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Summary 

Adopting the perspective of the traveller, this thesis examines how travel 
plans are actually made in the everyday situation and how information is 
used and drawn on when planning the many, often unremarkable, trips of 
ordinary urban life. Ethnographical field studies in southern Stockholm, 
Sweden, employing a practice theory perspective showed that people use a 
vast mixture of different types of information when planning and making 
trips. Therefore, the concept of travel information should be defined broadly 
enough to encompass informal, formal, analogue and digital types of travel 
information. Then, and only then, is it possible to perceive the interactions 
between these and see their potential as a change factor for sustainable city 
travel. In relation to this, situations when travel information was not used, 
were also identified in the qualitative data and are acknowledged and 
discussed in the thesis.  

Travel planning is in everyday practice undertaken little by little, 
squeezed in between other activities of daily life. It is a process more 
extended in time, space and content than the limited search for information 
about the best way to get from A to B, assumed and facilitated in many 
existing travel information services. Travel planning is closely connected to 
the overall scheduling of activities (planning of life) and thus spans much 
larger time frames than the single trip. Planning travel also includes 
consideration of issues such as preparations needed (things to be done 
before departure/brought on the trip); managing vehicles and equipment in 
time and space (getting the bicycle/car home again or safely parked); the 
weather (current and forecast); social relations (the potential of different 
travel options for relationship building or conflict triggering); social norms 
(e.g. of ‘good parenting’ or ‘proper behaviour on public transport’); and 
health issues (wanting exercise or inability to manage stairs/luggage). 

The qualitative data revealed that travel information is sometimes 
perceived and used as a security blanket, i.e. something to hold on to and 
give the traveller courage on the trip until they are safe at their destination. 
It also showed that travel planning, depending on life situation, can be 
experienced as either a house of cards, i.e. if anything changes the whole 
house collapses and has to be rebuilt to a different layout, or a prefab 
building, i.e. the same prefabricated pieces are joined together in more or 
less the same pattern every time. 

Recent decades have seen rapid growth in ICT services relating to 
transportation. Different types of travel information services have been 
proposed as a means to decrease the environmental impacts of 
transportation through effecting behavioural change. Taking the empirical 
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insights provided by this thesis into travel planning and travel information 
use in practice, it is clear that travel information services of tomorrow, if 
connected to other ICT systems in everyday life, could be designed in a way 
that broadens their horizon of assistance in supporting travel planning 
processes in everyday life. Although, as this thesis demonstrates, the role 
and potential of travel information services and ICT in the work of achieving 
sustainable mobility should be discussed from a perspective critical of overly 
linear perceptions and instrumental starting points.  
 
Keywords: Travel planning, travel information, travel information services, 
travel planners, sustainable social practices, practice theory, everyday life, 
ICT, urban transport, user-centred perspective 
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Sammanfattning  

Denna avhandling tar resenärens perspektiv, och undersöker från 
vardagslivets horisont hur resor egentligen planeras, och hur information 
används när de många, ofta obemärkta, vardagsresorna görs i staden. 
Etnografiska fältstudier i södra Stockholm, gjorda och analyserade med ett 
praktikteoriperspektiv, visar att människor använder sig av många olika 
typer av information för att planera och genomföra sina resor. Därför bör 
begreppet reseinformation definieras vitt nog att rymma både informella, 
formella, analoga och digitala typer av reseinformation. Först då är det 
möjligt att iaktta interaktioner mellan dessa, och också se informationens 
eventuella potential som förändringsfaktor för hållbart stadsresande. Även 
situationer när reseinformation inte används uppmärksammas och 
diskuteras.  

Reseplanering är i vardaglig praktik något som sker lite i taget, i 
mellanrummen mellan andra sysslor och aktiviteter. Det är en process mer 
förgrenad i tid, rum och innehåll än den avgränsade sökning efter 
information om bästa sättet att ta sig mellan A och B som många 
existerande IT-baserade reseplanerare verkar förutsätta och i dagsläget 
assisterar. Reseplanering är starkt knutet till den övergripande planeringen 
av aktiviteter i livet, och reseplanering har därför oftast ett vidare tidsspann 
än endast en resa. Planering av resor inkluderar även hänsyn till faktorer 
som nödvändiga förberedelser (saker att göra innan avfärd/ta med sig på 
resan); hantering av fordon och bagage i tid och rum (få hem cykeln/bilen 
igen eller få den säkert parkerad); vädret (nuvarande och prognostiserat); 
sociala relationer (potentialen för konflikter/positiv samvaro vid olika 
färdmedelsval); sociala normer (om gott föräldraskap eller hur man för sig 
på kollektiva färdmedel); och hälsoaspekter (vilja till motion eller oförmåga 
att gå i trappor).  

Fältarbetet gjorde tydligt att reseinformation ibland används som en 
snuttefilt – något att ty sig till och hålla i handen på okänt territorium tills 
du har kommit till målet för din resa. Reseplanering kan också, beroende på 
livssituation, antingen upplevas och liknas vid husbygge med 
prefabricerade element – samma standardiserade, välkända bitar 
sammanfogas på ungefär samma sätt varje gång; eller också ett korthus – 
om någonting ändras brakar hela huset ihop, och måste byggas upp igen 
med en helt annan design.  

Under de senaste decennierna har det skett en snabb utveckling av 
IT-lösningar på transportområdet. Olika typer av reseinformationstjänster 
har föreslagits som ett verktyg för att ändra resebeteenden och därmed 
minska transporters miljöpåverkan. Med utgångspunkt från studiens 
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empiriska insikter i hur reseplanering går till i praktiken, och hur 
reseinformation används blir det tydligt att morgondagens 
reseplanerartjänster, om de kopplades ihop med andra digitala system vi 
använder i vår vardag, skulle kunna utformas på ett sätt som utvidgar 
systemets ”assistanshorisont” för att bättre passa ihop med 
reseplaneringspraktikerna i vår vardag. Potentialen och rollen för 
reseinformationstjänster och IT i arbetet med att minska transporters 
miljöpåverkan bör diskuteras från ett perspektiv som är kritiskt till alltför 
linjära och instrumentella utgångspunkter, vilket denna avhandling bidrar 
till.   
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1 Introduction 

