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Executive Summary

This project follows the publication of a paper on effective speed by Paul Tranter
(2004) on www.travelsmart.gov.au, hosted by the Australian Greenhouse Office. This
paper explored how desire for speed and for ‘saving time’ is a motivator for many
people in their choice of mode of transport, and argued that the perceived speeds of
transport modes are often false when the full costs of time involved are considered.
Effective speed is calculated using the formula: speed equals distance divided by
time. For effective speed, ‘time’ includes the total time devoted to transport,
including time spent earning money to pay all the costs created by a particular mode
of transport. Effective speeds for cars can be lower than a bicycle or a bus, even
before taking into account the external costs of transport.

The project reported on here sought to examine the potential use of the effective speed
concept to stimulate travel behaviour change, and involved interviewing key
stakeholders in Australian transport policy and practice. Those interviewed generally
supported the use of effective speed as a valuable concept in promoting sustainable
transport policies and practices. Effective speed was seen as a holistic concept that
could have useful application in encouraging people to reconsider the perceived
advantages and disadvantages for differing modes of travel.

The interviewees identified the need to communicate the meaning of effective speed
in an easily understood and succinct manner. Effective speed could be integrated
within travel behaviour change programs such as TravelSmart. This would involve
testing the ideas in household, workplace and school settings to explore how the
effective speed concept can be applied in each case. We outline four possible pilot
projects to further test such possibilities.

Two thirds of those interviewed considered that effective speed could be used to
influence policymakers and politicians. The effective speed concept can offer new
insights, and can support existing sustainable transport initiatives. A coordinated
approach to applying the effective speed concept needs to tie in with a range of
sustainable transport policies, including land use planning, traffic free precincts,
traffic calming, road pricing, congestion charges and promoting car sharing schemes.

A coordinated and integrated communications campaign would optimise the
promotion of the effective speed idea. This would involve in part, an extended media
program over a period of several years in order to achieve changes in people’s
perceptions. Such a campaign would be part of a package encompassing social
marketing and the expansion of travel behaviour change programs, leadership from
politicians, and the presence of appropriate price signals.
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The concept of effective speed has been raised in earlier times, for example by Henry
David Thoreau in the 19" century and lIvan lllich in the 20" century. As away of
holistically evaluating various travel modes, it can and should be used now in the
early 21% century in promoting sustainable transport policies and practices.

Project Purpose

This project follows the publication of a paper on effective speed by Paul Tranter
(2004) on www.travelsmart.gov.au, hosted by the Australian Greenhouse Office.
Effective speed is calculated using the formula: speed equals distance divided by time.
However, with effective speed, time extends beyond the time involved in undertaking
a trip to encompass the total time devoted to transport (including the time spent at
work to earn the money to pay all the costs created by the particular mode of
transport). Tranter (2004) estimated effective speeds for several cars and for cyclists
and bus passengers in Canberra. The effective speed estimate for a single occupant
car driver was as low as 12.8 km/h for a large 4WD, while the effective speed of a
cyclist was 18.1 km/h, and for a bus passenger, 21.3 km/h.

The project reported on here sought to examine the potential use of the effective speed
concept to stimulate travel behaviour change, and involved interviewing key
stakeholders in Australian transport policy and practice.

A broad focus on travel behaviour change was adopted, to encompass both the usual
notion of travel behaviour change as voluntary, as well as “hard” measures such as
changes in taxation and increases in the speed of public transport (Land Transport
New Zealand, 2004, p. 3). The broad focus inevitably arose in the interviews
conducted for the project, and a holistic orientation is certainly relevant for policy
development. For example, while programs such as the Victorian TravelSmart
program do not rely on the provision of or improvement in transport infrastructure,
system improvements have been demonstrated to enhance the impact of travel
behaviour change programs (Harbutt & Meiklejohn, 2003 pp. 3-4).

This paper is structured as follows. Initially, we describe the methodology used and
give a list of people who were interviewed. Next, we describe positive reactions to
the effective speed concept. We then discuss the complexities of travel behaviour
change, and specifically address interviewee feedback on possible constraints
associated with applying the effective speed concept in practice. Following this are
three sections that cover in turn the application of effective speed in social marketing,
its use in influencing sustainable transport policy, and wider public communication of
the idea. Finally, we bring together conclusions and recommend four small pilot
projects in travel behaviour change programs in South Australia, the ACT, Victoria,
and Queensland.

