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I 

 

Abstract 

 

The paper focusses on measures for a process of increasing the market share of public transportation 

in the case of the city of Göteborg. Based on a general discussion of the question how people behave 

in terms of traveling by public transportation or car and the theoretical framework sorting different 

groups of measures of push and pull factors, a presentation of the use of measures in the case of the 

city of Göteborg leads to the development of possible first steps. 

Literature about travel behavior in theory and case studies offers background for concepts for 

reducing car use like Motility and Travel Demand Management as well as for the concept of push and 

pull factors. Interviews made with experts working with public transportation in the city of Göteborg 

help to get an overview of several opinions about the implementation of different groups of 

measures. 

The main findings are the strengths and weaknesses of the key theoretical issues as well as the 

experience already made with projects for increasing market share of the city of Göteborg. 

When being aware of the findings, one can conclude that the communication and cooperation among 

others between institutions and organizations has to get intensified to increase the market share of 

public transportation in the case of the city of Göteborg. 

Moreover for a successful process it is necessary to minimize the lack of research and the policy has 

to consist of both soft and hard measures of push and pull factors as the combination includes more 

target groups and matches the reality of practice. 
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1. Introduction 

 

1.1 Research on public transportation 

On both the civil and political level like in the environmental movement started in the 1960s and 

1970s as well as during several summits on the climate change many people discuss how to reduce 

gas emissions. Among others like industries and modes of transportation like aviation, car use has an 

impact on climate change: “Passenger cars alone are responsible for around 12 % of total EU 

emissions of carbon dioxide (CO2), the main greenhouse gas” (European Commission 2012). Although 

it is questionable if decreased emissions of cars are enough effort against further changes of the 

environment, it is worth dealing with it trying to find alternative modes of travel like public 

transportation which can disburden the high car use to a certain degree. The societal relevance of 

public transportation can be seen among others at the fact that even though going by car is known 

for being quite expensive, not environmental friendly and for influencing the quality of life especially 

of people living in cities in a negative way still many people choose the car as their mode of travel. At 

this point, the general question arises: What can be done to change their travel behavior? Research 

on this topic helps municipalities and transport companies to increase the market share of public 

transportation based on a broader understanding of reasons for and against using public 

transportation respectively the car. 

 

1.2 Background: Connection to Catch-MR and Göteborgsregionens 

Kommunalförbund 

When having a look at planning tools for Göteborg, both the Structural Illustration for the Göteborg 

Region (GR 2009b) and the K2020- A long-term strategy for public transport in the Göteborg Region 

(GR 2009a) give a general orientation for the work of the thirteen municipalities regarding the future 

development within the Göteborg Region. Therefore they are also used for the EU project Catch-MR 

in which the Göteborg Region Association of Local Authorities (Göteborgsregionens 

Kommunalförbund, GR) is partner. Catch-MR stands for Cooperative approaches to transport 

challenges in Metropolitan Regions and is a project financed by INTERREG IVC within the European 

Regional Development Fund. During the time from January 2010 until December 2012 the respective 

responsible persons from seven European metropolitan regions meet and communicate under the 

lead partner Berlin-Brandenburg to find commonalities regarding the main issues “urban sprawl […], 

[…] attractiveness of the local public transport […], […] renewable resources […] and strengthened 
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cooperation between metropolis and region for joint planning” (Catch-MR 2010). The whole work 

done within the project will be published in the brochure Guide on efficient mobility and sustainable 

growth in Metropolitan Regions (ibid.). 

 

1.3 Research question, methodology and limitations 

Having a clear focus on studying Göteborg´s possible way towards a city with a higher market share 

for public transportation, brings one to the question if Göteborg should be seen as a city or a region 

for this work. One argument for studying the region is inter alia the following: The strong connection 

between Göteborg and its metropolitan region because of many projects for example GR is working 

on like the already mentioned Structural Illustration for the Göteborg Region and Catch-MR 

concentrating on the metropolitan regions as a whole. On the other hand, studying the region would 

be much more complex because of both the interactions and the many different towns and villages as 

well as the thirteen municipalities which all have their own responsible people in politics and 

administration leading to a huge number playing a role. That is why the study is limited to the city of 

Göteborg and does not concentrate on the whole Göteborg region. The result of the work shows 

ideas for the stakeholders within the city of Göteborg, but also for the other six European project 

partners taking part in the Catch-MR workshop held in Ljubljana in May 2012 and background for 

case studies made by a consultant. 

The work on the problem is based on literature about concepts of how to reduce car use, official 

documents (for example the Structural Illustration for the Göteborg Region and the Comprehensive 

Plan for Göteborg 2009) and on information about on-going projects in terms of transport and 

infrastructure in Göteborg like K2020 and the West Swedish Solution (Västsvenska Paketet). 

In addition, texts give theoretical background knowledge about push and pull factors as well as about 

different groups of measures in order to present the variety of factors influencing a strengthening of 

public transportation.  

Based on this framework, specific groups of measures are structured as well as defined and the 

empirical part consists of the results of interviews done with persons involved in transportation 

planning in the city of Göteborg and the discussion of how useful it would be to implement these 

different kinds of measures. The focus is not on analyze specific single tools but on different kinds of 

tools. The last part of the thesis develops an own set of factors and steps for the city of Göteborg, 

before the conclusion provides an outlook by naming topics of possible further research.  
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Besides the main research question how to increase the market share for public transportation, 

central questions for the development of a successful implementation of measures are the following: 

How to deal? How to behave? How to act? How to think? Who, how and when to involve? What are 

measures that could help Göteborg to go this way? 

While reading one should have the social dimension of public transportation in mind as it is 

illustrated by the following examples:  The problem of public transportation and accessibility meaning 

the question of how public is this mode of transportation? It should not be forgotten that ill or 

disabled persons (Krisberg 2009), immigrants (Tal 2010) and poor people (Sanchez 2008) often do not 

have the possibility to live their life under the same conditions as others do and therefore do not 

consider for example public transportation in the same way. But it also should not be forgotten that 

public transport plays a role (Stanley 2008) and could even strengthen its role in fighting against the 

social exclusion making society more justice and let them increase their quality of life (Steg 2005; 

Sterns 2003). 

Moreover, the question of un-, alternatively employment is important as well: “The ability to make a 

living and support oneself, is usually much more important than considering the environment” 

(Brindefalk Knutsson 2010:19) meaning that when living under certain circumstances, environmental 

issues are not automatically part of decisions.  

 

1.4 Reflection on other methodological approaches 

The following part of the introduction states in a short form some of the reasons for the limitations 

made through the choice of methodology.  

To begin with a change in methodology would have been the focus on one part of analyzing travel 

behavior meaning either the economic-organizational or psychological point of view. On the one hand 

this would help to go deeper into detail leading to a conclusive theoretical foundation for the 

empirical part of the thesis, but at the same time this methodology would loosen the interdisciplinary 

relations because not only one of those factors is relevant for people in terms of making their 

decision of mode of transport. 

When having concentrated either on push or on pull factors, practice and the advantage of 

developing a holistic perspective of measures influencing the travel behavior would have been 

neglected.  
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A consideration of analysis including other modes of traveling respectively moving like for example 

public cars alternatively carpooling, bikes and walking, would picture the reality but when examining 

the two extremes car use versus public transportation the topic loses some of its complexity and 

therefore the approach wins regarding a first step which the paper illustrates.  

Last but not least, another change that could have been made in methodology is a different decision 

about who to do an interview with: On the one hand, interviews with experts working with case of 

city of Göteborg are more effective meaning giving concrete results because of the focus on their 

knowledge and experience. This makes it easier to review the interviews concerning the research 

question with the background of the opinions about what worked best in the past and present as it 

broadens the informative foundation over the mostly one-sided documents about the projects. 

Furthermore, having many interview partners with too different backgrounds may lead to a study 

which is too huge for this Thesis work regarding the frame of time and money available as well as to a 

problem of evaluation. On the other hand, instead of interviewing only experts working with the 

management of public transportation in the city of Göteborg, one could also do interviews for 

example with psychologists and respectively or passengers, coincidental or intentional chosen. One 

advantage of that method would be to have a greater variety of answers and opinions. Moreover, 

experts working with topic for the case of the city of Göteborg could be too specialized to see it from 

another point of view and they also could be too focused to have a holistic perspective leading to 

new inputs and ideas regarding the research question.  In addition, having the experts as interview 

partners, one assumes that the risk of instrumentalisation is higher than through interviews with 

“normal” passengers.  

This reflection on other methodological approaches shows that the methodology was chosen with 

trying to think critically of the design of the working process in a preferably broad perspective and 

multisided context.  
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2. Public transportation: An area of conflict 

This chapter focuses on aspects that people as users or potential passengers drive to take public 

transportation instead of a car in order to come to a certain place. Moreover it analyses why they 

choose not to use public transportation. In this part of the thesis, the described overview is used for 

gaining insight in the area of conflict in which public transportation is situated and for collecting 

different aspects for groups of measures. In the chapters 3 and 4 which form the empirical work, 

among others those groups will be sorted and their use will be discussed. 

Besides reasons for using public transportation found out by scholars there is for example also the 

factor of money playing a role in deciding about the mode of transportation like for buying a ticket 

valid for public transportation instead of having to pay for the car, like among others the acquirement, 

insurance, repairs, parking tickets which gets worth it by frequent and long-term use.  

When having a closer look at different approaches with the aim to understand how the choice of 

mode of transport is made one observes the following: 

On the one hand reasons for taking public transportation besides accessibility to public modes of 

transportation, the factors of time and money influencing the decision, factors can be split up into 

pro-environmental and psychological aspects meaning to set terms like social context, norms, 

emotions, habit strength, moral motivation and rational choices, or grounded theory analysis in 

relation. (See for example Carrus 2008; Gardner 2007) 

On the other hand for example Bamberg mixes up the distinction between pro-environmental or 

ecological and psychological by dividing the pro-environmental behavior saying that it “can either be 

viewed as motivated by self-interest (e.g. to minimize one´s own health risk) or by pro-social motives 

(e.g. the concern for other people, the next generation, other species, or whole eco-systems)” 

(Bamberg 2007:190). With this statement Bamberg shows up the difficulties in the distinction 

concerning some aspects. Nevertheless, the following makes a difference between pro-environmental 

and psychological reasons for choosing public transportation instead of the car as it seems to be 

better for getting an overview because the analysed literature presents mostly this approach.  

To introduce pro-environmental reasons for people acting against problems caused by car use 

Newman offers in a short way one answer to the question of how the urban form and energy prices 

relate to public transportation when quoting Barton who wrote in 1992:  

“In the post-war era, falling energy prices and rising car ownership have transformed cities, allowing 

the increased physical separation of activities and the progressive spread of urban hinterland at lower 
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densities. The dispersal of employment, retailing and service facilities creates an equivalently 

dispersed pattern of trips that is anathema to public transport operation. Lower average densities 

mean a decline in pedestrian accessibility, longer trip lengths and reduced catchment populations for 

public transport routes. The result is increased car dependence, profligate energy use and global 

pollution” (Newman 1996:67).  

Without knowing something about the development of the high level of car use at least the so called 

Western World has today, it would be hard to understand the reasons why many people prefer going 

by car. Eriksson uses information of the U.S. Department of Energy when he names car traffic as the 

major energy user which is resulting in an increasing global warming (Eriksson 2011:6).  Additionally 

because of “noise, traffic accident risks, and inefficient land use” (ibid.) the quality of life especially in 

cities gets reduced. This is the point where the planners´ perspective plays a role as well: Dealing with 

terms like urban sprawl related to the car dependent society both in theory and practice. 

Furthermore Eriksson broaches the issue of accessibility when it comes to congestion and limited 

parking spaces (ibid.) which is also one reason for people favor using public transportation instead of 

going by car. 

