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Description of the goal, tasks and main results

The goal of this study was to formulate
recommendations ~ for  St.Petersburg
transportation policy modifications based
on changes in citizens’ transportation
preferences due to the Covid-19
pandemic.

To accomplish the goal this work provides
analysis of St.Petersburg citizens’ survey
results. The study examines what changes
in the transport preferences of citizens
have occurred. The reasons that
contributed to changes in transportation
preferences were analyzed.

The paper propose policy measures to
encourage socially beneficial changes in
transportation behavior and restraining
measures for negative changes, occurred
in St.Petersburg urban mobility due to the
Covid-19 pandemic.
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INTRODUCTION

In December 2019 outbreak of pneumonia was detected in Wuhan (China). Since then the
spreading of coronavirus, which was named Covid-19, had happened all around the world. On
the 11th of March 2020 World Health Organization has declared Covid-19 to have a status of a
pandemic (WHO, 2020).

The coronavirus pandemic led to dramatic changes in everyday activities all around the
world. Governments of most countries have introduced different measures to prevent rapid
spread of the virus. Most of government’s measures were aimed to reduce social contacts, for
example, closing shops, city malls, schools, cinemas, restaurants, canceling public events and
stimulating distant work and education. There is no doubt, that these measures influence day-to-
day activities of citizens. Recent research show impact of Covid-19 pandemic on household
activities (Beck and Hensher, 2020), shopping patterns (grocery, bulk and malls) (Li et al.,
2020), outdoors activities (de Haas et al., 2020), etc.

Several studies discuss disruption of people’s habits due to social distancing mandates.
One of them (Sneth, 2020) claims that after crisis consumers can go back to their old habits, but
it is more likely that the habits will be modified by new regulations and procedures. Previous
behavioristic studies also prove the idea that habits that once were formed influence future
choices (Cantillo et al., 2007). The adoption of these ideas makes it necessary to review policy
approaches in many areas. First of all, due to the fact that the existing regulatory tools were
formed taking into account existing habits, they will not necessarily be effective against new
habits that appeared during the Covid-19 pandemic. Moreover, new habits may be desirable or
negative for society. Therefore, depending on their assessment, regulators should decide whether
to try to "fix" new habits or to get rid of them by returning to the before pandemic behavior.

One of spheres which is needed to be investigated for changes in people’s habits is urban
mobility and transportation modes. Scientific field faces a rapid growth of articles revealing
great concerns about impact of pandemic on mobility issues, including public transport usage
(Meena, 2020; Tan et al., 2020). Most of them claim that during the Covid-19 pandemic there
has been a significant traffic decrease and a statistically proven significant influence on the
transport mode choice (Przybylowski et al., 2021).

Findings of academic researchers can be also proven through data analysis and
statistics, collected by several data aggregators. Most of countries face drops in car traffic (there
is a statistical evidence of it, based on decrease of congestion and air pollution (Tian et al, 2021),
and in public transport ridership (it also can be statistically proved by decrease of average

revenue of transportation companies).



Moreover, Moovit Public Transit Index analyzes the repercussions of the Covid-19
pandemic on public transportation ridership, relative to the typical usage before the outbreak
began (Figure 1). Updated daily, Moovit’s insights show the percentage of changed demand for
public transit around the world. This aggregated index shows a rapid decrease of public transit
usage and there is no return of the index to the before-Covid-19 state even a year after pandemic

start.

Figure 1 Statistics about worldwide public transport usage citizens compared to previous year
Source: Moovit Public Transit Index (2021)

Also, Google Mobility Data (Google, 2020) shows a substantial decrease in trips to any
locations, except for trips to parks (Franchetti and Noussan, 2020).

The presence of changes in transportation behavior due to the Covid-19 pandemic
raises the following points and questions for taking into account by the authorities:

1) Identifying whatever changes in transportation preferences have occurred among
citizens. Which modes of transportation have become the most preferred and which ones are the
least preferred?

2) Understanding the characteristics of passengers who have changed their
transportation preferences. What groups of citizens often changed their usual transport behavior
due to the Covid-19 pandemic?

3) Determining the reasons that contributed to changes in transportation preferences.
What were the important factors influencing mode choice before and during the Covid-19

pandemic? What kind of switching costs are most receptive by passengers?


https://moovitapp.com/insights/en/Moovit_Insights_Public_Transit_Index-COVID19

4) Determining which changes in transportation preferences are beneficial for the
development of the urban transport system, and which of them are negative..

5) Proposing supportive initiatives to boost socially beneficial changes in transportation
behavior and restraining measures for changes having negative effect on transportation.

All in all, the goal of transportation policy in case of the Covid-19 pandemic is to
understand better how to cultivate and positively support switching tendencies so that can help to
achieve welfare gains.

Relevance of research in St.Petersburg

These 5 determined points and questions should be investigated in case of St.
Petersburg. Due to the novelty of the topic, there are no academic studies explaining the impact
of the Covid-19 pandemic on changes of citizens’ transportation behavior in case of
St.Petersburg. However, data aggregators’ information could show that some changes have
occurred.

For example, Citymapper Mobility Index (Citymapper, 2020) compares requests for
routings before and during the Covid-19 pandemic in the Citymapper app. According to its data,
at the world’s biggest cities moving citizens from one point to another have decreased by several
times in 2020. St.Petersburg data also shows the same trend, citizens moved less in 2020
compared to the same time period in 2019.

However, the data about changes in the number of requests for routes by Apple (Apple,
2020) (Figure 2) shows that compared to the previous year, at some time of the pandemic
duration, the mobility of citizens even increased. However, in general, during the period of the
pandemic, there was a decrease in requests for routing both for cars and for walking routes.
Perhaps, this can be explained by the assumption that during the pandemic, people may have
stopped walking and driving on unfamiliar routes and moved mostly on familiar routine routes,

for which there is no need to look for routes in app.
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Figure 2 Statistics about requests of routing amount of St. Petersburg citizens compared to

previous year

Source: Apple (2020)

Moreover, in case of St.Petersburg analysis of the Covid-19 pandemic impact on citizens’
transportation preferences has critical importance because of city transport reform. Transport
reform was supposed to start in St. Petersburg in July 2020, but delayed for 2022. It introduces
basic principles of the new model of transport services for citizens — reducing duplication of
routes, creating a system of uniform travel conditions, increasing carrying capacity. All in all, the
reform goal is to increase the public transport demand. That is why it is needed to study how the
Covid-19 pandemic affected public transport ridership also.

Here comes the research gap, this study will examine how the Covid-19 pandemic
changed citizens' preferences of different transport modes and investigate what measures can
support these changes or return back to previous state. This paper aims to answer two research
questions: (1) How did the Covid-19 pandemic influence changes in transportation preferences
in St.Petersburg? (2) What policy measures may support changes in transportation preferences
which are beneficial for the development of the urban transport system and what measures may
stop changes negative for urban transport system?

Goal of the study — based on changes in citizens’ transportation preferences due to the
Covid-19 pandemic formulate recommendations for transportation policy modifications in St.
Petersburg.

Objectives:


https://covid19.apple.com/mobility

1. Analyze scientific studies about the changes of people’s behavior patterns due to the
Covid-19 pandemic in different spheres.

2. Compose a questionnaire for a survey of St.Petersburg citizens for understanding
changes in transportation preferences due to the Covid-19 pandemic.

3. Analyze the important factors influencing citizens’ transportation preferences in St.
Petersburg before and during the Covid-19 pandemic

4. Propose support measures for positive changes in citizens’ transportation preferences
and measures-barriers for negative changes.

Object of the study: citizens’ transportation preferences.

Subject of the study: impact of the Covid-19 pandemic on citizens’ transportation
preferences.

Research hypothesis of this study: the situation with the Covid-19 pandemic significantly
changed the preferences of citizens’ transportation preferences.

Findings of this study will be useful for policy makers for improving city transport
services. Study will answer policy questions about how to manage transportation needs appeared
due to the Covid-19 pandemic. Also, findings about changes in transportation preferences may
be highly relevant for transport policy when developing measures for expanding the possibilities
for sustainable individual transport and developing concepts that strengthen public transport.
These aspects are important for achieving a sustainable transport system in the medium- and

long-term period despite the Covid-19 pandemic.
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CHAPTER 1. THE ROLE OF THE COVID-19 PANDEMIC IN CHANGES OF
CITIZEN’S PREFERENCES

1.1. Factors influencing citizens’ transportation preferences

In economics, psychology and philosophy, a preference is a technical term usually used
in relation to choice among different alternatives. Based on this, transportation preference is a
result of choice (whether real or theoretical) between transport alternatives.

In recent years, there has been an increasing interest in understanding citizens’
transportation preferences. Hauser et al. (1981) claim that a lot of attempts have been made in
academic field to understand pattern of consumer’s transportation behavior since late 1950s. This
academic interest of diverse preferences of choosing mobility solutions was driven by desire to
propose more citizens-oriented urban transportation planning, public transport services
provision, and introducing novelties into current transportation system. The goal of those studies
was to identify determinants of transportation alternatives demand based on system
characteristics (for ex., costs, travel time, frequency) and commuter’s characteristics (for ex. age,
income, education).

A considerable amount of literature has been published on transportation preferences.
Studies focused on identifying the determinants of mode choice have become extremely relevant
last decades due to transportation systems overload, environmental issues, development of new
sustainable transportation types.

Overall, recent studies generally conclude that transportation preferences are complex
and are influenced by various factors (Chakrabarti, 2017; Jaehyun et al. (2020). Modern
researches, for ex., Milioti&Karlaftis (2014) combine different variables for investigating
transportation preferences. This study uses for modeling metro, bus, electric bus, urban rail ticket
prices and combine them with such variables as unemployment rate, gasoline price, GDP per
capita, population of the city, population of the country, number of motorcycle sales, number of
car sales. Several studies, for example, Manoj&Verma (2015) and Buehler&Pucher (2012) add
to variables list general passenger’s characteristics, such as gender, age group, employment,
number of cars in household and so on.

Thus, these variables can be divided into several groups:

o transport attributes (transport waiting time, trip price, travel time, transport
speed etc);
o socio-demographic characteristics of the users (gender, income, age, vehicle

ownership etc.);
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° external factors (GDP per capita, unemployment rate, city population, number
of car sales etc).

Literature review of these study will focus mostly on the analysis of relevant research
output of the last 20 years, investigating impact of these 3 groups of factors on urban mobility.
We will discuss key findings and methods used over two recent decades.

Impact of transport attributes on transportation preferences has widely investigated in
literature (Table 1). As for transport waiting time, Hess et al. (2004) run a natural experiment on
college students riding public transport. As a result, 84% of students who faced the choice
between paying to reduce waiting time or waiting for free ride choose the free ride.
Milioti&Karlaftis (2014) have found that ridership is effected by prices mostly, the biggest
impact have metro ticket price and gasoline price.

The significance of trip price was also proved by Paulley et al. (2006). Also, Lane (2010)
has found out impact of fuel price increase on modal shift from car to public transport. However,
in case of public transport, decrease of trip costs almost has not impact on mobility (Woo et.al.,
2020).

The relevance of such factor as a travel time also widely discussed in a literature. For
example, Jaehyun et al. (2020) finds that rider's preferences are significantly affected by the
travel time, especially when their trips include walking by foot. The same idea of importance of
travel time perception for transport choice was discussed by Chowdhury&Ceder (2016),
Krygsman et al. (2004). All of these papers consider that improving trip time makes transport
mode more attractive to passengers in a short run. However, in case of trip time it needed to take
into account access to transport. Several studies find a relationship between long distance to bus
stops and user's unwillingness to choose that transport (Keijer&Rietveld, 2004).

The questions of transport reliability impact were discussed by Brakewood et al. (2015),
author finds a positive effect of real-time information about public transport provided via mobile
devices on public transport usage. According to study, this growing reliance and make this

transport mode more preferable among citizens.

Table 1 Impact of transport mode characteristics on transportation preferences

Author Location Methods used Key results

Milioti&Karlaftis Greece time-series modeling | Metro ticket price was found to

(2014) approach be among the most significant
factors affecting ridership
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Table 1 (continued)

Author Location Methods used Key results
Paulley et al. (2006) | United meta-analysis Fares are the most influential
Kingdom factors on ridership

Hess et al. (2004) USA natural experiment Trip price is more important
than travel time for modal
choice

Lane (2010) USA regression analysis Increase of car costs makes
public transport more attractive
for citizens

Woo et.al. (2020) China regression analysis Low price responsiveness of
car users

Jaehyun et al. (2020) | South regression analysis Passenger's perception of

Korea travel time has significant

impact

Flondel&Vance Germany regression analysis Fuel prices to have a positive

(2011) influence on ridership

Chowdhury&Ceder | Worldwide | literature analysis Reliability of transport has a

(2016) positive influence on ridership

Krygsman et al. Netherlands | regression analysis Access time to mode of

(2004) transport effects the mode
choice

Keijer&Rietveld Netherlands | descriptive analysis Distance to a transfer location

(2004) (bus stop or train station)
makes this type of transport
unpreferred among residents

Brakewood et al. USA natural experiment Development of public

(2015) transport mobile app positively
effects ridership

Source: compiled by the author

Thus, much of the studies since the mid-2000s emphasizes the presence impact of
transport mode characteristics on transportation preferences. Transport costs determinants are
mostly named as influential factors.

As for socio-demographic characteristics of the transport users, several studies have
proved a significant effect on ridership (Table 2). As for gender, it is contra versional
determinant which impact differs in different situations. Findings of Kuhnimhof et al. (2006)

show that females have a slightly higher probability of using public transport for trips other than
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other transport modes. The statement that women are more dependent on public transport than
men is statistically proved by Sanchez&Gonzalez (2016). Another difference between females
and males in transportation behavior is number of trips. Olmo&Maeso (2014) prove that women
commute more often than men. However, there is exception of work trips, where men usually
perform the highest number of commuting. Moreover, Gordon et al. (1989) have found that work
trips are shorter for females than for males. The reason of that difference was women necessity
to allocate more time to their families. As for transport preferences, there is statistical evidence
that young men use more often car sharing than young women (Caulfield&Kehoe, 2021).

There are several studies, discussing income determinants impact on ridership.
Manoj&Verma (2015) have proved that the low-income group individuals have longer walk trip
lengths and they travel shorter distances on other transport modes. As for high-incomed
individuals, they are more likely to choose private vehicles as preferable mods (Valenzuela-Levi,
2021).

Psychological factors of users also must be considered as important determinants of
transportation preferences. Some studies figure out a psychological resistance towards public
transport modes of transport (Tertoolen et al.,1998). The impact of symbolic perception of car
was also discussed by Beirao&Sarsfield-Cabral (2007), pleasure dependence as important

determinant of car use was named by Hiscock et al. (2002).

Table 2 Impact of riders' characteristics on transportation preferences

Author Location Methods used Key results

Kuhnimhof et al. Germany regression analysis Gender influences the public

(2006) transport usage; women choose
this time pf transport more
often

Olmo&Maeso (2014) | Spain regression analysis Different gender groups have

different habits in
transportation

Sanchez&Gonzalez Spain descriptive analysis Significant differences
(2016) between males and females
commuting for work purposes

Caulfield&Kehoe Ireland regression analysis Gender influences car sharing
(2021) usage: men use it more often
Gordon et al (1989) USA regression analysis Gender has impact on trips

duration: women does not
prefer long time trips
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Table 2 (continued)

Author Location Methods used Key results
Manoj&Verma India regression analysis Low income effects transport
(2015) mode choice
Valenzuela-Levi Worldwide | descriptive analysis High income influences
(2021) tendencies for car usage
Tertoolen et al. Netherlands | natural experiment Personal attitude to car usage
(1998) plays crucial role
Beirao&Sarsfield- Portugal regression analysis Personal perception of car
Cabral (2007) usage influences the mode
choice
Hiscock et al. (2002) | Scotland descriptive analysis Pleasure of transport usage
influence car choice as a
dominant mode of transport

Source: compiled by the author

To sum up, different rider's characteristics were explained in a literature as significant
factors of transportation preferences establishment. Among them there are such determinants as
gender status, income, psychological attitude.

All in all, there are a lot of studies about different factors influencing transportation
preferences in different countries. Thus, living in a particular country can also be significant in
the formation of certain transportation preferences. If we take a deeper look, in general,
surrounding environment can be matter for the individual, who makes the transport mode choice.
The formation of his preferences can be influenced by any event that happened outside, which he
cannot influence. For example, these events may be some kind of accidents and crashes, natural
disasters, weather phenomenon, infrastructure failures or new transport modes inventions, etc.
Usually, these events may lead to supply reduction of one of urban transportation modes, thus
with a high probability led to changes in transportation preferences in favor to another modes.

These events in environment in academic literature are grouped into one, and named as
external factors influencing transportation preferences. This group may also include some
specific area characteristics (for example, GDP, population, unemployment rate etc.)
(Milioti&Karlaftis, 2014; Buehler&Pucher, 2012). However, there is still lack of consensus in
the academic literature on whether it is necessary to take into account changes in external
environment or not. This is true, because in some cases, it is very difficult to trace the direct

influence of a such factors on choices.
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Despite the skepticism, there is a large volume of published studies describing the role of
external factors on transportation preferences changes. Table 3 summarizes research output,
which show the significance of such external factors as area population, terrorist attacks, extreme
weather, infrastructure closure, informational agenda and new types of transport spread.