Methodology

We sought the views of 14 key stakeholders in Australian transport policy and
practice, using qualitative one-to-one interviews with individuals (Fontana & Frey,
2000). The stakeholders included transport academics, transport bureaucrats,
motoring organisations, bicycle groups, travel behaviour change practitioners, and
public transport organisations and operators. Although we expected travel behaviour
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change practitioners to be receptive to the concept, we also included others who might
be more sceptical of it.

Interviews were considered to be more useful than the use of focus groups because of
the high participation rates associated with interviews, and because of the richness of
information obtained. Conformity can also be a problem encountered with focus
groups, because of the tendency to move towards a group norm.

The list of questions that formed the basis for the interview discussions is located at
the end of this document. Prior to the interviews, we also supplied background
information on the effective speed concept to interviewees, as outlined in Tranter
(2004). The interviews were undertaken by Murray May, and were tape recorded.
They were usually an hour long, but some were shorter.

Those interviewed for the project included, in alphabetical order:

Barb Barrett, Manager, Communications and Marketing, ACTION Buses, Canberra

Professor Phil Charles, Director, Centre for Transport Strategy, University of
Queensland

Steve Crofts, National Transport Reform, Road Transport Branch, ACT Department
of Urban Services

Assoc. Professor Frank Fisher, Director, Graduate School of Environmental Science,
Monash University, Melbourne

Alf Hoop, AusLink Business Division, Department of Transport and Regional
Services (DOTARS), Canberra

Dr Rod Katz, President, Bicycle Federation of Australia
Dr Allan Lohe, Save the Ridge, Canberra

Paul Magarey, AusLink Business Division, Department of Transport and Regional
Services, Canberra

Rob May, Engineer specialising in energy efficiency, Canberra

Peter Moore, Executive Director (ANZ), International Association of Public Transport
(UITP)

Joey Tabone, Assistant Director, Community Partnerships, Australian Greenhouse
Office, Department of the Environment and Heritage

Alton Twine, Principal Active Transport, Brisbane City Council, Queensland (Shane
Hackett also participated in this interview)

Celia Walsh, TravelSmart Project Officer, ACT Planning & Land Authority (Jason
Forest also participated in this interview)
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People are not accepting the costs of operating a car ... they don’t recognise it
... It’s not just about transport either, it’s about lifestyle decisions about where
people want to live, for example. There are some studies in the U.S. that | saw
recently where people said: “I don’t mind if I travel further, I quite enjoy it, I’'m
in my car in my own private space, listening to my music, I’m comfortable, I’ve
got a mobile phone. 1I’d much rather that than be on public transport. Or, I’d
much rather that than live in a place with a lesser quality of life.”” ... There’s a
whole combination of lifestyle factors, of which transport is only one. [They
say:] “I agree with all of that in theory, but I’m not going to do it anyway™.

Travel patterns are most likely to result from a combination of habits and
circumstances, with routine and habitual behaviour likely to involve “practical
consciousness” that is rarely questioned. What is critical is a shift from “practical
consciousness” to “discursive consciousness”, where a change in behaviour is
facilitated by debate about behaviours taken for granted.

Given that the effective speed concept was considered by interviewees to be a way of
thinking not generally applied in the community, community-based social marketing
approaches that enable more discursive debate appear to be better suited to the
application of this concept (McKenzie-Mohr & Smith, 1999). This allows perceived
barriers and benefits to be addressed in a more considered way. Further, it enables
benefits in terms of the values of the participant (whether it be to save time, money,
the environment or gain independence or fitness) to be considered in relation to
behaviour change that is likely to be sustained (Ampt, 2003).

