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mobility practices are conceived and perceived in a way that more aggregated research approaches overlook in their
quest for the summary of travel patterns. Drawing on a study conducted between 2017 and 2019, this article proposes
the use of a research method that adds rich insights into understanding travel mode choice from the users' perspective
in a way that primarily expert-oriented perceptions of sustainablemobilitymay not. Furthermore, this method encour-
ages an inter- or post-disciplinary understanding of reality, which researchers have indicated may also contribute to a
more sustainable future.
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1. Introduction

The sustainable mobility debate has been focused on (i) strategies for
how to increase walking or the use of bicycles, public transport, or electric
vehicles, looking especially for how to change behaviour and mindsets in
car-dominated societies; (ii) barriers to the implementation of non-motor-
izedmobility; and (iii) movements in opposite directions (such as increased
private car use or controversial use of automated vehicles) (Banister, 2008;
Papa and Ferreira, 2018). Input for these approaches tends to focus on an
abstracted problem-solution axiom and value mainly expert-knowledge.
What such an approach lacks, however, is taking individual traveller's
every-day-knowledge seriously as an additional source to inform research,
decision-making and planning. This article proposes complementing the
more common and valuable expert-centred approach by drawing from
every-day-knowledge, collected through a method of continuous anecdotal
observations. This can be an impactful source of insights for mobility plan-
ning research and practice. At the same time, this method unites insights
from and for planning, geography, and ethnography, and integrates qualita-
tive and quantitative methodological elements, therefore encouraging an
inter- or post-disciplinary understanding of reality.

This method's approach offers detailed insight into the complex worlds
of mobility decision-making among individual travellers. As planners and
researchers increasingly become experts in the field of mobility, their
önfeld).

er Ltd. This is an open access artic
view on the subject tends to become more sophisticated and nuanced, but
also focused on the more well-trodden paths. Akin to a ‘desire line’, i.e.
the path created by pedestrians or cyclists as the shortest crossing regard-
less of the present infrastructure, the proposed method alerts researchers
and practitioners to such varied and changing uses of the built and
envisionedmobility systems, including uses and desires that do not visually
manifest.

To understand how this method could inform mobility planning and
other disciplines, the following research questions are posed: what kind
of information emerges from anecdotal data sourced from every-day
mobility experiences; and, to what extent can this be a useful addition
to expert knowledge and existing other methods of informing research
and practice in mobility planning? We also ask: to what extent does
this method uncover ‘desire lines’ for sustainable mobility? The article's
main purpose is to demonstrate the potential use of anecdotes as a re-
search method. In order to test this method, the results of that data are
analysed in relation to their policy implications – this is simply to test
the approach; for a robust set of policy implications the triangulation
of data combining several research methods in addition to the anecdotes
is suggested (see MacCallum et al., 2019).

This article now turns to discuss the motivation for, and the methodol-
ogy of, the study conducted for this article. This is followed by a presenta-
tion of the results, reflections and a conclusion.
le under the CC BY license (http://creativecommons.org/licenses/by/4.0/).
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2. The gap between expert- and every-day-knowledge

Continuous learning and experience atwork creates patterns of thinking
that steadily become harder to break away from (Hasson et al., 2015). Peo-
ple are more prone to see what they expect, than to see what they do not
expect (Epley et al., 2009; Ralph and Delbosc, 2017). The more expert
and aware people become of a particular subject, the more they struggle
to see other perspectives. This is especiallymarked in subjectswhere people
become experts, but is also already influenced by the brief reflections that
occur in response to questions directed specifically at uncovering informa-
tion about a certain topic (Zajonc, 1968; van deMortel, 2008; Nelson et al.,
1997; Morewedge and Kahneman, 2010). Collecting anecdotes can remedy
this to some extent: while their un-directionality can be seen as a limitation
for directed research, they can provide important complements, by
allowing unexpected information to emerge – or making the confirmation
of existing knowledge especially strong due to its appearance without
prompting.

The methods through which information is collected, and which are
considered valid, are also susceptible to such (in)abilities to see what is
not expected. Transport and mobility research historically relied heavily
on quantitative methods, while only recently adopting more qualitative
ones (Clifton andHandy, 2003; Büscher et al., 2010). Surveys and question-
naires, while having considerable value, can be biased in terms of their
ability to uncover unexpected results compared to (non-) participant obser-
vations of spontaneous actions, reactions, phrases and conversations occur-
ring by chance as a reaction to a delay or a travel incident, and so on. One of
the primary problems with gathering data directly from individuals
through interviews or questionnaire surveys about why they make the
travel choices they do is that they rely on memory retrieval, rarely reveal
the real motivations, attitudes and beliefs, or rather say what they think is
‘politically correct’ (van de Mortel, 2008; Bertrand and Mullainathan,
2001). Focus groups, charrettes, explanatory interviews and surveys also
suffer self-reporting biases, obscuring the purpose of gathering spontaneous
and unconscious reflections on mobility practices (Birenboim and Shoval,
2016; Næss, 2018). Anecdote collection can be a helpful way to check
these biases with what others experience – while remaining conscious of
what a researcher might hear or not hear in their surroundings. Anecdotes
provide a space for reflection where it is otherwise more difficult to break
through such biases. This is especially the case when larger groups of
(less expert) students and multiple collaborating and multi-disciplinary re-
searchers take on this task.

Research and education equip studentswith content and process knowl-
edge that are usually chosen through thorough reflection and understand-
ing of what the students will need in their professional lives, be it as
researchers or practitioners in planning (Healey, 2008). Part and parcel of
such an education – for mobility planning as well as other areas – is to dif-
ferentiate important from trivial or misleading knowledge and sources. Too
often, though, this differentiation has beenmeant – or been interpreted – as
a bias in favour of quantifiable and statistically meaningful data, or in fa-
vour of that which comes from thorough analysis rather than, for example,
from observation or personal experience. It can lead to the dismissal of cer-
tain forms and sources of knowledge, including that of so-called ‘lay’ people
– as criticized heavily within planning in the communicative planning liter-
ature for example (Healey, 2008; Wynne, 1996) – or of one's own reflective
experience (Tewdwr-Jones, 2002; Schön, 1982). This creates a situation in
which students, researchers and practitioners in mobility planning can eas-
ily lose touchwith an often rapidly changing reality around them. It creates
and reinforces a gap between expert-knowledge and every-day-knowledge.

Ethnographic and auto-ethnographic studies have addressed these gaps
in significant ways, also in the field of (sustainable) mobility specifically
(Büscher et al., 2010; Larsen, 2014; Spinney, 2011; DeLyser and Sui,
2013; D'Andrea et al., 2011; Novoa, 2015; Merriman, 2014). Travel-
journals, photography, video, walking and recording experiences are
some common examples (Büscher et al., 2010; Novoa, 2015). More classic
ethnographies of course also exist. The above-mentioned existing qualita-
tive mobility research also makes some contribution to a more qualitative
2

and lay-knowledge-engaging approach to researching mobility patterns
(Birenboim and Shoval, 2016; Büscher et al., 2010; Næss, 2018). The
method proposed in this article can be seen as an addition to ethnographic
and qualitative methods. However, such studies are also used to inform
expert-knowledge, rather than highlighting how we may value and access
every-day-knowledge in daily practice. We argue that the value of continu-
ous observation of the environment and one's own and others' experiences
for an additional, anecdotal awareness of mobility-developments remains
undervalued and invisible to many experts and researchers generally. Fur-
thermore, the proposed method contributes to ethnographic research as
well as non-ethnographic studies and practices. This bridges the disciplin-
ary divide between much ethnographic and other, often more quantitative
and expert-oriented methodologies.