In addition Bamberg states “what motives underlie people´s decision to choose environmentally 

friendly behavioral options has become one central problem of social-environmental research” 

(Bamberg 2007: 190) making clear the importance of this issue. One first term which is attributed to 

psychological reasons for choosing public transportation is emotion which Carrus claims by quoting 

LeDoux and Damasio: “an increased attention to the role played by emotion in human cognition and 

decision making is emerging within psychology, and in other scientific domains such as neuroscience 

[…]. This integrated vision of emotion and cognition is now replacing a vision, largely dominating 

across the mid-twentieth century, that considered emotions and deliberate cognition as separate 

spheres in human mental functioning […]. Leading scholars in the field of neuroscience have also 

explicitly mentioned how the interplay between emotion and reasoned processes in human decision 

making could be a crucial issue for the study of human concern for the environment” (Carrus 2008: 

51).   

Furthermore, Carrus quotes Aarts & Dijkstershuis, Bamberg & Schmidt and others claiming that “past 

behaviour might contribute, together with attitudes, norms, perceived control, or other potential 

predictors, to the formation of intentional plans of action. Empirical support for this idea has been 

provided in a variety of behavioural domains, including ecological behavior. […] Past behavior 

appeared as a strong predictor of travel mode choice” (Carrus 2008: 52). Eriksson describes this past 

behavior as car habit strength: “in several studies habitual car use has been demonstrated” (Eriksson 
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2008: 11). She goes on by claiming that “a strong car use habit is a barrier for a behavioral change. 

Thus, the habitual car use needs to be interrupted and the travel mode choice made in a deliberate 

fashion” (ibid.). In addition she names moral motivation: “in order for a change to be implemented 

the car user needs to be motivated to reduce car use” (ibid.). To put it in the opposite direction this 

means the same for the choice to take public transportation: So there is a public transport habit 

strength as well and people also have to be motivated to increase the use of public transportation 

which closes the circle as such a motivation often is of pro-environmental background. 

As a first summary making clear the interaction between psychological and pro-environmental 

reasons in the decision-making of mode of transportation one can use Carrus´ words when quoting 

Damasio: “it is likely that a ´well-tempered´ combination of cognitive and affective processes can 

drive human decision to engage in pro-ecological behavior” (Carrus 2008:52). In the case of public 

transportation this means that for example changed circumstances like for example a higher 

frequency of public transportation or moving to a place with a better infrastructure concerning public 

transportation, which have an impact on the rational choice do not automatically lead to higher use 

of public transportation because also affective processes like feelings towards the mode of transport 

play a role. This is followed by the question how to create good emotions regarding public 

transportation in order to increase the market share. 

In addition literature offers several possibilities to divide the cons of going by public transportation 

meaning approaches to explain possible reasons for people deciding to use the car. Eriksson gives one 

example for a distinction by quoting Jakobsson who makes a difference between instrumental on the 

one hand, symbolic and affective reasons on the other hand. When using the term instrumental she 

means “speed, time, cost, flexibility, safety, and comfort” (Eriksson 2011:4) whereas the car as status 

symbol stands for adventure and pleasure – but of course depending on “which type of car is used 

and how it is driven” (Eriksson 2011:5). More affective reasons given by Jakobsson are “feelings of 

freedom, independence, power, status or privacy” (Brindefalk Knutsson 2010:11). 

Brindefalk Knutsson goes on by naming another possibility of division: “Jakobsson argues that 

influences on motivation can be divided info factors that are internal or external to the individual” 

(ibid.). Internal meaning psychological factors “such as intentions, attitudes and personal norms” 

(ibid.). In contrast, external meaning situational or environmental aspects like “economic incentives 

with motivation and encouragement, legislation, available infrastructure, and social norms” (ibid.). 

As it has had already been the case regarding the presentation of pros for using public transportation, 

again the factors get divided in environmental and psychological. 
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When summarizing the results of the studies Gardner has made, he mentions “five motives in 

sustaining car use: minimizing journey time, and achieving positive and/ or avoiding negative journey-

based affect; minimizing physical and psychological effort; creating personal space; and minimizing 

financial expenditure” (Gardner 2007:196). At this point, he names reasons which do not play a role 

in the other literature: achieving positive and/ or avoiding negative journey-based affect; minimizing 

physical and psychological effort; creating personal space. (ibid.) 

Last but not least it seems to be useful to show that it is a topic which sets the human being in the 

spotlight as the human being is a current or possibly future passenger: To give an example, the 

service and market oriented transport research group (SAMOT) deals with topics like satisfaction and 

subjective well-being of the customer meaning the passenger is the most important factor in this 

relation. (see for example SAMOT 2012) 

The literature published as results of research about travel behavior makes differences in the target 

group meaning passengers as a whole: Passengers are not equal when it comes for example to their 

different backgrounds. Therefore they also vary concerning different demands and different needs.  

Anna-Lisa Lindén names gender and age as aspects illustrating certain travel patterns: “Recent studies 

in Sweden [...] have also shown that men usually travel much more than women. Men in the age of 

35-45 years travel the most with over 25,000 km per year” (Brindefalk Knutsson 2010:18). So the 

differences between people play a big role regarding the understanding what could public transport 

make more popular. 

In order to make some steps towards answering the research question how to increase the market 

share of public transportation in the case of the city of Göteborg, the following outline of the thesis is 

one possible way. Based on the results of this chapter, different groups of measures will be sorted. 

After a short description of the city of Göteborg and its development regarding planning tools, 

transport projects and concrete case studies, chapter 4 focusses on discussing what lessons can be 

learned for the future. As last part of this thesis, chapter forming the conclusion provides a more 

general outlook towards further fields of research. 
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3. Theoretical framework  

 

3.1 Concepts for reducing car use 

While dealing with measures for reducing car use, some theoretical concepts appear in several 

articles and books about the behavior of people when it comes to decision-making regarding the 

choice of mode of transportation. In the following chapter, the concept of Motility developed by 

Kaufmann and the concept of Travel alternatively Transportation Demand Management (TDM) will be 

presented. A classification of those two concepts in the bigger context is useful to get a more general 

overview of what approaches can be used to reduce car use in order to increase the market share of 

public transportation. 

 

3.1.1 Motility 

The Motility concept has been developed by Kaufmann who described it among others in his book 

titled Re-thinking mobility published in 2002. Astrid de Witte et al. use this concept as theoretical 

framework for the analysis of results of different case studies made in Brussels for so-called “free” 

public transportation. (De Witte et al. 2006; De Witte et al. 2008) As de Witte et al. write, for 

Kaufmann journeys of individuals are not incidental, but embedded in broader field related to 

different studies. Kaufmann calls the classification of several factors why a journey has or has not 

been made an individual´s motility. Within this classification, he sorts three groups of factors: Access, 

Skills and Appropriation. As the first group of factors concerning the individual´s motility after 

Kaufmann, the following part explains what he understands behind the term Access. For him, Access 

depends on if different modes of travel are available but also on those questions: Where is individual 

located? What transportation networks are accessible regarding the starting and end point of the 

planned journey? Moreover, questions of money and time play a role as well, for example: How much 

is the journey? How long does it take? At this point he mentions the relation between the choice of 

travel mode and income and notes about the costs of travel modes for example underestimation 

when it comes to car use where only some variable costs are taken into account. The issue of time is 

based on a limited amount of time people want to spend for transportation and values of time that 

differ from person to person. 

The second group of factors sorted by Kaufmann is titled Skills. These factors care about the following 

aspects: What do people know about the different modes of travel, their availability and the space 

where their mobility takes place? Kaufmann emphasizes that the more people know about those 
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facts, the easier is it for them to choose between and use the several possibilities. Skills depend on 

the individual organizational abilities meaning how the individuals arrange time and space and how 

they manage their time budget. The so called space-time-activity approach explains the “different 

activities an individual is involved in his/ her everyday life” (De Witte et al. 2006: 675) as Kaufmann 

writes in his book Mobilité quotidienne et dynamiques urbaines- La question du report modal 

published in 2000. 

The third group of factors,  Appropriation,  “is developed by taking into consideration the user´s 

experiences, habits, perceptions and values linked to the travel modes and to space” (ibid.). This leads 

to the individual way of Access and Skills regarding the modes of travel; some psychologists claim that 

mobility behavior can be explained and “changed by cognitive processes (attitudes, habits, intentions 

with reference to modes of transport)” (ibid.). An approach which can be seen as step towards 

answering the question why people choose which mode of transportation is analyzing the design of 

several modes. One big difference, as the scholars found out, is made between car use and public 

transportation; while car use has quite a good value, public transportation in general has a rather bad 

connotation. Additionally, experience plays a big role in the decision-making what mode of travel they 

prefer. This fact leads to the presumption that certain experiences could also change the individuals´ 

way of travelling alternatively their decision concerning the mode of transportation. Moreover, 

“qualitative elements as attractiveness, pleasantness of the travel modes” (ibid.) are important, too: 

“The quality of service, in other words, consists of a wide range of attributes. Especially the public 

transport demand is very sensitive to changes in service quality, in particular when it concerns a 

reduction in the speed or frequency of services” (ibid.).  

De Witte et al. appreciate this system of factors developed by Kaufmann as it does not concentrate 

on one factor. Trying to understand the behaviors, the factors are “not always measurable” (ibid.) but 

as a whole, the system of factors sees the field of mobility behavior in a different way. (De Witte 

2006) That is why they “studied in detail such factors as the car availability, the price, the spatial 

distribution of the residences, the knowledge of the city, the image of the city and the perception of 

public transport” (De Witte 2006:688) while “more qualitative criteria were then also taken into 

consideration to understand mobility behaviours” (ibid.). 
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Fig. 1: “Diagrammatic conceptualization of Kaufmann’s concepts of mobility and Motility”, own illustration, based on De 

Witte et al. 2006:678 

 

 

Resulting from De Witte´s textual explanation of Kaufmann´s concept, the following diagrammatic 

conceptualization makes a change into a more dependent relation between the three groups of 

factors Appropriation, Skills and Access. 

 

 

 

 

Fig. 2: Own suggestion for a “diagrammatic conceptualization of Kaufmann´s concepts of mobility and Motility”, based on De 

Witte et al. 2006:678 
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3.1.2 TDM: Travel demand management/ transportation demand management 

The following part of the chapter 3.1 concentrates on finding possible answers to the questions what 

TDM is about in general and what reasons there have been to develop the concept of TDM. 

A short definition of transportation demand management is given by Erik Ferguson: “Transportation 

demand management (TDM) is the art of modifying travel behavior, usually to avoid costly expansion 

of the transportation system” (Ferguson 1990:442). He sees TDM not as the only but as one of 

possible steps towards reduced problems when it comes to transportation. Ferguson claims that 

cooperation between many stakeholders is necessary for successful TDM which “may include 

developers; landowners; employers; business associations; and municipal, county, regional, and state 

levels of government” (Ferguson 1990:442). In his article he gives an overview of how TDM could be 

organized, and it is at this point where he explains it at the examples of transportation management 

associations, trip reduction ordinances and public-private agreements. 

Moreover Ferguson emphasizes the contrast between history, present and future to give the concept 

of TDM a context. In past times, as soon as traffic system seemed to be not capable any longer, they 

have built both even bigger and more infrastructure. Based on, among others, the more 

environmental friendly movement there was a cut in the 1970s: “transportation experts actively 

sought alternatives to highway expansion. They identified a wide variety of low cost measures, 

including strategies to increase transportation system capacity globally, to decrease transportation 

system capacity locally, to reduce travel demand, and combinations of all three” (Ferguson 1990:443). 

Those measures were named transportation system management (TSM): “TDM differs from TSM in 

that its focus is exclusively on travel demand rather than on transportation supply” (ibid.). Ferguson 

gives a further explanation by writing that TDM “responds to changes in transportation supply; 

hence, the two approaches are complementary rather than competing strategies to achieve more 

efficient transportation system utilization” (ibid.). 