Community-based social marketing to influence travel behaviour in Australia has
been applied via travel behaviour change programs such as the various TravelSmart
programs. Such programs have the explicit aim at the household level of switching
individual travel behaviour from the use of cars to public transport, walking and
cycling. At the organisational level, these programs seek to have employers accept
responsibility for how their staff travels (Transport WA, 1999, p. 11). Travel
behaviour change programs of this kind have yielded abatement of the order of 5-18%
of personal transport emissions, and a re-survey in South Perth shows that the
reduction is more sustained than expected (Energy Strategies, 2003, p. 56). We
therefore consider that there is merit in pursuing pilot projects at the household,
workplace and school levels to explore in more detail how the effective speed concept
can be applied in these settings.

Gardner and Stern (2002, p. 101) contend that, at least in the USA, the reason most
people prefer car driving to mass transit systems is that the perceived benefits
outweigh the disadvantages. That is, the list of perceived advantages is long and the
list of perceived disadvantages is short. In the case of car driving, the list of perceived
advantages includes speed, comfort, independence, arrival/departure flexibility, route
selection, prestige, delayed costs, privacy and enjoyment of driving. The perceived
disadvantages include traffic congestion, and vehicle, petrol and maintenance costs.
The reverse generally applies for alternative modes of land transport and public
transport, with the perceived list of advantages being short, and the perceived list of
disadvantages being long. The perceived advantages include making friends, keeping
fit and the ability to work and read. The perceived disadvantages include exposure to
weather, discomfort and crowding at peak hours, noise, long walks to stops, waiting
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times, unreliable arrival times, small cargo capacity, limited route selection, limited
time flexibility, low prestige and long travel times.

Effective speed is a concept that has potential to encourage people to re-evaluate the
perceived benefits and barriers linked to using various modes of transport. People in
general are inclined to overestimate the advantages of car use (such as short travelling
time, comfort, flexibility, easy reach of destinations) and to underestimate the
disadvantages (such as the costs, travelling time, health and safety factors, and
environmental pollution) (Nijkamp, Rienstra, & Vleugal, 1998, p. 81). The effective
speed concept brings the perceived advantages and disadvantages into even greater
question by using a more holistic approach, such as including the time spent at work
to earn the money to use each transport mode. A reduction in the concessions that are
made to the private car clearly requires significant attitudinal changes in the
community, together with the provision of attractive alternative modes of travel and
redesign to reduce the need to travel. The interviews broadly supported effective
speed as one more tool in an array of approaches to help achieve such an outcome.

One relevant pamphlet used to promote bicycling focuses on two benefits in
particular—the health and cost savings linked to cycling. The Department for
Planning and Infrastructure in Western Australia produced the pamphlet entitled
Watch your wallet get fatter while you get fitter. It shows in simple form how one can
save $49 and 1 hour per week. The hour of time saved per week is achieved by
comparing 10 hours cycling to and from work, with 6 hours spent commuting in a car
combined with 2 hours to the gym and 3 hours in the gym. The $49 saving is
achieved by comparing the car expenses (petrol $20, parking $25, gym $12) with
those for the bike ($8 tyre tube occasionally). (Note that in this example the costs of
the car are limited to fuel and parking, and ignore other running costs.)

The interviewees generally underlined the need to communicate in an easily
understood and succinct manner what effective speed is. Such descriptions could be
integrated within social marketing discussions in a variety of ways, given that some of
the concepts are already used there in any case. Depending on the context (e.g.
household, workplace, university, school), a variety of information and media aids
(e.g. a game, DL size brochure, DVD, and an “effective speed calculator”) could be
used. Recognised cartoonists could work with the concept to facilitate its
communication.

Alton Twine (Brisbane City Council) suggested a DL size brochure, for example,
which could tabulate a number of representative categories of transport (four-wheel
drive, medium and smaller size cars, various forms of public transport, bicycles etc,
say Ato G). The categories list could compare effective speeds, running costs, fuel
consumption and so on. People could locate where they stood in relation to their
mobility choices, and then consider and discuss issues linked to their perceptions of
time and money. Other options and choices (e.g. car sharing schemes) could be listed,
given that, as with the example of car sharing, significant reductions in costs feature
highly in the benefits associated with them (Bergmaier, Mason, McKenzie, Campbell,
& Hobson, 2004, p. 23). The fact that fuel prices are rising offers another angle on
communicating the effective speed concept, although those interviewed agreed that
petrol prices would need to reach $5 or $6 a litre and more (in terms of current
pricing) for this issue to begin to affect people’s behaviour significantly. One could,
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for example, include a number of scenarios linked to various oil price rises as part of a
brochure on effective speed. In responding to oil price rises, it appears that people cut
back on discretionary spending first (Wade & Hartcher, 2005).