3. Methods

Two key sources for bridging the gap between expert- and every-day-
knowledge are proposed. First, anecdotal information about others' experi-
ences during or about mobility. Second, anecdotal or auto-ethnographic in-
formation about one's own experiences during or about mobility. Both can
be collected by anyone in their daily lives, and can be freely interpreted in
terms of what does or does not count. However, for the purpose of the re-
search presented here, the authors conducted data collection with two par-
ticular groups, and narrowed down the range of what would be looked for.
This allowed for reflections on the challenges and opportunities this
method provides for access to every-day-knowledge for mobility planning.

The first group taking part in the data collection is made up of fourteen
mobility researchers working in seven different countries (The Netherlands,
Portugal, Germany, Sweden, Norway, Spain, Finland, England and
Australia). This group conducted research in two different formats. First, re-
searchers independently conducted anecdotal research in their every-day
lives in the period from February 2017 until January 2019. The anecdotes
could include observations about other people's conversations, activities
or attitudes while engaging in some form of mobility activity (ethno-
graphic), as well as reflections on their own experiences of mobility in
every-day life (auto-ethnographic). The anecdotes about other people
were explicitly asked to exclude the researcher themselves (non-participant
observations). Second, one specific ‘Travel Day’ was organized in Septem-
ber 2018. On this day, ten of the researchers contributed with anecdotes
from every moment of their travels, making each participant especially
aware of the activity and their surroundings. The method of collection var-
ied, fromnote-taking on paper or amobile device, or even hands-free audio-
recordings while driving. However, participants were asked to capture the
anecdotes as closely as possible to the event, so as not to allow the time be-
tween the recorded event and the noting down of the anecdote to change
the anecdote too much. This resulted in the collection of 90 anecdotes.

The second group taking part in the data collection were students at
Wageningen University, The Netherlands, taking transport and mobility
courses. They were asked to collect the anecdotes as part of a compulsory
assignment. They were asked to collect at least two anecdotes that were
ethnographic, that is, about their surroundings and not including them-
selves (non-participant), and at least one auto-ethnographic anecdote,
which would be about their own experience. They collected these in the
first week of the course to avoid cross-contamination as the students gained
more knowledge on transport and mobility issues in the next weeks. They
were also allowed to provide anecdotes they remembered from before the
period of the assignment. They were asked to provide a reflection on the
collected material, its value for transport and mobility research, and the
ethical considerations necessary when using such material. Students gave
consent to accept or reject the use of the material they collected for this
publication.

The third group participating in the data collection are students in Sus-
tainable Urban Planning at the University of Gothenburg, Sweden. They
were asked to contribute anecdotes on a voluntary basis for their course,
which resulted in one student participating. Their data was analysed to-
gether with that of the second group.



Table 1
Results overview from mobility researchers and students: participants.a

Participants Mobility
researchers

Travel Day
(mobility
researchers)

Students

Number count 9 10 38
Gender Female 5 6 11

Male 4 4 27
Anecdotes ratio provided
per gender

Female 40 36 33
Male 5 9 108

Age range (years) per
anecdote

18–25 – – 142
26–35 27 21 –
36–45 11 23 –
46–55 7 2 –

Educational levels Students
(undergrad.)

– – 32

Students
(postgrad.)

– – 6

PhDs 3 3 –
Researchers 3 2 –
Lecturers 1 4 –
Professors 2 1 –

a Please note that the data presented here is based on the intent to reflect the pure
presentation of the quantifiable aspects of the analysis for easier identification of po-
tentially interesting results – it is not intended as a measure of statistical significance.

2

K.C. von Schönfeld et al. Transportation Research Interdisciplinary Perspectives 7 (2020) 100169
The data is analysed based on participants (those who collected anec-
dotes), about whom data on gender, age range and highest educational
position is provided, and anecdotes/subjects about which data on type, con-
notation, estimated subject gender/grouping, estimated subject age group,
mode, geographical location (Country, City/Specific location) and topics is
provided.

This method requires ethical consideration due to the ‘intrusive’ nature
of ethnographic methods and the potentially sensitive nature of data that is
collected and how it is stored. This was handled by seeking the data collec-
tors' informed consent and through joint, transparent decision making
(Iphofen, 2015). Prior to the data collection, the purpose and steps to be
taken were discussed with all three participating groups. Students were
providedwith consent formswhich delineated their rights regarding partic-
ipation and how the data would be utilized for research and publication.1

They could refuse to participate. The type of data collected here could po-
tentially be sensitive (e.g. in terms of vulnerable persons and mobility
choices). Therefore, the contributionswere submitted via an online formdi-
rectly to the researchers when possible and transcribed into a database
without personal or identifiable information. Here, anonymisation and
pseudonymisation were applied without damaging the nature of the state-
ments. A priori, it was alsomade clear that no unauthorised identifiablema-
terial (e.g. photographs, audio-recordings or clearly identifiable details for
the story) could be used for the anecdotes (Büscher et al., 2010; Bryman,
2012; Iphofen, 2015). Care was taken when the data was (also) shared on
public social media platforms. The platforms were used to enable the inter-
nationally located contributors to share their information with us, if and
when they explicitly chose to, as indicated to the researchers. No screen
captures were stored. Instead, the texts were transcribed for use without
an identification key (Hagen et al., 2019).

4. Results

This section presents an overview of results from all three groups, the
mobility researchers and the two student groups. Tables 1 and 2 (Table 2
is presented in Annex 1) include mostly the quantifiable data, as overall
the data set is too extensive to present as a whole. The quantitative results
are presented through a brief categorization below, and by providing a
large sample of collected anecdotes by theme in Annex 2. The results are
interpreted in the discussion and reflection section that follows, including
the citation of several of the anecdotes that have provided interesting
insights.

4.1. Participants

A total of 57 participants (23 females, 34 males) collected 232 anec-
dotes. Female participants collected 4.74 anecdotes per person, while
male participants collected 3.59 anecdotes per person. The female mobility
researchers on both occasions collected more anecdotes (6–8 per person)
than the male researchers (1.25–2.25 per person). However, when looking
only at the student population, the male students were more productive
(4.15 per person versus 2.75 per person from female students). The 18–
25 age range was the largest population of participants (60.9%) overall, al-
though this is due to the contrast between the mobility researchers group
and the student group.

4.1.1. Anecdotes
Table 2, provided in Annex 1, presents the quantifiable results from the

collected anecdotes. The results are presented here in relation to one
another.