Ryuichi Kitamura et al. use Transportation Control Measures (TCM) for claiming that “travel per se is 

not the right target for measures that aim at resolving the air quality problem- or even the congestion 

problem”. That is why “attempting to solve these problems by TCMs is to search for a quick fix by 

treating a symptom, but without dealing with the real cause of the problem” (Kitamura et al. 

1997:227).  

Hence, “a thorough understanding of the reasons underlying trip-making is required to be able to 

reduce travel as well as to be able to predict travel demand because one must reduce the reasons 

that motivate people to travel before one can effectively address the issues of traffic congestion and 

air quality” (ibid.).  
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The authors name that there have been shifts in transportation oriented planning “from 

infrastructure expansion, first to Transportation Systems Management (TSM) and more recently to 

Travel Demand Management (TDM) and more inclusively to Transportation Control Measures (TCM)” 

(Kitamura et al. 1997:226) by among others giving this example: “In the United Kingdom, the policy 

has shifted away from road construction” (ibid.). In the authors´ opinion, these shifts need to be 

responded by changes in methodologies within transportation planning, for which TDM is one 

possibility. 

Ryuichi Kitamura et al. see problems regarding transport in a wider view: “Since travel is an integral 

part of urban life, TCMs could affect every aspect of the daily lives of urban residents” (Kitamura et al. 

1997:227). As a result based on this aspect, “the impact of a TCM cannot be assessed by just looking 

at its effects on trips; one must examine how the TCM affects urban residents´ life, i.e. the whole set 

of activities and trips made over the course of a day, or, better, over a longer span of time” (ibid.). 

Last but not least, Eriksson accents the relation between TDM and push and pull factors: “An 

influence on car use can be exerted in a number of ways, referred to as Travel Demand Management 

(TDM) measures […]. Two broad categories exist, one being push measures (e.g. the prohibition of car 

use and road pricing) and the other being pull measures (e.g. individual marketing or improvements 

of alternative travel modes such as public transport services)” (Eriksson 2011:6 f.). By making clear 

the relation between Travel Demand management and push and pull measures, this quote builds the 

connection to chapter 3.2 titled “Push and Pull factors in general”. 

All in all, the single aspects of these theoretical overviews will be used when it comes to analyze 

projects done so far, to discuss how useful it is to implement certain measures and to develop 

strategies and tools for increasing the market share of public transportation in the city of Göteborg in 

Chapter 4. 

 

3.2 Push and Pull factors in general 

Before one will have a closer look at the practice of several measures for a higher market share of 

public transportation, it is useful trying to explain the context and meaning of the push and pull 

factors to get an idea of how the measures can have an impact on the choice of mode of 

transportation.  

When looking for a universally valid definition of this term, one soon realizes that there are several 

fields of studies and research where the push and pull factors can be found: Human geography, 

especially migration studies, tourism, but also economics and physics. The following description 
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relates to the field of human geography in order to narrow the topic down which makes a more 

intensive approach possible. 

Using the example of migration, Singh Kainth is showing that the term push factors describes factors 

influencing decision-making in situations where it is possible to choose between two different 

options: “The push factors are those that compel a person, due to different reasons, to leave that 

place and go to some other place. For instance, low productivity, unemployment and 

underdevelopment, poor economic conditions, lack of opportunities for advancement, exhaustion of 

natural resources and natural calamities may compel people to leave their native place in search of 

better economic opportunities” (Singh Kainth 2009: 84). In the case of the thesis, the focus is on the 

relation of the choice between public transportation and the car. 

On the contrary to that, pull factors “refer to those factors which attract the migrants to an area, such 

as, opportunities for better employment, higher wages, facilities, better working conditions and 

amenities etc. There is generally city ward migration, when rapid growth of industry, commerce and 

business takes place” (Singh Kainth 2009:85). Applied to the topic of this paper that means the 

concentration on the question of what attracts people to go by public transportation. 

Concerning social aspects, the decision-making is sometimes related to a certain time of life of 

people: The questions in the focus of the push-and pull factors are for example which school to 

choose, where to go to study abroad, where to live as elderly (cf. Vo 2009)? Most times, as the 

example of migration illustrates, there is a significant strong connection to locational factors of the 

places between the people choose. This shows once again the origin of the term in the human 

geographical field of studies and research. 

After gotten a short overview of the push and pull factors in the human geographic sense, it is now 

necessary to ask what this means regarding the further working and writing process of this paper. In 

other words: How to adapt the concept of push and pull factors for public transportation? 

The following will relate on how to increase the market share of public transportation by asking 

among others these questions: What makes public transportation more attractive? How to reduce car 

traffic by actions which result in people do not use cars anymore but choose public transport as their 

mode of travel? 
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3.3 Groups of measures 

As the aim of this thesis is to find out how to increase the market share of public transportation, the 

following question stands in the focus of this part of chapter 3: What measures are there within the 

push and pull factors for an increased market share of public transportation? There are different 

possibilities to distinguish different groups of measures aiming in a higher market share of public 

transportation. One awareness of chapter 2 shows that the combination of affective and rational 

processes plays a role in decision-making concerning the mode of transportation which leads to the 

idea of sorting categories into two groups: Hard alternatively material and soft alternatively ideally 

measures. This distinction is used in literature about how to change travel behavior, too (cf. Bamberg, 

Fuji, Friman, Gärling 2011; Richter, Friman, Gärling 2009a; Richter, Friman, Gärling 2009b).  

As it should not be an analysis of specific single tools but different kinds of measures, the groups of 

measures are described in a quite general way by using examples to get idea in which areas push and 

pull factors have an impact on a higher market share in public transportation. More details are added 

when chapter 4.3 focusses on the proof of adaption with the help of a discussion about how useful it 

would be to implement the different measures in the city of Göteborg. 

 

3.3.1 First group of measures: Hard/material  

As first group of measures, the hard and material measures like financial and physical restrictions 

alternatively conditions are explained in several examples to give an idea of how the application of 

the hard and material measures looks like. 

 

3.3.1.1 “Free” public transportation  

Belgium has a pioneering task in terms of “free” public transportation. In the year 1997, “free” bus 

transport was introduced in the city of Hasselt. This and other “free” transport actions are financed 

by the so called third-payer system for target groups meaning that “the price of public transport is not 

paid by the user or the provider, but partly or completely by a ´third party´” (De Witte et al. 

2006:671). As the public transport is not really free De Witte et al. take quotations marks to make this 

fact clear (De Witte et al. 2006; De Witte et al. 2008) which is taken over here as well. De Witte et al. 

analyzed two case studies dealing with “free” public transport made in Brussels and compared the 

travel behavior before and after the measure got implemented. In the first case study, arranged in the 

academic year 2003 / 2004, the target group has been Flemish students going to Flemish colleges or 
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Flemish universities in Brussels. Their use of public transport was not completely free because they 

had to pay 10 € for administration costs, but not 200€ what is the amount of money one has to pay 

for a usual annual season ticket. The second case study describes the development of travel behavior 

among commuters: “Since 2005, private companies can enter into a third payer agreement to allow 

their employees to commute for ´free´: the government pays 20% of the cost, the company 80%. 

Since 2007, the federal government provides ´free´ public transport for all civil servants” (De Witte et 

al. 2008:216). The results of the two case studies are presented in this way: “Research on the impact 

of ´free´ public transport for students on their travel behavior has already revealed that ´free´ public 

transport does indeed stimulate the use of public transport, but that there are also other important 

factors besides price influencing travel behavior and mode choice” (De Witte et al. 2008:216f.). The 

question if “free” public transport “will […] be attractive enough for car commuters to make a modal 

shift” (De Witte et al. 2008:223) answered “nine percent of the respondents [...] that it would” (ibid.). 

Moreover, the following two examples show how “free” public transport can also be introduced. 

Children going to school in Västra Götalands Län travel for free with the modes of transport run by 

Västtrafik between Monday and Friday in a certain time frame related to their kind of Skolkort 

(Västtrafik 2012b). Additionally, several municipalities in Västra Götalands Län offer free public 

transport for elderly: While people who are aged over 65 do not have to pay for going by the modes 

of transportation run by Västtrafik for example in the area of the city of Göteborg, people aged over 

75 go for free by public transportation for example within the municipality of Mariestad. (Västtrafik 

2012a) 

 

3.3.1.2 (Urban) Design of transport nodes 

In Swedish two terms (Västtrafik 2006:35) exist for nodes: Bytespunkt, in the following translated as 

changing point and knutpunkt translated as transport node. 

 

The following summaries of documents are useful as reference point for answering these questions: 

What are important conditions for transport node as pole of attraction? 

How to re-/design a transport node to develop an attraction pole? 

What aspects play a role in terms of the design of transport nodes?  

 

The first document reviewed is the second issue of the Handbok för hållplatsers utformning och 

utrustning published by Västtrafik in the year 2006. It describes the role of Västtrafik, the distribution 

of tasks between several organisations, facts about stops and stations of busses, trams, trains and 

boats, gives an overview of stakeholders, classifications and the description of several types of stops 
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or stations, guidelines for their geometrical design, material and information facilities, for the way to 

and from the stops or stations, financial and judicial running and servicing, and definitions of special 

terms. 

Chapter 5 is something special in this frame as it is dealing with the travellers´ requests. After short 

part dealing with basic ideas, these qualitative factors get described: accessibility and security, feeling 

of security and clarity, information for passenger, comfort and cosiness, seating benches, dodger, 

space, environment, aesthetics and image of city and topic of persons with disabilities. 

(Västtrafik 2006:10-15) 

In the frame of K2020, the brochure En ideala bytespunkten- med resnären i fokus, presents results of 

cooperational workshop lead by members of Gehl Architects, some responsibles of city of Göteborg, 

Västtrafik and Göteborgsregionens Kommunalförbund. (K2020 2007:4) Already its title makes clear 

that it concentrates on the needs of the passengers. Based on each of nine future trends (increased 

insecurity, 24 hour society, allocation of people, higher mobility, new social patterns, changed role of 

the public space, society based on knowledge and information, increased environmental changes, 

immaterialisation and individualization), the people taking part in the workshop developed nine 

accordingly qualitative aims (the safe changing point, the living changing point, the concentrated 

changing point, the accessible changing point, the changing point as meeting place, the comfortable 

changing point, the intelligent changing point, the sustainable changing point, the charismatic  

changing point). (K2020 2007:6f.) 

Then, three criteria have been sorted to each one of the nine qualitative aims:  

the safe changing point: alive, safe environment, safe traffic 

the vibrant changing point: mixed use, activity and calmness, variety of activities changing over time  

the concentrated changing point: density, crossing point, common used surface 

the accessible changing point: effective for public transportation, close and good connections, 

accessible for all 

the changing point as meeting place: meeting point, different levels of contact, stimulating the 

meeting 

the comfortable changing point: comfortable climate, human scale, carefully designed 

the intelligent changing point: clear and simple, interactive information, entertaining and 

enlightening  

the sustainable changing point: sustainable modes of transport, robust physical design, ecological 

environmental relation 
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the charismatic changing point: for all target groups, recognizable, strong identity 

(K2020 2007:7-25) 

Resulting from these summaries of documents, these questions arise: Is there a relation between 

good designed transport nodes and an increased number of new passengers for public 

transportation? What impact does the land-use of station areas have on the travel behavior of the 

people? Among others, those questions will be discussed in 4.3.  

 

3.3.1.3 Parking strategy 

To give another example, parking strategies are well-known regarding a higher market share of public 

transportation. A parking strategy of a city can either consist of one measure or unite several 

measures at one time. A physical measure would be for example less parking lots in the city center or 

in the whole city or having a park-and-ride system all across the outer skirts of the city with good 

public transport connection like for example the city of Oxford which helped to encourage people 

using public transportation to and from the city center more often. (Williams 1999) 

This is how the physical measure should work: As people get more and more problems with finding 

parking lots in the city or alternatively and at the same time recognize that the park-and-ride system 

offers connections to the city by public transportation, people´s attention get called and they get 

curious about alternative ways of travelling in the city.  