The idea of a calculator also received positive support, as this would give people a
hands-on experience of the concept. Celia Walsh (ACT Planning & Land Authority)
suggested a calculator that could have a central dynamic “effective speed indicator”,
surrounded by a circle of inputs including elements such as the money earned to pay
off a car, travel time, car maintenance, insurance, parking, and petrol. As the
surrounding elements were entered, the central effective speed indicator would
dynamically change. The central effective speed indicator could also be used to
provide comparisons with a “trip speed indicator” in a process designed to question
people’s perceptions. Such a calculator could also appear, for example, on a website,
and be part of a museum display. However, the interviewees generally supported
more proactive exposure to such a tool, as with social marketing programs.

Even if use of the effective speed concept resulted in small changes, such as families
not choosing to buy a second car, or people choosing to buy more efficient cars in
place of less efficient cars, it would be of value. If the concept became much more
established in the community’s consciousness, effective speed labelling could then
also appear on cars and other modes of transport, along with petrol consumption
figures and greenhouse gas emissions where relevant (Tranter, 2004). Until the
concept was better understood, however, interviewee comments suggested that such
labelling would not be meaningful. In addition, technical issues such as the variation
in effective speeds across cities and regions in Australia would need to be addressed.

Using effective speed to influence and work with sustainable
transport policy

As indicated earlier in this paper, a focus on travel behaviour change can obscure how
people’s choices are affected by structural factors in society, such as urban structure
and the promotion of individual means of transport (Sanne, 2002). We were therefore
interested in whether interviewees saw a role for effective speed in stimulating policy
development and debate about sustainable urban development. Sixty-five per cent of
those interviewed considered that effective speed could be used to influence
policymakers and politicians. For example, Alton Twine (Brisbane City Council)
thought the concept had the potential to change policy, and could be useful for getting
policy makers to consider “the costs to communities of people using these more and
more complex vehicles”. It may be of value in encouraging people to buy cheaper
cars. He suggested that presentations of the kind previously delivered by Paul Tranter
be given at relevant conferences, such as the Australasian Transport Research Forum
and the Australian Institute of Traffic Planning and Management. As he put it:

The travel behaviour change people are the poor cousins of the policy makers.
... They are already sold on concepts that are alternatives to the car. Anything
that comes along will be snapped up. The politicians and the senior bureaucrats
are the people who need to get the message. The main way you can tap into
those people are at the big conferences that they attend—other than booking a
time with Ministers and senior people to have a one-on-one discussion.
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A particular problem arising from the heavy dependence on the car is the mind-set it
has produced in planners and decision-makers. Litman (1997) has drawn attention,
for example, to the underpricing of motor vehicle use in North America, resulting in
automobile dependency and significant land use impacts. Thus automobile-oriented
cities devote two to three times as much land per capita to streets and parking than
occurs in multi-modal cities. His software program Transportation Cost Analyzer can
estimate the costs resulting from an increase in automobile traffic, and the benefits of
a shift to alternative modes, including bus, bicycling, walking and telecommuting.
The results can help to identify optimal policies and investments. In Australia, a
recent study on commuting by The Australia Institute assigns a monetary value to the
hours people spend travelling to work as one way of illustrating the opportunity cost
of commuting time. This allows comparisons between regions, with the average
wage-equivalent of commuting in Sydney being $123.36 per week, and the national
average being $83.64 per week (Flood & Barbato, 2005, p. 33).

Given that effective speed is a holistic concept that uses all the time involved with
each mode of transport, it can be used in an analogous way for modal comparisons, as
with arguments in support of transit-oriented development (Tranter & May, 2005).
Decisions related to the funding of transport activities currently have limited scope for
comparison of modal alternatives (Banfield, Hutabarat, & Diesendorf, 1999). These
authors suggest that there is a lack of integration of modes in the assessment process,
and little mechanism for bringing about an optimal mix of transport modes and
accessing solutions more generally. They also suggest there is also a lack of
commonality of information of even a basic nature to assist with comparing different
modes of transport. The effective speed concept is one that is likely to be useful as
policy tool for such purposes.