Impact of terrorist attack on urban mobility was proved by Lopez-Rousseau (2005). This
study identifies Madrid accident of train bombing as the major causes of train usage decrease.
Aim of this work were investigate what effect does the terrorist attack has on citizens'
transportation patterns. Study compares Madrid accident with airplane attacks of 2001 in USA,
when a lot of Americans reduce their air travels for a long time after. As for Madrid attack the
decrease of train usage was shorter, train trips reduced for approximately 2 mounts. Author also
investigate highway traffic to approve hypothesis of car trips as a substitution. However, there
was no corresponding increase in road traffic, there was a decrease. All in all, bombing influence
the train usage for a short time, however, a mode substitute was not revealed.

However, some researchers argue that sometimes changes in external environment may
lead to irreversible changes in transportation behavior. For example, Marsden et al. (2016) use as
an object of study a situation with Forth road bridge closure in United Kingdom. Due to changes
occurred, 8% of travelers reported being never or very unlikely to return to their previous
frequency of travel even after bridge reopening. This example shows that changes in external
environment may lead to durable changes in transportation behavior.

According to research output, weather conditions must also be considered as influential
factors on urban mobility. Due to weather-related hazards city areas transport networks become
especially wvulnerable, which can cause changes in citizens' transportation preferences
(Pregnolato et al., 2017). This view is supported by He et al. (2021). This study has mainly been
interested in questions concerning flood impact on main factors for mode choice. The findings
show that flood disruptions make citizens transport choice depend mostly on travel time, because
of citizens' perception of work delay danger. Thus, external events may also change mode choice
criteria.

Nowadays agenda also plays an important role of constructing transportation preferences.
People concerns about climate change can make environmental modes of transport more
preferable. On the city level this external agenda about danger CO? emission may influence an
increase in citizens' interest in shared mobility (Fanglei et al., 2020). However, Cohen&Higham
(2011) find that knowledge about negative impact of airplanes on the environment does not
change the preferences of citizens to use airplanes for travel. According to study, people in
developed countries as Norway, UK, Germany, Australia are generally aware of the impact but
do not want to change their transport preferences at all, due to the importance of such factors as
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speed and ease of travel. Thus, agenda may have controversial impact: in some cases, people

may be sensitive to agenda, but in some cases, they are not ready to changes in their habits due to

society common claims.

Appearance of new types of transport may also considered as an external event

influencing transportation preferences. Thus, May et al. (2020) discusses potential negative

consequences of automated cars on urban transport. Study argues that automated cars spread will

increase traffic levels and stimulate urban sprawl substantially. Another negative impact

concerns public transport and individual mobility. Author predicts that rapid increase of

automated cars will cause public transport usage fall by 18%, walking and cycling usage by 13%

by 2050. According to this study, these expected changes in transportation preferences need to

be responded by current transportation policy.

Table 3 Impact of external factors influencing transport preferences

Article Location | Methods | Influencing Key results
used transport
preferences
external factors
Buehler&Pucher, | USA, regression | area population Population density effects
(2012) Germany | analysis per km? the frequency of public
transport riding
Lopez-Rousseau | Spain descriptive | accident with Accident was significant
(2005) analysis train bombing for mode choices and lead
to decrease in the train
choice for transportation
He et al. (2021) United descriptive | flood disruptions | External factors influence
Kingdom | analysis importance of travel time
determinant
Marsden G. etal. | United descriptive | road bridge External factor was
(2016) Kingdom | analysis closure significant for mode
choices and lead to reduce
bridge use
Fanglei et al. China regression | environmental External factor was
(2020) analysis agenda significant for mode

choices and lead to
increase of citizens shared
mobility usage
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Table 3 (continued)

Article Location | Methods | Influencing Key results
used transport
preferences
external factors
Cohen&Higham | Norway, qualitative | environmental External factor was not
(2011) UK, analysis agenda significant for mode
Germany, choices
Australia
May et al. (2020) | Worldwide | foresight | spread of | Spread of automated cars
method automated cars negatively effects choice
of public transport and
bicycles

Source: compiled by the author

Taken together, these studies support the idea that changes in external environment may
lead to corresponding changes in transportation preferences. In this case the question of
preferences’ persistence may occur due to transportation system stability issues. Some of
researchers claim that transportation preferences have proven to be resistant to changes
(Tsafarakis, et al., 2019), others sure that they are capable of rapid change and adaptation.
Several studies even find a gender difference of external changes coping. For example,
Sanchez&Gonzalez (2016) point out that men's transport choice much more resistant to any
changes in environment than in the case of women preferences. Study found that women have a
greater sensitivity to changes in transport schedule.

In any case, the question of resilience to external changes of any gender opens up an
important discussion about the possibility of changes in behavior or the possibility of return to
typical behavior from the past. Here comes the research gap — almost no articles explain how to
return people to transportation preferences that existed before external environmental changes.
And also, it is needed to be explain what transportation policy measures may support changes
occurred.

To sum up, all of the studies reviewed at this paragraph support the notion that the topic
of the transport preferences has been studied for a long time in the scientific literature.
Transportation users have diverse mobility needs and thus different preferences on how to meet
those needs. There are differences in determinants of these preferences between different
countries, although there are some general patterns. By applying different research methods,

modern studies from different countries conclude that both transport attributes (such as transport
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waiting time, trip price, travel time etc) and socio-demographic characteristics of the users
(gender, income, attitudes etc.) may influence transportation preferences significantly.

The results of a study of the influence of external factors on transport preferences seem to
be especially interesting. These studies may be particularly relevant in the context of the impact
of the Covid-19 pandemic. The spread of these disease may be considered not only as a serious
global problem, but also as one of external changes, which may cause changes in citizens'
transportation preferences.

The next paragraph will be devoted to analyzing the impact of the pandemic - first on

different areas of life, and then on urban mobility.
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1.2. Impact of the Covid-19 pandemic on behavior patterns in different spheres

Governments of the most countries have been introducing different measures to prevent
rapid spread of the virus. Several countries (Great Britain, Italy, France, etc.) had implemented
national lockdowns, which led to reduction of most of outdoor activities and reasons to leave
home. In some countries lockdowns were introduced several times depending on significant
increase of sick people and based on medical infrastructure capacity. However, other countries,
for example, Sweden have not introduced strict measures, and did not bound people’s motions.
The effectiveness and correctness of a particular approach is a subject for discussion to this day.

Modern academic output shows that governments’ restrictive measures with lockdowns
and social distancing mandates have disrupted the people behavior in different spheres. The
Covid-19 pandemic is seen as a crisis phenomenon that destroys the context and the usual course
of things.

According to Sneth (2020), in case of people’s behavior, changes in context matter
more than acquired habits. All in all, people’s behavior is more contextual rather than habitual.
Based on the case of consumption this article investigates context factors which can dramatically
change habits. These context factors which can disrupt consumer habits are divided into 4
groups:

1) changes in the social context (for ex., migration to another city, life events as marriage,
divorce, having children, etc.);

2) inventions in technology (any technological breakthrough breaks the old habits. It can be
seen on e-commerce emergence example);

3) changes in rules and regulations (the simplest example is quitting smoking due to
impossibility to smoke in public places due to law)

4) appearance of natural diseases (for ex. hurricanes, earthquakes, and the Covid-19
pandemic which we are experiencing today, etc.)

Author said that last type of factors has more significant influence due to less predictability.

In conditions of uncertainty, people tend to improvise and choose solutions to their
problems that were not typical for them before. They lean new habits which can last during long
period of time. The idea that individual’s choices are adaptive comes from behavioristic
approach. The question occurs on the durability of this effect. Some of scholars claim that once
after a shock or a crisis most habits will return back to normal. However, some switches can
occur, for example, if person once tries services as Uber which is more friendly than calling a

taxi service, they likely will never come back to their previous habits (Sabouri et al., 2020).
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However, it is necessary to admit, that the situation of new habit acceptance is possible then
costs of switching to it are not so high for a person.

The Covid-19 pandemic is suggested as one of external factors which can causes major
societal shifts. Most of articles conclude about temporal effects of pandemic on people’s patterns
(Reeves et al., 2020). Studies infer that the main question is not only about the duration of the
pandemic effects, but also about the potential range of changes. Historically, we know some
cases when crises fundamentally reshaped people’s behaviors and beliefs. The great example can
be the Black Death, which causes 25-30 million deaths in 14th century. Some of scholars
associated the end of Black Death as a new era of European history. They claim that it causes the
end of serfdom and feudalism and the begging of Enlightenment (Scheidel, 2017). Thus, the
time of crisis phenomena can be considered as a period when the most important changes occur,
leading to the acceleration of the development of society. This thought is mentioned and by
Graham&Thrift (2007), who claim that periods of disruption are times when greatest innovations
occur.

However, due to the fact that a little time have passed, today it is too early to say that
the Covid-19 pandemic will lead us to a new era and our life will never be the same.
Nevertheless, it is difficult to deny the presence of changes that can tend to become entrenched
in people’s behavior. A lot of research and statistics indicate that changes are taking place. Table
4 summarizes research findings about unusual patterns of behavior due to the Covid-19

pandemic.

Table 4 Research findings on changes in behavior patterns due to the Covid-19 pandemic

Authors Sphere of Changes in behavior patterns
changes
Rogers Consumption | People make their future purchase decisions strongly
(2020) influenced by how brands respond to the pandemic.
Olson (2020) | Medicine People started to more often consulate with doctors online,

more individuals and firms buy subscription to medical apps.

He&Harris, | Ethics Ethical aspect of decision-making process has become more
(2020) important during the pandemic. This change has shifted
consumers towards more responsible and prosocial
consumption. Firms and organizations mirrored the changes

and adjusted their CSR activities accordingly.

21



Table 4 (continued)

Authors Sphere  of | Changes in behavior patterns

changes
Huang et al. | Housing People temporarily suspended real estate transactions due to a
(2020) market drop in permanent income and the inability to be sure of

income sources.

Gloster et al. | Mental health | People are more likely to feel anxiety, especially about their

(2020) health. Mental health of people with loss of income or
inability to get basic supplies was affected more often.

Sheth J. Shopping People have become more critical for shopping, just online

(2020) shopping is not enough, the choice was often given in favor of

customized and convenient online stores.

Source: compiled by the author

Thus, the changes cover a wide variety of areas. However, the question arises how long
people will adapt and accept these changes. Kirk et al. (2020) presented 3 phases acceptance of
changes made by Covid-19:

1)  reacting. This phase links to first reaction to change, for example, hoarding behavior of
people exacerbated by crisis supply chain disruptions. At this stage, person makes decisions
quickly and emotionally.

2)  coping. On this phase people try to find product or service which can help to cope with
uncertain reality. A good example can be Zoom as a service to maintain social connectedness in
a time social distance.

3) adapting. This phase comes as people cope with pandemic, then innovations and
changes were adopted. In the Covid-19 pandemic case this adaptation lasted for less time than in
other situations. For example, social media, television, and other transformational technologies
often took years to overcome substantial consumer resistance and to achieve widespread
adoption. In case of the Covid-19 pandemic, it has compressed an adoption curve and has
catalyzed innovation acceptance. According to author, as peoples adapt to the new normal, it can
lead to long-lasting positive outcomes. So, this phase demonstrates potentially transformative
changes in behavior and individual and social identity.

In case of our country, we can say that people are at the stage of adapting on the Covid-
19 pandemic. It cannot be denied that changes in behavior have occurred (Accounts Chamber of
the Russian Federation, 2021). Some of them are positive for society, others — negative. But it is
necessary to understand how to make people to maintain positive and socially-beneficial changes
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in post-Covid-19 conditions. For example, there are several studies proving transformation of
user behavior patterns of bike sharing trials during the Covid-19 pandemic (Shang et al., 2021).
In this case, the main question is how to stimulate people to «fix» their new transportation
preferences and make them continue to use bicycles even after the Covid-19 pandemic.

All in all, understanding of changes in patterns is needed from both a research and policy
point of view. We need to assess how people respond to such externality as pandemic and how to
preserve positive for society changes and restrain negative changes.

Next, we will discuss the changes that have taken place in the field of urban mobility.
In case of that field this understanding is important for adjusting current transport planning and
for planning interventions during any similar future disruption. Analysis of changes in
transportation preferences is also important for forecasting future demands of different transport
modes and for strategical planning of largest urban agglomerations transportation systems.
Quantifying these changes is needed to understand potential longer term shifts, since changes in
preferences arising from external factors, can persist for a long time and transform to a new

attitude to different forms of transport.
Importance of studying impact of Covid-19 on urban mobility

Nowadays it is quite clear that the transport system plays an important role in the
development of cities. Well-developed transportation system influences the growth of economic
growth, tourism, business and logistics, trade, and of course it increases mobility of citizens.
Different researches have proven the impact of investments in the transport infrastructure on
economic growth on areas (Aghion and Howitt (1998), Barro and Sala-i-Martin (1995)). Recent
research have broaded this concept and included not only physical transport infrastructure to the
factors which influence different areas economic growth, but also included efficiency of the
whole transportation system (use of modern rolling stock, high quality human capital working at
transport sphere, intelligent transport systems, ICT applications etc) (Kozlak, 2017). That is why
understanding ways of improving transportation system is one of the main stages for stimulating
the socio-economic development.

In the context of impact of the Covid-19 pandemic on urban mobility, it is important to
assess what changes have occurred in order to intervene to change negative trends (for example,
a decrease in the use of public transport, increase of car usage) and support positive changes (for
example, increase of bicycles or scooters usage).

According to Griffths et al., 2021 the Covid-19 pandemic should be considered as a

driver for authorities to support and encourage sustainable transportation shift. Governments all
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over the world facing challenges which they can use as a chance to develop more smart and

environmental urban mobility.

Several studies have already found out the preliminary impact of Covid-19 on

transportation preferences, which should be taking into account by authorities. Table 5

summarizes research finding about changes in behavior due to the Covid-19 pandemic.

Table Impact of the Covid-19 pandemic on transportation preferences

Authors Country Sphere of Findings about COVID-19 impact
changes
Eisenmann et | Germany Transportati | Public transport lost ground during pandemic while
al. (2021) on individual modes of transport, especially the
private car, became more important.
Bhaduri et al. | India Transportati | Changes in transport behavior was explained by
(2020) on commitment to slow down the spread of virus
De Vos Belgium Transportati | Empirical proved that social distance measures led
(2020) on to reducing usage of public transport
Shangetal. | China Transportati | Rapid increase of bike sharing behavior
(2021) on
Dong et al. China Transportati | Decrease of public transport usage due to
(2021) on psychological feelings of unsafety.
Circella USA Transportati | People who have well-payed jobs were more likely
(2021) on to reduced their public transport travel during
pandemic, while lower income workers were more
likely to continue to travel as they used before.
Molloy et al. | Switzerland | Transportati | Outflow from public transport to private cars and to
(2020) on some extent bikes
Beck et al. Australia Transportati | Tendency of shifting to private cars for job trips
(2020) on
Jenelius& Sweden Transportati | Month ticket sales on public transport decrease
Cabecauer, on rapidly, however 1-day tickets sales grow
(2020)

Source: compiled by the author
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Thus, there are various studies investigating changes in behavior patterns in different
spheres, especially in transport behavior due to the Covid-19 pandemic. Literature review
(Griffths et al., 2021; show that changes in external environment may influence transportation
habits and enforce establishing new ones. Most of them prove modal shifts, current increase in
car use and decrease in the use of alternatives, raise of shared modes of transportation usage.

However, first of all, it is needed to assess which modal shifts due to the Covid-19
pandemic are beneficial for urban transportation development and which may lead to negative
effects, based on environmental issues, health issues, social issues etc. The next paragraph will
be devoted to the analysis of the determinants of the modal shift and determining the benefits of

different modal shifts for the transport system development.
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1.3. Changes in mode choice determinants

There is an opinion in scientific field that transportation preferences tend to become more
habitual than it used before (Thogersen, 2009). Usually, habits are formed when persons’
behavior is frequently repeated in a stable context and leads to rewarding outcomes
(Ouellette&Wood, 1998), which is true for most everyday travel mode choices (Thogersen,
2006). Travel mode choices driven by habits may deviate from the person's expressed intentions
and economical profits. As a consequence, when performing repetitive behaviors, people tend to
ignore new information even though it could be highly relevant for their choices (Aarts et al.,
1997). Such deviation is usually in the direction of a higher use of private cars and a lower use of
public transport, walking, bicycling (Verplanken et al., 1998).

Ronis et al. (1989) sure that for changing habitual behavior and stimulate modal shift
there is need to create conditions that make the automatic execution of the habit impossible or
unattractive. These conditions that can contribute to the modal shift are one of the main
questions in the context of urban mobility research. In academic literature, there is a large
volume of published studies describing the determinants of modal shift, but before review it, let
us glrify what do we mean by this term.

Modal shift — is a switch from a given transport mode to another, as a result of a modified
choice. The mechanism underlying modal shift is considering whether a transport mode becomes
more advantageous than another (for different sets of reasons) over the same route or in the same
market (Pastori et al., 2018). All in all, it is driven by changes in transportation preferences. Also
modal shift largely depends on available transport alternatives in a given local context (Kroesen,
2017). To sum up, modal choice is a complex process of decision-making, determined by a wide
range of factors coming from different fields, such as geography, sociology, psychology and
economy.