Ethnographic anecdotes were the most frequent (67.2%) overall.
However, during the Travel Day, auto-ethnographic anecdotes were more
frequent than ethnographic ones. Most anecdotes had negative connotations
(45.2%) with a distribution between positive (23.7%) and neutral (20.6%).
1 The formats used for the assignment and for the consent forms are provided as supplemen-
tary material to the article.
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There is a marked difference between the anecdotes from students –mostly
negative connotations, and that of the mobility researchers, which were
mostly positive overall, and almost never negative on Travel Day. On Travel
Day, neutral anecdotes were most common. Most anecdotes, furthermore,
centred aroundmixed groups (23.3%), and aroundmale (23.3%) and female
(19.8%) subjects alone. The largest subject age group is 19–35 years old.

The Netherlands was the most frequently mentioned country with var-
ious major cities and ports as locations in the anecdotes, likely due to the
much larger number of participants based in this country. However, the
range of the anecdotes extends to various European countries such as
Portugal, Spain, Norway, England, Sweden, Germany and non-European lo-
cations such as Japan, Australia and Canada.

The most common mode of mobility in use is the train (36.2%),
followed by bus (18.1%) and combined modes (14.9%). This is similar to
the modes described in the captured conversations of observations with
the subjects of train (26.4%), and bus (12.4%) leading. The only difference
is that in terms of mode as a topic, bike (11.7%), car (11.3%) and public
transport in general (10.4%) were frequently featured. The differences be-
tween mobility researchers and students did not vary much.

Push and pull factors2 were distributed differently between groups and
collection types. The students captured many more push than pull factors,
while the researchers had more balance on this in the non-Travel-Day col-
lection, and named almost only pull anecdotes or anecdotes combined
with pull factors.

In more qualitative terms, the anecdotes have been sorted into nine
emerging themes (see Annex 2 for sample anecdotes per theme):

1. Philosophizing about mobility: reflections on how the users perceive
and conceptualize mobility for themselves and others.

2. Observations/criticisms about mobility planning: concrete (specific)
suggestions for improvements for current infrastructure and environ-
ment and what planners should have done about them.

3. Motivations to like/take sustainable modes: anecdotes that reveal pref-
erences for non-polluting modes of transport (e.g. bicycle or mass public
transport).

4. Motivations to like/take non-sustainable modes: anecdotes that reveal
preferences for polluting modes of transport (e.g. private cars).
Push factors focus on aspects that keep someone from doing something, while pull factors
focus on incentives to encourage certain behaviour. For example, a push factor would be road
tolls or higher parking fees, while a pull factor would be an incentive to use a particular mode
such as by offering free bus passes.
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5. Children and mobility: anecdotes concerning children and their percep-
tions of transport.

6. Complaints about transport and mobility: anecdotes that highlight the
negative aspects of a particular mode or aspect of mobility.

7. Accessibility: anecdotes that discuss (lack of) globalized access (e.g. for
less mobile persons).

8. Coping withmobility disruptions and discomforts: anecdotes describing
reactions to disruptions or discomforts.

9. General observations of experiences while traveling: anecdotes specifi-
cally about the experience of traveling in a way that is not covered by
the above.

The anecdotes are organized (in Annex 2 and in the discussion below)
according to groups. Group 1 (G1) refers to the mobility researchers,
Group 2 (G2) represents the student contributors. The themes “philosophiz-
ing about mobility” and “observations/criticisms about mobility planning”
contain only contributions from Group 1, while “complaints about trans-
port and mobility”, “accessibility” and “coping with mobility disruptions
and discomforts”manifest only within G2. The results are discussed further
in the next section.

5. Discussion

The results are discussed so as to demonstrate how anecdotes could be
utilized to inform (i) the topic of sustainable mobility specifically, (ii) the
comparison between anecdotally collected every-day-knowledge and
expert-knowledge, and (iii) some interesting differences between the groups
informing this data collection. Following this, the inter-disciplinarity of the
results is reflected on. The observations and discussion can be seen as a
means to inform research design of more traditional research methods.
The value of the method of anecdote collection is demonstrated, albeit as a
complementary rather than single, method for mobility and transport re-
search and education. Triangulationwith othermethods – ideally both quan-
titative and qualitative – would be necessary to be able to make any
generalizable claims or to complete a student's education for transport and
mobility research and planning.

5.1. Sustainable mobility: Is it a ‘topic’ and if so, how?

Sustainability is not explicitly named in the anecdotes. Despite many
sustainability discussions in the news, the link to personal mobility ex-
periences doesn't seem to be made often. However, if sustainable mobil-
ity is identified by the discussion of non-motorized mobility or mass
public transport, versus motorized, small-vehicle mobility, then a num-
ber of observations can be made. When sustainable mobility in the form
of cycling or trains especially is discussed, the student groups found
many complaints, mainly along the lines of delays, bike-traffic-jams,
and physical discomfort:

“I'mnot amorning person. I like taking the bus to school because it gives
me time to wake up and I enjoy watching the world go by.”

[– G1]

“The road was closed for construction. This is a road that I take all the
time when I am on my way to work. Cars couldn't use this route for a
while (2–3 months) but I always bike to work. The road could still be
usedmost of the construction time by bikers and otherwise bikers could
(legally) go via the sidewalk. I always felt very satisfied to be able to use
the road as I would like. It felt good to be able to use the whole road and
didn't have to worry about cars”

[– G2]
However, complaints about non−/less-sustainable modes are very

similar, often referring to road works and traffic causing delays, as ex-
emplified by the following anecdotes:
4

“Two girls walking out of train station Ede-Wageningen, age around 20.
One says to the other in Dutch: ‘I really want a red car!’ Laughing,
sounding like that would be a symbol of coolness.”

[– G1]

“Two women on the train from Ede-Wageningen to Amersfoort (age ca.
30). One says to the other that she wishes to have a car and be able to
use it, because the journey by public transport took her 1,5 h and by
car only 45 min.”

[– G2]
Indeed, in some cases there is an inherent assumption that these delays
can only be resolved by building more roads, thus demonstrating that
other mobility choices are not considered, as shown for example in the

following anecdote:

“Middle aged couple on entering a veterinary practice in Perth,WA: ‘We
are so sorry that we are late – the freeway was jammed. Why didn't
those planners add another lane on the freeway when they built our
housing estate?’”

[– G1]

The mobility researchers tended to find more positive reports about sus-
tainablemodes, though cyclingwas also described as stressful (see the reflec-
tion on the difference between the students' and the mobility researchers'
anecdotes below). Some examples include:

“Chosemywork and leisure activities today all within walking distance
of the metro stop at which I arrived this morning. Benefits of closely
clustered activities close to public transport!”

[– G1]

“A group of 6-8 older women discussing that one of them got an electric
bike, that she does prefer it, only needed to charge it once, she usually
uses it for grocery shopping, but also went to the train station... etc. Pos-
itive about cycling and electric bikes, but saying she's not cycling more
because of it. Does sound like they all cycle regularly. Prefer going
slowly but know they can go faster... Nicer to cycle and see the scenery!
Does sound like they also regularly do cycling tours for day trips...”

[– G1]
One mobility researcher did frequently highlight stress and discomfort

during cycling in the Netherlands:

“Moving to the Netherlands completely changed my perspective on
what is "traffic". The volume of bikes vs cars still causes delays& queue-
ing. With 70% of JTW trips made by bike it can be very stressful on the
road, even if the air quality is good!”