The most important insight from calculations of the impact of increases in trip speed
on effective speeds is that even if it is possible to dramatically increase the average in-
vehicle speed for car drivers, this will have negligible impact on the effective speed of
a car driver. However, the majority of any increase in the in-vehicle speed for a bus
passenger or a cyclist will be reflected in an increase in effective speed. The
disproportionately larger effect for public transport modes demonstrates how the
concept can be used to inform modal comparisons.

Another example of the use of the effective speed concept could be to explore new
ways of providing price signals to motorists, such as replacing the annual fixed costs
of registration and compulsory third party insurance with higher running costs (Lowe,
2005, p. 212). Peter Moore (International Association of Public Transport)
commented on this:

Our overriding aim is to relate behaviour to travel. ... One way is through
financial carrots and sticks, but a lot of it is visibility of price. We don’t make
the price of travel visible enough to people, the excise is buried within petrol
prices, registration is seen once or twice a year, insurance is seen once or twice
a year. What we have been suggesting for a long time is to relate travel at the
time to your behaviour. For example, if you pull up at a petrol pump,
encompassed with the price of that petrol is your insurance, your registration,
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costs of congestion, costs of accidents, the externalities that go into travel.
Include that in a gauge in front of you, so it’s visible.

The effective speed concept therefore can offer new insights, and can support existing
sustainable transport initiatives, which have targets for an increased number of trips
made by modes such as walking, cycling, and public transport (ACT Planning and
Land Authority, 2004, p. 29). In contrast, urban Australians are driving further each
year, on average. They are also likely to be using heavy four-wheel-drive vehicles
rather than small sedans, resulting in more fuel use (and greenhouse gas emissions)
per kilometre travelled (Lowe, 2005, p. 134). Professor Lowe argues that reducing
motor traffic is an obvious priority in terms of scaling down the rate of production of
gases contributing to climate change. He says the obvious needs are to create a more
diverse (and more fuel-efficient) public transport system, to improve land use
planning, and to improve the provisions for cyclists and pedestrians. The conclusions
based on effective speed considerations are in accord with such recommendations.
Moreover, the less ambitious goal of switching to slower, smaller and lighter urban
cars, as argued by Moriarty and Honnery (1999), is validated by the effective speed
concept. Moriarty and Honnery argue their case, on the other hand, on the basis of
improvements in traffic safety, congestion and fuel economy.

A co-ordinated approach to applying the effective speed concept needs to tie in with a
range of sustainable transport policies, including land use planning, traffic free
precincts, traffic calming, road pricing, congestion charges, increased car parking
charges, and promoting car sharing schemes. Such measures reduce the speed and
convenience of urban car travel, and are increasingly being applied in Europe (Low,
Gleeson, Green, & Radovic, 2005). The measures decrease the effective speed of
cars, and increase the list of perceived disadvantages of using them. A number of
interviewees considered that the incentives provided by governments and institutions
to embed car-based lifestyles need to be reversed (e.g. fringe benefits tax, purchasing
and benefits programs within companies and universities).

The re-building and improvement of sustainable transport infrastructure is a further
necessary component. This has been emphasised in extended media coverage in The
Sydney Morning Herald ("Campaign for Sydney: Here's the future...if we dare,” 2005)
and debate in the ACT about light rail (Adams, 2005). In The Sydney Morning
Herald project, comments from 20 opinion leaders gave strong priority to the need for
improvements in transport infrastructure, including rail and light rail, and for a strong
Commonwealth government role in urban renewal. For example, Margy Osmond,
Chief Executive, State Chamber of Commerce, questioned the continuing reliance on
centralisation, and suggested that Sydney needs more efficient transport connecting
growth areas with major business centres, to ensure people can travel to work more
easily across the metropolitan area (p. 33). Peter Moore (2003), who we spoke to,
agrees. He says that one reason many commuters drive to work alone is related to the
fact that people are increasingly commuting from dispersed locations to dispersed
locations. Community aspirations for more sustainable transport are well ahead of
political and bureaucratic “conventional wisdom”. However, to meet the needs of
today’s travellers requires a restructured and more flexible transport system, using
traditional bus and rail services as well as innovations such as car sharing. Such
initiatives are needed to address the balance of perceived barriers and benefits
discussed earlier, particularly where structural barriers exist. A number of
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interviewees commented on the fact that available alternatives do not always exist,
and sometimes where they do, they do not meet the list of perceived benefits people
are attracted to (e.g. concerns about the safety and reliability of Sydney’s trains).