The issue of modal shift from private cars has become of increasing concern to local
governments all over the world due to congestion and air pollution (Kii et. al., 2005), traffic
jams, noise (Nikitas, 2018; Morton, 2018) and other problems caused by rapid cars increase.
Also the need of car-users modal shift connects to health issues, because lack of physical activity
is mentioned as perhaps the most important public health problem of the 21 century (Blair,
2009). Also several studies prove governmental cost saving for health care system due to
citizens’ shift to walking and bicycles (Bassett et., 2020).

The modal shift from private vehicles is of high importance problem in most of EU
countries, which face annual growth of passenger cars per thousand inhabitants. Countries with
highest number of cars per thousand citizens are Luxembourg — 676, Italy — 646, Cyprus and
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Finland — 629. Counties with the lowest number are Latvia with 369 cars and Romania with 332
(Eurostat, 2018). And this numbers will have a tendency to grow because private car is a normal
good according to economic theory (its demand increases when the income of population rises).
Contrariwise, usage of public transport modes as a good has a negative income elasticity of
demand (demand increases with income growth) (Mankiv et al.,2006).

Changes in routine mode choices are often the results of a complex process that can take
place consciously or unconsciously and which includes both objective and subjective
determinants. Objective determinants can typically be identified quantitatively, while subjective
ones are qualitative (De Witte et al., 2013). Previous theoretical output shows that there are
several factors which can influence a citizen’s modal shift from private cars towards public
transport. Several factors which are important for citizens for decision about changes of transport

modes can be divided into 2 groups (Figure 3).

Changes in transportation preferences causes

N

objective reasons | | subjective reasons
¥ W
1)  Changes in frequency 1) Changes in fashion and
of public transport societal opinions
modes; 2) Changes in personal
2) Changes in network values
connections; 3) Changes in personal
3) Changes in transport perceptions
availability ete.
etc.

Figure 3 Causes of changes in transportation preferences
Source: compiled by the author

- objective reasons of changes in transportation preferences

First group of them are objective reasons which are taken into account for making
changes in transportation preferences. This group of factors cannot be influenced by citizens.
According to Redman et al. (2013) these factors are: changes in availability of public transport
stops; changes in network of connections; changes in frequency of public transport modes etc.
This list can be expanded by deterioration or improvement of traffic conditions in a particular
area; increase or decrease of distance between home and destination point. Moreover, personal
characteristics of users can be added to this group of objective reasons (for example, such
changes as switching to remote work, changing income, losing a job, retiring, etc.). Each of these
factors can make a person to reconsider their transportation preferences

- subjective reasons of changes in transportation preferences

27



Second group of mode choice factors consists of psychological ones. Several studies
prove that perception of a specific transport mode is more important than economic factors.
These factors can be grouped into the following:

1) fashion and societal factors

Changes in people’s opinions about the status of a person using a particular type of
transport also can be significant to modal shift choice. Several studies show the importance of
symbolic component of car ownership. Choice of car as a mode of transport based on willing to
show social status and having a high level of income (Steg, 2007).

However, recent studies show that changes in collective consciousness occur. Metz
(2013) and Newman&Kenworthy (2015) claim that symbolism of the car is slowly changing and
it is no longer perceived as a status symbol. Moreover, there are some studies showing that drive
a car is longer seen as a source of pleasure (McDonald, 2015). Perhaps, these changes in social
opinion may make cars less preferable in the future.

2) personal values

For example, rapid dissemination of ecological thinking and increase of sensitivity to
environmental damage can force modal shift from private cars (Mikki et al., 2012; Anable,
2005). Another example could be the increasing importance the values of individualism for a
person, which can make modal shift difficult. (Ashmore, 2020).

3) personal perceptions of different transport modes

This factor includes the endowment of a particular transport with characteristics in
different dimensions. One of them could be feeling of security — Currie&Delbosc (2013) show
that passengers feel themselves unsafely when they travel with unknown people in public
transport. According to Redman (2013), this list of transport mode perceptions also includes such
factors as sense of comfort and convenience. Thus, changing the users’ perceptions of these
factors can lead to corresponding changes in preferences.

In the scientific literature there are a lot of studies about factors affecting the changes in
transportation preferences. The summary of the articles studied is presented in Table 6. Various
research methods are used to understand citizens’ preferences in field of transportation, such as
in-depth interviews (De Witte et al., 2006), mass surveys (Dell’Olio et al., 2011), processing of
travel data (Stromgren et al., 2020), field experiments (Trogersen&Moller, 2008; Fujii S. et al.,
2001).

Some of them investigate how to make public transport more preferable (Mohammad et
al., 2013), others explore how to increase modal shift to individual mobility (Cherry C. et al.,
2016). Most of researches focus on marginal level of car costs for making a switch to other
modes (Kingham et al., 2001), studying the impact of public transport fares reduction (Baum,
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1973). Main results of studies demonstrate that people would switch from private cars then
benefits of other transportation modes become clearer. Expected benefits include possibility to
plan routes and travel time, comfort , safety, decrease of transport waiting time etc.

As for trip price impact on changes in transportation preferences studies show
contradictive results. De Witte et al. (2006) have proved that making public transport free was
not considered as important factor for modal shift. This view is supported by Mohammad et al.
(2013) findings, which show that reducing travel time and cost of public transport are factors
which motivate private vehicle users to change their preferences.

Conversely, Baum (1973) reported significant importance of trip price factor. According
to his data, 47% of car-users would use public transport if they were paid 30 cents for each
journey. Quite similar experiment was conducted by Trogersen&Moller (2009), who give free
one-month card for public transport to car-users. Results shows that fare elimination had
asignificant impact on car users’ use of public transport. However, when the free period had
stopped, the use of public transport fell back to the previous level.

As for travel time impact Fujii et al. (2001) experiment with free cards for public

transport results show that travel time is more important for car-users than the cost of the trip.
In the same vein, Tarabay&Abou-Zeid (2020) have found that the important factor for car users
in favor of switching to taxi is increase of parking search time. Moreover, trip price was also
significant to them; car drivers were ready to switch to taxi if increase of parking fees from
actual prices occurs.

Some authors have mainly been interested in transport waiting time determinant impact
assessment. Dell’Olio et al. (2011) argue that potential users define waiting time, journey time
and level of occupancy as the most important points of improvement in public transport. They
will be ready to modal shift if these issues were solved. Similarly, Stromgren et al. (2020) prove
this isea in context of individual mobility modes. Their survey points out that modal shift to
bicycles depends on reduction of average commuting distance and duration of traveling.

As for comfort determinant, Kingham et al. (2001) find that convenient seats in public
transport and cconvenient stops are the main factors that would encourage citizens to change

their transportation preferences in favor of public transport.
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Table 6 Factors influencing changes in transportation preferences

Author Location Sample size | Key findings about factors

(country/city) (number  of | influencing changes in
respondents) | transportation preferences
Kingham England, 320 Trip price factor was not
et al. (2001) Hertfordshire significant; comfort and travel time
were significant

Mohammad et al. | Malaysia, Bandar | 151 Trip price and travel time were

(2013) Baru Bangi significant

Dell’Olio et al. | Spain, Santander | 864 Transport waiting time and travel

(2011) time were significant

De Witte Belgium, 1276 Trip price factor was not

etal. Brussels significant

(2006)

Baum (1973) USA, Chicago 400 Trip price factor was significant

Stromgren et al. | Sweden, 1240 Transport waiting time and travel

(2020) Stockholm time were significant

Trogersen&Moller | Denmark, 597 Trip price factor was not

(2009) Copenhagen significant

Fujii et al. (2001) Japan, Kyoto 335 Trip price factor was not

significant
Tarabay&Abou-Zeid | Lebanon, Beirut | 400 Trip price and travel time were

(2020)

significant

Source: compiled by the author

All'in all, a lot of possible determinants influencing changes in transportation preferences

are discussed in the literature. In an academic field, stimulating modal shift from private vehicles
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to other alternatives is considered the most important challenge in terms of ecology, health, and
traffic and transport system overload. The most beneficial shifts are considered to be public
transport and individual personal mobility shifts.

And investigating the factors that influence the choice of the preferred travel mode is
important for understanding how change in the citizens’ mode choice behavior can best be
achieved. And with that understanding policy makers can provide appropriate interventions to
stimulate their behaviors.
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1.4. Transport passengers’ switching costs

Citizens' preferences of choosing certain services or products, to the detriment of its
analogs and similar goods, reflects the consumer’s behavior on the variety of options available.
The problem of consumer choice based on available alternatives is associated in economic theory
with the concept of switching costs. This term means psychological and economic costs that the
consumer may deal with when switch supplier or service company (Klemperer, 1987). The
switching costs are assumed by the user before or at the same time when the substitute can
provide its benefits (Dikolli et al., 2007).

Klember (1995) claim that usually people avoid switching alternatives not due to their
habits, but because their previous investments in one of alternative. These investments can be
physical (for ex. purchase special equipment), informational (for ex. time for searching
information about preferred alternative), psychological (addiction to service or self-association
with the service). All these investments lead to several groups of switching costs which are
needed to overcome for making decision of switching to new one alternative:

1) Need for compatibility with existing equipment

In this instance switching costs result from a consumer’s desire for compatibility between
his current purchase and previous investments. Different parts of one system should be
compatible, like cameras should be compatible with their lenses. In the case of transport, this
type of switching costs may be associated with purchase of travel cards for a certain type of
transport, which makes it difficult for the user to switch to another one. In addition, as an
example, the need to use a bank card, then the user will choose the types of transport on which
such payment will be possible.

2) Transaction costs of switching alternatives

People evaluate not only the benefits of alternatives, but also pay attention on transaction
costs. For example, two mobile operators can provide similar tariffs, but one of them requires
high transaction cost to open or close account. Transportation market also has similar examples.
For instance, using public transport means that person is able to spend time to go to the ticket
office to buy a ticket, which is often over-crowded, while taxi aggregators offer a one-click
service.

3) Cost of learning how to deal with new alternatives

Consumer who invested his time to learn how to use alternative would prefer to continue
use the same well-known service. In the case of transport, there is a need of time for adoption
when new modes of transport appear, for example, car sharing or shared-ride taxi (Sfeir et al.,
2020).
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4) Uncertainty about quality of new alternatives

Consumers prefer to re-use services if they are quite sure about their quality. They would
rather to pay more to be guaranteed in quality of experienced service.

5) Discount coupons

This method of keeping the client from switching is often used in transportation sphere.
For example, taxi aggregators enroll passengers in frequent-user programs that reward them for
repeating travels. It is also used in public transport through the system of travel tickets, where an
increase in the number of trips low one trip cost.

6) Psychological cost of switching, or non-economic brand loyalty

These are costs based not on identifiable economic reasons but on adherence to product
of service. There is evidence in psychological science that people make choices in favor of
products and services that they have previously chosen to reduce cognitive dissonance (Brehm,
1956). An example of such costs in the field of transportation can be car-drivers who are
pensioned to their cars and will not change them for other modes of transport in any
circumstances (Gardner&Abraham, 2007).

This switching costs theory may be used by authorizes to propose appropriate police
measures, which will stimulate modal shift or fix existing transportation preferences. Thus,
policy measures may be connected to:

e making switching costs lower

The aim of this measure — to reduce switching costs of beneficial alternative and to
provide additional benefits of modal shift to it. For example, to encourage people give up the car
usage, policymakers need to reduce their costs of switching to public transport, for example, by
providing high travel comfort or ensuring low waiting time for public transport.

e making switching costs higher

The aim of such measures — is to introduce additional costs for modal shift. These
measures can be used to prevent changes in transport preferences that have already been formed.
These measures are used to maintain positive behavior. For example, to prevent individual
modes of transport users (such as scooters and bicycles users) from switching to a car usage. To
do this, policymakers can make the costs of switching higher by developing special bike paths,
improving the road surface, increasing amount of parking slots for bicycles and scooters.

Understanding both possible stimulating and restrictive measures is needed to propose
supportive initiatives to boost socially beneficial changes in transportation behavior and
restraining measures for changes, which have negative effect on transportation. In the next
paragraph, we will discuss transportation policy measures which can affect transportation

preferences.
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Methods of transport policy in favor or against modal shift

Scientists are sure that transportation preferences are changeable by appropriate police
measures (Heinen and Chatterjee, 2015). Decision-makers need to understand better how to
cultivate and positively support switching tendencies from private cars so that they can occur
whilst simultaneously achieving welfare gains.

Thogersen (2006) claim that for changing and influencing passengers’ preferences 3 areas
should be taken into account by policy makers:

1) volitional features (such as the traveler’s motives, evaluations, perceptions, individual
abilities);

2) contextual opportunities (for ex., availability of transportation mode alternatives);

3) individual or habitual features (these factors are partly determined by individual (for
ex., transport habits, car ownership).

Contextual changes are said to be one of ways stimulating changes in transportations
preferences (Mardsen et al., 2020). As we have discussed above, the Covid-19 pandemic may
also be considered as a such event which may have an appropriate influence to transportation
preferences.

However, Covid-19 pandemic should not be considered as changeable event which will
take us on a more sustainable transition pathway per se. Mardsen et al. (2020) sure that learning
from adaptation during disruption could be the basis for designing new interventions that
reconfigure the mobility system in more sustainable and welfare enhancing ways. These opinions
also support Griffts et al. (2021), who study impact of Covid-19 crisis to transportation sector.
As conclusion scientists come up with the idea that the time of pandemic is the best for policy
responses aimed to stimulate a sustainable mobility transition that mitigates the potential for
long-term environmental damage.

In this case the goal of transport policy is to support preferences formation when this
preference is socially beneficial and approved. On the other hand, there is also the goal of
breaking pandemic preferences established during the Covid-19 pandemic that are not beneficial
for society. In this case, it is necessary to determine what measures can be applied to change
habits.

Several studies investigate outcomes of restrictive policy measures in field of modal shift.
Measures may be connected to transport pricing policies: for ex. increasing fuel prices (Bernard
et al., 2013; Donovan et al., 2008), parking pricing (Schlag, 1997), carbon tax tariff (AIE, 2014);
public transport ticket prices (Baum, 1973). There are also restrictive measures connected to
slower car journeys (Wiel, 2002), toll for city centre access; measures are those which influence

the individual choice between modes (e.g. improving station access time (CEREMA, 2015),
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improving bus and rail schemes, encouraging walking and bicycling (Gaffon, 2003) etc. All in
all, the list of possible policy options is quite big. And the idea of our study approach is to use
switching cost theory to propose such measures which will be most perceptive by passengers. In
the following paragraphs, we will describe in details what changes in transport preferences in
St.Petersburg have occurred and offer policy measures which low or high switching costs for
users.

To sum up the output of first chapter, we found out that Covid-19 pandemic can act as a
driver for changing citizens’ behavior in different spheres and especially in transportation. In this
context, it is necessary to consider Covid-19 pandemic not just as a crisis phenomenon, which by
itself will change the transport behavior to a more beneficial one for society. Decision makers
need to support or slow down the pace of change by introducing appropriate measures. It is
necessary to assess what shifts have already occurred, and identify measures to maintain and
stimulate beneficial for society shifts in transport behavior. In case that there have been shifts
that are unfavorable for the development of the cities’ transport system, the authorities need to
determine measures that stimulate a return to before-Covid-19 behavior. The next paragraph will
be devoted to the study of shifts in transport behavior that have occurred in St. Petersburg due to

the Covid-19 pandemic.
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CHAPTER 2. EMPIRICAL STUDY OF THE COVID-19 PANDEMIC IMPACT ON
CHANGES IN CITIZENS’ TRANSPORTATION PREFERENCES

2.1. Description of research methods, collected data and sample

As was mentioned above, the main goal of the study — is to formulate recommendations
for transportation policy modifications based on changes in citizens’ transportation preferences
due to the Covid-19 pandemic. In order to achieve this goal several steps of research need to be

applied (Figure 4).
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Figure 4 Research design

Source: compiled by the author

Firstly, study investigates what changes have occurred in transportation preferences.
Secondly, it identifies socio-demographic characteristics of the users, who have exactly changed
their transportation preferences. Next step it compares which changes are beneficial for urban
transportation system and which are not, based on criteria of environmental friendliness, public
health issues, and transportation system load. After that, we consider what factors were the most
significant for transport choice of different groups. Next step, using findings about influential
factors, we look for stimulating switching costs in order to support beneficial changes and
restrictive to avoid spread of negative ones. Finally, based on switching costs we come up with
recommendations for transportation policy modifications.

The research logic was considered as a basis of our empirical study. We run an online-
survey in order to compare transport preferences before the Covid-19 pandemic and during the

pandemic spread in St. Petersburg.
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Our survey was conducted among the individuals-owners of private cars and individuals
without private cars in their households. The survey was conducted from 8 November 2020 to 30
March 2021 via GoogleForms. The poll was spread on the VKontakte social network in groups
of St. Petersburg districts. The choice in favor of the Internet survey was made due to the
pandemic limitations, ease of data collection and research costs limitations.

As a result, we engaged 340 respondents; however, due to formal errors (incomplete
answers or inappropriate cities), the number of received surveys was 255. So, these survey
questionnaires were ultimately subject to analysis.

Our questionnaire began with a general introduction in the aims of the study, usage of
results, estimated time of completion and guaranteed anonymity of answers. The survey
consisted of 32 questions. It took a maximum of approximately 7-10 min to complete the survey
questionnaire. Please see Appendix for more information on question types.