Transportation of people and goods is one of the pressing environmental 
challenges facing the world. In 2004 transport was responsible for 23 % of 
the world’s energy-related greenhouse gas emissions (IPCC 2007) and its 
contribution to emissions is continually increasing in Sweden, Europe and 
globally (Åkerman 2011, Chapman 2007, Eurostat 2013). As the world 
becomes increasing urbanised, energy use from urban transport is expected 
to double by 2050 and CO2 emissions are expected to more than double by 
2025 (IEA 2013). In a Swedish context, overall transportation causes 47% of 
Sweden’s total emissions of greenhouse gases, with domestic transportation 
contributing 33% (Trafikverket 2014). Although emissions from private 
road traffic have decreased slightly in Sweden since the 1990s due to more 
energy-efficient vehicles and an increasing share of vehicles running on 
biofuels, the emissions from heavy vehicles have increased significantly 
(Naturvårdsverket 2014). Motorised transport in urban areas also causes 
congestion and severe health effects due to outdoor air pollution, noise and 
traffic-related injuries (IEA 2013, Dora et al. 2011). The environmental 
impacts of transportation are determined by the interaction of technologies, 
infrastructure and the activities and transport behaviour of citizens in a 
given society. Technological innovations in fuels and vehicles have been 
assessed as being important, but not sufficient for achieving a sustainable 
transport system (Chapman 2007, Åkerman 2011, IEA 2013). In recent 
decades more attention has been given to measures and policies relating to 
travel demand, i.e. trying to affect whether, when and how (by which mode) 
travel is undertaken. 

One proposed means to change environmentally burdening travel 
behaviour is by using the possibilities of Information and Communication 
Technology (ICT) for providing people with better, real-time and more 
accessible travel information and thereby bringing about a shift to more 
environmentally sustainable transportation modes (Farag and Lyons 2008, 
Farag and Lyons 2011, Sussman 2005). This idea has been widely adopted 
within sustainable transport policy frameworks such as the “avoid, shift, 
improve” approach (IEA 2013). There are also hopes that travel information 
services will serve as a solution to congestion by utilising ICT to ‘improve 
coordination, and harness unused capacity’, as envisioned in a future urban 
transport vision by Gullberg (2012).  

In order to assess the possibilities and barriers for ICT-based travel 
information services to reduce the environmental impact of city traffic, 
consideration needs to be given to technical, institutional and traveller-
centred aspects. Technical innovation in the field of transport information 
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requires actors to share information and cooperate in new ways, and new 
incentives to be provided for doing so (Cano-Viktorsson 2014, Kramers 
2012). It also requires knowledge about real planning situations in everyday 
life. Unless people find information services practical and helpful in their 
daily travel planning, they will not be used. To achieve a lasting effect on the 
environmental sustainability of the transport system, information services 
thus have to effect a change to more environmentally sound transport 
modes in the travel patterns of urban citizens. Moreover, the direct negative 
environmental impacts of ICT-based information services (due to 
production, use, distribution and final disposal of services and products) 
and the second order (rebound) effects arising (Bo ̈rjesson Rivera et al. 2014) 
should not exceed or outweigh their positive effects.  

1.1 Aim and scope of the thesis 

In this thesis I aim to help understand what travel planning is and looks like 
in people’s everyday lives. Moreover how information is used and could 
better be employed in this practice, particularly in relation to achieving 
environmentally sustainable transportation in cities. The specific research 
questions I addressed were:  

1. How are travel plans and travel choices actually made in everyday 
practice, i.e. in specific socio-technical contexts?  

2. What kind of information and strategies are drawn on, and how do 
these come into play in planning and choosing travel?  

3. How could these insights support the design of travel planners 
intended to promote environmentally sustainable travel?  

The focus in this thesis is on the physical mobility of people in urban areas. 
‘Travel’, ‘trips’ and ‘journeys’ are used synonymously, denoting a wide range 
of trips, e.g. walking to the corner shop, the daily commute and trips for 
leisure activities. Longer journeys for private or business purposes were 
included in the scope of the empirical studies, in order to acknowledge the 
interconnectedness of different trip categories (Henriksson 2008). 
However, it is mainly the planning of local, frequent, ordinary journeys in 
the everyday life of urban citizens that is explored in this thesis.   

Based on the findings presented in Paper I, ‘travel information’ is 
used to denote all types of information employed in travel planning 
purposes. ‘Formal travel information’ is used to denote information from 
travel information services, traffic signage, traffic radio etc. The terms 
‘travel information services’ and ‘travel/trip planners’ refer to ICT-based 
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travel information in the form of desk-top or mobile tools and services for 
travel planning purposes. ‘Sustainable’ as used in the text means 
environmentally sustainable.   

1.2 Outline 

The structure of the remainder of the thesis is as follows:  

Chapter 2 provides a background on ICTs, travel planning and 
sustainability, and an overview of the various strands of previous research 
examining travel planning, information use and travel practices in everyday 
life.  Chapter 3 starts with a brief presentation of how theories are viewed 
and used, and thereafter discusses the theoretical framework, practice 
theory, chosen for the thesis. Chapter 4 discusses the methodology used 
for collecting and analysing the empirical material. Chapters 5 and 6 
summarise the results of the thesis, with Chapter 5 dealing with research 
questions 1-2, while Chapter 6 explores research question 3. Chapter 7 
discusses the findings and presents the conclusions of the thesis.  

In the appended papers, research questions 1-2 are explored mainly in 
Paper I, but are to some extent also touched upon in Paper II. Research 
question 3 is explored in Paper II.  
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2 Background 

This chapter provides a brief overview of the various strands of previous 
research related to travel planning, travel information use, ICT and 
sustainable travel practices in everyday life.  

2.1 ICT, travel planning and sustainability 

The interest in ICT for sustainable mobility has been premised largely on 
the expectation of substitution effects – that ICT services such as 
telecommuting and virtual meetings would reduce the need for physical 
mobility (i.e. travel) and thereby achieve environmental benefits (Cohen-
Blankshtain and Rotem-Mindali 2013). As noted by Schwanen et al. (2008 
p. 520), in the public debate this framing of ICT and travel can easily slip 
into technological determinism, where the introduction of a new technology 
“has direct and determinate causal effects on societies or socio-spatial 
processes”. These effects are also typically understood to occur 
independently of context (ibid.). Empirical findings suggest, however, that 
the relationship between ICT and travel is more complex and needs to be 
understood and assessed in relation to everyday practices as a whole, rather 
than to a single activity (Røpke and Christensen 2012, Cohen-Blankshtain 
and Rotem-Mindali 2013).  