Newman (2005) has called for a new “Sustainable Cities” program to provide funds
for infrastructure innovations in a way that the “Building Better Cities” program
previously did. (The Building Better Cities program was a Commonwealth funded
program, which spent more than $815 million between 1991 and 1997 to fund
improvements in urban areas. This included the building and upgrading of public
transport, such as new rail and light rail systems). The interviewee comments tended
to support Newman’s (2005, p. 126) contention that “to overcome car dependence,
travel options are required where public transport is faster than other traffic down all
main corridors”. Increased funding would also address the other requirements of
effective public transport such as service quality (frequency of service, ease of
interchange, comfort, safety), integrated timetabling and route planning, as well as
responsiveness to customer needs. Such measures increase the perceived advantages
of public transport, and decrease the list of perceived disadvantages.

In contrast with the comments by Newman above, the effective speed concept is
useful for questioning how time and speed are thought about. Currently, considerable
funding is directed at speeding up traffic, in tandem with the assumption that time can
be saved. Recent uses of the term “convenience” allude increasingly to the saving of
time. Although increases in speed can result in reduced journey times, serious side
effects also result, especially in relation to congestion, safety, urban sprawl, and
equity and environmental issues (Harris, Lewis, & Adam, 2004). At this broader
level, effective speed can be used to question the fast modes of travel and long-
distance assumptions underpinning the transport system. As Ivan Illich (1974, p. 30)
who rekindled interest in this topic a few decades back said:

Beyond a critical threshold, the output of the industrial complex established to
move people costs a society more time than it saves. The marginal utility of an
increment in the speed of a small number of people has for its price the growing
marginal disutility of this acceleration for the great majority. Beyond a critical
speed, no one can save time without forcing another to lose it.

Wider public communication using effective speed

A number of those interviewed supported the idea of a co-ordinated and integrated
communications campaign based on the effective speed idea. This would involve in
part, an extended media program over a period of several years in order to achieve
changes in people’s perceptions. Such media activity would need to be both clever
and sustained, in order to have any hope of competing with the high advertising
budgets of the car industry. Such a campaign would be part of a package
encompassing social marketing and the expansion of travel behaviour change
programs, leadership from politicians, and the presence of appropriate price signals.

Media outlets could be targeted simultaneously to have an expert or “opinion leader”
interviewed on the issue. Attention could be achieved by building on the
counterintuitive ideas inherent in the effective speed concept, as with the notion that
an inexpensive small car is “faster” than a sports car or a four-wheel-drive vehicle.
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Alternatively, the idea could be linked to media attention already being given to
controversial issues (e.g. the price of oil, freeway construction). Other low cost
approaches could include articles in magazines distributed to members of motoring
organisations, thus reaching a large audience of people relatively easily. The NRMA,
for example, had a recent topical feature story in its member magazine, The Open
Road, with the front cover caption “The fuel crisis: Are we about to run out?”
(Robshaw, 2005). An analogous feature story could be based on the effective speed
concept. Hilary Wise flagged the NRMA public policy newsletter Hub and Spoke as
another possible communication channel. Programs such as Catalyst on ABC TV also
provide the sort of forum where effective speed might be discussed and depicted in an
interesting way.

Some interviewees suggested that, particularly when using the media, issues such as
saving time and money (or the threat of losing time or money) would likely be better
motivational issues than speed per se, in view of the problems associated with easily
communicating the effective speed concept. There was some discussion about how
useful effective speed was as a descriptive term, with perhaps a slogan needed to go
with it, or another term altogether for marketing purposes. It was suggested that this
issue be taken up with marketing professionals.