The survey was structured in five parts:

1) Socio-economic questions about the respondent (gender, age, marriage status, amount
of household members, occupation, amount of under age children, education, income, car
ownership);

Next questions were repeated for two blocks. The first block is related to transport
preferences before the start of the Covid-19 pandemic and the first restrictions in St. Petersburg
(until March 2020). The second block is related to transport preferences during the Covid-19
pandemic (since March 2020 until now).

Next parts of questionnaire were different for car-owners and citizens without car in
households.

For car-owners:

2) Questions about preferred transportation modes (before March 2020 and since March
2020 until now);

3) Questions about important factors regarding the transport mode choices (before March
2020 and since March 2020 until now);

4) Questions about frequency of travels by private car (before March 2020 and since
March 2020 until now);

5) Questions about frequency of travels by individual transport modes (bicycle, scooter,
skateboard) (before March 2020 and since March 2020 until now);

6) Other questions about trip destinations, changes occurred in life due to the Covid-19
pandemic etc.

For citizens without private cars in a household:
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2) Questions about preferred transportation modes (before March 2020 and since March
2020 until now);

3) Questions about important factors regarding the transport mode choices (before March
2020 and since March 2020 until now);

4) Questions about frequency of travels by public transport (before March 2020 and since
March 2020 until now);

5) Questions about frequency of travels by individual transport modes (bicycle, scooter,
skateboard (before March 2020 and since March 2020 until now);

6) Other questions about trip destinations, changes occurred in life due to the Covid-19
pandemic etc.

Sample representativeness

The representativeness of the sample relative to the population can be analyzed in terms
of demographic features like gender and age. Table 7 summarizes sample and population
features.

According to Petrostat (2020), total population of St.Petersburg in 2020 amounted to 5.4
million inhabitants. Out of these citizens, 4.449 million inhabitants are older than 18 years old.
Residents of this age group were on focus of our study, because they are able to make

independent decisions on the choice of transport for their movements.

Table 7 Sample representativeness

Saint Petersburg population Sample

Million % Responses %
Total population 4.449 100 255 0.00006%
(age:18-65+)
Age group
18-24 years 0.326 16.2% 59 23.1%
25-34 year 0.898 16.6% 93 36.4%
35-44 years 0.877 16.2% 59 23.1%
45-54 years 0.695 12.8% 28 10.9%
55-64 years 0.729 13.5% 14 5.4%
65+ years 0.924 17.1% 2 0.8%
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Table 7 (continued)

Saint Petersburg population Sample

Million % Responses %
Gender
Female 2.446 55% 117 45%
Male 2.002 45% 138 54%

Source: author's survey

The survey questionnaire was spread among Vkontakte with millions of members;
however, the response rate was not that high. By the way, this sample allowed us to get several
insights about transportation preferences in our city, which will be discussed in the next
paragraphs.

Due to the online survey, the sample is skewed towards young respondents under 34, who
make up more than half of the respondents. Average age of respondents is 34,17 years. A
particular problem arose with respondents over 65 years old; they failed to be involved in the
study. However, this limitation can be justified: elderly people usually are not on the focus of
transportation policy, because of low rate of day trips, discounted cost for public transport, low
rate of sharing mobility usage. Moreover, for citizens at the age of 65+ the question of
establishing new transportation preferences is not as acute as for younger generations due to long

process duration.
General socio-economic information about respondents

Despite not so big sample size, the survey attracts respondents of different family status,
employment and incomes. Table 8 provides a summary of participant social and economics
characteristics. The survey proportionally has engaged married (50.6%) and single persons
(49.4%). As for education, most of respondents (85,2%) have high or incomplete high education.
This may be justified by St. Petersburg citizens’ high education level in comparison to other
Russian cities (Zoom market research, 2017). The employment and occupation statuses of the
respondents are diversified, however most of participants have full-time occupation and work as
employees.

Household size questions show that most of respondents have 2 or 3 household's
members. As for under age children in a household, the sample is skewed towards respondents
without kids (69%). This is quite understandable, because this group consists not only of young

persons without kids, but also of adults and old people, whose children have already grown up.
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Also, it could be considered that declared net income per family member distributed

proportionally among respondents. Usage of a relative indicator to number of family members

allowed us to look at the unbiased level families’ incomes.

As for car ownership determinant almost 44,3% of respondents have declared an

availability of cars in their households. This fact allows us to distinguish differences between

car-owners' transportation preferences and non-owners car.

Table 8 Sample description

Responses %
Amount of married people 114 50.6%
Education
Junior secondary education 4 1.5%
Secondary education 7 2.7%
Basic vocational 27 10.6%
Incomplete higher education 34 13.3%
Higher education 183 71.9%
Employment
Full-time 169 66.3%
Part-time 29 11.4%
Temporary part-time 14 5.5%
No employment 43 16.9%
Occupation
Student 47 18.4%
Employee 148 58%
Pensioner 9 3.5%
Public servant 15 5.9%
Entrepreneur 25 9.8%
Unemployed 11 4.3%
Household size (number of persons)
1 37 14.5%
2 89 34.9%
3 67 26.3%
4 42 16.5%
5 12 4.7%
6 or more 8 3.1%
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Table 8 (continued)

Responses %
Number of children under age
0 176 69%
1 49 19.2%
2 28 11%
3 or more 2 0.8%
Declared net income per family
member
Less than 10 000 rub 8 3.1%
More than 10 000 rub, but less than 14 5.5%
15000 rub
More than 15 000 rub, but less than 36 14.1%
23000 rub
More than 23 000 rub, but less than 40 15.7%
30 000 rub
More than 30 000 rub, but less than 44 17.3%
42 000 rub
More than 42 000 rub, but less than 59 23.1%
63 000 rub
More than 63 000 rub 54 21.2%
Amount of private car owners 113 50.2%

Source: author's survey

Overall, we can conclude that general socio-economic information makes the sample

seem to be represented different respondents’ groups. This fact allows us to draw conclusions

from the analysis of transport preferences for different social and economic groups of the

population.
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2.2. Changes in citizens’ transportation preferences due to the Covid-19 pandemic

In most cases car-ownership can be the most influential factor on mode perception and
choices (He&Thogersen). Based on that fact and sample analysis, we have divided all
respondents into several groups (Figure 5). As for criteria for division, we put car ownership to
understand difference in transportation behavior changes for car owners and non-car-owners.
Thus, we get two separate groups — car-owners (people, who have one or more cars in their

ownership) (50,2%) and non-car owners (49.8%) (people, who have no cars in their ownership).

49,80% 50,20%

= Car-owners = Non-car owners

Figure 5 Respondents distribution by car ownership criteria

Source: author's survey

The next step was to analyze the group's data on their transportation behavior before the
Covid-19 pandemic. It turned out that the respondents of each group can be grouped into sub-
groups depending on their preferences (Figure 6).

For example, car owners can be divided into two sub-groups:

1) those people who combined the use of a personal car and public transport (metro,
buses, trolleybuses, tram, mini-bus etc.). It is important to note that the frequency of their use of
public transport before the Covid-19 pandemic was high - several times a week and more often;

2) those people who mostly used a private car before the Covid-19 pandemic and
practically did not use public transport, but nevertheless sometimes preferred other types of
mobility (for example, taxi, car sharing, bicycle, etc.)

As for the respondents of non car-owners group, their behavior before the Covid-19
pandemic was also diverse. The following group can be also divided into two sub-groups:

1) those people who used mainly only public transport (metro, buses, trolleybuses, tram,
mini-bus etc.) for urban mobility;

2) those people who used mostly other types of transport (for example, taxi, car sharing,
bicycle, etc.)
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car-Owners 50.2% 70N Car-OWners 49.8%
27,6% / \ 22,6% 34,8% / \ 13%
mix of car and public mix of car and other public transport other transport modes
transport usage transport modes (taxi, usage (taxi, scooters,
scooters, bicycles, car- bicycles, car-sharing)
sharing) usage usage

Figure 6 Respondents groups by transportation behavior before the Covid-19 pandemic

Source: author's survey

Thus, we were able to divide all respondents into 4 almost equal groups based on the
patterns of their transport behavior before the Covid-19 pandemic (Figure 7). For the
convenience of further analysis, we have numbered the groups from 1 to 4.

15%
27,60%

34,80%
22,60%

= Group 1. Car-owners, who mostly combine car usage and public transport usage

= Group 2. Car-owners, who mostly combine car usage and other transport modes (taxi, scooters, bycycles, car-
saring etc.) usage
Group 3. Non car-owners, who mostly prefer public transport

m Group 4. Non car-owners, who mostly prefer other transport modes (taxi, scooters, bycycles, car-saring etc.)

Figure 7 Respondents distribution by transportation behavior before the Covid-19 pandemic

Source: author's survey

Speaking about the established groups of respondents, it is very interesting to discuss
what changes in their behavior can potentially occur. (Figure 8).
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Figure 8 Costs of switching to each type of transportation behavior

Source: compiled by the author

It is obvious that for different groups of car owners, there are minimal costs of switching
within a group. For them, it is not particularly important to combine trips by car with public
transport or to combine trips by car with other types of transport. Thus switching costs are low.
The same situation is for non-car owners. Switching between public transport and other types of
transport (such as taxis, car sharing or scooters) is low due to the simplicity, low level of
psychological and monetary costs.

For those, who do not have a car, the switch to use a car is much higher, since this
requires certain costs for the purchase of the vehicle and its maintenance. Therefore, their costs
of switching to a car are estimated as high.

As for car owners, they can drive both by car and by public transport and other modes.
But their switching to complete car abandonment requires an moderate level of cost from them.
For car owners, full switching to public transport or other types of transport depends more on the
subjective factors or external costs of switching. However, for them, this switch is not associated
with the need to bear additional monetary costs, which simplifies the transition in comparison
with those who do not have a car.

However, these were only our assumptions about what changes might have occurred.
Next, we will focus on analyzing real data to understand how each group has changed its
behavior due to the Covid-19 pandemic. We will look at each user group separately to

understand what changes in transport preferences have occurred.
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Group 1. Car-owners, who have mostly combined car usage with public transport
usage before the Covid-19.

This group consists of whose people who have combined usage of private car and public
transport before Covid-19 for everyday trips. According to their answers they have used public
transport several times a week or more often. However, they also use their own cars quite often.
The response to the Covid-19 pandemic within the group was different (Figure 9): some of car
users (13.8% out of sample) did not change their behavior and continued to combine trips by
private car and public transport; others of this group (13.8% out of sample) stop their trips in

public transport at all.
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Figure 9 Changes in transportation preferences of the Group 1 due to the Covid-19 pandemic

Source: compiled by the author

Let's look at each subgroup in more details:
e car-users who continue combining private car and public transport for their mobility
during the Covid-19 pandemic
These respondents make up 13.8% of the sample. Before the Covid-19 pandemic most of
these people have used public transport regularly. The purpose of their trips in 80 percent of
cases was a trip to work or school. They used their own car for trips for guest visits, as well as
for shopping (including grocery stores).
This group was the most resistant to the pandemic. The majority of respondents noted
that the Covid-19 pandemic has very little impact on their lives. During the pandemic, the
respondents used public transport with the same regularity as they used before. The purpose of

the trips remained unchanged — to get to work or to education places. Their use of the car has
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increased slightly — regular trips outside the city (to exploring the nature or to the dachas) have
been added to the shopping trips.

It should be considered that each of the respondents from this group noted that a trip on
public transport did not cause him any concerns about his health and the possibility of
contracting an infection.

e car-users who stop public transport trips during the Covid-19 pandemic

These respondents also make up 13.8% of the sample. Before the Covid-19 pandemic
most of these people used public transport regularly (several times a week or more often). They
perform their public transport trips to cinemas, museums, guest visiting. However, due to the
Covid-19 pandemic they stop commuting by public transport at all.

The reasons that underlie this behavior are fears of being infected in public transport.
74% of these subgroup respondents out of this subgroup claim that it is not safe to use public
transport during the Covid-19 pandemic. Also, all of this people notice that they concerns about
their health and always wear masks in public places.

Nevertheless, fear to be infected is not the only reason for stop public transport trips.
They mostly state as a one of reasons — decrease of occasions to leave homes. Out of these
subgroup 62% of respondents started remote work, so they lost the need to travel for work,
although before the pandemic, this was one of the main reasons to choose a public transport.
Furthermore, 58% of them have decreased their meets with relatives and friends and 62% more
often made purchases online. All in all, their daily tasks to leave home and use public transport
as it used before have reduced.

As for substitutes of public transport they have not oriented to individual mobility. Most
of them have never used bicycle or scooter as a mode for transportation. This is also partly true
for taxi and car sharing. Based on this, we can conclude that most of trips during the pandemic,
this group made mainly on their personal cars.

Such a move away from at least combining public transport with car in favor of only a car
usage can be dangerous for the city's transport system. The necessary measures to curb this trend

will be discussed in the next paragraph.

Group 2. Car-owners, who have mostly combined car usage with other transport
modes usage before the Covid-19.

Second group consists of car users who have not used public transport at all, or use it
rarely (several times a year or rare) before the Covid-19 pandemic. Before the pandemic in
addition to their car, they often took taxi rides, used car sharing less often, and rarely used

individual mobility modes.
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It also needed to be discussing what respondents’ characteristics from this group are. This
group consists mainly of people who have used their private cars quite often — every day or
several times a week. This habit was fixed before the pandemic and has intensified during it.
They have put a comfort as the most important factor for mode choice during the pandemic and
before it. Hovever, their response to the Covid-19 pandemic was different. On one hand it was an
almost complete rejection of the use of other means of transport in favor of the car usage, but on
the other hand, it was increase of other transportation modes usage (Figure 10).

car-owners

/ \Group 2 22.6%

mix of car and other
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Changes Changes
orientation only on increase of other
car trips during transport modes
Covid-19 usage during
Covid-19

Transportation preferences
before the Covid-19

Transportation preferences
during the Covid-19

Figure 10 Changes in transportation preferences of the Group 2 due to the Covid-19 pandemic

Source: compiled by the author

As for riders characteristic this group differs from others. It mostly consists of employees
and entrepreneurs, who named their financial situation as quite moderate and good. Average
income per family member is more than 40 000 rubles. During the pandemic, these people noted
that they continued to work on a fixed schedule in the organization's building. They chose a
private car for their daily commute to work.

Nevertheless, positive trends have emerged among this category during the pandemic.
For example, people who had never used bicycles or scooters before the Covid-19 pandemic
began to do so. Also, 20% of respondents noted that during the pandemic, they began to use car
sharing and individual mobility modes more often for travel. However, the special transport

policy is needed to fixing these positive changes. These will be discussed in the next paragraph.
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Group 3. Non car-owners, who mostly prefer public transport usage before the
Covid-109.

These respondents constitute 34,8% of the sample. The most important factors for this
category, both before and during the pandemic, were the ability to accurately plan routes and
travel time. However, the impact of such factors as the trip price during the pandemic has
significantly decreased, and at the same time the importance of the safety factor has increased.
Based on this, we can conclude that users of public transport were ready to pay more for the trip
for not to get infected. This may explain the increased use of car-sharing and taxi services by this
group during the pandemic.

As for their reaction on the pandemic (Figure 11), 68 % of this group stressed that due to
the pandemic they were less likely use public transport. The main reason was the risk of
infection. Oout of this, 25% of respondents have begun to give preference not in favor of public
transport, but in favor of individual mobility.
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Figure 11 Changes in transportation preferences of the Group 3 due to the Covid-19 pandemic

Source: compiled by the author

Particularly noteworthy is the fact that 30% of this group said that the pandemic made
them think about buying a personal car. These intentions can be realized, since the majority in
this group considers their financial situation to be moderate or even good. It can be noted that
this group was less affected by the Covid-19 pandemic from a financial point of view; only 3%

of respondents point out a decrease in income or loss of work.
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Group 4. Non car-owners, who mostly prefer other transportation modes usage
before the Covid-19.

This group includes respondents who do not own a private car, and do not use public
transport on most trips.

75% of this group uses a bicycle or scooter for frequent trips several times a week or
more often. This trend was established before the Covid-19 pandemic and intensified during it
(Figure 12). The remaining 15% prefer car sharing and taxi services for daily trips.

non car-owners
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Figure 12 Changes in transportation preferences of the Group 4 due to the Covid-19 pandemic

Source: compiled by the author

As for the characteristics of the respondents also there are interesting factors. This group
mainly includes people of middle income, as well as low income. What is good for the
development of the transport system, most of this group, about 80% stress that they would not
like to buy a car in the near future.

All in all, this descriptive analysis of the gathered data helps us to identify what shifts in

the choices of transport have occurred among citizens. The summary is presented in Figure 13
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Figure 13 Changes in transportation preferences due to the Covid-19 pandemic

Source: compiled by the author

The comparison of before and during pandemic questions gives us insights about car-
owners and non-car-owners preferences. Nevertheless, the analysis of the respondents ' responses
almost did not reveal the objective reasons for the changes that have occurred. Only in one case
with the second subgroup of Group 1, it was possible to find objective reasons for the decline in
the use of public transport. It was the transition to remote work, the increase of online shopping
and the reduction in reasons to leave their houses.