Previous research has pointed out e.g. how ICT is helping people to 
accommodate and manage uncertainties in activity and travel scheduling 
(Jain, Line and Lyons 2011, Schwanen 2008). However at the same time it is 
eroding the fixity of schedules and creating uncertainty by allowing re-
coordination at very short notice (Line, Jain and Lyons 2011, Christensen 
and Røpke 2011, Jain et al. 2011). Other studies show that the rescheduling 
possibilities accompanying ICT innovations such as the mobile phone have 
enabled more open and improvisation based planning (Schwanen 2008) 
and facilitated travelling on the edge of time, making time margins for 
contingencies less necessary (Line et al. 2011). In a study of the everyday 
context of transport and ICT use for women who combine parenting and 
part-time work, Jain et al. (2011) found that use of ICTs can further embed 
the car into social life, despite the fact that congestion during peak hours 
(when these mothers need to travel due to school hours) reduces the time- 
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space flexibility of the mode significantly. They noted that:  

[r]ather than move away from the car, women in this research selected either 

to reduce their working hours in anticipation of delays incurred by 

congestion, or had a contingency plan reliant on the mobile phone to inform 

others of the delay and if necessary set up alternative ‘emergency’ childcare 

(Jain et al. 2011 p. 1614) 

Other studies have found that although some trips may be replaced through 
ICT, an examination of the broader impacts may also reveal travel 
generation effects. For example, the possibility of working from home has 
been found to ‘make space’ for driving one’s children to school, avoiding 
congestion (but keeping on driving to work) or living farther from the 
workplace than would otherwise be feasible (Røpke and Christensen 2012). 
The potential to maintain and enlarge one’s social networks via ICT has also 
been reported to increase travel, as virtual contacts are often followed up by 
physical travel (ibid. p. 357). These empirical studies thus underpin the 
argument that ICT solutions are changing (and often enriching) the way in 
which people communicate, but have not fundamentally changed the way in 
which they travel (Line et al. 2011 p. 1496). In fact, trends for increased 
travel demand have been reported (Røpke and Christensen 2012). Rather 
than simply replacing travel/travel modes, ICT modifies everyday practices, 
enhances the capacity, efficiency or attractiveness of physical networks and 
remediates pre-existing infrastructures and media (Schwanen et al. 2008, 
Cohen-Blankshtain and Rotem-Mindali 2013).  

2.2 Travel information use  

Expectations of ICT-based travel information have often been rooted in an 
assumption of ‘the rational traveller’ who weighs up the costs and benefits of 
the different travel options available (Lyons 2006 p. 201). In past transport 
research and transport policy, the theories of Rational Choice and what has 
been called the ‘ABC model of behaviour’ (Shove and Walker 2010 p. 89), 
where attitudes (A) drive behaviours (B) chosen (C) by individuals, have 
been prevalent (Schwanen, Banister and Anable 2012, Watson 2012). In 
recent years, however, transport research has begun to revise the view of the 
‘information-demanding, rational traveller’ (cf. Paper I). For example, it has 
been shown that for most trips, formal travel information is not used (Lyons 
et al. 2007), and it is now recognised that most travel decisions may be 
governed by a search for ‘good enough’ rather than ‘optimal’ options 
(Chorus, Molin and Van Wee 2006, Lyons 2006). The reliance on habits, 
defined as ‘learned automatic responses to specific situations’, and 
heuristics ‘shortcut choice strategies’ (or rules of thumb) has been 
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increasingly studied, and has been found to limit the need for information 
(Verplanken, Aarts and Van Knippenberg 1997, Gärling et al. 2002). So 
when do people use formal information, such as websites, timetables and 
mobile phone apps for travel planning? Previous research indicates that 
travel information is mostly used for trips that are either long-distance 
(Peirce and Lappin 2004) and/or unfamiliar, arrival time-sensitive, or 
unpredictable in some way (Farag and Lyons 2008, Lyons, Avineri and 
Farag 2008). 

The above-mentioned literature on travel information use from of 
Transport Studies draws mainly on theoretical frameworks of behaviour 
from the fields of economics and psychology. Sociologist Tom Hargreaves 
has called this approach to environmental behaviour the cognitive approach 
(Hargreaves 2008 p. 28). It focuses on the individual; sees individual’s 
values, attitudes and beliefs as a precursor to behaviour; views decision 
making as a more or less rational process; and considers beliefs to be stable 
and relatively insensible to situation or context (ibid.). Even if the ‘utopian 
view’ of the rational traveller and the everlasting demand for information 
nowadays is left behind, this strand of research still puts individual agency 
and choice in focus.  

2.3 Travel habits and travel practices  

Another strand of research related to travel behaviour originating from 
disciplines such as sociology, geography and the cultural sciences, adopts a 
rather different perspective on what shapes decisions and behaviours 
related to travel – and behaviours as a whole. They have criticised cognitive 
approaches for failing to see individuals as social actors and appreciate the 
impact of different social and material settings and collectively shared 
temporal structures in society (Shove 2002, Ettema and Schwanen 2012, 
Watson 2012). In the words of sociologist Elizabeth Shove:  

[C]onsumption, including consumption of mobility services, is undertaken in 

the course of achieving what people count as normal social practice, 

signalling membership of society, conforming to convention and reproducing 

social order. Changes in consumption, including changes in mobility, 

consequently suggest a rejigging of routine, convention and order. 

(Shove 2002 p. 2) 

One influential theoretical perspective used extensively in this strand of 
literature is practice theory (Shove 2002, Watson 2012, Birtchnell 2012), 
which is further explained in section 3.2. Such studies have explored e.g. 
travel’s association not only with a geographical, but also a temporal 
dimension, where the socio-temporal organisation of a society plays an 
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important role in the organisation and change of everyday practices – 
including how (where, how much and by what mode) people travel – and 
their social consequences (Shove 2002, Shove, Frank and Wilk 2009, 
Southerton 2003). 