The issue of reframing has been emphasised by the linguist George Lakoff (2004).

He suggests that reframing is needed for social change, and that the language used is a
critical part of reframing. Thus when arguing against an opposing position, it is
important not to answer a question framed from an opponent’s point of view. In
addition, it is essential to argue from a values base, and to pick a frame based on a
widely supported value. For example, “speed” is glorified in the advertising of cars.
Reframing this issue in terms of effective speed might pose a question such as
“Wouldn’t it be better if speed didn’t steal our time and money?” This statement
appeals to the widely held moral position that stealing is unacceptable.

Professor Phil Charles (University of Queensland) considered the tactics and strategy
for what is to be achieved to be critical. He saw parallels in campaign terms with
other major social issues such as car accidents and smoking. Therefore, lessons from
the communications campaigns linked to road safety and anti-smoking messages are
instructive. One idea raised by two interviewees involves a split screen concept, with
the same person in both, but depicting differing realities side by side. For example,
one half of the screen image could show the person working. The other half might
contrast with an image of a mortgage paid off or a holiday setting, achieved as a result
of cost and/or time savings, by applying the effective speed concept to the person’s
lifestyle and transport decisions. Peter Moore (International Association of Public
Transport) referred to some advertisements done by the Roads and Traffic Authority,
NSW, which use this split screen idea effectively in relation to road accidents.

The question of which groups are to be targeted was raised in the interviews. Joey
Tabone (Australian Greenhouse Office) referred to Werner Brog’s work on travel
behaviour change (Brog and John, 2001), which divides the population into three
main groups of people: some who are resistant to change no matter what; others who
could possibly be persuaded to change travel behaviour; and those remaining who are
positively receptive to change. Celia Walsh (ACT Land & Planning Authority)
considered that people in particular periods of the life cycle are potentially important
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target groups. For example, those leaving school and entering the adult world could
well be receptive to issues related to costs and transport, if it meant they could achieve
other goals earlier, such as home ownership.

Doug McKenzie-Mohr (1999), a well-known Canadian environmental psychologist,
cautions that many public media programs underestimate the difficulties of changing
behaviour by erroneously equating such changes with the approaches used to sell
products. Prudent advice and input on marketing strategies is required in order to
avoid what he considers to have been financially wasteful media strategies in Canada.
This is supported by Gardner and Stern’s (2002, p. 6) work on the myths surrounding
behavioural change.

Given the use of both media and social marketing methods, co-ordination between
government departments by linking interests and budgets could be potentially useful.
Relevant departments at a federal level include: Department of Health and Ageing
(physical activity and obesity), Department of Transport and Regional Services (travel
demand management), and the Department of the Environment and Heritage
(greenhouse issues, air quality).

Conclusions

The concept of effective speed has been raised in earlier times, for example by Henry
David Thoreau in the 19" century and lIvan lllich in the 20" century. As away of
holistically evaluating various travel modes, we argue here that it can and should be
used now in the early 21* century as a valuable adjunct in promoting sustainable
transport policies and practices.

The high costs associated with deaths and injuries from road accidents are well
known, as are the high costs of congestion and transport related pollution. Now,
however, broader global trends are bringing into further question the current
dependence on the car, and highlighting the need to facilitate alternatives. These
trends include transport’s increasing contribution to climate change, as well as its
vulnerability to impending oil price rises. Interviews we conducted with a variety of
stakeholders in the transport field suggest that the concept of effective speed is
potentially useful as a tool for helping to bring about the changes in community
attitudes and behaviour that are necessary to move towards sustainable outcomes.

In particular, we consider that effective speed is likely to be useful in travel behaviour
change programs such as TravelSmart, which facilitate the development of
“discursive consciousness” in relation to travel choices. Such programs could
facilitate understanding of the concept in a variety of settings including households,
organisations, and educational institutions such as schools and universities. We also
found support amongst those interviewed for its use with policymakers and
politicians. Further, we found encouragement for using the concept as the basis for an
integrated communications campaign. However, given that the concept needs to be
communicated simply, at this level it could be more valuable to focus on motivational
elements inherent in the concept, such as saving time or money.
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Recommendations

As an initial ongoing step, we consider that it would be worthwhile to fund some
small pilot projects using effective speed in travel behaviour change programs such as
TravelSmart. This would involve testing the ideas in household, workplace, and
school settings to explore in more detail how the effective speed concept can be
applied in each case.