[– G1]

What is striking is that for all modes, irrespective of how sustainable
they are, creative arrangements are often discussed and foundwhen a prob-
lem arises (such as a strike in public transport, road maintenance, etc.).
Sometimes these perceived problems are considered annoying, but often
the positive sides of such disruptions are also found among the anecdotes,
for example describing people connecting with each other or finding
ways to amuse themselves while waiting for a delayed train:

“I pick upmybike at the parking at Amstel. A youngmanwho picked up
his bike before me, gets on the bike even before leaving the parking ga-
rage - and the young guy working at the parking gives him a tip, in a
very friendly, warm manner (which is embarrassingly shocking for me
after interacting with all the commuters who are mostly lifeless in the
evening) that there's a fine for this, so it's better to walk next to a bike.
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The cyclist, also warmly, thanks him and, smiling, walks next to his
bike. I'm following the guy and following the advice…Outside, the
guy in front of me jumps on the bike and …opens a beer while on the
bike. People keep surprising me with their skills.”

[– G1]

‘Comfort’, ‘journey time’ (especially whether delays are likely to occur)
and ‘flexibility’ are mentioned frequently as motivators for a certain mode
choice. However, a nice scenery or the possibility for unexpected interac-
tions also feature prominently. For example in the following anecdote:

“Speaking about one's teenage daughter: used not to want to drive, but
once she got used to it she felt it was so nice– she started to take the car
rather than bus for regular trips” [note: this conversationwas heard on a
train]

[– G1]

People are more often overheard discussing mobility if they are enthu-
siastic about a type of transport/mobility, or are enjoying a scenery – they
reflect on which mode(s) enable them to enjoy this, rather than only focus-
ing on complaints, as exemplified here:

“I was sitting with two older co-workers at a table during our lunch-
break. They were both between 45-55 years old. They were discussing
if they like driving in a car. One of them said she does, especially in a
certain situation. She likes driving to her best friend in Munsterland,
Germany. When she was young, her father used to drive her there since
he did notwant her to go on a train alone, because it was too dangerous.
But now, since she is older, she loves to drive there herself. She leaves
very early, when the roads are almost empty, so she can get on the
straight highways that you need to drive on to get to Munsterland.
She loves getting on the fast lane, going a steady 170 km/h, with some
nice music on, a cigarette in her hand and an ashtray by her side. ‘It's
like having mobile me-time, where I can do what I want and look for-
ward to the destination, instead of travelling to work all the time’.”

[– G2]

However, the anecdotes don't reveal a particular link between the level
of sustainability of a mode and whether this mode is discussed more or less
positively. People appear less extremely inclined to hold on to non-
sustainable modes, especially the private car, than mobility researchers
sometimes seem to expect. Nevertheless, it also doesn't show any clear incli-
nation toward more sustainable modes.

‘Journey time’ requires a deeper discussion. Expert-driven mobility
planning favours travel time saving as one of the major drivers in trans-
port system planning (for road and public transport systems predomi-
nantly). Yet, a close examination of these anecdotes shows that several
people value the journey time itself, especially the mobility researchers
group.

“I have a partner in Paris who I see once or twice per month. I prefer to
travel there by train (6 1/2 hours). Flying might be faster, but the air
journey disrupts the day just as much. What is more, I can work on
the train. I work as a freelancer for an international IT company and
what I can achieve during the train trip counts as a ‘billable day’. This
wouldn't be possible if I was flying.”

[– G1]

“A while ago on February 16 I went to a Bizzey concert with some
friends, we had to travel with one bus and one train and it took about
an hour andfifteenminutes. I noticed that everyone didn'tfind traveling
boring or annoying at all, while they normally did. Everyone was al-
ready in the party mood for the concert and it felt like the trip was over
5

in no time. So when you are going somewhere you are really excited for
traveling is more fun.”

[– G2]
Another notable finding is that children seem to learn from their peers
and parentswhat to think of mobility, while their intuition seems atfirst
to indicate curiosity for the mechanics of whichever mode is currently

available.

“‘Daddywill go get the car. Our own car!’ says father to a small boy (3?).
‘Yes, but where is the train?’ the boy responds, with no interest whatso-
ever in the car.”

[– G1]

“A child (age 5) and his father (age around 34) are in the train. They are
talking about theway the train is steered. ‘A train doesn't have a steering
wheel’ says the little boy. The father agrees, but tells the boy there are
other ways to steer a vehicle. ‘Where is the road?’ asks the boy only a
few minutes later. The father responses with ‘There is no road, there
are rails and those are only meant for the train.’”

[– G2]

The anecdote collection discussed here does not allow for enough infor-
mation on this aspect. However, as literature demonstrates, there is room for
self-determination and independent mobility and transport behavioural
changes in youth and adolescence (particularly between the ages of 10–
18) (Mitra, 2013; Panter et al., 2008). This indicates a possibility for influ-
ence by highlighting the curiosities of sustainablemobility and by describing
one's own experiences in sustainable mobility more, and more positively,
than that in less sustainable modes. From a child development and psychol-
ogy perspective this should not be surprising, but in sustainable mobility re-
search and planning the importance of children's experiences is limited to
self-reporting (surveys and travel diaries) sometimes in conjunction with a
parental response section which is subject to biases or existing norms
(Mitra and Buliung, 2015).

5.2. Every-day-knowledge and expert-knowledge: Comparing and contrasting

While the anecdotes do not provide generalizable information, they do
provide starting points from which policy makers or planners could be in-
spired toward direct action in a way that expert-driven conventional
methods do not. For example, a travel diary (often used as a quantitative
method for collecting information on travel patterns (Richardson et al.,
1995)) or a stated preference survey (another quantitative method used
for surveying travellers on the most important variable for travel choice
(Smith and Olaru, 2015)). Anecdote collections can highlight the signifi-
cance of factors other than shortest or cheapest journey for travel mode
choice - for example by advertising the use of public transport as an easy
form of mobility when ‘you're just not a morning person’ (G1, cited
above); or to better inform new residents of an area on their range of possi-
bilities for transportation (see quote of complaint from Perth about road-
space availability for a newly built estate); or to facilitate and encourage
bringing pets or moving boxes on public transport (this might be cheaper
than building new lanes on highways?) (“Colleague moved house by load-
ing 24 boxes; a few per day on passenger train from Oslo and her friend
would pick it up in Trondheim.” – G1). In some cases, further research
might be necessary to confirm if such measures would be effective, but
the anecdotes can provide the necessary inspiration to think of such
research – a valuable role.

There are also insights from the above anecdotes that challenge conven-
tional mobility and transport planning assumptions and theoretical frame-
works such as the focus on general accessibility versus that of individual
needs and preferences (van Wee et al., 2013). The anecdotes show that
what is considered is a complex combination of personal norms and beliefs
(red cars seen as cool) and even external and temporal factors (scenery,
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weather conditions etc.). These factors are usually unquantifiable in tradi-
tional econometrics and transportation models. The challenge to expert
knowledge, then, is to not rely on modelling and abstraction but to include
mobility experiences in policies and implementation.