This means that the changes that occurred were influenced to a greater extent by hidden
reasons. Further analysis can gives us information about factors influencing mode choice before
and during the Covid-19 pandemic. This information is extremely important for understanding
what switching costs are most receptive by passengers. Based on switching cost theory we will
propose supportive initiatives to boost socially beneficial changes in transportation behavior and
restraining measures for changes having negative effect on transportation. However, before
recommendation settings it is needed to determine which shifts are beneficial for the
development of the urban transportation system, and which ones are more likely to lead to
negative consequences.
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Evaluation of changes in transportation preferences

Our study shows that several types of changes were identified due to the pandemic. These
trends may be summarized to a list:

e orientation on more frequent personal car use;

o refusal to travel on public transport;

e orientation on more frequent other modes use (growth in the number of car sharing
uses; growth in the number of individual mobility uses; growth in the number of taxis
uses).

Each of these trends can have both positive and negative consequences. We will evaluate
these changes from the point of view of environmental friendliness, public health, and
transportation system load.

1. Orientation on more frequent personal car use

Type of change: negative.

Nowadays there is no doubt that private cars increase leads to environmental
consequences due to CO? emission. Traffic jams and transportation system overload are such
consequences which most of cities face nowadays due to rapid car number growth. Of cause
smog and air pollution lead to heath issues of citizens.

2. Refusal to travel on public transport

Type of change: negative.

Public transport is a network of vehicles sharing with fixed routes and schedules. In most
of modern cities urban public transport systems is the base of global cities everyday operations
(Horcher&Tirachini, 2021).

In big cities public transport development is a tool for economic development and job
creation, it's decline may lead to negative consequences in case of transportation system.

In case of environmental friendliness, public transport usage also leads to congestions and
emission, however in a less volume than private vehicles. It also help to fewer traffic jams. In
context of health — less greenhouse gas emission is better for air quality. Also, public transport

encourages citizens to activities, at least by walking time to transport stops.

3. Orientation on more frequent other modes use (growth in the number of car sharing
uses; growth in the number of individual mobility uses; growth in the number of taxis
uses).

Type of change: positive.
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This change includes several components at once, so you need to consider each of them
separately.
- Growth in the number of car sharing

Type of change: positive.

Car sharing is identified as the use of a single vehicle by several people through special
services (Shaheen et al., 2015).

Car sharing has more favorable impact on the environment, as it reduces the number of
vehicles used simultaneously. Loose (2010) prove that operator companies strive to reduce their
gasoline costs and use cars with the lowest fuel consumption, which make that vehicles more
environmentally friendly. Car sharing also reduces gas emissions, as the main ones occur when
the car is driving slowly in search of a suitable parking spot. Since the rules of carsharing allow
leaving the car anywhere, the user does not look for parking as carefully as on his own car.

As for the loading of the transport system, carsharing is also much better than private
cars, since it replaces several of them at once.

- Growth in the number of individual mobility uses

Type of change: positive.

Individual mobilities are urban transport solution aimed at providing travel options for
short time trips.

Urban studies have a consistent view on this type of mobility benefits. First of all, it
provides cost-effective, sustainable, flexible, and on-demand transport alternative (Shaheen et
al., 2020) and reduces reliance on using private vehicles for short-distance travel (Clewlow,
2018).

Also this trend leads to reduction in emissions, crashes and congestion (De Hartog et al.,
2010). As for health impact, there are benefits due to reductions in CO? emissions when citizens
disrupt private vehicle for short trips. Moreover, if we talk about health, it should be mentioned
that non-electric individual modes such as scooters of bicycles help to stimulate physical
activities and mental health.

As for transportation system load it is quite obviously that individual mobility has the
smallest impact in comparison to other transportation modes.

- growth in the number of taxis uses.

Type of change: positive.

Taxi is a vehicle with a driver available to hire for general public. Taxis act as one of the
sharing options. Being in different places helps many residents to make quick and long urban
trips. In case of the cities taxi market performs as intensive labor industry, generates the only

source of income for a huge number of citizens.
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Also, while for example public transport operates on government subsidies, taxis are fully
sponsored by their users.

As for health issues, most often the taxi is on the move, then they make a trip usually and
less pollute the air, because no need to find acceptable parking as for private cars.

All in all, we have assumed that such changes as orientation on more frequent personal
car use and refusal to travel on public transport are negative and measures-barriers should be
implemented. However, orientation on more frequents other modes usage is positive change that
occurs due to the Covid-19 pandemic. That is why this change needs to be supported by
transportation policy. However, as was mentioned above, before proposing measures, we need to
understand the underlying causes of these changes. The next section will be devoted to the
search for subjective factors that affect transport behavior.
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2.3 Factors influencing transportation preferences before and during the Covid-19

pandemic

To search for subjective reasons of transport changes, we used the questionnaire
questions about factors which affect respondent’s mode choices. In our questionnaire we asked
respondents about their most important determinants of mode choices before Covid-19 spread
and during it. They could choose from 1 to 3 most important for their mode choice factors from
this list:

e trip price (passenger's perception of money needed for traveling);

e possibility to plan routes and travel time (passenger's perception of transport mode
reliability and time accuracy);

e comfort (passenger's self -perception of comfortable trip);

e transport waiting time (passenger's perception of time needed to a trip start);

o safety (passenger's self -perception of being safe during the trip, this includes likelihood
of accidents, likelihood of being infected).

Our empirical study was focused on investigating, which of these factors were considered
as the most important before and during the Covid-19 pandemic. The research question was: the
impact of which factors changed due to the Covid-19 pandemic and for which factors the
difference turned out to be the most significant. The answers to these questions will allow us to
find out what factors are important for consolidating positive changes in preferences and vice
versa. We also will use this analysis to understand what switching costs are most receptive by

passengers.

2.3.1. Factors influencing transportation preferences before the start of the Covid-19

pandemic spread and the first restrictions in St.Petersburg (until March 2020).

Table 9 summarizes findings about the most important factors for car users, public
transport users and other modes users before the Covid-19 pandemic. All respondent's groups
claimed that possibility to plan routes and travel time were decisive factors for defying their
transportation preferences. Transport waiting time was also named as considerable factor for
choosing mode of transport by each of respondent's group. Both these criteria are highly
connected to time planning, which is significantly important for big cities citizens. Also, it can
be shown that such factor as safety was considered as the least important factor for mode choice

in each transport users' group.
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Table 9 Importance of factors for different transport users’ groups before the Covid-19 pandemic

Group name / Car-owners Non car-owners, who | Non car-owners, who mostly
Most important | (50,2% of sample) | mostly prefer public prefer other transportation
factors of mode transport usage before modes usage before the

choice the Covid-19 Covid-19
(34,8% of sample) (15% of sample)

Trip price 34% 58% 40%
Possibility to plan 65% 70% 72%
routes and travel

time

Comfort 48% 10% 37%
Transport waiting 36% 60% 40%

time

Safety 12% 1% 1%

Source: author's survey

However, despite the similarities different users’ groups have their own distinctive
features. It can be shown that the determinant of trip price was not mentioned by car users in
most cases, only 34% respondents of what group named this factor. At the same time, percentage
of car-users who have chosen comfort determinant (48%) is definitely high than among public
transport and other transportation users. This means that car-users are generally ready to pay
more for their trips to travel in a comfortable environment. Another insight about car users is
connected to their safety sensitivity. The percentage of car-users who pay attention on safety
determinant was 12% which is higher than other groups. This difference can be explained by the
assumption that in most cases respondents feel safe in their own modes of transport.

For public transport users the most influential determinants of transport choice are
possibility to plan routes and travel time, transport waiting time and trip price. The percentage of
group's choice of transport waiting time determinant is higher than in another groups. It is quite
understandable because usually public transport ridership supposes some amount of waiting time
for mode arrival. However, other modes usually considered more available, because a small time

to access (for ex., own car or bicycle).
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Other transport modes users have named possibility to plan routes and travel time the
most important factors affecting their ridership; this group has the highest percentage of naming
that factor (72%) in comparison with respondents from other groups. Trip price had also mostly
taken into account by that group. However, the determinants of comfort and safety were named
by less amount of this group members. This is also explainable, because usage of individual
transport modes, such as bicycles and scooters, may be considered uncomfortable due to for ex.,
weather conditions, that leads to less importance of comfort to this group.

Overall, there findings seem to be some evidence to indicate that transport reliability and
waiting time were considered by respondents as the most influential factors of mode choice for
before the Covid-19 pandemic spread. The difference between groups show that car owners also
have named comfort factors, public transport and other mode users also have put attention on trip
prices. For the next step of analysis it is necessary to compare these obtained results with

important factors of mode choice during the Covid-19 pandemic.

2.3.2. Factors influencing transportation preferences during the Covid-19 pandemic
spread in St. Petersburg (since March 2020 until now).

According to survey results, the Covid-19 pandemic radically has changed daily activities
of respondents and their lifestyle in St.Petersburg. More than a half of respondents mentioned
that they have started more often shop online; also survey participants were less likely to meet
with relatives and friends. Moreover, the pandemic left an imprint on citizens activity, 45% said
that they began to less often leave their houses.

About 6% of those surveyed even noted that they had moved out of town during the
pandemic. This finding can be proven by deurbanization trend of most Russian cities. According
to Pokrovsky (2020), the pandemic has led to an increase in atypical migration processes,
primarily to a massive outflow of citizens to out-of-city areas. Study showed that so-called
«second homes» (or dachas) of city residents began to combine recreational, “quarantine-
sanitary” and work functions, which makes it possible to use them for long-term residence and
after the end of the crisis.

According to our study, the pandemic also affected the financial situation of St.
Petershurg residents. Every 4" respondent noted a decrease in income due to the pandemic;
moreover, 5% of respondents noted that they have lost their jobs due to the pandemic.

Lifestyle changes could not get around the dramatic changes in mobility. We bogged
down the groups highlighted at the last stage and analyzed how the factors for their choice of
transport have changed. Similar survey was conducted by McKinsey (2020) on a globe scope of

urban transport. Their finding shows that before the pandemic citizens pay attention on travel
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time, trip price and comfort for mode choice. However, the pandemic has changed decision
factors to one criterion mostly - safety (risk of infection). Analysts proved that this trend has
provoked a significant increase in demand for bicycles, scooters and other micro transport.
McKinsey analysts are sure that it will continue after the pandemic: according to their data, 70%
of public transport passengers are ready to ride a bike or walk at least once a week.

We have applied quite similar methods to our sample. To each group of respondents we
have find out determinative factors of mode choice during the pandemic. Table 10 shows that

determinants have changed for each group.

Table 10 Findings about the most important factors for different groups of transport users

during the Covid-19 pandemic

Group Car owners (50,2% out of | Non car-owners, who mostly Non car-owners, who mostly

name sample) prefer public transport prefer other transportation modes
usage before the Covid-19 usage before the Covid-19

(34,8% out of sample) (15% out of sample)

Most Before | During | Changes* | Before | During | Changes* | Before During Changes*

important Covid- | Covid- Covid- | Covid- Covid-19 | Covid-19

factors of 19 19 19 19

mode

choice

Trip price 34% 28% -6% 58% 44% -14% 40% 37% -3%

Possibility | 65% 55% -10% 70% 67% -3% 72% 70% -2%

to plan

routes and

travel time

Comfort 48% 40% -8% 10% 26% +16% 37% 27% -10%

Transport 36% 33% -3% 60% 48% -12% 40% 30% -10%

waiting

time

Safety 12% 36% +24% 1% 45% +44% 1% 34% +32%

Source: author's survey

General conclusion is that the most of respondents noted that such a factor as safety
began to be one of the decisive. However, this analysis also gives us another important insight.
The survey data showed that the subjective perception of factors has changed mostly by groups
which were identified as having changes in behavior in the previous paragraph (car-owners and
non car-owners, who used public transport). As for users of other modes of transport (taxis,

bicycles, car sharing), their behavior has not changed and as we see their perception of the
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factors has not changed significantly. The only exception is the importance of the safety factor,
but such increase is typical for other groups also and can be explain by general concerns of
citizens’ about transport’s epidemiological safety.

Therefore, we can conclude that the change in perceptions was one of the main reasons
for the changes in behavior due to the Covid-19 pandemic. The next step we will analyze in
details the changes in these factors perception for each individual subgroups of respondents, who
have changed their behavior. After that we will propose policy measures connected to factors

which respondents are receptive to.
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2.4. Recommendations for St. Petersburg authorities

All in all we have discussed which of the changes is positive for the city's transport

system, and now we can consider how to use the switching cost theory to maintain positive

changes in transport preferences and reduce negative ones.

First of all, let's summarize the results of behavior changes occurred due to the Covid-19

pandemic for each group, obtained from the analysis in the previous paragraphs (Table 11).

Table 11 Findings about changes in transportation behavior occurred due to the Covid-19

pandemic
Group Percentage | Subgroup Changes in Type of changes
number | of the transportation
sample behavior due to
the Covid-19
pandemic
Group 1 13.8% Car-owners, who have stop public negative
(partially) mostly combined car usage | transport trips
with public transport usage | during Covid-19
before the Covid-19.
Group 2 17.6% Car-owners, who have orientation only on | negative
mostly combined car usage | car trips during
with other transport modes | Covid-19
usage before the Covid-19.
5% Car-owners, who have increase of other positive
mostly combined car usage | transport modes
with other transport modes | usage during
usage before the Covid-19. | Covid-19
Group 3 23,1% Non car-owners, who decrease of public | negative
(partially) mostly prefer public transport trips

transport usage before the
Covid-19.

during Covid-19

Source: author's survey

To make a recommendations for transportation policy modifications we will procedure in

such way: 1) name group of respondents; 2) name changes in their transportation preferences
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which were identified previously; 3) name factors which were important for mode choice; 4)
propose high switching costs to positive changes and low costs to negative ones; 5) propose
other recommendations to authorities how to deal with new obtained habits.

So, for each group of respondents we have different recommendations for authorities
about possible measures. Also, because of the fact that some modes of transport are govern by
private sector, in some cases we also come up with recommendations to businesses.

The proposed recommendations may be a reaction of the authorities to changing
preferences in terms of consolidating new positive habits or returning to before Covid-19
transport preferences. However, it should be stated that these possible measures are not
exhaustive and are expected further additional studies with possible regulatory impact

assessment.

1. Recommendations for car-owners, who have mostly combined car usage with public
transport usage before the pandemic and stop using it during Covid-19 the

pandemic

Survey data shows that this group used public transport regularly for commuting trips to
cinemas, museums, guest visiting before March 2020. However, due to the pandemic in most
cases they stop using public transport at all. So, this decrease of public transport usage should be
considered as a negative change. That is why it is need to be influenced by authorities’ measures
(Table 12).

Table 12 Factors influencing transportation preferences of Group 1 (part) respondents

during the Covid-19 in comparison with before Covid-19 situation

Most important factors of Group respondents, % Difference with before
mode choice during Covid-19 Covid-19 responses
Trip price 35% -8%
Possibility to plan routes and 47% -2%
travel time
Comfort 45% +2%
Transport waiting time 23% -3%
Safety 39% +27%

Source: author's survey
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- measures connected to user's safety perception

Taking into account the fact that security is one of the most important factors for this
group, low switching costs to other modes should be implemented.

One of possible measure can aimed at forming a positive image of public transport
towards citizens. Social advertising of safe public transport, as well as tighter controls on the
wearing of masks of riders, could have a positive impact on the citizens’ perception.

To make these people feel safe it is also needed to continue remind passengers of keeping
social distancing regulations on vehicles and stations or stops. In St. Petersburg were developed
a variety of audio, video and text notifications, as well as stickers on the seats in carriages and
markings on the edge of the platform where passengers wait for the subway train.

It is also possible to improve the quality of disinfection of public transport modes,
increase the cleaning frequency in order to reduce the respondent’s perception of public transport
as a place where they can get infected.

In addition, the presence in the society of such a group of people who refused public
transport for fear of getting sick makes it possible for the kick sharing business to attract this
audience. Owners of kick sharing companies in the city, such as Whosh, RentGo, can use their
marketing strategy to position scooters as an opportunity to avoid contact with other people and
crowding in transport. This positioning can have a positive impact on the frequency of scooters
use.

- measures connected to user's comfort perception

Also measures can be aimed at increasing the comfortability of public transport. It is
necessary to make the environment in public transport comfortable, for example, to improve the
comfort of the seats, make places of entrance to transport more convenient, increase distances
between seats. Also it is possible to increase the frequency of public transport modes on order to
make transport less overcrowded. A stable wi-fi connection in public transport would also be an
additional benefit for that people for returns their preferences. This is true, because it will help
this group use their time in public transport as a benefit and as a possibility to prepare for work
or for study

JAccording to survey, this group have not oriented to individual mobility as a substitute
of public transport. Most of respondents have never used bicycle or scooter as a mode for
transportation neither before the Covid-19 pandemic. For their possible shift to bicycles or
scooters authorities should lower costs of switching. Several measures can be proposed to
achieve this group shift to individual mobility. As far as we know that they mostly search for
comfort in their trips, improving the quality of cycling infrastructure is needed.

- measures connected to user's possibility to plan routes and travel time
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Despite the decrease in the importance of the possibility to plan routes and travel time, it
still remains one of the most significant for this group. By the way, the decrease in its importance
was not radical (2%). Since this factor is important for them, it is possible to introduce measures
that will make it difficult to plan time on their cars. For example, to limit access to the city by
car, significantly reduce free parking spaces in the city in order to increase the search time for
them.