In order to explore the possibilities, we sounded out options for four such projects
with people involved in travel behaviour change programs at the state, territory, and
local levels. They all considered that testing the effective speed concept in this way
would be worth pursuing. The potential projects (funded at $30,000 to $50, 000 each)
are:

@) At a household level, a current project “TravelSmart Households in the West
of Adelaide” is underway, with most of the intensive activity of contacting and
involving households to occur during 2005 and 2006. The households will be offered
a range of “tools” and discussion with Liz Ampt from Steer Davies Gleave (and
Project Director) in South Australia suggests that effective speed could be tested as
another tool available to participants.

(b) At a workplace level, discussion with Celia Walsh, TravelSmart Project
Officer with the ACT Planning and Land Authority suggests the possibility of
including effective speed concepts in a potential project linked to the Department of
Defence, where there is currently a significant problem with car parking.

(©) At a school level, Victoria’s existing TravelSmart Schools program includes a
multimedia CD School Travel Planning Guide. A pilot effective speed project could
be tested for inclusion in this resource. There has been previous work in Victoria with
a ready reckoner to determine kilometres travelled, greenhouse gas emissions, and
costs associated with driving children to school. Parents’ involvements might
therefore be drawn in too. We discussed this with Brian Peddie, TravelSmart
Education, Department of Infrastructure, Victoria.

(d) At a school level, Brisbane City Council in Queensland has an Active School
Travel program, which is currently working with 10 primary schools per year. Advice
from Alton Twine, Principal Active Transport, suggests that there is real merit in the
effective speed concept being trialled in high schools there, which would also help
facilitate a broader reach for that program.

We also consider that it would be useful for federal and/or state governments to
explore the possibility of an integrated communications campaign based on effective
speed ideas. This could potentially bring together departments with linked interests
and budgets, including the Department of Health and Ageing (obesity concerns), the
Department of Transport and Regional Services (travel demand management), and the
Department of the Environment and Heritage (greenhouse issues, air quality). Such
planning would need to recognise the difficulties inherent in changing behaviour. It
should also be part of a broader policy approach that considers, for example, the need
for much improved public transport infrastructure.
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Appendix Interview Questions for Effective Speed

Do you understand the concept of effective speed? Are you surprised by the figures
on effective speeds for different modes?

What potential do you think there is for using effective speed to stimulate travel
behaviour change?

How could the concept be used to change ways of thinking among transport policy
makers?

How could effective speed be integrated within the social marketing discussions?
What might it be termed?

What do you consider are the important variables that need to be considered in
influencing people’s travel behaviour and decisions? (Prompt in due course: Some
issues could include type of car or vehicle, its up-front cost, modal choice, trip speeds,
speed as a motivating issue, status issues, perceptions of safety when buying as with
4WD) How might effective speed be brought in here as part of what people think
about?

How important do you think up-front costs are when people buy a vehicle? How
important are life cycle costs e.g. fuel consumption. How might effective speed data
tie in with say a fuel consumption guide?

If running costs of cars escalate suddenly (e.g. with fuel cost increases) then this will
impact on effective speeds for cars. It will have less impact on public transport and
no direct impact on cycling and walking. How could this fact be used to help change
policy or ways of thinking about transport?

Is it better to think about “time” rather than speed? Or is it better to focus on
“money”? Effective speed combines time and money into one summary index for
each mode of transport.

Did the figures on impact of changes in trip speed on effective speed surprise you?
Why? Why not? How could this be used to change travel behaviour in members of
the public?

Can you think of ways to improve the communication and understanding of the
concept? (e.g. lifestyle decisions). How could it be integrated into your activities?
(Prompt in due course: brochure, mass media etc.) Who needs to be targeted and
how?

Can you think of ways to improve the calculation of effective speed? What is the
possible use of an effective speed calculator for travel behaviour change programs
(e.g. TravelSmart programs)?
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