5.3. Mobility researchers and students: Comparing and contrasting

In terms of contributions in general, there was significantly more enthu-
siasm from women than men among the mobility researchers, while this
was more spread out among the students. However, in terms of participa-
tion and the amount of material collected, the compulsory nature of the as-
signment for the students of course has a very big impact. The comparison
in those terms is therefore not considered meaningful.

The mobility researchers, as opposed to the students, were more prone
to see or highlight or come across pull-factors and positive descriptions of
anecdotes, while this was the opposite for the students. We hypothesise
that this might be because the more experienced mobility researchers
were looking for ‘surprises’when looking for anecdotes, or were describing
their own experiences, which for the most part are inclined toward sustain-
able mobility. They may also have been listening more for specific key-
words or subjects. The students, on the other hand, may have been looking
for more ‘representative’ anecdotes, or may have been listening for any-
thing, including perhaps a broader range of conversations. The time-span
(years and one specific highlighted day for the mobility researchers, versus
one specific week for the students) per groupmay have played a significant
role in what could be witnessed, and the mindset with which the anecdote-
collectors went to work. The fact that both students and mobility re-
searchers were able to provide anecdotes from previous experience may
have been significant, especially since these anecdotes were apparently es-
peciallymemorable, but in fact very few such anecdoteswere collected, and
they did not differ meaningfully in content from the other anecdotes.

It is possible, then, that the results also indicate a certain contradiction
between the work and experiences of mobility researchers, who tend to
highlight the more complaint-based nature of mobility experiences in
their work (based on surveys, traditional data collection and expert-
knowledge), while in their daily experience they and the people they hear
around them seem to have much more positive associations with different
modes. This should at least provide food for thought in perhaps revising
how surveys or interviews are set up, or which information is sought out.
The fact that the students did hearmanymore complaints than themobility
researchers, might indicate that existing mobility research does indeed
probably capture a good part of how mobility is experienced. However, it
remains intriguing that the perceptions of the mobility researchers appear
so different, and different in these particular ways, from those of the
students.

Another curiosity is that mobility inside buildings is very rarely
discussed in both groups, and never among the mobility researchers using
social media. The only mentions of mobility inside buildings from the mo-
bility researchers concerned the last bit of walking of their commute. By
contrast, a student reflected on the accessibility of aisles in a supermarket
for disabled, but this was also an unusual anecdote as compared to the
others. It seems, then, that when asked to collect mobility anecdotes, all
groups tended to consider this as mobility from one location in a city or
town to another, usually with a specific purpose (only few anecdotes
were about leisure-based mobility).

5.4. Interdisciplinarity: Opportunities and challenges

The interdisciplinary background of those contributing anecdotes (from
planning, sociology, philosophy, ethnography, architecture, journalism stud-
ies, marketing and other disciplines) may have contributed to the variety of
themes brought up in the anecdotes, and the creativity with which they
were carried out (especially on the Travel Day). More importantly, however,
the method of anecdote collection is shown to be, in a way, post-disciplinary.
First of all because it values input that cannot itself be categorised as disciplin-
ary, except perhaps as being somewhat ethnographic in nature. The data can
6

be and was analysed both quantitatively and qualitatively, though the quali-
tative analysis was given more emphasis due to the statistically insufficient
amount of data for more thorough quantitative analysis. Every discipline
can contribute to the anecdote collection through its own lens, and may
thus contribute different but complementary insights. The interdisciplinary
background of writing and analysing the data for this article (urban, spatial
and mobility planning, architecture, urban design, geography, psychology),
was in that sense similarly important. Of course, such an interdisciplinary ap-
proach necessitates a certain level of mutual respect from the participating
disciplines. A further challenge is the negotiation of interpretations and
what is considered a relevant or significant finding. As an exploratory
method, however, the anecdote collection and evaluation seem to offer
great opportunities for uncovering starting points for further research and
practice for any discipline.

Anecdote collection is exploratory in its substance and process. The use
of this method in education fulfilled two purposes. The first was the
familiarisation of students to be aware and observe how others and them-
selves thought (or not) about mobility practices. Some commented on
how it made them think about things from different people's perspectives
in a way they had not thought about before. The second goal was to provide
a platform to discuss the social and ethical dilemmas of mobility choices
and practices. Prior to this iteration, students were asked to study news ar-
ticles regarding mobility. After the introduction of the anecdote exercise,
students have reflected that they feel more ‘involved’ and ‘interested’ in
the topics and the exercise. Mobility no longer stayed as an ‘abstract’ con-
cept or topic. This is evident in a majority of their reflection essays express-
ing surprise that they never ‘thought’ about their own mobility practices
and their current interest in it. In fact, we have seen an uptake of students
continuing to pursue this subject for their individual thesis topic in the
later part of the program.

The anecdote collectionmethod can also assist to understand and better
connect the worlds of research, planning/decision-making practice and
every-day reality by increasing awareness of which topics reach people
using various mobility systems, how they speak of them and how well this
seems to match the academic debates, for example. There is a “central
role of users of scientific knowledge in seeking, accessing and interpreting
information, the skills required to do so, and potential changes in how
non-scientific audiences view and engage with science” (Rau et al., 2018,
p. 268). Collecting anecdotes in the way experienced here, can provide an
awareness among researchers of their own position as part of every-day ex-
perience, as well as remaining (more) rooted in the experience of (often
quickly changing) circumstances around them from the perspective of
‘non-experts’.

6. Conclusion

By introducing the method of every-day anecdote collection, this ar-
ticle shows both a way of accessing and presenting, as well as a means of
bringing, every-day-knowledge into research and practice on sustain-
able mobility as a complement to expert-knowledge. The methods'
strength lies in allowing explorative insights to emerge. This can inspire
follow-up, directed research. There are limitations to the use of this
method as a means to generalize results - this would require a very ex-
tensive and high-quality data collection. Instead, the article demon-
strates a contribution to a reflexive and grounded research approach
for researchers and practitioners.

A key insight this article provides is found at the interface of sustainable
mobility goals and expert- and goal-oriented research. It hints that themore
expert one becomes, the more one sees and experiences (sustainable) mo-
bility in its pleasant forms. Yet, the research and practice of expert re-
searchers does not reflect these experiences. This sheds a different light
on research results that highlight complaints and negative aspects of travel:
they make logical sense and resonate with many, but they don't seem to re-
flect every-day mobility experiences. A strange gap is uncovered here,
which warrants further research through anecdotes. It suggests that keys
may be found for different approaches to implementing and encouraging
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more sustainable mobility in some personal experiences and those of sur-
rounding people, if more attentiveness is given to them.