Another measure would be of financial nature. High parking tariffs can be used to keep people away 

from going by car that often. Petiot claims that “literature has widely shown that parking pricing is a 

key feature of the urban traffic policy” (Petiot 2004: 399) but at this point the question arises if 

parking pricing is successful meaning if it helps to increase the market share of public transportation 

to a certain, higher extent. Eriksson argues with Goodwin et al. who wrote in 2004 that “park-and-

ride schemes […] did not always work as intended. The overall amount of travel can even increase as 

some of the people who did not previously use public transport use their cars and park at the facility” 

(Eriksson 2011:9). 

At this point, the question arises of where the limit is situated regarding the amount of parking lots 

and parking tariffs as well as the quality of the park-and-ride system so that people prefer public 

transportation instead of the car.  
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3.3.1.4 Congestion charge 

A measure with financial impact when going by car is the congestion charge which is, for example by 

Eriksson, also called road pricing (e.g. Eriksson 2011:9). By naming the case of Trondheim where road 

pricing was introduced in 1992, he mentions that there has not been a change in travel behavior of 

most of the car users probably because the tax was too cheap. (ibid.) 

Moreover, Eriksson states that the congestion charging trial in Stockholm did not have the expected 

impact as well. Trying to find reasons, two studies asking car commuters state that “most people did 

not intend to change their car use if a pricing policy was implemented. However, it was found out that 

pricing policies were relatively more effective when prices increased significantly, even though 

commuters were hardly affected” (ibid.). 

On the other hand, although the impact of implementing the congestion charge in Stockholm was not 

as high as expected, the traffic volume decreased showing that some people changed their travel 

behavior. One reason for this could be that they thought about why they should pay for something 

they did not have to pay before. This question led to the changing their minds and to trying other 

modes of transportation. 

 

3.3.1.5 Prohibition 

In contrast to the two previous presented measures the following physical measure can be applied to 

prevent both stationary and moving traffic as the example of the city of Cambridge in the United 

Kingdom shows: “Parking is always prohibited in certain zones1 and car traffic is prohibited between 

10.00 and 16.00 on weekdays” (Eriksson 2011:8).  

Another kind of prohibition shows the case of the South Korean city of Seoul where a motorway was 

demolished to prevent car traffic. After Eriksson this destruction led to fewer journeys in general and 

at the same time to an augmented use of public transportation. (Eriksson 2011:9) 

In the best case, prohibition solves the problem of too high traffic volume meaning both parking and 

driving cars in one area leading to an increased use of public transportation. But there is also a risk of 

dislocation of the traffic to another part of the city or all around the prohibited zones. Moreover, it is 

necessary to improve the public transportation system which needs to absorb the higher use of it. 

                                                           
1 These zones form the Inner Ring area which lies – as the name says -  inside the ring road (see Loukopoulos et al. 2004) 
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3.3.2 Second group of measures: Soft/ ideally 

As already argued in chapter 2, both cognitive and affective processes play a role in the decision 

regarding the mode of transportation. Copied to the different groups of measures, this means that 

both the hard and soft measures are important for increasing the market share of public 

transportation.  

The second group of measures, the ones which are titled soft alternatively ideally measures, generally 

aims in habit breaking, moral building and attitude changing. This group of measures is divided into 

the following aspects to make the differences more obvious: 

- Participation/ involvement meaning feed-back programs, psychological analysis regarding the 

satisfaction of the travelers 

- Customer service including service environment, service design and information service 

Those sub items are reorganized factors mentioned by SAMOT. (SAMOT 2012) In contrast to the first 

group, the hard measures, in this group a really clear distribution of examples to respectively one 

factor mentioned above is not possible. When you try this, it leads to crossovers because there is not 

a clear boarder between them as combinations of the sub items can be found, too.  

 

3.3.2.1 Participation/ involvement meaning feed-back programs, psychological analysis regarding 

the satisfaction of the travelers 

One example dealing with both feed-back programs and a psychological analysis is the case study 

named Viernheim Household Transport, made in the frame of the project TAPESTRY2 run from 

November 1st 2000 until the end of the year 2003. (TAPESTRY 2012) The Viernheim Household 

Transport is a case study of Individualized Marketing or, as abbreviated, IndiMark. A definition of 

IndiMark says: “Individualised Marketing is a phased, targeted approach that involves direct contact 

with households. It identifies those households willing and able to change their travel behaviour, and 

focuses attention on them. It provides these households with personalised information and 

incentives to encourage them to switch to public transport, walking and cycling” (TAPESTRY 2003: 2). 

                                                           

2 “TAPESTRY is the acronym for a collaborative research project with the objective of improving the knowledge and 

understanding of how effective communication programmes or campaigns can be developed to support and encourage 

sustainable travel behaviour throughout Europe” (TAPESTRY 2012). The overall aim of TAPESTRY is stated as: “to increase 

knowledge and understanding of how to develop effective communication programmes to support sustainable transport 

policies in Europe” (ibid.). 
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As conclusion of the case study, TAPESTRY wrote “The large-scale application of Individualised 

Marketing in Viernheim was a real success. [...] Comparisons ‘before’ and ‘after’ the campaign (with 

and without IndiMark®) show the success of the project. With Individualised Marketing, the share of 

environmentally-friendly modes increased by the following percentage: Walking: 7 %, Bicycle: 10 %, 

Public transport: 29 %. Journeys by car (as a driver) were reduced by 12%. In total, the use of 

environmentally friendly modes increased by 12%. After the Individualised Marketing initiative, use of 

private motor vehicles decreased by 12%” (TAPESTRY 2003:25). 

The reasons for the success of this case study lie in “high levels of contact, motivation and 

information” (ibid.) emphasizing the most important factors for Individualized Marketing. 

 

3.3.2.2 Satisfaction with travel including service environment, service design and information 

service 

In his dissertation, Eriksson mentions a study made from Hensher et al. in the year 2003 where they 

“found that travel times and fares have the greatest impact on negative satisfaction, whereas 

frequency of service and seat availability constituted the largest sources of positive satisfaction” 

(Eriksson 2011:11). Fellesson and Friman emphasized “the impact of safety, security, frequency, 

service reliability, comfort, and the quality of staff behaviour on the level of satisfaction with public 

transport” (ibid.). Moreover, newly recruited passengers should “perceive the service as attractive, 

not only initially but over time” (ibid.). Following these quotes the service of public transportation 

could already begin to improve its situation seen through the eyes of the passengers as experts which 

could lead to “increased journeys by 8-20%” (ibid.). 

 

3.3.3 Third group of measures: New forms of PT through renewal and innovation 

Measures like IndiMark combine participation with aiming in a higher satisfaction of the passenger.  

With the help of the contact to the passengers  new ideas for improving the public transportation and 

making it more attractive, not only for people already using it, but also for those who are part of the 

group of persons potentially travel by public transport.  

New ideas are necessary to get attention and keep people thinking about their mode of 

transportation. One example illustrating this statement was already developed by Thomas H. Floyd in 

the year 1990. But still it can be seen as innovative as it has not been realized. In his article 
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Personalizing Public Transportation, he claims that personal rapid transport (PRT)3 could solve the 

problems of both the too high use of cars and those problems people have to go by public 

transportation by creating individualized modes of transportation and supplying the infrastructure 

needed4. As curious it may sound ideas like that move people to form their own opinion and think 

about public transport in a broader scale which leads to new proposals. By discussing proposals, 

there is the possibility to use the energy behind the ideas should not be underestimated as it includes 

the ability to create a new form of the subject, which would be in this case the public transport. 

3.4 Summary: Strengths and Weaknesses of key theoretical Issues 

As last part of the chapter 3 forming the foundation for the empirical part, it seems to be useful to 

develop a reflection of the key theoretical issues to make clear how big the impact of those issues is 

and to summarize their main concentration before it comes to the concrete case of the city of 

Göteborg. One possible way to do this is by contrasting their strengths and their weaknesses as the 

following shows. 

The first key theoretical issue to be concentrated on is the concept of motility. While it concentrates 

on many factors and sees the field of behavior regarding mobility in a different way, one also has to 

state that there is no clear border between terms which might lead to difficulties in understanding 

what is meant by those terms. Moreover, the relation between the groups of factors is inexact and 

the chosen factors are not measurable. As problematic this seems to be, those weaknesses can also 

be seen as strengths referring to a changed point of view in terms of replacing words: For example, 

when calling it not impreciseness but flexibility, the connotation sheds already a different light on the 

concept. This variability is one aspect which is also applicable to the following examples making the 

apparently strict categorization between strength and weakness more critical, meaningful and 

interesting. 

                                                           

3 Based on Donn Fichter´s book Individualized Automatic Transit and the City published in 1964, Floyd describes the 

“essential features of all true PRT systems” (Floyd 1990:30) as the following: 

“-Fully automated vehicles (i.e., without human drivers).  

-Vehicles captive to the guideway, which is reserved for these vehicles. 

-Small vehicles available for exclusive use by an individual or a small group traveling together by choice, and if desired by the 

owner and operator, available for service 24 hours a day (i.e., ´personal´ and not ´mass´ service). 

-Small guideways that can be located above ground, at or near ground level, or underground. 

-Vehicles able to use all guideways and stations on a fully connected network. 

-Direct origin-to-destination service, without requiring transfer or stop at intervening stations. 

-Service available on demand rather than on a fixed schedule” (ibid.). 

 

4 See for example the idea of “Spårbilar” (Railcars) developed among others for the case of the municipality of Tyresö near 

Stockholm: http://www.tyreso.se/Boende_miljo/Natur-miljo-och-halsa/Klimat/Sparbilar/ [accessed May 2012] 
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Travel demand management is the next key theoretical issue to focus on. On the one hand, it avoids 

high costs of an expansion of the transportation system by refusing the necessity of bigger or new 

infrastructure. In addition, it includes the possibility to respond to changes in transportation supply. 

On the other hand, it is quite weak as it is not - respectively not fully - accepted in reality. 

The concept of push and pull factors allows a clear differentiation between the two terms leading to 

an eased concentration on one of the two factors and therefore makes it possible to approach a 

certain topic in a more detailed way. Nevertheless, depending on the field of studies the concept is 

not always an experienced area of research resulting for example in difficulties when trying to find 

points of reference. 

Chapter 3.3 presented the different groups of measures abstracting the broad basis of information 

and resulting in a relatively low complexity. In contrast there is the problem of finding a way between 

remaining on a general level meaning going not too deep into the details of single examples but also 

being not too abstract leading to a too simplified image of the several groups of measures.   

Especially when taking the first and second group of measures into account, one could ask the 

question if only the amount of examples is that what counts because there is a big unbalance. The 

effectiveness of the measures is of course more important but it is also hard to measure as different 

conditions can lead to completely different results. 

Resulting from among others the examples of the groups of measures, one can assume that several 

influences of both rational and emotional nature have an impact on the decisions of human beings 

like the choosing alternatively changing of the mode of transportation. For receiving an increased 

market share of public transportation, it seems to be necessary to implement hard as well as soft 

measures.  In chapter 4, this is proved at the example of the city of Göteborg by having a short 

overview about the city itself and important transport projects, a discussion of concrete case studies 

of measures mentioned above and naming strategies and tools which aim in a higher market share of 

public transportation. 
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4. Public Transportation: The case of the city of Göteborg 

4.1 The city of Göteborg 

Situated in the south-western part of Sweden, the city of Göteborg is the second biggest city of 

Sweden and the capital of Västra Götalands county. At the end of the year 2011, 938.580 inhabitants 

were registered in the Göteborg region5 - 520.374 inhabitants in the municipality of the city of 

Göteborg (SCB 2012), among them around 61.000 students which makes Göteborg the largest 

student city in Sweden (Cereda 2009).  