As for measures to support their return to public transport the one transport app can be
proposed. This app can provide more accurate information about routes, expected travel time and

waiting time.

2. Recommendations for car-owners, who have mostly combined car usage with other
transport modes usage before the Covid-19 but orientated only on car trips during
Covid-19

This group consists of car users who have not used public transport at all, or use it
rarely (several times a year or rare) before the Covid-19 pandemic. However, before the
pandemic they sometimes took taxi rides, used car sharing less often, and rarely used individual
mobility modes. Because of the pandemic, they have significantly reduced the use of other
modes of transport other than the car. The absence of shift to other modes of transport should be
changed as a negative transportation behavior. Several measures to return them to before-
pandemic behavior should be implemented. Measures should be connected to factors, which this
group claims to be most influential: possibility to plan routes and travel time, comfort, transport
waiting time. Also price determinant can be considered because of increase of its importance
(Table 13).

Table 13 Factors influencing transportation preferences of Group 2 (part) respondents

during the Covid-19 in comparison with before Covid-19 situation

Most important factors of Group respondents, % Difference with before
mode choice during Covid-19 Covid-19 responses
Trip price 10% +2%
Possibility to plan routes and 44% -2%
travel time
Comfort 45% -2%
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Table 13 (continued)

Most important factors of Group respondents, % Difference with before
mode choice during Covid-19 Covid-19 responses
Transport waiting time 31% -1%
Safety 26% +11%

Source: author's survey

- measures connected to user's possibility to plan routes and travel time

Returning these respondents to the use of such modes of transport as car-sharing, scooters
and bicycles can contribute to improving time reliability of these transports. For this purpose, as
one of the measures in the context of individual mobility, special lanes can be extended
throughout the city. This will help riders make trips faster, without wasting time on avoiding cars
and other obstacles. The accessibility of this type of transport can also be significantly improved.
Authorities can help arrange parking for scooters and bicycles near densely populated areas to
reduce the time to find a vehicle.

Policy measures may also be aimed at reducing the reliability in the time when these
respondents travel by car. Again, one of the measures may be to reduce free parking in the city
center, which will increase the user's time to their search.

- measures connected to user's perception of comfort

To increase the comfort of traveling on individual transport, again, there is need of
special lanes with a good asphalt surface, so that the user can feel more comfortable.

- measures connected to user's transport waiting time

These measures should make the car alternatives more accessible to the users in terms of
waiting time, which will reduce the switching costs for users. So the authorities can organize
special parking spaces for car sharing, as well as for rented bicycles and scooters near densely
populated areas, as well as near the metro. This will reduce the time spent on finding access to
these transport and make it as accessible as using own car.

3. Recommendations for car-owners, who have mostly combined car usage with other
transport modes usage before the pandemic and started to use other types of
transport more often during the pandemic

Positive orientations in favor of individual mobility should continue even after the
pandemic, thus high switching costs should be implemented based on important for user’s
factors (Table 14).
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Table 14 Factors influencing transportation preferences of Group 2 (part) respondents

during the Covid-19 in comparison with before Covid-19 situation

Most important factors of Group respondents, % Difference with before
mode choice during Covid-19 Covid-19 responses
Trip price 30% -2%
Possibility to plan routes and 56% -8%
travel time
Comfort 50% -12%
Transport waiting time 32% =

Safety 43% +23%

Source: author's survey

- measures connected to user's possibility to plan routes and travel time

Since this group consists mainly of people with high incomes, it is very difficult to keep
their motivation using price factors. However, it is possible to use the importance of time for
them as one of the deciding factors.

The authorities need to make other modes of transport the most attractive through high
switching costs. For example, in the context of individual mobility and the importance of time
planning determinant, the development of special dedicated lanes for bicycles and scooters may
evolve. This will allow these respondents to get from point A to point B faster, and thus be sure
of the time reliability.

Also, to make costs of switching higher, the city authorities can arrange several free
parking lots in the city center for car sharing users. This may encourage them to avoid driving
their own car and spend with a long time searching for parking slot in favor of car sharing.

Since a car left in such parking lot in most cases will almost immediately be picked up by
another user, this will not load the city space with cars, but at the same time reduce the time costs
of users searching for a parking space.

As for individual mobility modes, also it important to safe and increase the availability of
such transport to reduce time cost for searching. For that purpose, the policy of supporting such
businesses as kick or bike sharing by the authorities should be carried out. It can be done through
subsidies or special tax incentives for these businesses. It is also possible to provide urban

infrastructure for the establishing parking lots for scooters or bicycles.

64



- measures connected to comfort perception

Policy measures should be dedicated to comfort of traveling supporting. For example, in
order to increase the comfort of traveling on individual transport, again, there is need of special
lanes with a good asphalt surface, so that the user can feel more comfortable.

- measures connected to safety perception

Dedicated lines for the movement of an individual highway can also be a factor that
positively affects the user's perception of their safety from getting into an accident.

4. Recommendations for non car-owners, who mostly prefer public transport usage

before the Covid-19, decrease to use it during Covid-19

As for the users of public transport, who continued to use it during the Covid-19
pandemic, again, measures are required to strengthen their behavior As for the users of public
transport, who have not continued to use it during the Covid-19 pandemic, again, measures are
required to return their past behavior. As we have discussed above, the probability of their
switching to a personal car is very high. And their intentions can be realized, since the majority
in this group considers their financial situation to be moderate or even good. That is why, several
measures should be implemented against their switch to car usage. For that purpose, switching
cost for that group should be high. Putting into account factors, which this group sensitive to
time determinants and safety (Table 15), several measures can be proposed.

Table 15 Factors influencing transportation preferences of Group 3 (part) respondents

during the Covid-19 in comparison with before Covid-19 situation

Most important factors of Group respondents, % Difference with before
mode choice during Covid-19 Covid-19 responses
Trip price 20% -1%
Possibility to plan routes and 27% -1%
travel time
Comfort 15% +8%
Transport waiting time 24% -6%
Safety 21% +22%

Source: author's survey

65




- measures connected to user's possibility to plan routes and travel time and transport
waiting time

First of all, authorities should make the public transport more attractive in terms of time
reliability to high switching costs for public transport users.

To return this category on public transport, the authorities must constantly improve
predictive travel systems. Such initiative has already well used in the city's new buses, where a
special scoreboard shows how much time is left on the road. This is also true for digital displays
at bus stops that not to show the required waiting time. Real time arrival information can be
additional benefit which can avoid this group of switching. In general, it is necessary to make the
journey by public transport predictable in terms of time, for this transport managers need to
monitor compliance with the schedule and time intervals of movement.

- measures connected to user's safety perception

To make public transport more safety and to avoid user's switch to another modes of
transport several measures can be proposed. For example, limit average public transport speed to
avoid accidents. Moreover, these measures can be aimed to constructing epidemiological safety
perception via strict controlling mask wearing in public transport. Also increase of hand sanitizer
dispensers on vehicles, transport and stops disinfection increase can be proposed

- measures connected to user's comfort perception

Although this factor is the most significant, its change was significantly differs in
comparison to the responses before the pandemic.

Based on the fact, that these people choose between the potential purchase of a car and
continuing to travel on public transport and comfort determinant has become especially
important for them during the pandemic, the authorities need to ensure a high level of public
transport comfort. This can be achieved by modern modes of public transport with comfortable
seats, technologically equipped. The implementation of these measures is mentioned in the

planned transport reform.
All in all, developed in this paragraph recommendations will allow city authorities and

businesses to make a significant shift for sustainable and environmental transportation system,

decrease the car usage tendencies and encourage public transport and other mobility usage.
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2.5. Research limitations

It is necessary to pay attention on research limitations and discuss open questions for
future research.

First limitations are connected to high degree of uncertainty of Covid-19 period. During
the collection of data, the second wave of Covid-19 was discussed and restrictions from the
authorities increased again. This could leave an imprint on respondents' perception of transport,
especially in the context of epidemiological safety.

Also, conducting this research when the pandemic is not over yet, we were not able to
objectively assess the real impact of it. This led to limitation about durability of changes in
transportation preferences, due to current unpredictable situation we cannot statistically forecast
whether identified changes will safe after the end of crisis. However, no matter what, policy
makers must be aware of the situation with transport preferences, and this study made it possible
to find such socially significant changes that need to be supported now, otherwise they may
decrease by the end of the crisis, for example, an increase in individual mobility. The situation is
exactly the same with the increase in the use of private cars, it is important that the authorities
react with restrictions now, before these preferences become fix in a habit that has already
difficult to overcome.

By the way it is necessary to take the results of this survey with a caution. Of cause for
further research must include a broader sample or better residential representativeness among
St.Petersburg citizens. Due to the pandemic restriction, this study was conducted on the Internet,
which leads to difficulties on attracting older people. For future research, it is necessary to
combine both online and offline research for a better result. Nevertheless, working with a not so
big sample allowed us testing the research methodology and made it possible to carry it out on a
larger sample next time.

As a recommendation for future work, we suggest further studies on this survey can be

repeated later to assess whether identified changes have a long-term character.
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CONCLUSION

During the analysis of scientific research output we have summarized factors influencing
citizens’ transportation preferences before the Covid-19 pandemic. Observed modern studies
have indicated that transport attributes (such as transport waiting time, trip price, travel time etc)
and socio-demographic characteristics of the users (gender, income, personal attitudes etc.) are
usually affect transportation preferences. Impact of changes in external environment (such as
diseases, accidents, weather hazards etc) on transportation preferences was considered more
influential and having longer effect. That is why, the Covid-19 pandemic was discussed as an
external factor that causes significant changes in behavior patterns.

We have reviewed academic articles that suggested the Covid-19 pandemic as one of
external factors which can cause major societal shifts. Several studies have showed the impact of
the Covid-19 pandemic on the change in normal people’s behavior in the field of shopping, real
estate, medicine, and others.

However, the emphasis of our literature review was placed on the analysis of changes in
transport preferences. Great amount of studies show that transport preferences have changed in
many countries. The reviewed articles show a significant reduction in the use of public transport,
an increase in the use of private cars for travel, an increase in the orientation of people to use
personal mobility equipment (bicycles, scooters, etc.). All in all, the Covid-19 pandemic was
considered as driver for authorities to modify current transportation policy, especially support
and encourage sustainable transportation shifts and prevent formation of negative transportation
shifts.

Based on this, the research goal was formulated. The goal of the work was to formulate
recommendations for St. Petersburg transportation policy modifications based on changes in
citizens’ transportation preferences due to the Covid-19 pandemic. To accomplish this goal we
run a survey among St.Petersburg citizen’s to understand what changes in their transportation
preferences have occurred due to the Covid-19 pandemic.

The survey results show that in St.Petersburg there are several citizens’ groups whose
behavior has not changed due to the Covid-19 pandemic. For example, citizens, who have
preferred other modes of transport modes (such as taxi, bicycles, scooters, car sharing etc.)
before the pandemic were resistant to changes. They continue to use these modes mostly as they
used to.

However, survey analysis has identified several changes in transportation preferences of

4 transportation user groups:
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1) some of car-owners, who have mostly combined car usage with public transport usage
before the Covid-19 stop public transport trips during the Covid-19 at all;

2) some of car-owners, who have mostly combined car usage with other transport modes
usage before the Covid-19 have orientated only on car trips during Covid-19;

3) some of car-owners, who have mostly combined car usage with other transport modes
usage before the Covid-19 have increased other transport modes usage during Covid-19;

4) non car-owners, who mostly prefer public transport usage before the Covid-19 have
decreased public transport usage during Covid-19.

Reasons of these changes were also investigated. We put our attention both on objectives
and subjective reasons to understand the underlying causes of these changes. One of the results
has shown that the refusal of car-owners to continue using public transport was because of, on
the one hand, objective reasons (such as switching to remote work, reducing the reasons to go
somewhere) and on the other hand, subjective reasons (fear of getting infected on the trip).
However, other changes were influenced mostly by subjective reasons, such as personal
perceptions of transportation modes’ safety, comfort, time reliability and so on. The perception
of safety was found to be one of the main factors affecting the change in transport preferences to
each group.

All in all, we have assumed that such changes as orientation on more frequent personal
car use and refusal to travel on public transport are negative for transportation system due to
congestions, emissions and other issues. Thus several possible measures-barriers of such
behavior changes were proposed to policymakers (for example, decrease of free parking slots in
a city center, paid entry of cars to the city center etc). As for other transport (taxi, scooters,
bicycles etc) usage increase, we have identified these shifts beneficial for society and thus
propose to support these shift by measures-drivers (such as development of special bike paths,
increasing parking slots for bicycles and scooters in the city, etc.).

As a result the proposed recommendations may be a timely reaction of the city authorities
to changing preferences due to the Covid-19 pandemic. However, it should be stated that these
possible measures are not exhaustive and are expected further additional studies with better

citizens’ engagement.
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HCII0JIB30BaHa JIA IIOBBIMICHUA Ka4Y€CTBAa OKa3aHUA TPAHCIIOPTHBIX YCIYT KUTECJIAM I'OPOOOB.

Appendix. Questionnaire for St. Petersburg citizens

VBaxkaemblil pecnoHJieHT, Breicmias mkona Menemxmenta Cankt-IletepOyprckoro
rOCy/IapCTBEHHOIO0 YHHUBEpPCUTETa MPOBOAUT HCCIEAOBaHHE OO0 H3MEHEHUU TPAHCIOPTHOIO
MOBEJICHUS TOPOKaH BCJIEICTBUE MaHAeMuHu KopoHaBupyca. [lomydennas mupopmanus OynaeT

Omnpoc 3aiimer He 6osee 7-10 MmuHyT. Bee nanHble OyAyT MCIIOJIB30BaHbI TOJIBKO B 0000IIEHHOM
BUJIC JUIL HAYYHBIX Lesieil. Bel MokeTe OBITh yBEpPEHBI B MOJIHON KOH(UAECHIIMATEHOCTH OTBETOB.
bnarogapum 3a yuactue!

biox Bonpocos Nel

1

. YKaxure, noxainyiicra, u3 kakoro Bel ropoaa.

Mo oTBeT

2
a

b

3

. YKaxwure, noxanyicra, Bam noi
. Kenckuii
. Myxckoit

. YkaxuTe, noxanyicra, ckolibko BaM monHsIx jiet?

Mot oTBeT

4,

P

@D o0 T W

0 A0 TP O

VYkaxwure, nmoxanyncra, coctoute jau Bl B Opake?

Ha
. Her

. YKaxuTe, Moxanyhncra, CKOJIbKO YeJIOBEK MOCTOSTHHO MPOXKUBaeT BMecTe ¢ Bamu?
1
2
3
4
5
6
7

U 0OoJIbIlIE

. YKaxkute, nokanyicra, CKoJIbKo 4eaoBek B Bareii cembe paboraet?
. HuxTo He paboraer

. Onun

JlBa

. Tpn

. bonmpme Tpéx

. YKaxuTe, MoKalyicTa, CKOJIbKO HECOBEPILICHHOJIETHUX JIeTel B Bamiei cemMbe?
. Het HecoBepiieHHONIETHUX AETel

. Oqun

JlBa

. Tpu

. bonbie Tpex

. K xaxoii kareropuu rpaxxjas Bel oTHOcuTECH?
. Yuarmuiicst / CTyieHT

. Ilencuonep

. Toccyxammit
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d. HaémubI1ii paboTHUK
e. [Ipennpunumaresns
f. be3paboTHbIit

g. Apyroe:

9. Ykaxure, noxanyicra, ypoBeHb Bairero oopa3zoBanus.
a. Beiciiee o6pazoBanue

b. HezakoHueHHOE BhICIIEE 0Opa3oBaHUE

c. Cpennee mpodeccruoHanbHOE 00pa3oBaHUe

d. ITomHoE cpeqHee

e. HenmonHoe cpegnee

10.Ykaxure, noxanyiicra, kakoil y Bac Tum 3aHSTOCTH B TaHHBI MOMEHT.