Another cluster of studies focuses on the concept of routines and 
habits related to travel. It is important to note, however, that the concept of 
habits within this strand of research is rather different from the definition of 
‘learned automatic responses to specific situations’ prevailing in the 
cognitive approach to travel behaviour. Instead, geographer Tim Schwanen 
et al. (2012) consider habits to be generative and propulsive tendencies 
brought about through repetition. These should not be confused with the 
repeated actions themselves:   

Bundles of actions or practices like routinely commuting by car or working on  

the train are representations of habit (Bissell, 2012); habits are the tendencies 

or forces implicated in such routine performances.  

(Schwanen et al. 2012 p. 524) 

These authors also stress that habits are not simply consequences 
originating from the workings of the brain and mind of an individual, but 
belong “to body-mind-world assemblages that exceed the human individual 
as conventionally understood” (Schwanen et al. 2012 p. 522). Although 
produced by repetition, habits in this perspective are not only to be seen as 
automated and stable – they do gradually change and have a transformative 
and spontaneous capacity inherent in them that Schwanen et al. (2012) 
suggest should be exploited in transport policy for the decarbonisation of 
passenger transport. Viewing travel habits as an opportunity rather than as 
a problem within work for sustainable development is an approach shared 
by European ethnologist Greger Henriksson (2008). In research focusing on 
citizens’ travel habits in Stockholm, Sweden, he concluded that sustainable 
development is not primarily about breaking habits, but rather about how to 
gradually replace and then maintain them. More focus should also be given 
to the process of habit formation. Henriksson points to the possibility 
inherent in the fact that urban dwellers in Stockholm largely have the habit 
of mixing modes of transport in their everyday travel. This means that the 
habit of using public transport and active modes of transport is already 
widespread in a city like Stockholm. Supporting, maintaining and extending 
such habits should also be the focus of sustainability measures, Henriksson 
argues (ibid.). 
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2.4 Travel planning 

Travel planning practice is a part of travel that has been sparingly studied 
with contextual, interpretive approaches to date. There are some exceptions 
within the area of tourism research, for example Hargreaves and Robertson 
(2010) conducted a field study investigating the planning and decision-
making behaviour of people engaged in preparing for multipoint, 
international air travel. The participants were both professional travel 
agents and non-professional, but experienced, travel planners. The results 
showed that travel planning is a “social and collaborative activity, in 
contrast to the idea of an individual working largely alone” (ibid., p. 23). The 
authors also concluded that personal information from friends and family 
was a source heavily relied on in the planning process. They argue that 
travel planning should be viewed as a design process, and, drawing upon 
theory of design and decision making, that travel planning most often 
focuses on creating solutions where none previously existed rather than 
searching for, evaluating and implementing pre-existing solutions (ibid., p. 
24). Another study by Schwanen (2008) examining how part-time working 
parents picking up children from schools and nurseries coped with 
uncertain arrival times also stressed the importance of not viewing actors as 
‘social atoms’ and found that the strategies used by parents included a large 
amount of social collaboration, combined with emotional and moral 
considerations.  
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3 Theoretical framework 

This chapter briefly presents how theories are viewed and used throughout 
this thesis, and discusses the theoretical framework. 

3.1 Theories and what they do 

Theories are perspectives, ways of dealing with and ways of taking on reality 
(Kaijser and Öhlander 1999). Theoretical perspectives can be said to act as 
lenses – the use of certain theoretical frameworks makes some things clearly 
visible but makes others blend into the background. As argued by sociologist 
Mikael Klintman, research methods and theoretical models should be 
chosen on their merits with regard to a certain research question “rather 
than on ideologically based favouring of a particular method” (Klintman 
2000 p. 11). Although I agree with this approach and tried to apply it in the 
research process for this thesis, it is important to note that any research 
question is already formulated and understood on the basis of previous 
research and the experience of the researcher:  

It is naive to think that prior research or theoretical studies do not influence 

how empirical studies are done, which questions are asked, and how the 

empirical material is interpreted.  

(Røe 2000 p. 105). 

The specific questions posed, the theories used as tools and the methods 
utilised will inevitably influence the range of possible answers (Beronius 
1987). In the present work I therefore endeavoured to justify my choices 
clearly, and reflected to some extent on how these choices influenced the 
results. 

3.2 Practice theory and the planning of travel  

This thesis is based on the assumption that social and technical change are 
not separate entities, but different sides of the same coin (Bijker 1995, 
Hughes 1985). Travellers are seen as agents in social-material networks 
where the actors (both human and non-human) are always interdependent, 
and behaviour is worked out in practice (Latour 2005, Schwanen et al. 
2012). Practice theory was used as the overarching theoretical framework 
for this thesis. It puts the focus on the shared, contextual and socio-
technical character of people’s behaviour. Rather than placing the individual 
at the centre of attention, practice theory instead places the practices that 
make up people’s life at the centre of analysis.  
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A practice can be understood as “a cluster or set of bodily-mental activities, 
linked together in a meaningful entity that is recognizable across time and 
space” (Røpke, Christensen and Jensen 2010 p. 1767). More concretely, the 
focus is on the doings of everyday life (Hargreaves 2008 p. 54). These 
doings, i.e. practices, are made up of interconnected elements. For this 
thesis I have chosen to use the understanding of practices as consisting of 
assemblages of skills (competence and know-how), meanings (images, 
social norms) and stuff (materiality, objects) from Shove and Pantzar 
(2005). Practices only exist as long as people perform them, and individuals 
are seen as ‘carriers of practice’. This also means that they are regarded as 
active and skilled agents who are able to debate and resist aspects of the 
practices they engage in, and: 

even at times change them. […] Nonetheless, they are never fully in control of 

the practices they perform.  

(Hargreaves 2008, p. 56) 

Practices exist, and change, in relation to other practices. In addition, 
changes to any element(s) constituting a practice, e.g. the material objects, 
meanings and skills involved, can bring about changes in (or defection from 
or recruitment into) a practice (Watson 2012). Paraphrasing Shove and 
Pantzar (2005 p. 61), I argue that travel planning can be described as a 
social practice: 

if travel planning is to exist, people must do it. What travel planning ‘is’, and 

what it becomes, depends on who does it, when, where and how, and 

moreover what “stuff” (materials, technologies and information) is involved 

in doing it. 