 

 

Fig. 3: Schematic illustration of all thirteen municipalities of Göteborgsregionens Kommunalförbund (GRvux 2012) 

 

In the west, Göteborg´s coastline borders with the part of the North Sea which is called Kattegatt. The 

Göta River flowing from east to west divides the city into two.  

                                                           
5 The Göteborg Region is based on the cooperation between the thirteen municipalities presented in Fig. 3 
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As biggest port and container terminal of Scandinavia, Göteborg is in need of good transport 

connections to rest of Sweden, as well as especially to Norway and Denmark. 

(Cereda 2009; Enhörning 2010) 

Among others the location of the city of Göteborg and its historical role for Sweden lead to the 

settling of companies which have been and still are important employers for people living in and 

around Göteborg. The most known example for those companies is the local shipping industry as well 

as ferry services to Denmark and Germany. 

 

4.1.1 History of the city development 

The development of the city starts with its foundation in 1621 by King Gustav II. Adolf. Because of its 

important geographical location, it was used for defense and as port and the city grew fast being a 

magnet for many people from different parts of Europe, like for example experts in building from the 

Netherlands.  

More and more trade as well as technical improvements led to the formation of the Swedish East 

India Company in 1731 which was followed by wealth for many merchants living in Göteborg dealing 

with precious and expensive goods like silk and spices.  

Due to expansion and clear change in focus from inside to outside of the city, the city walls were 

pulled down making space for further urban expansion. 

In 1923, the 300th jubilee of Göteborg´s foundation was celebrated as a – using the words of the 

historian and journalist Sven Schånberg - “well-attended and consequent international exposure 

placed the city on the world map” (Enhörning 2010: 184). This event was the cause for the 

construction of several musea, the Art Gallery, the Swedish Fair, the Botanical Garden and the 

amusement park Liseberg. Therefore it has still a big influence on forming both the life of inhabitants 

and the sightseeing of tourists. 

Whereas the unique identity of some places like Angered, Biskopsgården and Kortedala6
 suffered 

from destruction of old structures for infrastructure or housing as part of the Million Homes 

Programme trying to absorb the demand of dwelling especially during the 1960s, some districts like 

Haga, Majorna, Masthugget could preserve their own local character which is part of Göteborg´s 

attractiveness.  

                                                           
6 For the location of the several areas of urban expansion, please see Fig. 4 on p.26. 
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Fig. 4: Urban Expansion of the city of Göteborg (Cereda 2009:39) 

 

Nowadays, many people know Göteborg mostly because of some of the newer urban design projects 

built since the 1960s like for example Frölunda square, Scandinavium, Gothia Towers, the new Opera 

situated at the Göta River and the Museum of World Culture. Further growth of the region by – as it 

is predicted - 8000 inhabitants per year to 1.5 million people living in the Göteborg Region in 2020, 

brings of course also new challenges for city as housing and workplaces have to be developed contra-

acting the noticeable high demand. (Cereda 2009; Enhörning 2010) 

 

4.1.2 Important planning instruments 

The Structural Illustration for the Göteborg Region, also called “A shared political vision […which] 

outlines sustainable growth strategies for the region” (Enhörning 2010:186) or “an agreement on 

joint responsibility for a sustainable regional structure” (GR 2009b), is the result of several 

consultation rounds between 2002 and 2008, moderated by the Göteborgsregionens 

Kommunalförbund. (GR 2009b) 
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Fig. 5: Structural illustration for the Göteborg Region (GR 2009b) 

It consists of the following six parts: The core meaning central Göteborg, the metropolitan district 

having the focus on local public transport, the main corridors where transportation on rail and road 

takes place, the coastal area with the islands of the archipelago west of Göteborg, forests, agriculture 

in the green wedges and the river Göta Älv as “structuring element” (GR 2009b) also having a “clear 

barrier effect” (ibid.). 

There have been changes of persons in responsible positions, now different politicians, different civil 

servants for example in the municipalities. Nevertheless they trust in the Structural Illustration for the 

Göteborg Region because it was the already agreed common position. But the work cannot be seen 

as completed; rather discussions about how to implement it in general as a whole or several contents 

in detail are still going on meaning that the basic idea of creating a process of dialogue especially 

between planners, politicians and civil servants gets more and more realized. Using the Structural 

Illustration for the Göteborg Region as foundation of discussion the main areas of focus are presented 

but also new ones can be discussed. Moreover, when it comes to the development of the several 

municipalities, people can argue with the Structural Illustration for the Göteborg Region what should 

be done regarding their location and tasks within the region. 
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The Comprehensive Plan for Göteborg 2009 is the reviewed version of the one made in 1999. 

As it is a non-binding document “it serves as a basis for dialogue between the municipality and the 

state of public and national interests” (Cereda 2009:42).  

All in all, the Comprehensive Plan for Göteborg 2009 consists of three main documents: principles 

and strategies, use of land and water, national interests, environmental and risk factors (Göteborgs 

Stadsbyggnadskontoret 2009:2). 

As the Swedish Journal Arkitekten summarizes it, its major aims are “framing land use and urban 

development in a regional perspective” (Enhörning 2010:189) and the “extension of compact city 

alongside the banks of the river, and in major centres and hubs. Expansion will occur at key junctions 

and in areas with good public transportation to further accessibility” (ibid.). More in detail, “changing 

transport demands” (Göteborgs Stadsbyggnadskontoret 2009:6) is one of the thirteen strategic 

questions in which the content of the Comprehensive Plan for Göteborg 2009 is thematically sorted. 

The change should get fulfilled from car and lorry traffic towards a higher use of public transportation 

and railways for example by building new commuter train stations. Moreover it is said that “the 

Comprehensive Plan emphasizes the important relationship between transport and urban planning” 

(Göteborgs Stadsbyggnadskontoret 2009:7). One case given by Cereda illlustrating this relationship is 

the one of Gamlestan. While developing an attractive transport node in Gamlestan the 

comprehensive plan for Göteborg shows that at the same time the factories should get regenerated, 

the surrounding area densified with new housing and mixed-use created (Cereda 2009:46).  

 

4.1.3 Transport projects 

K2020 is “a long-term strategy for public transport in the Göteborg Region” (GR 2009a) in which the K 

stands for the Swedish term kollektivtrafik meaning public transport.7  

Based in the Structural Illustration for the Göteborg Region, the strategy was developed in 

cooperation of Göteborgs Stad, Västtrafik, Vägverket, Banverket, Göteborgsregions 

Kommunalförbund and Västra Götalandsregionen.  For reaching the aim of an increased percentage 

in use of public transportation from 25% to 40% in 2025, five measures have been developed. The 

first one is to link areas getting from a radial to a network structure, the second to fasten journey 

times by giving public transport both the priority and separate lanes, the third to develop a greater 

                                                           
7 Both the Structural Illustration for the Göteborg Region and the Comprehensive Plan for Göteborg claim for the 

importance of public transportation but only the Comprehensive Plan names the strategy K2020 as the Structural 

Illustration has been published before K2020 was developed. 
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frequency and a more frequent service along main corridors. The fourth strategy consists of 

developing nodes so that public transport becomes part of the city development. The fifth is to 

guarantee quality and service for a higher customer satisfaction. 

The development is described with six levels: “KomBort (come away) - long distance travel, Komlångt 

(come far) - the regional public transport connecting West Sweden, KomFort (come fast) - the fast 

system connecting different nodes of Göteborg Region with a high frequency bus and tram system, 

KomOfta (come often) - the main system in the central part of Göteborg Region with a high frequency 

bus and tram system, Kom Nära (come close) - the local distribution system and local routes, with 

short walking distances to stops and connections to the rest of the network, KomTill (come to) - 

connecting to the public transport system , walking to and from stops, multi-modal solutions with 

park and ride, bike and ride and local feeder taxi systems, all supporting the use of public transport” 

(ibid.). 

The Västsvenska Paketet or the West Swedish Solution how it is translated is a common project for big 

infrastructural investments in Western Sweden developed by Göteborgsregionens Kommunalförbund, 

Göteborgs Stad, Region Halland, Trafikverket, Västra Götalandsregionen and Västtrafik. The costs are 

funded half by the State, half by regional and local finances like for example congestion charge getting 

implemented from January 1st of 2013. 

The different goals become obvious in the following quotation: “It is above all about a significant 

increase in public transport, an effective railway network, new road projects and better conditions for 

cyclists” (Trafikverket 2011). The main projects the Marieholm Tunnel, a road tunnel under the Göta 

river, a new Göta River Bridge to replace the old one and West Link a tunnel under the centre of 

Göteborg. (Trafikverket 2011) 

As the planning documents as well as K2020 aim at a better infrastructure for the city of Göteborg, 

these investments needed will now be realised via the Västsvenska Paketet. 

 

4.2 Experiences in the city of Göteborg: Learning from concrete examples 

The learning process meant in the title of this subchapter implies several steps: The try of a 

classification of past, ongoing and future projects, which are made to increase the market share of 

public transportation in the city of Göteborg, regarding the concepts presented in the theoretical 

framework meaning chapter 3. The examples are sorted, described and then discussed concerning 

the questions if there are lacks of whole groups of measures, how useful it is to implement the 
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different measures and what strategies and tools could be recommended to the city of Göteborg 

towards the aim of a higher market share of public transportation based on this analysis.  

 

4.2.1 Concrete examples regarding the key theoretical issues  

In order to get to know about the projects besides the information material for example about K2020 

(GR 2009a), interviews8 have been made with five persons working on the organization of public 

transportation in Göteborg. 

While at the first look there have already been made numerous projects aiming at a higher market 

share of public transportation in the city of Göteborg, a second, closer and more critical look trying to 

answer the question why the past projects have not had a remarkable impact on the number showing 

the use of public transportation, also shows several problems.  

As already mentioned in chapter 3.4 it is not easy to make a clear distinction between concrete 

examples in order to sort them to terms, concepts and measures used in chapter 3 as the concepts 

themselves are difficult to distinguish from each other and sometimes, as for example in the case of 

the concept of motility, there are problems to classify terms even within the concepts.  

The first part of a concept used for finding a matching project done in the city of Göteborg is the term 

Access used within the concept of motility. One aspect of Access refers to money as factor which has 

an impact on people´s travel behavior. A project which relates to that aspect is the “free” public 

transportation of school children and elderly in modes of transportation of Västtrafik. Without having 

“free” public transportation, for example the elderly would probably not be so active and mobile, as 

regional planner 1 said. Moreover, connected to the aspect of money there are other projects that 

are presented as financial measures on which the concentration will lay later on in this chapter.  

Furthermore, the time people want to spend for travels plays a role for the term Access as well. After 

traffic planner 1, in order to among others discover the time needed for a travel by public transport, 

people who have newly moved to the city of Göteborg get called and informed about the system of 

public transportation. If they want, they can try out a “free” card for public transportation. Another 

measure was mentioned by environmental planner who stressed the importance of a capacity that is 

big enough meaning for example to buy more busses which then can go more frequently on a certain 

route.  

                                                           
8 Please find the questionnaire, which is based on the chapters 2 and 3, in the appendix. The interview partners encoded in 

the text for reasons of anonymity are listed as reference. 
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The next term within the concept of motility on which the text sheds light on is Skills meaning 

knowledge about different modes of transportation having an impact on the travel behavior. For 

increasing the inhabitants´ knowledge about the system of public transportation in the city of 

Göteborg, traffic planner 1 names for example the Individualized Marketing done within the frame of 

Nya Vägvanor i Arbetsmarknadsregionen and campaigns during the EU initiated European Mobility 

week yearly taking place in September like På egna ben (translated on own feet)9. Of course it still is 

questionable how many people get reached by those projects and if it is reason enough to get 

information for leaving the car and going by public transportation instead.  

