it were more convenient.  

Totally Disagree           1           2           3           4           5           6           7           Totally Agree 

*27. I would use a bicycle if there were more separated bike lanes from the current roads.  
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Totally Disagree           1           2           3           4           5           6           7           Totally Agree 

28. I feel safe using public transportation in Tampa.  
Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

29. I believe that economic incentives will make people use their cars less (E.g. Tolls, higher 

parking prices, less parking spaces) 
Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

30. The current public transportation system in Tampa is associated with a certain stigma. 
(E.g. Only certain socio-economic groups use it) 

Totally Disagree           1           2           3           4           5           6           7           Totally Agree  

31. I believe it is essential to change people’s attitudes if usage of public transportation is to 
increase and reduce the dependency on cars. 

Totally Disagree           1           2           3           4           5           6           7           Totally Agree 
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APPENDIX 3 – Remaining results 
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