 

The stability and change of practices can be said to rest in the dynamic 
tension between the dual states of practice (Hargreaves 2008 p. 57), which 
can be labelled ‘practices-as-entities’ and ‘practices-as-performances’ 
(Schatzki 1996). Practices exist both as practices-as-entities – recognisable 
entities existing across individual moments of activity that we can speak of, 
and feel confident that the listener has a sense of ‘what it’s about’. However, 
they also exist as, and through, practices-as-performances – the multitude 
of single and often unique performances of a specific practice (Watson 2012 
p. 489). Thus not placing individuals at the centre of the analysis does not 
mean that individual actors and what they mean, do and think do not matter 
– although practice theory research has in many cases been focusing on the 
complex structures surrounding everyday practices and ‘practices-as-
entities’ rather than on ‘practices-as-performances’ (Hargreaves 2008 p. 
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56f). In relation to the practice of travel planning, the A to B model of 
planning (Paper II) and the definition of travel planning proposed in this 
thesis (Paper I) can be seen as examples of ‘practices-as-entities’. The many 
individual accounts of travel planning obtained during field work in Papers I 
and II are examples of ‘practices-as-performances’. Just as the many 
accounts of unique performances provided the basis for the proposed 
definition of travel planning practice, practice theory sees the practices 
performed shaping what travel planning is (as entity) and what it becomes. 
The conceptualisations people have of what travel planning is, and what it 
comprises, in turn shape the performances of travel planning practice and 
its integrated elements (material tools, skills and meanings).  

In travel planning practice, individual agency is highlighted in a way by 
the fact that travel planning in most cases includes a component of choice. 
The words choice and behaviour are often avoided by practice theorists due 
to their individualistic connotations pointing towards a cognitive framework 
on human behaviour (c.f. Hargreaves 2008 p. 54). I choose to use the word 
choice in this thesis, since I believe it to be an adequate and practical 
concept, familiar to people as a part of everyday travel planning. However, 
the practice theory perspective acknowledges the restricted character of 
choice, seeing its dependency on skills, materials and meanings internal to 
the practice of travel planning, to other practices and to the larger societal 
and socio-technical context at hand.  
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4 Methodology 

How does one go about studying travel planning practices in everyday life? 
In light of the difference between what people say they do and what they 
actually do, this is quite a challenge. Moreover, although mobility and travel 
in everyday life have been studied to some extent using qualitative and 
ethnographical approaches by sociologists, anthropologists and geographers 
(see overviews in for example Jirón (2011) and Henriksson (2008)), this 
does not seem to be the case when it comes to travel planning practice for 
the ordinary trips of everyday life. Due to their very ordinary and routine 
character, these are not entirely similar to the longer, multi-stop air 
journeys studied by Hargreaves and Robertson (2010). This chapter 
describes how the empirical material in Papers I and II was obtained and 
how it was analysed and interpreted.  

4.1 Studying the scattered and invisible acts of travel planning 

Pilot study 

A small pilot study comprising six interviews was conducted during the 
planning process for the field study in order to explore the ‘research area’ 
and help identify important topics connected to research questions 1-3 to 
guide the design of the main study. The pilot study was conducted in 
collaboration with Dr. Greger Henriksson, who carried out two of the six 
interviews. The informants for the pilot study were recruited through our 
personal networks and we tried to find participants of different ages, 
backgrounds and with different travel patterns in their daily life, in order to 
get as many different narratives as possible. We also sought out participants 
who had recently changed, or were in the process of changing, their travel 
arrangements in some way, e.g. though moving house, starting a new job, 
getting a smartphone, etc. This was partly a strategy to capture different 
kinds of changes of travel habit/practice and their ‘connection’ to travel 
planning, but also a means to overcome the unconscious quality of the 
routine actions associated with everyday mobility, since habits and routines 
tend to become more ‘visible’ during a process of change (Wilk 2009).  The 
pilot study confirmed our initial doubts about the adequacy of relying solely 
on interviews when trying to capture detailed, contextual accounts of 
everyday planning situations. The outcomes of these pilot interviews were, 
with some exceptions, general accounts of how the interviewees ‘normally 
plan travel’, even though the interviews tried to focus on actual travel 
planning carried out today, yesterday etc.  
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Field study in Farsta 

The main empirical material for this thesis was collected in an 
ethnographical field study in Farsta, a city district of Stockholm. The study 
is more extensively presented in Paper I. It was carried out in cooperation 
with Elin Franzén at Stockholm City Museum, and all empirical material 
will be archived there. A total of 19 participants of different ages and 
backgrounds, with different travel patterns and travel options in their daily 
life and who either worked or lived in the district were recruited for the 
study. Recruitment was done on sight, through advertisements and through 
personal and professional networks. As in the pilot study, we tried to recruit 
people who had just changed, or were in the process of somehow changing, 
their travel arrangements in some way. In addition to the ‘change categories’ 
mentioned above, the field study included people who had recently become 
parents or changed their economic status in some way.   

In parallel to the approach of deliberately looking for participants 
undergoing changes relating to their travel in order to overcome the 
problem of people being unaware of, and unable to convey, the details of 
actual travel planning situations, we looked for a method more revealing of 
the detailed unfolding of planning practices in specific contexts than 
interviews can ever be. Participant observation was deemed not to be an 
adequate method for this purpose, since the practice of planning is scattered 
in both space and time and involves a process where many parts are not 
possible to observe (cf. discussion in Latham 2004, p. 122-123). An 
explorative method, inspired by the cultural probe methodology (Gaver, 
Dunne and Pacenti 1999, Hemmings et al. 2002) and similar to the diary-
photo diary-interview method described by Latham (2004), was used 
instead. Probe kits containing two assignments – a pre-travel/post-travel 
diary and a photo-assignment – were developed to help participants explore 
and document the planning and choices connected to their everyday 
mobility. (For a more thorough description of the probe kits and 
assignments, see Paper I.) These exploration exercises were designed to tie 
the participants’ accounts to specific everyday travel planning instances and 
contexts and to make the practice of planning trips more ‘visible’ to 
participants. The probe kits were thus designed to uncover both the ‘doings’ 
involved in planning travel (what was actually done, when and how) and 
the kinds of meanings, feelings and perceptions involved (the latter more 
concerning the question why). 
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Due to the nature of the studied object, it was not possible to divide these 
material types in a way often argued to be ‘truly’ ethnographical (Löfström 
2014) and a way to avoid just ending up with “words about words” (Crang 
2003 in Hargreaves 2008 p. 74) i.e. just relying on what people say that they 
do, which is not necessarily capturing actual practice in context. The 
material from the field study proved to be rich and interesting, and the 
probe kit succeeded in obtaining much more detailed and situated accounts 
of specific travel planning situations than the pilot interviews. Due to the 
probe kit methodology, I believe that the material provided as rich, detailed, 
contextual and adequate empirical material of ‘the doings’ of travel planning 
practice as was possible in this field of inquiry – although conveyed through 
the participants in diaries, photos and interviews. The method also made it 
possible to understand how travel planning is experienced and understood 
in the everyday life of the participants in the study. This combination of a 
detailed understanding of situated actions in context and of the meanings 
and experiences of these actions/contexts by people living their life is what I 
consider to be ethnographical in the context of this thesis.  