Appropriation, being the last of the three terms of the motility concept, consists among others of 

experiences. A negative example given by regional planner 1 is the big decline of satisfaction with 

Västtrafik in the winter 2011/2012 because of lack of punctuality as many trams did not come at all 

alternatively they did not come in time so that the system of public transportation was not reliable 

anymore. Connected to experiences is the term habits which shows the case of the Individualized 

Marketing for people newly moved to the city of Göteborg named by traffic planner 1. When they try 

out the public transportation and therefore make their experiences, they get of course easier used to 

it as people who do not give it a chance which is followed by the higher likeliness that they take into 

account to go by tram or bus even after the project has ended. In addition, increasing values people 

having regarding public transportation is also part of Appropriation. Regional planner 1 stressed the 

strong relation between reliability and punctuality. For the inhabitants would constant reliability 

constitute an important, newly added value. 

The perception plays a role within Appropriation as well. After regional planner 2 and environmental 

planner is it necessary to create a marketing aiming at a changed image of public transportation as 

many people think that going for example by tram is only for unemployed, poor people, 

environmental freaks and students. They are the opinion that the image needs to get positive and 

more youthful so that for example business men will think about going by public transportation as 

well. As this point the question arises how big and how long-lasting such marketing has to be to really 

have a remarkable impact. 

Many of the soft measures which will get presented later on in this chapter are also closely connected 

to Appropriation. 

                                                           
9 School classes with children aged 10-12 can participate in a challenge on the regional level and the pupils get points for 

going by public transport or walking to school. På egna ben exists since 2006, is ongoing and more and more school classes 

are taking part in it. (information by traffic planner 1) 
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As TDM tries to find out the reasons for trip-making, both regional planner 1 and traffic planner 1 

named the Pendler Experimentet 2010 (translated commuter experiment)10. Nevertheless, research 

and the spread of information seems to be necessary to go on with such projects alternatively to start 

new ones. 

When presenting TDM in chapter 3.1.2, an explanation for the development of it was given: Shifts in 

transportation oriented planning “from infrastructure expansion, first to Transportation Systems 

Management (TSM) and more recently to Transportation Demand Management (TDM) and more 

inclusively to Transportation Control Measures (TCM)” (Kitamura et al. 1997:226). The example 

showed this change more in detail: “In the United Kingdom, the policy has shifted away from road 

construction” (ibid.). In the city of Göteborg, still infrastructure gets built as the case of the decision 

to build the new roadtunnel Marieholmstunnel as part of the Västsvenska Paketet which can be read 

in information material (Trafikverket 2011) and which was confirmed by the interview partners. As 

already named in chapter 3.4 TDM “is quite weak as it is not - respectively not fully - accepted in 

reality” (see chapter 3.4) and its aim to avoid “high costs of an expansion of the transportation 

system by refusing the necessity of bigger or new infrastructure” (ibid.) seems to get ignored. Even if 

the Västsvenska Paketet is generally seen as a political agreement and therefore also as a 

compromise and although the awareness of the advantages of a higher market share for public 

transportation is existing: Why do some of the politicians still lack of the understanding of the 

importance for less roads leading to a higher concentration on improvements for public 

transportation? Possible explanations for this could be that they see the alternatives which could 

replace the car as too weak or they fear loosing elections when they change their political direction 

about this issue. 

The complexity of travel in the context of the urban life which TDM is dealing with is showed in the 

city of Göteborg by the different responsibilities but no information material and no interview 

partner named a concrete project that has this aspect as its main content meaning that more effort is 

necessary in order for the responsible persons to be able to understand travelling in the city of 

Göteborg at least a bit better. 

Furthermore, TDM sets on the involvement of stakeholders for example in transportation 

management associations, trip reduction ordinances, public-private agreements as it has been 

presented in chapter 3. In the city of Göteborg, there has been the pilot project Lundby Mobility 

                                                           
10 The project was mainly developed by Västtrafik and distributed bus-/travel cards to interested automobilists, led 

dialogues with automobilists asking around 115.000 households questions about their travel behavior. 85% tried the travel 

cards, in turn 29% reloaded the cards with cash and went further on by public transportation.                                             

(information by traffic planner 1) 
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Centre11  but it does not exist anymore so the question arises how this and the examples given for the 

description of TDM could help to apply such concepts for the city of Göteborg. So one could ask why 

not re-start the Lundby Mobility Centre or found a similar forum with a aim like it has had? The 

money for initiatives and projects could get bunched and - as one should think – all people working 

on a higher market share for public transportation in the city of Göteborg should be interested in 

increase the effectiveness of their work by a regular if not even permanent exchange of methods and 

ideas. 

Another key theoretical issue is the concept of push and pull factors. Characteristic for them is the 

decision between two possibilities. In theory and in the thesis, this decision of travel behavior is 

made between going by car or by public transportation. In practice, the decision regarding the mode 

of transportation is not only made between those two, but between car, public transportation, bike 

and walking. By reducing the complexity when approaching the modes of transport, one gains focus 

and has a fundament for discussions so that could also be helpful to give it a try for people working 

with the organization of public transportation. Moreover, the push and pull factors ease the general 

approach to the topic because there is a clear differentiation between several measures possible as 

already mentioned in chapter 3.4. 

In the following, the concrete examples are more exact classified regarding the groups of measures as 

the questions have been asked directly. 

The first group of measures being the hard/ material one starts with the “free” public transportation. 

For example regional planner 2 named the already stated “free” public transportation for young 

children aged less than seven years, school children and elderly. He also explained that it has never 

been discussed to implement “free” public transportation for all inhabitants of the city of Göteborg 

but in his opinion it would be interesting on a very local level for short distances. In general one can 

say that as convincing as “free” public transportation might be on the one hand in the analysed case 

studies only special groups of people took profit of the “free” traveling by public transport. In the 

cases of Brussels, the special groups have been Flemish students going to Flemish colleges or Flemish 

universities alternatively commuters. In the case of Västtrafik, children go free to school with their 

                                                           
11 In the years 2003-2007 the Lundby Mobility Centre initiated by the traffic department of the city of Göteborg was one 

possible form of developing a place for an increased awareness of the importance of the travel behavior by for example 

organizing special events for coming into a dialogue with the inhabitants of Göteborg´s district Lundby. Additionally, it dealt 

with approaches for the question how to create a change regarding too high car use. (Cereda 2009) As result, Cereda claims 

that “all those projects and campaigns actually have been successful, as the car-use and the air pollution have considerably 

decreased, from 62% to 27% of car journeys to and from work, which have been replaced by bike ride and tram/buses” 

(Cereda 2009: 52). 
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Skolkort and elderly use the public transportation for free. That is where the question of fairness 

arises. Moreover, one asks: Where is morality when using such an exclusive approach? It is 

questionable why there should be made a difference between several age-groups due to who has to 

pay for public transportation and who has not when everybody should have equal chance to take part 

in the social life of the city. 

(Urban) design of transport nodes is the next measure. Regional planner 1 calls the nodes Korsvägen 

and Linnéplatsen very boring and said that it should be more about people and services for which in 

Denmark positive examples can be found. Traffic planner 1 sheds light on the conditions of transport 

nodes. After her, information about where the passengers have to go and how long they have to wait 

is important as well as comfortable and safe waiting halls as weather protection. Regional planner 2 

sees transport nodes as meeting points and therefore as social cores of the city while contrasting it to 

the limited social interactions when going by car. For environmental planner, transport nodes should 

be a welcoming place, clean, comforting, warm, easy accessible and should have a useful 

infrastructure of shops. Moreover, the possibility to spend time there should be preferably beneficial 

for example with the help of internet access.  

Mostly those aspects have been already named when summarizing the document Den ideala 

bytespunkten in chapter 3.3. But it is not always remarkable that this document is really used when 

new bus alternatively tram stops get built and one could ask the questions if also old transport nodes 

will get transformed to those proposals and how long it will take for doing that.  

The proposals for how transport nodes should look like set design and the travel behavior in a 

relation. The difficulty regarding design is that it depends on subjective perception if people like it or 

not. Furthermore, it should be questioned who decides if for example a tram stop is safe: Certain 

passengers or experts? Is it even taken into consideration if it also feels safe? The difficulty here is of 

course to make a responsibly decision and someone has to decide how transport nodes should be 

designed.  

Another aspect of urban design that has already been reminiscent by some of the interview partners 

when naming shops is land-use. But only if the relation between travel behavior and land-use has 

been clarified, the argument of increasing the market share of public transportation can be used for 

convincing people to transform land-use. In the article High-density and mixed land-use Inga Kiderra 

compares USA and GB in the connection to “dense, centralized metropolitan areas” and “lower levels 

of auto use” (Kiderra 2004). First, she claims that most times, it is not density itself being discussed 

but its associations. Then she tries to find out what impact the urban form has on the mode of travel. 

Her findings show that in GB there is a lower propensity for travel and also a lower distance. The 
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reason is not the density because there are almost the same findings no matter where Brits live, but 

the reason is of financial nature: The “British population […] is poorer”, they have a lower median 

household income leading to a lower rate of car-ownership, while there are higher costs for “owning 

and operating a car” in GB and “higher quality of public transit and a greater mix of uses” (Kiderra 

2004). But Kiderra claims that people do not automatically use the car less when there are higher 

costs as many people like their way of living for example in a single-family house. She concludes by 

stating that “urban form won´t do much for emissions” as ships, planes and trucks are the “major 

polluters” (Kiderra 2004). Based on this article, one can assume that so far there is no clear relation 

between land-use and travel behavior. 

Dominic Stead examines in his paper Planning policies to reduce the need to travel – opportunities 

and barriers the interaction between land use planning and transport demand. The role of land use 

planning policies describes he as the following: “Of course, land use planning policies are just one of 

several types of policies that have the potential to reduce the environmental impacts of transport and 

other types of policies may have more immediate or far reaching effects” (Stead 2009:11). Lars 

Eriksson supports this opinion in his dissertation by claiming that “Improving alternative modes of 

transportation, for instance public transport services, remains an important complement as long as it 

is impossible to reduce the numbers of journeys” (Eriksson 2011:14). The understanding respectively 

the interpretation of the quotes depends both on how strong one sets the emphasis on the word 

complement and on how much one believes in the impact of the design of the urban form and land 

use on the choice of the mode of transportation. Either one sees the improvement of public 

transportation as a first step towards the aim of reducing the numbers of journeys or one argues that 

those improvements of alternative modes should be the overall aim when it comes to the question 

how the future of urban transportation should look like. 

For the next measure titled parking strategy regional planner 1 named the negative example of the 

shopping center Nordstan which is probably the best to public transportation connected mall in 

Sweden as it is close to the central station, bus terminal, several main tram and bus stops at 

Brunnsparken and in the city center. But instead of using this infrastructure, it promotes itself with 

free car parking on Sundays.  At this point the question of the awareness about the negative aspects 

comes to the surface that should be asked by the responsible persons. Regional planner 2 claimed 

that there is a study about parking restrictions but still it is more on the land-use planning and design 

stage. For environmental planner, parking policy is the most important measure among others as it is 

the reason for the fact that less cars are parked at popular places in the city center. Moreover he 

stated that the park-and-ride possibilities will get improved in form of new parking lots in the next 

year.  
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As written in chapter 4.1 as a part of the West Swedish Solution the congestion charge will get 

implemented in the city of Göteborg in January 2013. Regional planner 1 expects many positive 

impacts of it as the calculated results promise better public transportation and less cars in the city 

center. For environmental planner, this is the most important measure and he calls it a “big lift” as 

without the congestion charge, there would not be any pressure but with it, it is getting possible to 

build for example more bus lanes in the city of Göteborg. The future after the implementation will 

show if the calculated results correspond with those in reality and what will happen if this is not the 

case. In other words: Is the implementation of the congestion charge an asset for the market share of 

public transportation in the city of Göteborg no matter what the concrete results will look like? 