a. [Tonnas 3aHATOCTD

b. BpemenHast HenosHast 3aHATOCTh

c. Hemmonnas 3aHsaTOCTh

d. Hu ouH M3 MyHKTOB HE XapaKTEPHU3YeT MO0 3aHITOCTh B JaHHBIH MOMEHT

11. Ykaxwure, moxanyiicra, o kakomy rpaduky Bel paboraere/yunrech B JTaHHBII MOMEHT.

a. Sl paborato/yuyce 1o puxcupoBaHHOMY rpaduKy (OMpeaesieHo MOCTOSIHHOE

BpeMs Hauaya ¥ OKOHYaHUs pabodero/y4eOHOro JHs) B 3JaHUN OPTraHU3aIUN

b. S pabotato/yuych no cBobonHoMy rpaduky (He ONpeAeNeHO MOCTOSHHOE BpeMsi Hauana u
OKOHYaHUs pabo4ero/y4e0HOro Hs) B 3/[aHUHM OpraHU3aluu

c. 51 paboraro/yuycs mo ruOpuaHON cucTeMe (4acTh paboueil Henenu paboTaro/ydych B 31aHUU
OpraHu3aIfy, 4acTh paboTaro yIaJIeHHO)

d. 5 paborato/yuych ygaleHHO

e. 51 He paboTaro, ¥ HE y4yCh B JaHHBI MOMEHT

12. Ykaxure, noxanyicra, CpeIHEMECIYHbIN YPOBEHb JOXO/I0B Ha OHOTO wieHa Bareit
CEMbH.

a. Menee 10000 py6ueit

b. bonbe 10000 py6aeit, Ho mensbine 15000 pyOneit

c. bonwmie 15000 py6ineit, Ho meHb11e 23000 pybnei

d. bonemie 23000 py6aeit, Ho mensie 30000 pyOnei

e. bonwiie 30000 py6ineit, Ho meHb1Ie 42000 pybnei

f. bonbiie 42000 py6aeit, Ho MenbIne 63000 pyOneit

g. bonbiie 63000 py6ueit

13. OxapaxTepusyiite, noxainyicra, Baiie MarepuaibHOE MOJT0XKEHHE.

a. O4eHp TsDKeJ0e, TaKk Kak XBaTaeT TOJIbKO Ha ey

b. Tspxenoe, Tak Kak XBaTaeT TOJIBKO Ha €y U OJIEKIY

c. YMepeHHoe, Tak Kak XBaTaeT Ha €1y, OJIeXKly U OTIIYCK pa3 B IOy

d. Xoporee, Tak Kak XBaTaeT Ha €1y, OJICKIY, TOKYIKY aBTOMOOWIISI U OTITYCK pa3 B TOY

e. Ouenp Xxopollee, Tak Kak XBaTaeT Ha BCE, BIUIOTh JO MOKYIKH OJEXKIbl U aBTOMOOHIIEH,
JIOPOTrOCTOSAIIETO OTIBIXa Ha IIPECTUKHBIX KypOpTaX HECKOIBKO pa3 B TOAy

14. CoBepmias moe3KHM Ha TPAHCIIOPTE B TEKYIIUH MOMEHT BPEMEHU UCIOJIb3yeTe I Bbl
CpeACTBa MHIWBUIYAIBHOM 3alIUThI (Macku)?

a. [la
b. Het
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15. Vkaxure, Kakue HM3MEHEHMs Npou3onuM B Bameid >XM3HM B CBSI3M C MaHIEeMHUEHR
KOPOHABUPYCHON MH(MEKIN?

a. 5l cran crapaTbes pexe BIXOAUTH U3 JoMa

b. S cran pexe BcTpedaTbes € APY3bSIMU U POJICTBEHHUKAMHU

c. 5] mepeexai XKuUTb 32 TOPOA

d. Moi1 1oxXo 3HaYUTEIBHO CHUZWIICS

e. 51 morepsit paboty

f. 4 cTan yamie nenaTh MOKYIKUA OHJIANH

g. He mory ckazatbh, 4To maHjeMus BHECIIA H3MEHEHUSI B MOW 00pa3 )KU3HU

h. Barir BapuaHT oTBeTA:

16. Ectb i y Bac mu4HbBINA aBTOMOOWIIB, TpUHA UIeKanuid Bam unn Bameli cembe

a. [la
b. Her

Ecnu na npensiaymmii Bonpoc (Nel6) Ber otBetnnu «/la», mpocum Bac nepeiitu k 610kam
BonpocoB Ne3 u Ned, eciiu Bei otBeTmim «Het», To npocum Bac nepeiitu k 010kam BOIIpocoB
Nol u Ne2.

BJIOK 1. (Bompocsl AJisi pECIOHACHTOB, HE UMEIOIUX aBTOMOOWIIb)
Bompocsi 6:110ka Nel otHocsarcs k Bpemennomy nepuoay 1O mapta 2020 rona (O nauana
NIEPBBIX OFPaHUYCHUH, CBI3aHHBIX C PACIPOCTPAHEHUEM KOPOHABUPYCHOM MHPEKITUH )

17. Kakumu Bugamu TpancnopTa Bel monb30Banuch yaiie BCero B yepTe ropoja 10 Hayala
HaHIeMUH KOpoHaBupycHOM nHpeknn (10 mapta 2020 rona)? [Toxanyiicta, yKakurte
ot 1 1o 3 BapuaHTOB.

a. ABTOOyC

b. I[Tpuropoansle anexTpuuku B npenenax Cankr-IlerepOypra

¢. MapuipyTHoe Takcu

d. Metpo

e. TpamBait

f. Tponneiibyc

g. Takcu

h. ApeH10BaHHBIN Ha3eMHBIH TPaHCHIOPT (BEIOCUIIE, CAMOKAT, KapIIEPHHT)

1. CoOCTBEHHBIN HA3eMHBIN TPAHCTIOPT (BEJIOCHUIIE], CAMOKAT | JIp.)

j. IIpakTHyuecku He MOJIb30BAJICS TPAHCIIOPTOM (XOIUIT TOJBKO MEIIKOM)

18. Ykaxure, noxanyiicra, Te (hakTopbl, KOTOpbIe ObLIM OCHOBHBIMH IIPH BBIOOpE BHIA
TpaHCIOpPTa JI0 Havajia MaHIeMUu KopoHaBupycHoi nnpexuuu (1o maprta 2020 roga)?
a. [lena moe3gku

b. Komdopt B moezake

c. Bpems oxxunanus tpancnopra

d. Bo3aMOHOCTH TOYHOTO MJIAHUPOBAHUS MapUIpyTa U BPEMEHH B ITyTH

e. besonacHOCTb (BEpOATHOCTH MPOUCILIECTBHSI HA BUJI€ TPAHCIIOPTA, B T.U. aBapHil)

f. Bam BapuaHT oTBera:

19. Kak gacto Bl os1b30BaIHCh OOIIIECTBEHHBIM TPAHCTIOPTOM (METPO, aBTOOYC,
TpoJuIe0yc, MPUTOPOIHAS DIIEKTPUYKA, MAPIIPYTHOE TAKCH) B YepTe TOpoa 10 MapTa
2020?

a. O4eHb yacTo (MPaKTUYECKU KaXK/IbIi J1€Hb)

b. HacTo (HECKOJBKO pa3 B HENIEIIO)

c. Peako (HeckonbKo pa3 B MecsI)
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d. Ogenp peako (HECKOJIBKO pa3 B TO1)
e. Hukorna (au pa3y He Moyib30Baics 3a roj)
f. Bamr BapuaHT oTBeTa:

20. Ecnu Bel ncnonib30Banu o0IIeCTBEHHBIH TpaHcopT 1o mapTa 2020 (MeTpo, aBTo0yC,
TpOJLIeHOyC, MPUTOPOIHAS SIEKTPUIKA, MAPIIPYTHOE TAKCH), TO KyJla YaIlle BCETO
COBEPILAIU TTOE3IKU?

a. He monp30Bascst 001iecTBEHHBIM TPAHCIIOPTOM 33 YKa3aHHBIH MTePHO/T

b. Ha paboty/ Ha y4eOy

c. B MarasussbI (B TOM 4mncIie POyKTOBbIC Mara3mHbI)

d. B xuHOTEaTpHI, TEATPHI, My3€H U JP.

e. B pecropans! u kade

f. B mKkoxy/cexum/neTcKui can

g. B MenunuHcKre yupexaeHus

h. B roctu, k poacTBEHHUKaM

1. 3a TOpoJ Ha MPOTYJIKK/HA AaYy

j. Bam BapuaHT oTBeTa:

Ecnu B npenpiaymiem Bonpoce Bol BeiOpanu BapuanT a «He mosb30Basicst 001IeCTBEHHBIM
TPAHCIIOPTOM 3a YKa3aHHBIN epuoa», To Borpoc No21 cienyer nponycTuTh.

21. BoI3bIBasia i Mo€3/Ka Ha TOPOJICKOM TPAHCIIOPTE ONACEHUs, CBA3aHHBIE CO 3I0POBbEM?
a. He monp30Bascs o0iecTBEHHBIM TPAHCTIOPTOM 33 YKa3aHHBIH MTePHO/T

b. Jla, omacaics 3a cBoe 3710pOBbE

c. Her, He onacaics 3a cBoe 310pOBbe

22. Kak yacrto 10 mapra 2020 Bbl nonb30Bajivch apeHJ0BaHHBIM WIIM COOCTBEHHBIM
Ha3e€MHBIM TPAHCIIOPTOM JIMYHOT'O TOJIb30BaHUs (BEIOCHUIIE, cCaMOKat, CKeiToopa u zip.)
JUISL IEPEIBUKEHUS IO TOPOJTY, HO HE B KAUECTBE Pa3BICUCHUS/TIPOTYIIKH.

a. O4eHp yacTo (MPaKTUYECKU KaX bl JIeHb)

b. HacTo (HECKOJBKO pa3 B HEJIEIIO)

c. Penxo (HeckoiabpKko pa3 B MecCsIT)

d. OueHnb peaKo (HECKOJIBKO pa3 B TON)

e. Hukorna (Hu pa3y He mosib30Bacs 3a roj)

BJIOK Ne2. (Bompoch! 1Sl peCIIOHIEHTOB, HE UMEIOIINX aBTOMOOMIIB)
Bompocsr 6110ka Ne2 oTHOCSTCST K BpeMEHHOMY TeproAy ¢ Mapra 2020 roxa mo Hacrosiee
Bpems (B ITEPMO/] PACTIPOCTPAHEHU A KOPOHABUPYCHOU MHOEKIWN).

23. Kakumu BHJIaMu TpaHcopTa Bel mosip3yeTecs B mepuo NaHAEMHH (B IEPUOJ C MapTa
2020 roma mo HacTosiee Bpemsi) Hanbosee yacto B yepte ropoaa? I[loxamyiicra,
ykaxxkute oT 1 10 3 Hanbosee NoaXOASIINX BapUaHTOB.

a. ABToOycC

b. [Tpuropoausle anekTpuuku B npenenax Cankr-IlerepOypra

¢. MapuipyTHoe Takcu

d. Metpo

e. TpamBait

f. Tponneiibyc

g. Takcu

h. ApeH10BaHHBIN Ha3€MHBIM TPaHCHIOPT (BEIOCUIIE, CAMOKAT, KapIIEPHHT)

1. CoOCTBEHHBIN Ha3eMHbIN TPAaHCHIOPT (BEIOCUTIE]], CAMOKAT)

j. IIpakTHuecku He MOJIb30BAJICS TPAHCIIOPTOM (XOIUII TOIBKO MEIIKOM)
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24. BeiOupast MeXIy pa3HbIMHU BHJIAMU TPAHCIIOPTA ISl COBEPILICHUS TTOE3/I0K, Ha 4TO BhI B
MepPBYIO ouepeb oOpaliaii BHUMaHUE B YKa3aHHBIN 1epruoa BpeMmenHu (¢ mapta 2020

rojia mo Hactosiiee BpeMs)? [loxanyiicta, ykaxute oT 1 10 3 Haubosee moaxoasImx
BapHaHTOB.

a. llena moe3niku

b. Komdopt B moezake

c. Bpems oxxuznanus tpascropra

d. Bo3aMOHOCTH TOYHOTO IJIAHUPOBAHUS MapUIPyTa U BPEMEHH B ITyTH

e. bezonacHOCTh (BEpOSITHOCTD IIPOUCILIECTBUS HA BUJE TPAHCIIOPTA, B T.4. aBapuil)

f. Bam BapuaHt oTBera:

25. Kak yacto Bsl nosip30Banuch 00LIECTBEHHBIM TPAaHCIIOPTOM (METPO, aBTOOYC,
TpoJuIeli0yc, IPUropoIHas JIEKTPUUKA, MAPIIPYTHOE TakcH), ¢ maprta 2020 roaa no
HacTosIee Bpems?

a. OueHp yacTo (MPaKTUYECKH KaXKIbIi 1EHb)

b. HacTo (HECKOJIBKO pa3 B HEJIEIIIO)

c. Penko (Heckonpko pa3 B Mecsl)

d. Ouenb peako (HECKOJIBKO pa3 3a MEPUO.)

e. Hukorna (Hu pa3y He 1mosib30Bajics 3a Iepruo/)

26. Ecniu BeI ncmoib30Baiii 0OIIECTBEHHBIN TpaHCTIOPT (METPO, aBTOOYC, TPOJLICHOYC,
MPUTOPOIHAS ANEKTPUUKA, MAPIIPYTHOE TaKCH) B epuoj ¢ mapta 2020 roaa mo
HaCTosLIEee BpeMs, TO KyJa yaie Bcero e3nuin? [loxanyiicra, ykaxure 1-3 nHanOoiee
MOJIXOISIINX BapHaHTA.

a. He monp3oBascs o0niecTBEeHHBIM TPAHCTIOPTOM B YKa3aHHBIH MEPUO.T

b. Ha pabGoty/ Ha y4eOy

c¢. B marazussl (B TOM uucIiie NpoyKTOBbIE Mara3uHbl)

d. B xuHOTEaTpHl, TEATPHI, My3€H U Jp.

e. B pectopans! u kade

f. B mkony /aeTckue ceKiuu/ IeTCKuii ca

g. B GONBHUIIBI U151 BU3UTA K Bpadyam

h. B rocTu, k pocTBEeHHHKaM

1. 3a ropoj1 Ha MPOTYJIKKU/HA Tavy

j. Bam BapuaHT oTBera:

27. Onacanuck 1 BbI 3a cBo€ 310pOBbeE, COBEpIIIAs MOE3KM Ha OOIIECTBEHHOM TPaHCIIOPTe
B riepuoj ¢ mapta 20207

a. He monb3oBarncs o011ecTBEHHBIM TPAHCIIOPTOM 32 YKa3aHHBIN Mepuo.l

b. Jla, omacarcs 3a CBO€ 3710pOBbE

c. Her, He onacascs 3a cBoe 310pOBbe

28. Kak yacto Bl monb30Banuch apeHIOBAHHBIM WM COOCTBEHHBIM HAa3€MHBIMTPAHCIIOPTOM
JUYHOTO TOJIb30BaHUS  (BEJIOCHUIIEN, CaMOKaT, CKEWTOOpA, pOJIMKH) Kak CpeACTBOM
nepeaBKEHNS (HEe B KAUECTBE Pa3BIICUCHHUSI WITH TPOTYIIKH ), HAUUHAS C

mapra 2020 roma?

a. OueHb yacTo (MPaKTUYECKU KaXK/bIi JI€Hb)

b. HacTo (HECKOJBKO pa3 B HEJIEIIO)

c. Peako (HeckonbKo pa3 B MecsI)

d. OueHnb peaKo (HECKOJIBKO pa3 3a MEePHOT)

e. Huxorna (Hu pasy He Moibp30Balics 3a IEPHO.T)

29. Havanu 1 Bbl 3a1yMbIBaThCS B IEPUO/T TAHIEMHUH HaJ MTOKYIIKOH aBTOMOOMISA?
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a. Jla, s1 3anymbIBazcs (-11ach) HaJ MOKYIKOM
b. Her, s He 3agyMbIBacs (-J1ach) HaJ 3TUM

30. YkaxuTe, moKalyiicTa, U3MEHUJIACH JI YacToTa Barero noyib3oBaHus 0011eCTBEHHBIM
TPAHCIIOPTOM B TIEPUOJI PACTIPOCTPAHCHHSI KOPOHABUPYCHON MHQPEKIINN?

a. Sl cran yJarie moJib30BaThCs 00IECTBEHHBIM TPAHCIIOPTOM, YEM PaHbIIIe

b. 4 cran pexe Mob30BaThCS OOMIECTBEHHBIM TPAHCIIOPTOM

c. Her, st monp3yroch 0OIIECTBEHHBIM TPAHCIIOPTOM TOYHO B TAKOM K€ 00bEeMe, Kak

U paHbIlIe

31. Eciu B nepuox nanaemun (¢ Mmapta 2020 o Hactosiiiee Bpemsi) Bol ctanu pexe
MOJIb30BaThCS OOLIECTBEHHBIM TPAHCIIOPTOM, TO M0 KaKOH NMpuynHe?

a. I3-3a BBICOKOI OMacHOCTH 3apakeHus: HHpekuuei

b. 13-3a cokparnieHuss HeOOXOAUMOCTH €3UTh Kyaa-ITn00

c. M3-3a cokparieHust Koau4ecTBa 00MECTBEHHOTO TPAHCIIOPTA/0TMEHA MapIIpyTa
0OIIECTBEHHOT'O TPAHCIIOPTa

d. U3-3a oTKIIIOYCHHMSI TLIOTHBIX Tapu(OB JJIS OIIIAThl OOIIIECTBEHHOTO TPAHCIIOPTA
e. [Ipyras npuunna:

f. 5 monb3yroCh OOIIIECTBEHHBIM TPAHCIIOPTOM TOYHO B TAKOM K€ 00beME, KaK U
paHbIle

32. Ormetunu U Bel y ce0s1 HOBbIE IPENIOUTEHUS MPU BEIOOpE BUA TPAHCTIOPTA IS
nepeIBUKEHUS 10 TOpoy Bo3HUKIIKE y Bac B nepuoj nanemun?

a. S cran yaie oTAaBaTh NPEANOYTEHHUE APEHIOBAHHOMY aBTOMOOWITIO ISt
NEePEIBUKEHUS 110 TOPOTY

b. S cran yarie oTAaBaTh MPEANOYTEHNUE TAKCH TS TIEPEBUKCHHS 10 TOPOAY

c. S cran yamie oTAaBaTh NPEANOUYTEHNE HA3EMHOMY TPAHCIIOPTY JIUYHOTO
MOJIb30BaHUs (BEJIOCUTIE, CAMOKAT, CKEUTOOPA U Ap.) IS epeABIKEHUS 10

ropony

d. He mory ckazaTh, 4TO y MEHS MOSBUJIMCH HOBBIE MTPEINIOYTEHUS

BJIOK Ne3 (Bompoch! ajisi peCIiOHIEHTOB, HMEIOIINX aBTOMOOUIIH)