However, some reflections on possible problems with the methods are 
needed. All ethnographical methods involving people (beyond some 
instances of pure observation) somehow rely on the informant’s interest and 
commitment, and different methods put different demands for engagement 
on the participant. Jirón (2011) argues that the type of diary-photo, diary-
interview method used by Latham (2004) is specifically vulnerable in this 

Figure 1. Recruitment of participants - 
one of many methods. Photo: Åsa 
Nyblom 

Figure 2. Returned probe-kit. Photo: Åsa 
Nyblom 
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respect, due to high demands on the participant’s commitment to turning 
out interesting results. This is an argument with which I disagree. I do not 
believe that participant observation in the form of ‘shadowing’, i.e. 
”following selected people in their everyday occupations for a time” 
(Czarniawska 2007 from Jirón 2011), demands less from a participant – just 
different things. Letting a researcher take part in e.g. the sometimes chaotic 
‘getting ready to go out phase’ in the morning and thereby exposing not only 
oneself but also possibly one’s family to the gaze and presence of a 
researcher demands quite a lot, although different concessions than being 
engaged in the work of documenting and reflecting on one’s daily and 
ordinary practices. These two types of demands are perhaps also differently 
challenging to different groups of people. From my experience of the field 
study, documenting one’s travel planning process in writing is considered 
easy and not much of a challenge to people with high education and 
constant experience of writing, but could possibly also appear daunting and 
troublesome to some people who do not feel confident in providing written 
accounts.  

In two cases, participants approached for the field study stated that 
they would gladly do an interview, but did not wish to fill in the pre- and 
post- diary. This naturally affected the empirical material in that the method 
for providing detail and situated context suited certain groups of people 
better than others. Despite this, I think we succeeded in obtaining very 
different narratives from a variety of people with different educational and 
social backgrounds from the Farsta field study. The interviews, taking the 
diary and photos as a point of departure, also served the task of levelling out 
differences in detail and writing style between diaries, and were the main 
material drawn upon during analysis. On the other hand, variety itself does 
not actually mean that all possible narratives were captured, just that they 
differed from one another. In addition, interviews still rely on an ability to 
convey ‘your story’ to the researcher. There is always a risk that some 
accounts turn out to be particularly rich due to the participant’s oral 
‘storytelling’ skills. This risk needs to be taken, however, if ethnographical 
approaches are to be utilised.  
  



 31 

4.1 Interviewing, interpretation and analysis 

Interviews  

All interviews (both in the pilot study and the field study) were conducted at 
the informant’s place of choice – usually their home or workplace – and 
were semi-structured in character. This means that an interview guide was 
used to help us remember all the major themes we wanted to cover, 
although this was never followed to the letter. Instead, we tried to follow the 
course of the conversation and let the themes be covered in the order they 
appeared naturally. The field study interviews took the photographs and 
diary accounts as their point of departure, and the other themes of the 
interview guide followed and adjusted to the narratives related to the diary 
and photographs. This interview structure worked well, and the discussions 
during interviews were wide-ranging, detailed and insightful.  

During the field work I approached interviews as ‘conversations with 
a purpose’ (Dexter 1970), where both parties present know that the actual 
conversation serves a certain purpose and where the major themes are set 
beforehand by the researcher. I do not consider that this makes interviews 
substantially different from ordinary conversations between people (cf. 
Denzin 1989 in Klintman 2000). As in all conversations, the timing and 
phrasing of questions during the interview, as well as the relationship (i.e. 
level of trust) between the informant and the researcher, are important for 
the outcome of the interview (Ryen 2004 p. 43-45). During the interview, 
the researcher is an actor on the stage and obviously influences what and 
how things are said (Pripp 1999 p. 41-43). This became apparent e.g. during 
the pilot study, where the environmental ‘frame’ of the research project was 
mentioned (or was previously known) to most participants. This was 
reflected in the interview material, where the narratives repeatedly related 
to the issue of sustainability. The participants in the field study were 
informed about the study in a way that framed the purpose as 
‘understanding travel planning practice and how travel habits are formed 
and changed’. This made a difference, and is of course something that was 
borne in mind during the analysis. 

All interviews were recorded and subsequently transcribed. All 
alterations to any of the quotes cited in Papers I and II were placed within 
brackets. Cuts within a sentence were marked by [...] and longer cuts by  
[---]. In the interview quotations, three dots ... were used to mark hesitation, 
or where a sentence ended incompletely and/or trailed off into another. 
Italics were used to denote emphasis on a particular word or phrase within a 
quotation. Since spoken and written language differ, the quotations used as 
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examples in Papers I and II were carefully edited when needed. Participants 
were anonymised throughout.  

Analysis 

The analysis of the field study was conducted using approaches and 
techniques originating from Cultural Analysis (Ehn and Löfgren 2001). 
Starting from a ‘mind set’ close to that in Grounded Theory (Strauss 1987) of 
anchoring the exploration in the data, the formal analysis began with a 
coding process of individual interview transcripts, diaries and photos in 
close detail, although not at all following the formulaic steps and procedures 
prescribed by, for example, Strauss (ibid.). To avoid the analysis getting 
‘stuck’ in the detailed bits and pieces of the first coding round (Hargreaves 
2008 p. 98-101), there was during analysis a continual shifting between the 
mole perspective, i.e. digging deep into individual transcripts, to the eagle 
perspective on the themes identified to see how they fitted together with the 
themes of other parts of the material, and also with theories and results 
from previous research.  