Prohibition is the last method within the group of hard alternatively material measures. The case of 

prohibition regarding public transportation is two-sided in the city of Göteborg. On the one hand, 

traffic planner 2 claimed that in the K2020 pilot study made in the city district Torslanda12 focused on 

rebuilding the road between Torslanda and the city center of Göteborg with adding two lanes only for 

busses which shows an advantage of the busses over the cars that are prohibited on those two lanes. 

On the the other hand, as already written before, the new road tunnel (Marieholmstunneln) will get 

built as part of the West Swedish Solution. This is seen as a compromise and a political decision as 

after traffic planner 1 it has been discussed already for several years. He mentioned studies which 

show that if one makes it easier for cars, the car use increases. Moreover, regional planner 2 and 

environmental planner stated that the land-use planning in Göteborg is much more based on the car 

than for example in Stockholm which sheds even more light on the higher difficulty in the change of 

mindset as it was already argued in the section about the infrastructure expansion in relation to the 

development of Travel Demand Management. These questions come to one´s mind firstly: How to do 

it? What has to happen that politicians and other responsible persons decide completely against new 

roads but instead only focus on increased market share of public transportation? 

The soft alternatively ideally group of measures begins with participation and involvement meaning 

for example feedback programs and psychological analysis regarding the satisfaction of the travelers. 

Regional planner 1 emphasized the importance of having satisfied customers as without having them 

                                                           
12 The K2020 pilot study in Torslanda was made by Trafikverket, Trafikkontoret Göteborgs Stad and Västtrafik, in the years 

2008-2011 as it was necessary to improve the connection between Torslanda and other parts of Göteborg in order to be 

able to expand Torslanda. A steering committee and different groups were working with different topics like information for 

the inhabitants and the changed planning of the busses. The concentration laid on convincing the inhabitants of Torslanda 

to try and travel by bus. For this, the aim was to improve the market share for busrides to 30% which was set very high and 

could not be achieved, but a small increase could be seen. 

Another aim was to reach a higher number of people who would change from going by car to going by public transportation 

reached almost half of the aim.  (information by traffic planner 2) 
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the transport company cannot get new ones. While regional planner 2 is the opinion that design 

creates the attraction environmental planner claimed that involvement of the inhabitants should be 

higher as for him it would be important to know what they want to happen. This shows that the point 

of views could hardly be more different which makes it both interesting and difficult when it comes to 

a common aim and therefore a common way to that aim.  

The second group of measures are those regarding the satisfaction with the travel including service 

environment, service design and information service. When dealing with factors like satisfaction, one 

probably soon asks the question how to measure it in order to be able to increase it at all. Eriksson 

explains the Subjective well-being (SWB) (Eriksson 2011:12) as psychological-based measurable 

factor, but at least one question remains: Does it match the actual perception? How to proof it? 

Environmental planner mentions the express bus service which was followed by a higher reliability as 

the busses can go faster and more frequent. In contrast, among others traffic planner 1 named the 

change to a new selling and paying system for tickets valid for the public transportation of Västtrafik 

when tram drivers got many complains from passengers who were angry about it. Västtrafik also 

worked on the development of technical applications like the travel planner and real-time 

information when the next bus alternatively tram comes at the stops, but the actual example of the 

changing of car into bus lanes in the district Linnéstaden between Övre Husargatan and Linnéplatsen 

showed that the information flow is still not enough and people got angry again as they did not know 

what will happen. The question arises why these actions did go in the wrong direction regarding the 

lack of information for persons concerned and, in addition, why the responsible persons did not learn 

from the mistakes. Moreover, the lack of information about the paying system still is not removed and 

the system is still not accepted because of its complexity for example as one has to pay more for 

shorter distances just because it is across the border of the municipality.  

Last but not least the third group of measures consists of new forms of public transportation through 

renewal and innovation. As example personalized public transportation was given in chapter 3. 

Environmental planner was the only one of the interview partners who gave examples for this group 

of measures: After him, there have been thoughts about automatic trains on elevated tracks, being 

quite small in size and driven individual. He sees the problem that they do not offer enough capacity. 

Another idea given by environmental planner is the one of not personalized cabins on wires which 

could be used for crossing the river Göta Älv. He claimed that this is not only strange idea, but also fits 

the capacity which is needed. 
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4.2.2 Limitations regarding interviews 

Past, ongoing and future projects that have been named by the interview partners showed that there 

has already been a great variety of groups of measures taken into action for an increased market 

share of public transportation.  

But the overview also showed that there are still lacks regarding measures for an increased market 

share of public transportation in the city of Göteborg on which the following will come back to 

present what lessons can be learned.   

Before the concentration will lay on the lacks it seems to be useful to clarify some limitations in order 

to reflect shortly the conditions of the interviews. 

One general finding that can be named is that the quite small number of five interview partners from 

four different institutions did not result in a representative study, but as it already shows a 

surprisingly great variety of answers and opinions regarding public transportation in the city of 

Göteborg it offered and still offers among others the possibility to work with the answers in terms of 

the research question how to increase the market share.  

Moreover, the presentation of the several answers to the questions concerning the groups of 

measures was developed under the same condition as the presentation of the different groups of 

measures in chapter 3.3. Therefore the problem again was finding the preferably best fitting way 

between a general level and single details leading probably to the fact that at many points the 

discussion could be enlarged as there are many perspectives which could not get all named.   

In addition, quantity meaning the number of projects named as examples for several concepts 

explained in theoretical framework versus quality meaning effectiveness of those examples is an 

interesting aspect to think about as already named in the summary of the key theoretical issues 

forming chapter 3.4: 

“Especially when taking the first and second group of measures into account, one could ask the 

question if only the amount of examples is that what counts because there is a big unbalance. The 

effectiveness of the measures is of course more important but it is also hard to measure as different 

conditions can lead to completely different results.” (See chapter 3.4) 

Furthermore, while reading the text, one should have in mind that there is a not negligible difference 

between answers if the question was asked directly for example regarding a certain kind of measure 

or those when the interview partners could answer freely for example the question regarding their 

opinion about the future of public transportation in the city of Göteborg. One reason for that and 

might be that there just has been a limited period of time to prepare before the interview and to 
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speak about the work and perspective during interview. Therefore one should be aware that it was 

impossible to communicate every idea.  

Necessary to mention are also the difficulties the interview partners had with the restriction of both 

the area and the topic of focus. Many interview partners gave examples for the region which shows 

either the importance of the relation between the city of Göteborg and the surrounding area or 

ignorance of the restriction by the interview partners. The topic of focus, the relation between the 

two extremes car versus public transportation got often expanded during the interviews with other 

modes of transportation like bicycles, walking, public cars alternatively carpooling to give some 

examples.  

 

4.2.3 Variety of opinions  

In the following some connecting factors will get presented trying to answer what lessons can be 

learned from the interviews in order to reach a higher market share of public transportation in the 

city of Göteborg.  

First of all at several points the opinions of the interview partners could not be more different. For 

example when it came to the question what the most important group of measures is in alternatively 

for the city of Göteborg. Probably because of differences in the focus of work, for example regional 

planner 2 answered that infrastructure meaning a hard measure as it is explained in the theoretical 

part is the most important. Environmental planner mentioned that the last ten years the 

concentration lay on soft measures like mobility management but for him economic incentives and 

physical measures are now the most important as well as soft measures. In general the awareness 

among the interview partners exists that in practice all play more or less the same crucial role and 

after traffic planner 1 it is important to work with them simultaneously and that they have to be 

connected. Regional planner 2 added that infrastructure does not make sense when nobody is using 

it while environmental planner emphasized the use of the measures in a package in order to get 

political support.  

These statements are also connected to a part of chapter 3.4: “Resulting from among others the 

examples of the groups of measures, one can assume that several influences of both rational and 

emotional nature have an impact on the decisions of human beings like the choosing alternatively 

changing of the mode of transportation. For receiving an increased market share of public 

transportation, it seems to be necessary to implement hard as well as soft measures.” 
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As presented in chapter 4.2.1, the interview partners also showed different points of view in how to 

deal with the opinion of the public regarding the question if involvement and participation is 

necessary, useful or alternatively and positive in terms of public transportation. At this point this 

could have the reason of a different understanding or different covering concerning the two terms 

involvement and participation.  

Moreover, the opinions differ about target groups, aims and the future of public transportation in the 

city of Göteborg as well as the ideas of the time needed for planning processes. 

While environmental planner sees business men as a crucial target group, traffic planner 1 deals more 

with schools and newly moved in. Regional planner 2 claims that the prevailing trend is to 

concentrate on commuters but they should of course not be the only target group. For him, the focus 

should lie more on leisure traveling meaning for example during evenings and on weekends. 

After regional planner 1 space is a serious problem in the city of Göteborg as the city is growing quite 

fast, but now already close to its limit and seems to be very crowded especially in the city center. In 

his opinion, the tram way system has to be developed further as a higher market share of public 

transportation leads to more vehicles and therefore more space is needed. He sees possible solutions 

in a tunnel and more efficient use of land and the city center. A higher market share of public 

transportation should be reached with help of a change of priorities through more for example 

financial restrictions on car use, but hopefully also through a change of mindset and attractive 

system.  

Traffic planner 1 named the development of new transport nodes for example Gamlestan as one aim 

public transportation in the city of Göteborg should work on.  

Changing the image of public transportation into a positive one and seeing public transportation not 

as goal but rather as method to reach a more sustainable development stated regional planner 2. 

The picture of the future of public transportation in the city of Göteborg looks quite different in the 

perspectives of the interview partners as well.  

While regional planner 1 claimed that there are many problems to solve, environmental planner 

thinks that the future looks “quite bright” as there is money to do investments, a strong political 

support from almost all political parties and a new thinking for example regarding bus lanes as there 

is space taken from cars to public transportation and a change taking place from talking to doing. 

Regional planner 1 named that there are many ideas but the planning and building takes so long time 

giving the examples of the connection of “Ringen” where there is still a link missing which has been 

planned for 2006 but now will be ready in 2015, the lack of trams on the Northern side of river Göta 
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Älv and not high enough capacity of bus number 16 so that it too often is overcrowded. This means 

that the low speed of decisions hinders taking quick steps which are important for planning 

processes. It rather slows down a further development of projects which are necessary for a better 

public transportation.  

Furthermore, regional planner 1 claimed that all plans are always discussed and politicians are afraid 

to decide among others because of money as the city of Göteborg wants the state to pay. For him, it 

seems to be easier if one organization owns and runs both the infrastructure and modes of public 

transportation like for example the tram in Stockholm as the ownership structure of the public 

transportation in the city of Göteborg is more complicated: While the tramway and the infrastructure 

are owned by the city, it is run by Västtrafik, which is part of Västra Götalandsregionen. This fact 

shows that the system of public transportation in the city of Göteborg is more vulnerable among 

others to failures in communication between the owner and the operator. 

Regional planner 2 mentioned the lack of money and the question how to deal with that. After him, 

the awareness that infrastructure is built through the West Swedish Solution is not enough. The next 

step for K2020 is to go around and ask the stakeholders about their expectations in order to get input 

after hearing the formulated proposition.  

Last but not least, environmental planner works on trying to change the Swedish tax deduction given 

to people commuting by car. Moreover, after him people should travel less while having a strong 

technical push towards public transportation. He claims that it is moving in the right direction but it 

should even be done more consequent. For example even if he calls the congestion charge “quite 

forward”, he mentioned that one should not sit down as the development has to get pushed all the 

time for being part of creating the future by taking decisions. 