Future research and applications of the anecdote-collection offers
four potential directions. First, into the value of anecdote collection as
a student assignment in mobility courses. Second, devising a much
larger-scale collection and more rigorous exploration of every-day mo-
bility anecdotes. Third, a deeper exploration of the consequences for
the potential of finding starting points for reaching goals of sustainabil-
ity. And fourth, conducting an even more varied research project in
terms of disciplines and groups involved, focusingmore on geographical
or linguistic variations as well, and reflecting on similarities and differ-
ences in those terms – considering the possibility to look for mobility
anecdotes or also for anecdotes on other subjects, depending on the ob-
jective of the research.
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Annex 1. Table 2
Table 2

Results overview from mobility researchers and students: anecdotes.a
Anecdotes
 Mobility researchers
 Travel day (mobility researchers)
 Students
umber count
 45
 45
 142

ype
 Ethnographic
 42
 12
 102
Auto-ethnographic
 3
 33
 40

onnotation
 Positive
 18
 15
 21
Negative
 14
 2
 87

Negative and positive
 2
 –
 15

Negative and neutral
 –
 –
 3

Neutral
 8
 27
 12

Other
 3
 1
 0
stimate subject
gender/grouping
Alone (female)
 3
 20
 23
Alone (male)
 6
 8
 40

Pair (female)
 8
 –
 22

Pair (male)
 4
 2
 17

Three or more (female)
 7
 –
 –

Three or more (male)
 1
 –
 –

Mixed
 12 (8 M & F, one each)
 14
 28 (18 M & F, one each)

Unclear
 4
 1
 7

Other
 –
 –
 5
stimated age range (subjects)
(years)
0–5
 1
 –
 5
6–10
 4
 –

11–18
 3
 –

19–25
 5
 –
 94

26–35
 10
 9
 20

36–45
 5
 17

46–55
 8
 2
 6

56–65
 2
 –

Above 65
 5
 1
 11

Unknown
 5
 –
 7

Mixed age
 –
 16
 8
odes
 Walking
 3
 2
 5

Bike
 2
 –
 22, 1 Mountain bike, 1 Scooter, 1 Motorcycle

Bus
 8
 10
 16

Metro
 2
 1
 1

Train
 10
 6
 52

Car
 1
 1
 13, 1 Electric car, 1 Taxi

Combined
 –
 –
 28
eographical locations

Netherlands
 25
 20
 –

General (NL)
 7
 4
 –

Amsterdam (NL)
 8
 4
 –

Utrecht (NL)
 6
 6
 –

Schiphol Airport (NL)
 1
 –
 –
(continued on next page)
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able 2 (continued)
Anecdotes
T

T

D

nnex 2. Anecdotes by theme
everal of these anecdotes are also used in the text abov
show the variation of comments made by theme an
archers, G2 refers to Group 2, i.e. the student contrib

. Philosophizing about mobility:
“Two young men (likely university students) on train
tomated vehicles (AVs), saying how the technology is
to blame for example if someone dies - is it the softwa
hacked simultaneously...mainly focusing on scary sid

. Observations/criticisms about mobility planning:
“Middle aged couple on entering a veterinary pract
ners add another lane on the freeway when they b

“Context - discussing a school girl who was killed o
reliable [public transport] from all the villages – it's
Mobility researchers
e to discuss the overall re
d to facilitate an overv
utors.

between Ede and Utrec
amazing but there are pr
re developer or...? Need t
es of it (they are into pro

ice in Perth, WA: ‘We are
uilt our housing estate?’”

n her bike in Oxford - sa
simple really - trouble is

8

Travel day (mobility researchers)
sults in terms of content. How
iew of the results for the read

ht [The Netherlands], discussi
oblems of hacking possibilities
omake sure to have each car/
gramming and making softw

so sorry that we are late – th

id there wasn't enough road s
people don't want to pay.Wh
the city centre - should be fo
Students
Groningen (NL)
 2
 5
 –

Ede (NL)
 –
 1
 14

Wageningen (NL)
 3
 –

Spain
 2 [Barcelona (1), Granada

(1)]

–
 –
Norway
 1 [Bergen]
 7 [Oslo (7), Bergen (6)]
 –

Sweden
 1 [Gothenburg]
 –
 –

Portugal
 1 [Porto]
 10 [Porto-Braga]
 –

England
 3 [Oxford (2), London (1)]
 –
 –

Germany
 2 [Essen (1), Bonn (1)]
 –
 –

Belgium
 1 [Liege]
 –
 –

Austria
 1 [Vienna]
 –
 –

Italy
 2 [Venice]
 –
 –

Australia
 2 [Perth]
 –
 –

Finland
 –
 5 [Helsinki]
 –

Czech Republic
 –
 –
 1 [Prague]

Japan
 –
 –
 1 [Tokyo]

Canada
 –
 –
 1 [General Public Transport]

Unknown
 1
 –
 9
opics (modes)
 Airplane
 3
 –

Car
 17
 5
 9

Automated vehicles
 1
 –
 –

Car & Bike
 –
 –
 2

Car & Public Transport
 –
 –
 3

Electric Car
 –
 –
 1

Train
 11
 12
 50

Train & Bus
 –
 –
 1

Bus
 6
 12
 16

Tram/light rail
 3
 3
 2

Metro
 2
 7
 1

Public Transport (general)
 3
 –
 26

Taxi
 –
 1
 1

Transit-oriented
Development
–
 2
 –
Cycling
 12
 –
 –

Bike
 3
 8
 21

Electric bike
 1
 –
 –

Scooter/motorbike
 1
 –
 2

Walking/running
 4
 12
 6

Non-motorized (general)
 2
 –
 –

Immobile
 –
 1
 1
opics (push/pull)
 Push
 10
 1
 92

Pull
 13
 12
 28

Push & pull
 13
 4
 14

None
 9
 28
 6
ay of anecdote
 Weekday (Mo-Su)
 Too little information
 All on Wed. due to date of Travel
Day
Tue. (quickly followed by Fri. and Mo.), Wed. least
frequent.
a Please note, as with the data about the participants, that the data presented here

is based on the intent to reflect the pure presentation of the quantifiable aspects of the analysis for easier identification of potentially interesting results – it is not intended as a
measure of statistical significance.
ever, here all anecdotes are provided by theme
er. G1 refers to Group 1, i.e. the mobility re-

ng programming and then pros and cons of au-
, or use by terrorists, or how to decide onwho is
brand have a different setting so they can't all be
are, so seem to speak from some experience)”

[– G1]

e freeway was jammed. Why didn't those plan-

[– G1]

pace… ‘They should ban cars - if you had free
at they really need to do is just ban traffic from
r people - no parking at all - free mini buses’”

[– G1]



“‘Almost-to-door service. I have paid for my trip so my taxi should be able to stop on the pedestrian walkway, right?’”
[– G1]

3. Motivations to like/take a sustainable mode:
“I'm not a morning person. I like taking the bus to school because it gives me time to wake up and I enjoy watching the world go by.”

[– G1]

“[In Amsterdam]Three youngwomen (end 20s) talking about cycling inUK andTheNetherlands (NL),mentioning the dislike for cycling there but liking
cycling in NL. But clear that motivation for cycling is about mobility, not sustainability (e.g. one mentions she might soon substitute her bike for a
scooter) and one mentioned she prefers cycling though she likes people-watching better in public transport/misses that with cycling. But otherwise

cycling all the way. (Those two were Romanian). The third, Dutch girl mentioned wherever she goes she would always try to cycle, but exceptions are if
it's really unsafe, like in London.”