Bomnpocs! 6110ka Ne3 otHOCcsTCS K BpeMeHHOMY niepuoay J1O mapta 2020 roxa (J1O navana
NEPBBIX OIPAaHUYEHUMN, CBA3AHHBIX C PaCPOCTPAHEHUEM KOPOHABUPYCHOM MH(MEKITIH)

33. Kakumu Buamu Tpancnopta Bl moibp30Banuch yailie BCEro B 4epTe ropoja 0 Hadasa
naHJeMHH KopoHaBupycHoM nHdpekuu (10 mapta 2020 rona)? Ioxanyiicra, ykaxxure
ot 1 10 3 BapuaHTOB.

a. JInunblit aBTOMOOWI, MpUHaANIeKaKK Bam unu Bameit cembe

b. ApeH10BaHHBIM Ha3eMHbII TPAaHCIIOPT (BEJIOCHUIIE, CAMOKAT, KapLIEPUHT)

c. CoOcTBEHHBIN Ha3€MHBIN TPAHCHIOPT (BEIOCHIIE]], CAMOKAT)

d. ABTOOYC

e. [Ipuropoausie snexTpuuku B npenenax Cankr-IlerepOypra

f. MapuipyTHoe Takcu

g. Metpo

h. TpamBait

1. Tponneiibyc

J. Takcn

k. IIpakTryecku He MOIb30BAJICS TPAHCIOPTOM (XOIHJII TOJIBKO MEIIKOM)

34. Yxaxure, noxainyiicra, Te (hakTopbl, KOTOpble ObUIM OCHOBHBIMH IIPH BbIOOpE BHUIA
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TpaHCHOPTa J0 Havasla MaHJeMHUU KOpOHaBUpycHOU uHpekmu (10 mapta 2020 rona)?
a. llena moe3nku

b. Komdopt B moesnke

c. Bpems oxxuganus tpancnopra

d. BO3MOXHOCTb TOUYHOTO TUIAHUPOBAHMS MapILIPyTa K BPDEMEHHU B IYTH

e. bezonacHoOCTb (BEpOATHOCTH MPOUCILECTBHSI HA BUJI€ TPAHCIIOPTA, B T.4. aBapuil)

f. Bamr BapuaHT oTBeTa:

35. Kak yacto BeI mos1b30Bauck 00IIECTBEHHBIM TPAHCTIOPTOM (METPO, aBTOOYC,
TpOJUIeHOyC, MPUTOPOIHAS SICKTPUYKA, MAPIIPYTHOE TAKCH) B YepPTE TOPO/Ia JI0 MapTa
20207

a. OdeHb yacTo (MPAKTHUYECKU KAKIBIN JICHb )

b.Yacto (Heckosbko pa3 B Heaelno)Peko (HECKOJIBKO pa3 B MECSII)

€.OdeHsb penko (HECKOIBKO pa3 B T'oJl)

d.Hukorna (Hu pa3y He MMoJb30BajICs 3a TOJ)

e.Bam BapuaHT oTBeTa

36. Ecnu Bel ucnonps3oBaiu o01ecTBeHHBIH TpaHcnopt A0 Mapta 2020 (MeTpo, aBTo0YC,
TpoJuIel0yc, IPUropoIHas IEKTPUUKA, MAPIIPYTHOE TAKCH), TO KyZa Yallle BCEro
CoBepIIay MOE3AKH ?

a. He monp30Bascs 001iecTBEHHBIM TPAHCTIOPTOM 33 YKa3aHHBIH MTePHO/T

b. Ha pabGoty/ Ha y4eOy

c. B marazussl (B TOM uucIie MpoayKTOBbIE Mara3uHbl)

d. B kuHOTEaTpBI, TEATPHI, MY3€H U JIp.

e. B pecropansr u kade

f. B mkomy/cexuuu/neTckuit can

g. B MmeunmHCKME yUpeKaeHus

h. B roctu, k poacTBEeHHUKaM

1. 3a ropoj Ha MPOTYJIKKU/HA Tavy

j. Bamn BapuaHT oTBera:

Ecnu B npenpiyniem Bonpoce Bel BeiOpanu Bapuant 1. «He nosib3oBascst 001eCTBEHHBIM
TPAHCIOPTOM 3a YKa3aHHBIN IIEPHO», TO BOIPOC 37 clleAyeT NPOMyCTUTh

37. BeI3pIBasia 1M 1O€3/1Ka Ha TOPOICKOM TPAHCIIOPTE OMACEHHsI B CBSI3M CO CJIOKUBILEHCS
AMHJIEMHOJIOTUYECKON 00CTaHOBKON?

a. He monp30Bascs o0niecTBEeHHBIM TPAHCTIOPTOM B YKa3aHHBIH MEPUO.T

b. Jla, omacaics 3a cBO€ 3710pOBbe

c. Her, He onacaics 3a cBo€ 37J0pOBbE

38. Kak wacto BbI mosib30BaiCh TMYHBIM aBTOMOOUIIEM 70 MapTa 20207
a. OueHb yacTo (MPaKTUYECKU KaXK/bIH J1€Hb)

b. HacTo (HECKOJBKO pa3 B HEJIEIIO)

c. Peako (HeckonbKo pa3 B MecsI)

d. Ouenb peaKo (HECKOJIBKO pa3 B TON)

e. Huxorma (Hu pasy He moibp30Balics 3a TON)

39. Ecnu B nepuoa 1o mapta 2020 roga Bel ncnosnp3oBainy TUUHBIA aBTOMOOWIIb, TO Ky/1a
yarie Bcero Ha HeM e3nuiu? [loxkanyiicta, ykaxkure 1-3 Hanbonee moaxoasmmx
BapHaHTA.

a. Ha paGoty/ Ha y4eOy

b. B mMarazussl (B TOM 4uCIie IPOTyKTOBBIE Mara3uHbl)



c. B kuHOTEATPHI, TEATPHI, MY3€H U AP.
d. B mxosny/cekuuun/aeTcKkuii cay

¢. B OoybHHIIBI 17151 BU3KUTA K BpadyaM
f. B roctu, K poJACTBCHHHKAM

g. 3a ropoJ1 Ha TPOTYJIKU/HA 1ady

h. JIpyroe:

40. Kak gacto 10 mapta 2020 BbI mosib30BaIMCh apEHI0BAHHBIM HJIH COOCTBEHHBIM
Ha3E€MHBIM TPAHCIIOPTOM JIMYHOTO TOJIb30BaHUs (BEIOCHUIIE], CaMOKaT, CKeHTOopA U JIp.)
JUTSI IEPEIBMKEHUS IO TOPOy (HE B Ka4eCTBE Pa3BICUCHUS/ TIPOTYIIKH )

a. O4eHb 4acTo (MPaKTUYECKU KaXK/IbIH JIeHb )

b. HacTo (HECKOJIBKO pa3 B HEJIEIIO)

c. Penko (Heckonpko pa3 B Mecsll)

d. OueHb peaKo (HECKOJIBKO pa3 B TON)

e. Hukoraa (Hu pa3y He MoJb30BaJICs 3a TON)

BJIOK Ne4 (Bompoch! 1jisi pECIIOHIEHTOB, UMEIOIIMX aBTOMOOMIIB )

Bonpocsr 6110ka Ne4 oTHOCSTCS K BpeMeHHOMY Tieproay ¢ maprta 2020 roga mo Hacrosiee
spems (B IIEPUOJ] PACITIPOCTPAHEHMSI KOPOHABHPY CHOU MHOEKIUN).

41. Kakumu Bu1aMu TpaHcriopTa Bel monb3yeTecs B Iepro MaHAeMuH (B IEPUO ¢ MapTa
2020 roma mo Hacrosimiee Bpemsi) Hanbosee yacto B uepte ropoaa? Iloxanyiicra,
ykaxute oT 1 10 3 Haubosee MOAXOASIINX BAPUAHTOB.

a. JInunblii aBTOMOOMIIB, IpUHAAIeKaIMK Bam unu Baieit cembe

b. ApeH10BaHHBIM Ha3eMHBII TPAHCHIOPT (BEJIOCHUIIE, CAMOKAT, KApIIEPUHT)

c. CoOCTBEeHHBIN HA3E€MHBIN TPAHCHOPT (BEJIOCHIIE, CAMOKAT)

d. ABTobyc

e. [Ipuropoausie anexkrpuuku B npenenax Cankr-IlerepOypra

f. MapmipyTHOe TakcH

g. Metpo

h. TpamBait

1. TponneitOyc

j. Takcu

k. ITpakTudecku He MOJIH30BAJICS TPAHCTIOPTOM (XOJIUIT TOJIBKO MEITKOM)

42. BiOupasi Mex1y pa3HbIMU BUIaMHU TPAHCIIOPTA JUTSl COBEPIICHUS TTOE3/I0K, Ha 4YTO BhI B
HEepBYIO ouepeib 00pallagl BHUMaHUe B yKa3aHHbIN nepuoj Bpemenu (¢ mapra 2020

roja no Hactosiee Bpems)? [loxanyiicra, ykaxute ot 1 10 3 Hanbosee moaxoIaIux
BapHUaHTOB.

a. llena moe3iku

b. Komdopt B moesnke

c. Bpems oxxumanus Tpascropra

d. BO3MOXHOCTbh TOUHOTO TUIAHUPOBAHMSI MapILIPyTa U BPDEMEHHU B IYTH

e. bezonmacHoCTh (BEpOSITHOCTS IPOUCIIECTBUS HA BUE TPAHCIIOPTA, B T.4U. aBapuii)

f. pyroe

43. Kax yacto Bbl moibp30Baiuch 001IECTBEHHBIM TPAHCIIOPTOM (METPO, aBTOOYC,
TpoJuie0yc, MpUropoiHas EKTPUUKa, MapIIPyTHOE TaKCH), HaunHas ¢ Maprta 2020
rojia Mo HacTosIIee BpeMs

a. OueHsp yacTo (MPaKTUYECKH KaXK/IbIi JIEHb)

b. YacTo (HECKOJIBKO pa3 B HEJIEIIO)

c. Peako (HECKOIBKO pa3 B MecCsIT)

d. Ouensb peako (HECKOJIBKO pa3 3a MepuoN)



e. Hukorna (Hu pa3y He mosb30Bajcs 3a Iepuon)

44. Ecniu BbI ncnonb30Balid 00IIECTBEHHBIN TPAaHCTIOPT (METPO, aBTOOYC, TPOJLIEHOYC,
NPUTOPOIHAS AIIEKTPUYKA, MAPIIPYTHOE TaKCH) B riepuo ¢ mapta 2020 rona mo
HacTosIIee BpeMs, To Kyza Jamie Bcero e3aunu? [loxamyiicra, ykaxure 1-3 Haubonee
TOJIXO/IAIINX BapUaHTA.

a. He monb3oBascs o0iecTBEeHHBIM TPAHCIIOPTOM B YKa3aHHBIM MEPUO.T

b. Ha paboty/ Ha yueOy

c¢. B marazussl (B TOM uucIie MpOIyKTOBBIE Mara3uHbl)

d. B xuHOTEATpBI, TEATPHI, My3€H U JIP.

e. B pecropansr u kade

f. B mxoiny /aeTckue ceKIuu/aeTCKuid cat

g. B GobHUIBI 17151 BU3UTA K Bpauam

h. B roctu, k pojicTBEeHHHKaM

1. 3a TOpOJ HAa IPOTYJIKK/HA 1ady

j. Bam BapuaHT oTBeTa:

45. Onacanuce 11 Bol 3a cBOe 3710pOBbe, COBepIIas MOE3IKU Ha OOIIIECTBEHHOM TPAaHCIOPTE
¢ mapta 20207?

a. He monp30Basicst 001ecTBEHHBIM TPAHCIIOPTOM 33 YKa3aHHBIH MTEPHO/T

b. la, omacarcs 3a CBoe 3710pOBbE

c. Her, He onacascst 3a cBoe 310pOBbE

46. Kak yacTo Bl 1o1p30BaIuCh TMYHBIM aBTOMOOMIIEM HaunHas ¢ MapTa 2020 roma mo
TEKYIIUA MOMEHT?

a. O4eHpb YacTo (MpakKTUYECKH KaXK/IbIH JICHD )

b. YUacto (HECKOIBKO pa3 B HEACIIO)

c. Penko (HeckonbKko pa3 B MecsIl)

d. OueHnb peaKo (HECKOJIBKO pa3 3a MEePHOT)

e. Huxoraa (Hu pasy He moiabp30Bayics 3a MEPHO)

47. Ecnu Bbl ncrionb30Baliv TMYHBINA aBTOMOOWITG B niepuo] ¢ Mapta 2020 rona mo
HacTosIIee BpeMs TO Ky/a vaie Bcero Ber e3nnnm Ha Hem? [loxanyiicra, ykaxute 1-3
HaunOoJee MOAXOAIUX BapUaHTa.

a. Ha paGoty/ Ha yueOy

b. B marazussl (B TOM yucCIie MPOyKTOBbIE Mara3uHbl)

c. B kuHOTEaTpBI, TEATPHI, MY3€HU U AP.

d. B pectopans! u kade

e. B mkomy/nerckue cexnuu/neTcKuit ca

f. B 60nbHUIIBI U1 BU3UTA K Bpauam

g. B roctu, K poJICTBEHHUKAM

h. 3a ropoa Ha nporysnku/Ha n1aqy

1. Bam BapuaHT oTBeTa:

48. Kak yacTto Bbl nosip30oBanuch apeH/10BaHHBIM WJIM COOCTBEHHBIM Ha3€MHBIM
TPAHCHIOPTOM JIMYHOTO MOJIb30BaHMsI (BEJIOCHUIIE, CAMOKAT, CKEUTOOPI, POJIMKH ) KaK
CPEICTBOM TEPEIBMKCHNUS (HE B KAUECTBE Pa3BIICUSHISI WM MTPOTYIIKH), HAYHHAS C
mapta 2020 roga?

a. OueHbp yacTo (MPaKTUUYECKH KaK bl 1EHb)

b. YacTo (HECKOIBKO pa3 B HEAEIIO)

c. Penko (Heckonpko pa3 B Mecs1l)

d. Ouenpb peako (HECKOIBKO pa3 3a EPUO)
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e. Hukorna (Hu pa3y He mosb30Bajcs 3a Iepuon)

49. YxaxuTe, MoxaayincTa, U3MEHIIACH JIM YacToTa Baiero mojiib30BaHus 00MIECTBEHHBIM
TPAHCIIOPTOM B TICPUOJI PACIIPOCTPAHCHHSI KOPOHABUPYCHON MH(EKIINN?

a. S cran garie monbp30BaTHCS OOIIECTBEHHBIM TPAHCIIOPTOM, YE€M PaHBIIIE

b. 4 cran pexe Moyb30BaThCs OOIMIECTBEHHBIM TPAHCIIOPTOM

c. Her, s monp3yroch 0OIIECTBEHHBIM TPAHCIIOPTOM TOYHO B TAKOM e 00beMe, Kak

Y paHbIIIe

50. Eciin B mepuoxa manaemun (¢ Mmapta 2020 o HacTosiee BpeMsi) Bol ctanu pexe
MOJIb30BATHCS OOIIECTBEHHBIM TPAHCIIOPTOM, TO IO KaKOW Mpu4nHe?

a. 3-3a BBICOKOW OMAaCHOCTH 3apakeHH HHPEKITEH

b. U3-3a cokpamieHust HeOOXOAUMMOCTH €3AUTh Ky 1a-Tn00

c. 13-3a cokparienust KoauuecTBa 00LIECTBEHHOTO TPAHCIIOPTa/0TMEHa MapIIpyTa
OOLIECTBEHHOI'O TPAHCIIOPTa

d. U3-3a oTKII0YeHMS TBIOTHBIX Tapu(OB AJIs OIJIaThl OOIIECTBEHHOTO TPaHCIOPTa
e. lpyrasa npuuuna:

f. 51 monB3yrOCHh OOIIECTBEHHBIM TPAHCTIOPTOM TOYHO B TAKOM k€ 00beMe, KaK U
paHbIIe

51. Ormerunu i Bl y ceOs HOBBIC TPEINOYTEHHUS IPH BBHIOOPE BHJA TPaHCIOpPTA JUIsS
nepeABMKEHMs 10 ropoJly Bo3HUKIIWE Y Bac B nepuon nanaemun?

a. 5l cran yare oTAaBaTh MPEANOYTEHNE APEHIOBAHHOMY aBTOMOOMIIIO JUIst

HEepeABHKEHUS 110 TOPOTY

b. 4 cran garie oTHaBaTh MPEANOYTCHUE TAKCH JIJIS TICPEBUIKCHHIS T10 TOPOIY

c. Sl crain yamie oTaaBaTh MPEAIOYTEHUE HA3EMHOMY TPAHCIIOPTY JIMYHOTO

[10JIb30BaHNUs (BEJIOCUIIE, cCaMOKaT, CKEUTOOpA U Ap.) IS IEPEABHKEHUS 10

TOPOIY
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