All the differences in views about improvements of public transportation could be a result of the big 

influence of daily work. Another question coming to the surface at this point is the one of the 

distinction between the personal and professional point of view. Although it is probably not necessary 

to distinguish it seems to be useful to name that an answer could be given of a personal or 

alternatively and professional point of view meaning that people are not able to see a topic they are 

dealing with at work completely detached from personal experiences. 

Additionally, many interview partners were not critical about their own work. Although it was not 

asked directly this leads to the question why that is the case.  At least they did not name problems 

concerning their daily work and also did not reflect on “own” achievements - might it be with or 

without intention. 
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The evaluation of the interviews showed concrete needs for research regarding the topics which are 

presented in the following. When wanting to change the travel behavior as it gets explained by the 

concept of Motility among others with the term Appropriation, people have to develop values they 

connect with for example public transportation. In the city of Göteborg there is no real system of 

values regarding public transportation remarkable which was confirmed by the interview partners.  

Moreover, TDM deals inter alia with research regarding reasons for travel behavior as well as the 

complexity of urban life which is not clearly defined in the case of the city of Göteborg and should be 

- as soon as it exists - kept updated.  

Although there is for example the brochure Den ideala bytespunkten which got summarized in 

chapter 3.3 and quoted in chapter 4.2.1, the research need for transport nodes in the city of 

Göteborg did not get less – in contrast, the brochure sheds light on several questions also named by 

interview partners like the one of transport nodes as the social core of city and the relation between 

urban design and travel behavior that could be focused by followed research with concentration on 

the city of Göteborg. 

Many interview partners named the missing cooperation between organizations and initiatives. This 

also illustrates a crucial potential as different people are already working on the topic. But most 

notably this potential is not yet exploited in all its possibilities. 

Several examples illustrate what the interview partners think about cooperation with other 

institutions, organisations and people working with public transportation.  

As Västra Götalandsregionen (VGR) is the only owner of Västtrafik since January 2012, the 

municipalities do not make decisions about it anymore.  Regional planner 1 stated that now it is 

“much easier” as the discussions are not so local anymore but have a wider perspective. 

Environmental planner agrees by calling it “a lot better” than before.  

This raises the question if they have the opinion that in general many stakeholders make it more 

difficult? 

Taking the example of K2020 which regional planner 1 named positively as many different partners 

come together, it could depend on the single case what people think about cooperation.  

How to convince the stakeholders of advantages of being involved? Would learning by doing perhaps 

be a possibility? 
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This aspect gets confirmed by traffic planner 2 who claimed that the experience from the K2020 pilot 

study made in Torslanda was that the three organisations Trafikverket, Trafikkontoret and Västtrafik 

working together was a valuable, though not measurable result.  

Traffic planner 1 mentions that there are different ways of working and various responsibilities of 

organizations but nevertheless a high information flow is important.  

Furthermore he said that not every project is good arena for communication by giving the example of 

the West Swedish Solution being only a financial agreement. Within the West Swedish Solution, 

people work for the same goal but at the same time it is hard to put a shared view on it as all people 

involved have different agendas. What is missing after traffic planner 1 is an arena to work with 

communication.  

Regional planner 2 sees the West Swedish Solution as reasonable but he also problematize that the 

people working within it do not have a shared vision.  

In addition, environmental planner named problems regarding the cooperation between 

Trafikkontoret and Västtrafik as in his opinion “Västtrafik acts too slow, although they know what we 

want and how we think” as well as the cooperation between Trafikkontoret and the biggest daily 

newspaper in the region Göteborgs Posten (GP) as Trafikkontoret from time to time gets accused of 

being “bilhatere” (translated car hater). Environmental planner sees the reason for this in GP´s way to 

reach the aim of “keeping the status quo” shedding light on the fact that there is a lack of awareness 

that public transportation plays a role for the city which should not get underestimated. 
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5. Conclusion/ Outlook 

The thesis does not give concrete answers to the research questions - it rather illustrates one 

approach to the topic.  

Nevertheless, resulting from the analysis some conclusions can be made which are presented in the 

following. Additionally, an outlook is given by using some aspects appeared in this work to ask further 

questions. These questions are worth to get examined more in detail in order to create an image of 

the possible impact of implementing the main findings of this thesis. 

As shown for example in the introduction and chapter 2 public transportation has a far-reaching 

importance for society, especially in the economic and the environmental field of research. But also 

aspects being critical of society play a role like social justice (Steg 2005; Sterns 2003) which should 

not be underestimated both in research and real life.  

The literature review and the interviews showed that it is impossible to manifest one or another 

group of measures to be the most important, the following concludes the empirical part of the thesis. 

Based on the evaluation of the interviews one can assume that for increasing the market share of 

public transportation in the city of Göteborg there is need for more participation, enhanced 

satisfaction regarding the service environment as well as a higher flow of information leading to more 

knowledge and therefore to better Skills used in the concept of Motility.  

In addition, the interviews showed that the focus should lay on Appropriation as there is a lack of 

positive experiences and values regarding public transportation in the city of Göteborg. At the same 

time, the perception needs to get improved as well. A certain period of time in which public 

transportation is free for every passenger could result in a different image of it meaning a changed 

appropriation. 

The involvement of stakeholders which is argued in TDM should be fortified in order to absorb 

missing research for example about the reasons for trip-making and the complexity of travel in 

context of the urban life. As argued in the case of push and pull factors, in this involvement the 

concentration on the two possibilities car versus public transportation eases the discussions as 

starting point but could get broaden to other modes of transportation after some time. The aims of 

this involvement should be to work on the reasons why some politicians still want more 

infrastructure for cars instead of prohibition, a more consequent parking strategy and to give space 

for a dialogue about new forms of public transportation.  
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To give an outlook, for reaching the aim of an increased market share of public transportation, like for 

other processes in for example the development of a city, it is not only important to implement a 

policy in order to apply several groups of soft and hard measures at the same time. As it is claimed 

within the concept of TDM the political and organizational frame within such applications take place 

has to be the right one to be successful meaning to achieve long-lasting effects, too. It is not enough 

to have a strategy in terms of plans and tools for an increased use of public transport instead of 

private cars but also both a preferably sensitive, positive involvement of many stakeholders as well as 

concrete possibilities and examples for implementing the strategy. 

Summarizing the lacks presented in chapter 4.2.3 one can say that there are many different opinions 

about topics concerning the public transportation in the city of Göteborg, the people working with 

the organization of public transportation are highly influenced by their daily work and should more 

reflect about “their” achievements.  

In order to achieve a more holistic view and use the potential of the many different people working 

with the organization of public transportation in the city of Göteborg, seeing the multifaceted points 

of view as foundation for productive, motivating and engaged discussions and building on the existing 

academic infrastructure in city of Göteborg like Chalmers University of Technology and Göteborgs 

Universitetet (GU) an increased flow of information might be a first step. 

One but not only possibility for a political and organizational frame would be to initiate a forum in its 

original sense and actual Latin meaning as a meeting place of different stakeholders for creating both 

an imaginary and concrete space, leading to discussion and therefore to an exchange of ideas. 

For this, a broader approach than used for the Lundby Mobility Centre is necessary in terms of a 

higher and more effective involvement of local and regional stakeholders such as Trafikverket, 

Trafikkontoret, Västtrafik, VGR, GR, inhabitants, but also media (local, regional, national, like GP and 

SVT). This helps to create openness which might lead to a spread of the discussion also in other parts 

of the country by showing examples from the city of Göteborg. Furthermore, academic partners like 

Chalmers and GU should be part as well, for which Mistra Urban Futures13 as network of practice and 

research could be seen as point of reference and member of this kind of forum, too.  

                                                           
13 Find more information about for example pilot projects, the aims and the structure of among others in the city of 

Göteborg based Mistra Urban Futures on the following website: 

http://www.mistraurbanfutures.se/english/startpage.4.15c2317a1266994794c8000596.html 
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The aim should be to establish a place to go for both people who work with the organization of public 

transportation and for inhabitants of city of Göteborg so that there is a uniform contact leading to 

more transparence in this complex topic. 

This forum could for example deal with starting a process of changing the mindset of politicians, 

planners, people working with organization of public transportation in the city of Göteborg and of as 

many people as possible regarding transportation away from the car to public modes.  

Further questions arising when thinking about such a possible political and organizational frame are 

among others the following: 

- Which factors are important in terms of creating this kind of a frame?  

Is there are difference between a theoretical and a practical creation? 

- Are there some aspects which are variable and exchangeable by others? 

Another direction of possible further steps also shows the need for more research is the following: 

As the thesis as a whole and especially its results presented first relevant steps in a possible process 

towards Göteborg as a city with a higher market share of public transportation as point of reference 

of how the idea could become reality and as not only the city of Göteborg wants to increase the 

market share of public transportation and the following questions should be asked as well. 

- How far are the main findings as well as the strategies and tools developed for the case of the 

city of Göteborg also generally applicable to other cities? 

 

- What are factors influencing if the application is possible or not?  

 

- What aspects do play a role when trying to apply some groups of measures to a whole 

region? What differences are there between the public transport in a city and in a region? 

 

Those and other questions show that this thesis can be seen as a starting point for further research 

regarding travel behavior and public transportation with an impact on reality of transport policies. 
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Appendix 

1. Questionnaire for interviews  

 

Experiences from the city of Göteborg 

 

O How have past and still existing public transportations projects been developed in the city of 

Göteborg? 

 

O What concrete case studies, actions & initiatives can be named regarding an increasing market 

share of public transportation? 

 

� Different groups of measures:  

 

Hard/ material financial measures, physical restrictions 

- Free public transportation (based on initiatives, concrete case: Brussels) 

- Land-use of station-areas 

 
Soft/ ideally habit breaking, moral building, attitude changes 

- Participation/ involvement (feed-back programs, psychological analysis, 

satisfaction: How to increase satisfaction?) 

- Customer service (service environment, service design, information service) 

- New forms of PT (renewal, innovation) 

 

 

O Are there all groups of measures represented in projects developed for the city of Göteborg? 

 

O Is there a group of measures which is the most important? If yes: which one? 

 

O Are there differences on which groups of measures the several institutions and organizations (for 

example Västtrafik and VGR) concentrate for increasing the market share of public transportation in 

the city of Göteborg?  
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O Did or do you notice any progress or change regarding the several groups of measures? 

 

O How does the future of public transportation in the city of Göteborg look like? 

Are there trends concerning the focus on which group of measure to concentrate? 

 

O What are important conditions for transport node as pole of attraction? 

Do you have ideas for re-/designing a transport node to develop an attraction pole? 

 

 

Addition for Annika Börjesson, Västtrafik: 

Pilot study for K2020 Torslanda: 

 

O What have been the ideas in the background for choosing Torslanda as place for this pilot study? 

O How and when was it developed? 

O Which actors played a role? 

O How did the process look like? 

O What was the result of that case study? 

O Is there a case study using exactly results of case study in Torslanda?  

 

 

Change in questionnaire for Per Kristersson, GR, and Anders Roth, Trafikkontoret, after Mid-Term 

Presentation: 

New forms of PT (renewal, innovation) as third group of measures and not part of second (soft/ 

ideally measures) anymore as the new forms can also be of hard alternatively material nature 
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2. Definitions 

 

“Public transport (North American public transportation) 

[…] buses, trains, and other forms of transport that are available to the public, charge set fares, and 

run on fixed routes” (Oxford Dictionaries online 2012d) 

 

“Initiative 

[…] an act or strategy intended to resolve a difficulty or improve a situation; a fresh approach to 

something” (Oxford Dictionaries online 2012a) 

 

“Organization (also organisation) 

[…] an organized group of people with a particular purpose, such as a business or government 

department” (Oxford Dictionaries online 2012c) 

  

“Institution  

[…] an organization founded for a religious, educational, professional, or social purpose” (Oxford 

Dictionaries online 2012b) 

 

 

 

 

 

 

 

 