[– G1]

“A group of 6-8 older women discussing that one of them got an electric bike, that she does prefer it, only needed to charge it once, she usually uses it for
grocery shopping, but also went to the train station... etc. Positive about cycling and electric bikes, but saying she's not cycling more because of it. Does
sound like they all cycle regularly. Prefer going slowly but know they can go faster... Nicer to cycle and see the scenery! Does sound like they also reg-

ularly do cycling tours for day trips...”
[– G1]

“I have a partner in Paris who I see once or twice per month. I prefer to travel there by train (6 1/2 hours). Flying might be faster, but the air journey
disrupts the day just asmuch.What is more, I canwork on the train. I work as a freelancer for an international IT company andwhat I can achieve during

the train trip counts as a ‘billable day’. This wouldn't be possible if I was flying.”
[– G1]

“Having the university near a light rail stop is a boon! Our students mostly come by the light rail… helps when inspiring them to design a car-free urban
transformation zone.”

[– G1]

“Chose my work and leisure activities today all within walking distance of the metro stop at which I arrived this morning. Benefits of closely clustered
activities close to public transport!”

[– G1]

“Colleague moved house by loading 24 boxes; a few per day on passenger train from Oslo and her friend would pick it up in Trondheim.”
[– G1]

“I'm leaving after peak hour. The Netherlands has a country-wide train subscription that's quite cheap outside peak hours. As a PhD-student I can usually
afford to travel after peak hour in both morning and evening - it feels like luxury in the morning! :)”

[– G1]

“The road was closed for construction. This is a road that I take all the time when I am on my way to work. Cars couldn't use this route for a while (2-3
months) but I always bike to work. The road could still be used most of the construction time by bikers and otherwise bikers could (legally) go via the
sidewalk. I always felt very satisfied to be able to use the road as I would like. It felt good to be able to use the whole road and didn't have to worry about

cars”
[– G2]

4. Motivations to like/take a non-sustainable mode:
“Speaking about one's teenage daughter: used not towant to drive, but once she got used to it she felt it was so nice– she started to take the car rather than
bus for regular trips” [note: this conversation was heard on a train] – G1

“Two girls walking out of train station Ede-Wageningen, age around 20. One says to the other in Dutch: ‘I really want a red car!’ Laughing, sounding like
that would be a symbol of coolness.”

[– G1]

“Twowomenwaiting for a train at ametro station in Bonn: One said ‘I like [public transport] but once you start a family you just have tomove further out
of the city. Children need a garden, you cannot stay in an apartment with them. And then you also must have a car.’”

[– G1]

“Moving to the Netherlands completely changedmyperspective onwhat is "traffic". The volume of bikes vs cars still causes delays& queueing.With 70%
of JTW trips made by bike it can be very stressful on the road, even if the air quality is good!”

[– G1]

“[Normally, while driving] I am just listening tomy audio-book and I just get carried away and forget about the time. But if you're just stuck in traffic and
looking at the watch, it gets very stressful. I remember before I started listening to audio-books.”

[– G1]
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“Two women on the train from Ede-Wageningen to Amersfoort (age ca. 30). One says to the other that she wishes to have a car and be able to use it,
because the journey by public transport took her 1,5 h and by car only 45 min.”

[– G2]

“I was sitting with two older co-workers at a table during our lunch-break. They were both between 45-55 years old. They were discussing if they
like driving in a car. One of them said she does, especially in a certain situation. She likes driving to her best friend in Munsterland, Germany.

When she was young, her father used to drive her there since he did not want her to go on a train alone, because it was too dangerous. But now,
since she is older, she loves to drive there herself. She leaves very early, when the roads are almost empty, so she can get on the straight highways
that you need to drive on to get to Munsterland. She loves getting on the fast lane, going a steady 170 km/h, with some nice music on, a cigarette in
her hand and an ashtray by her side. ‘It's like having mobile me-time, where I can do what I want and look forward to the destination, instead of

travelling to work all the time’.”
[– G2]

“17 March 2019; Dutch speaking father (approximately 40/50) and son (approximately 20/30) discuss the public transport at Utrecht Central
Station. Son: ‘Ideal, such an automatic recharge card, so fast! Father: ‘Yes? Do you declare often?’ Son: ‘No, I mainly travel by car’. Father: ‘Okay,

otherwise it might also be a lot of paperwork, right? Son: ‘Yes, you have to fill in a lot of forms then’.”
[– G2]

5. Children and mobility:
“‘Daddy will go get the car. Our own car!’ says father to a small boy (3?). ‘Yes, but where is the train?’ the boy responds, with no interest whatsoever in
the car.”

[– G1]

“Little girl tells mother, while traveling on bus, how she finds it so boring to go by train (seems like peer pressure, because she emphasises howmuch her
friend also found it boring), but relates how they went anyway, but found it sooo boring.”

[– G1]

“A child (age 5) and his father (age around 34) are in the train. They are talking about the way the train is steered. ‘A train doesn't have a steering wheel’
says the little boy. The father agrees, but tells the boy there are other ways to steer a vehicle. ‘Where is the road?’ asks the boy only a few minutes later.

The father responses with ‘There is no road, there are rails and those are only meant for the train.’”
[– G2]

6. Complaints about transport and mobility:
“I took the bike to the university campus frommy house inWageningen. Normally this would be a 10-minute bike ride, as the distance is not that big, but
I got stuck in traffic due to a very annoying traffic light. This specific traffic light is situated near the university campus and has very long waiting times.
While I waswaiting at the traffic light I could feel themood of the cyclists aroundme, and theywere also not amused by the delay they got from the traffic
light.”

[– G2]

“It is very crowded in the train. I have to stand in the aisle of the coupé. One woman in approximately her 30s sits in a two-seater with one bag on
the chair next to her. Next to the bag on the seat, she has another suitcase and a handbag. She doesn't seem to be very comfortable in her seat partly
by the fact that she is enclosed by her bags. I suspect that she isn't very comfortable by the fact that she has taken two seats instead of one but she
doesn't have the space to relocate her bags nor is there any space to store the bags elsewhere. I'm standing in between two people who stand closer
than you would normally do with strangers which makes me slightly uncomfortable. However, it is too crowded to increase the distance between
us so it is understandable that they stand so close. They also seem to feel slightly uncomfortable by the close proximity of strangers which I can tell
by the way they divert their eyes. The reason I think this is because I myself do this as well. I'm a little annoyed by the fact that the woman takes in

more place than is necessary but I can also see that she regrets the situation so my annoyance is present but a little misplaced.”
[– G2]

“I was on my way to Zwolle, with my motorcycle, and after a good ride over the dikes alongside the river ‘IJssel’, I planned on taking the highway
to cover the last part of the journey. But when I reached the access road to the junction of the highway, it was closed off due to road works. I had to
look for another access point, but that turned out to be kilometres away in the wrong direction, this dampened my mood because it took me extra

time to get to my destination, and the occlusion of the junction was not well indicated.”
[– G2]

“Last Tuesday I was waiting at the ‘amazing’ traffic lights near Bornsesteeg waiting for the lights to go green with about 200 other students. I'm at
the back of the bicycle traffic jam when I overheard two girls talking about the situation. Two things they said were very interesting: ‘The person

who designed this is an absolute idiot!’ and ‘Even if you're on time, when you get to this intersection you'll still be late!’”
[– G2]

“A friend of mine (ca. 19) was complaining about the construction works between Amersfoort and Amsterdam, which lead to having to travel
much longer to get to the destination. It was a journey by public transport that now included 1 bus, 2 metros, 2 trains and then a walk.”