This systematic and rigorous, yet at the same time creative, process of 
analysis also included the strategy of testing different labels to describe the 
various interesting findings, using the power of words to possibly unlock the 
door to new ways of thinking about the often very familiar accounts of travel 
planning practice otherwise too ordinary to be mentioned and 
acknowledged. However, the metaphors used for analytical purposes should 
be applied with care. As argued by Löfgren and Wilk (2006), research 
metaphors should be treated as “tramcars” – one should keep track of when 
to step on and step off, bearing in mind that there is probably a new one 
arriving around the corner. I agree with this reasoning and tried to make the 
analysis as transparent as possible, for example by sharing a large part of 
the empirical material underpinning the key analytical points made, thereby 
allowing readers to chose either to ‘hop on’ to my arguing and 
interpretations (and metaphors), or not.  
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5 Travel planning in everyday life  

This chapter summarises the findings related to research questions 1 and 2 
that concern the exploration of travel planning practices and information 
use in everyday life contexts.  

5.1 What is travel planning really? What information is used? 

From a Practice Theory point of view, the questions of what travel planning 
comprises and how it is done are interdependent – what a practice is 
depends on how it is done, by whom it is performed, where, when and with 
what (Shove and Pantzar 2005). Thinking ahead, i.e. the process of laying 
out options concerning the order of tasks, travel routes, travel mode, trip 
times, timeframes and needed preparations to scrutiny, was in Paper I 
found to be the basic form of travel planning. This ‘thinking ahead process’ 
is a prerequisite for identifying knowledge gaps and uncertainties that might 
need to be dealt with using (external) information. Based on the analysis of 
the field study findings, travel information should be defined as the different 
types of information used to find directions to the destination; making 
choices of travel mode and destination; making appropriate preparations 
and managing timeframes related to the travel and preparations (Paper I).  

The empirical material also showed that the sources of travel 
information used by people are highly varied and consist of analogue, ICT-
based and informal information sources. These different sources are used 
in parallel and are often interdependent. Although most participants 
reported regular use of digital services for planning travel, especially when 
the destination was somewhat unfamiliar or the participant had a fixed 
arrival time – a finding consistent with previous studies of travel 
information use – different participants used different mixes or blends of 

Figure 3. Different types of travel information. Participants' probe-kit photos. 
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information depending on what was available, what they deemed practical 
and useful, and also depending on their perception of the situation, for 
example regarding time and urgency in connection with the information and 
the interpretative skills at hand. Thus it is important to consider not just 
context and actor(s) separately, but also their interrelationship (Paper 1). 
Moreover, Paper I demonstrated a greater variety in information use 
between different travellers, and between different instances of travel 
planning, than previously acknowledged in the literature.  

5.2 Timeframes and scope of travel planning 

Time is naturally an essential part of travel planning. During analysis of the 
empirical material from the field study, management of timeframes of the 
necessary preparations emerged as an essential part of travel planning 
practice. Travel planning was found to be a process often undertaken little-
by-little, with final decisions not always taken until the last minute. 
Decisions could also be taken when the deadline for some of the options had 
already passed (Paper I). The practice of planning is squeezed in and 
depends on the timing of other practices. It also became evident in this 
empirical study of travel planning practice that when trips are planned, 
factors from very different time horizons can come into play, e.g. those 
relating to the immediate situation, to activities later that day, or yet others 
connected to activities and planned events still days and weeks away. Travel 
planning is tightly connected to the overall scheduling of activities and thus 
spans much larger time frames than the single trip (Paper I).  

5.3 The muddle of everyday life in planning   

Analysis of the empirical material also highlighted the social and contextual 
components of information use, i.e. how personal relations (considering the 
‘relationship-building’ or ‘conflict-triggering’ potential of different travel 
options), social norms (e.g. of ‘good parenting’ or ‘proper behaviour on 
public transport’) and the meanings and visible possibilities of different 
contexts can – and do – come into play in planning and choosing travel. 
Travel planning practice is moreover connected to issues such as managing 
vehicles and equipment in time and space (to get the bike/car home again, 
or safely parked) the weather (current and coming) and health issues 
(wanting exercise or not being able to manage stairs/luggage) (Paper I). 

Two different metaphors emerged during the analysis as fitting to 
describe everyday travel planning during different life circumstances. 
Sometimes travel planning can be perceived as a house of cards – if 
anything changes the whole house caves in and has to be rebuilt with a 
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different layout. At other times travel planning can be more like a prefab 
building – joining the same prefabricated pieces together in more or less the 
same patterns every time, although strategies for different journeys may 
differ due to e.g. different interpretations of the importance of timekeeping. 
Travel information, on the other hand, is in some instances used as a 
security blanket to hold on to, giving travellers courage and helping them 
get through traffic and unknown territory to their destination. What this 
blanket – or information – looks like and how it is used is dependent on the 
skills and preferred information mixes of the traveller, and on the available 
information, transport modes and perception (stuff and meanings) of the 
trip (Paper I).  

 

  

 

Figure 5. Different types of luggage featuring in participants’ diary accounts of planning. 
Participants’ probe-kit photos. 

Figure 4. Experiences with bearing on travel planning: Urine-
splattered lift door and steep stairs. Participants’ probe-kit photos. 
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6 Travel planners in everyday planning practice: 
Changing the horizon of assistance 

This chapter summarises the findings obtained related to research question 
3. These findings addresses how the insights into travel planning practice 
gained from the empirical material could support the design of travel 
planners intended to promote sustainable travel.  

6.1 Planning trips in theory and in practice 

Where are you starting from? Where are you going? When do you want to 
depart/arrive? These or similar questions are typically encountered by users 
of currently available travel information services. Paper II started with the 
comparison of two different perspectives on what travel planning comprises 
and how it is performed. What we named the ‘A to B perspective of travel 
planning’ (underpinning most current travel planners and prevalent in 
literature on advanced travel information services) views travel planning as 
consisting of planning a single A to B trip, and planning as something done 
primarily in order to choose and start a trip. Important factors in the 
planning process are in this perspective the time frame for the trip at hand, 
the price and the comfort parameters of different travel options (Paper II).  