[– G2]
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“Girl, around 18, travelling to Zwolle to stay the night with a friend. She had to travel in the weekend due to the NS strike this morning, otherwise
she could not get to school on time.”

[– G2]

7. Accessibility:
“In the supermarket in Wageningen, an elderly lady, around the age of 80, had difficulties with her scoot mobile. She was stuck in between two racks in
the supermarket. Later on, I saw her stuck in another spot. She did get help from people around her, but the accessibility for less mobile persons was
obviously insufficient in the supermarket.”

[– G2]

8. Coping withmobility disruptions and discomforts:“Groupmember of previous course, 25 years old, telling about her plan the night before (Monday), to
go to a fencing training. But her plan could not succeed because of the cancelled trains between the Arnhem and Ede-Wageningen station due to heavy
weather conditions, so she had to turn around and go home.”

[– G2]

“Mymom: what timewill you be back home?My dad: I was planning somewhere before 4:30 in the afternoon. Mymom reacted surprised. ‘That's early!
Didn't you have a lot of clients?’ My dad responded. ‘Yes, but I must be home before 4:30. Otherwise I will be in traffic till 6 in the afternoon.’”

[– G2]

“In the train from Ede-Wageningen to Schiphol Airport, two Dutch girls (students I assume by their topic of conversation) aged around 18 or 20 years,
were discussing the clumsiness of travelling by public transport with a large bag. One of the girls was travelling homewith all her laundry put in a large
bag. Shewas puffing and grumbling; ‘Pffff, I hate to travel with this huge bag!’. She didn't feel very comfortable about it. I realised how easy it is to have a

washing machine in my house!”
[– G2]

9. Observations of experience while traveling (neutral, positive or negative):
“Ride in Helsinkimetro is one that involves little vocal noise when compared tomany othermetropoles. However, talking on the phone in this low noise
environment, sometimes even about very personal details, is perfectly fine.”

[– G1]

“People show wonders of multi-tasking on trains and buses: they listen to music and edit texts, talk on the phone while simultaneously checking out
social media feeds on the same phone, paint their nails”

[– G1]

“Getting off the bus: choosing between stairs and escalator to enter Utrecht CS. Can't stand being immobile and wait anymore, so I take the stairs, then
make another lazy run for the train, probably won't catch it, but I just feel like moving after the uneventful bus ride. The doors close, I could havemade a
very quick desperate sprint as I was hearing the whistle and make it, but extra 10 min on the station is fine. As usual, I'm going to Etos or Hema to buy
something I always forget to buy - this time paracetamol. I like this feature of Dutch train stations. Ever since I commute via Utrecht, I hardly ever need to

go to stores like Etos in Amsterdam, I can always get anything before the train.”
[– G1]

“I pick upmybike at the parking at Amstel. A youngmanwho picked up his bike beforeme, gets on the bike even before leaving the parking garage - and
the young guyworking at the parking gives him a tip, in a very friendly,warmmanner (which is embarrassingly shocking forme after interactingwith all
the commuters who are mostly lifeless in the evening) that there's a fine for this, so it's better to walk next to a bike. The cyclist, also warmly, thanks him
and, smiling, walks next to his bike. I'm following the guy and following the advice…Outside, the guy in front ofme jumps on the bike and…opens a beer

while on the bike. People keep surprising me with their skills.”
[– G1]

“This is not exactly an experience where I encounter a lot of people, because I'm sitting in my car. I can only see them frommywindow. It's still, I would
say, a stressful experience because I have a lot of traffic to go through.”

[– G1]

“During the train journey awoman, around 20-30 years old, was on the phone telling about the old intercity used as ‘sprinter’, she called it a ‘Boemelding’
because it is so old, noisy and slow. But she was happy about the good sunny weather.”

[– G2]

“Today I meet another conductor who is out of the ordinary. He comes from the province Brabant, and since it's almost Carnival he comes singing
Carnival songs into the seating compartment where I am seated. Another passenger starts a conversation with him. He tells her that he's looking forward
to Carnival and that he is going to enjoy it. He also mentions that it's unfortunate that he must work on Monday. On top of this, he is wearing a batch

saying, ‘Happy Carnival!’. Well, he really is having fun already.”
[– G2]

“At my changing station, Utrecht Central station, the train was 5 minutes late. I was annoyed by it, as it was 8 degrees outside, and I had to be early at
home in the evening. But I knew that the trainwould probably gain timewhen travelling to Amsterdamand further, and thus would lose the delay.When

the train arrived, the front of the train had no lights on. Around me, people looked confused about this. Some young people (ranging from 15-25
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probably) were wearing colourful, eccentric outfits, because of a Comic Con that was held in Utrecht. A guy, who was dressed in a steampunkcoat army
outfit (probably in his twenties), started a conversationwith a girl (also around 20) about the darkened part of the train. Later we heard that the front part
would disconnect from the rest of the train, and that we should enter the rear part. The guy and girl started talking about Comic Con. ‘I wish I could wear
this every day. I feel comfortable wearing this, but it's not really accepted’ the guy said. The girl said: ‘yeah I understand that youwould wear this, I really
enjoy all these people in costumes walking around. It's nice to see a change and variety in outfits around Utrecht Central Station once a year. That's a nice

feature of a station where people meet for conventions like these, it's fun to see.’”
[– G2]

“On Saturday […] I observed at the bus from Busstation Wageningen to Arnhem Central Station. When it comes to boarding and leaving the bus, the
people who enter the bus do this at the front set of doors and the people who leave the bus do this at the back set of doors. This creates a well-functioning
system of people getting in and out of the bus. Once I took a seat on the bus, it seemed the bus driver (male, 40-50 years old) planned on delaying the take-
off of our trip by another 5minutes by smoking his second cigarette. He did this in front of the bus's front window so every passenger could see himmake
them come late. This immediately led to some irritated passengers of different age groups. One elderlyman (around 60 years old) started to sigh in a very
obviousway and shake his head. Althoughmost of themprobably don't approve the behaviour of the bus-driver, theywould never say something about it

to him. They would be a voice for almost everyone on the bus, but would be held personally responsible for complaining to the driver.”
[– G2]

“A while ago on February 16 I went to a Bizzey concert with some friends, we had to travel with one bus and one train and it took about an hour and
fifteenminutes. I noticed that everyone didn't find traveling boring or annoying at all, while they normally did. Everyone was already in the party mood

for the concert and it felt like the trip was over in no time. So when you are going somewhere you are really excited for traveling is more fun.”
[– G2]

K.C. von Schönfeld et al. Transportation Research Interdisciplinary Perspectives 7 (2020) 100169
Annex 3. Supplementary data
Supplementary data to this article can be found online at https://doi.org/10.1016/j.trip.2020.100169.
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