 Figure 6. A to B perspective of travel planning (Paper II). 

The empirical evidence from Paper I summarised in the previous chapter, 
suggested however that travel planning practice in everyday life is usually 
structured in quite a different way. Planning is often extended to many 
fragmented occasions and is tightly connected to the overall scheduling and 
planning of life. Thus it often involves considerations of more than one trip 
at a time and far larger time frames than for the single trip. It also typically 
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involves people other than the ‘planner’, social relations and norms, 
different meanings and possibilities of contexts, health issues and 
management of luggage, preparations and vehicles in space and time. Travel 
information is also important during the journey and sometimes used as a 
‘security blanket’.  

	  

	  
Figure 7. Travel planning in everyday life (Paper II). 

6.2 Changing the horizon of assistance 

During analysis of the empirical findings of travel planning practice in 
everyday life and a comparison with the A to B perspective of planning 
found in travel planners and the literature, two different horizons emerged 
as important. These horizons were used in paper II for organising the 
discussion on possibilities of making the assistance of future travel 
information services more in line with everyday life travel planning practice:  

Temporal horizon or planning 

There is a need for a change in temporal horizon for travel information 
systems, both of planning itself – recognising that travel planning is a 
practice extended over time – and for planning – acknowledging that the 
timeframes important for planning travel greatly extend the time frames of 
the single trip (Paper II). Travel planning practice in everyday life 
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stubbornly resists conforming to the different trip phases suggested by the 
literature on travel information systems (Paper II). Planning travel in its 
basic form of ‘thinking ahead’ (Paper I) can be, and often is, undertaken 
anywhere and at any time. Travel planning is often fragmented – made in 
hurried bits and pieces between other activities, and can very well be 
postponed until after the trip has started (Paper II). Travel planners should 
therefore help the user keep track of the pieces of travel planning carried out 
to date and support the retrieval of prior information or knowledge (Paper 
I).  

Since preparations for the trip (what needs to be done before leaving, 
what to bring on the trip, what clothes to wear etc.) are an essential part of 
travel planning (Paper I), the timeframe needed for these preparations is an 
important time horizon for travel planning which is not present in the travel 
information services’ ‘view’ or assistance of planning today. Some types of 
preparation needs are highly personal, while others relate to more general 
aspects such as the weather (Paper I). A change in the weather often 
requires more preparation time (for change of clothing and equipment), 
especially when walking or cycling. If weather information were to be 
connected to the time and space of the planned trip, it could be used to 
assist in ensuring that enough time is allocated for such preparations. 

This is connected to the phenomenon of ‘time slipping’ (Paper II) 
occurring in everyday life travel planning, i.e. that the deadline for some 
considered options has already has passed by the time final decisions are 
made on whether, how and when to make certain journeys (Paper I). Here 
ICT could be of assistance. In order to change the time horizon of assistance, 
travel information services need to be connected to the schedule or calendar 
of the user. The travel information system would then be able to remind the 
traveller just before the ‘need to stand up and get going’ point of the 
preferred option. According to the empirical data obtained in this thesis, 
this might help prevent time slippage leading to both unsustainable and 
unwanted travel choices (Paper II). Such a sketched shift in the temporal 
horizon of travel information services can be seen as a small way of, at least 
partly, counterbalancing the time-shifting and time-storing capabilities of 
cars (Paper II).  
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Spatial horizon of planning 

Due to new technological possibilities and the recent spread of ICT (mobile 
phones, smartphones, travel information applications and mobile access to 
the internet), travel planning practices have in later years become more ‘ad 
hoc’ and improvisational. Travel planning and travel information use are 
also increasingly performed ‘on the go’ (Paper II). This strategy is well-
suited to some modes of travel (e.g. public transport or driving a car with a 
GPS system), but not to active modes such as walking or cycling. This 
change in the spatial horizon of travel planning has resulted in some 
transportation modes being less well supported by current trip planners and 
travel information services than others. If the embodied practice of ‘on the 
go planning’ recruit practitioners through the support given in current travel 

Figure 8. Pictures of the weather as a factor in travel planning. 
Participants’ probe-kit photos. 
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planners, there is a possibility that it slowly will start to affect mode choices 
in a direction that would then be negative for walking and cycling. 
Opportunities for facilitating on-the-go planning and information use 
during the trip for active modes of travel should be considered when 
developing travel information services for the future (Paper II).  
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7 Sustainable travel, ICT solutions and change 

People know what they do; they frequently also know why they do what they 

do; but what they don’t know is [what] what they do does. 
(Dreyfus and Rabinow 1982 from Hargreaves 2008 p. 56-57) 

Chapters 5 and 6 discussed the three research questions designed to fulfil 
the aim of this thesis: to explore travel planning practice and information 
use in everyday life situations and examine how these insights could help 
design travel planners aimed at promoting sustainable travel. In Chapter 7, I 
will discuss the findings presented in previous chapters and apply them to 
the broader discussion of whether, how, to what extent and under what 
circumstances ICT solutions such as advanced travel information services 
could promote sustainable travel in urban environments.  

In visions of technological development for certain purposes, the 
focus is easily placed on technological possibilities, i.e. what the technology 
can do. However, such new developments will have very little actual impact 
unless attention is paid to what people actually do with the technology and 
what technology does with them. This thesis attempted to do just that – pay 
close attention to actual travel planning situations in real life, and see what 
people do with travel information and what it ‘does’ with them (and with 
their journeys). An attempt of this kind demands detailed knowledge of 
planning travel in its everyday context. The use of an ethnographical 
approach and the explorative field methodology provided detailed insights 
into situated travel planning practices. From analysis of this material 
emerged a new understanding of what travel planning, and the related 
concept of travel information, is from a traveller and practice perspective. 
This made it possible to go beyond the conclusion that “travel behaviour and 
social surroundings interact with each other” (Farag and Lyons 2011 p. 10) 
proposed by more quantitative approaches and start to explore the question 
of how? This research approach, paired with the lens of practice theory, 
highlighted the social part of information use, how personal relations, social 
norms and the meanings and visible possibilities of different contexts can – 
and do – come into play in planning and choosing travel. More specifically, 
it shed light on how the relationship between context and actor (i.e. 
traveller) shapes travel planning processes (Paper I).  

A detailed understanding of travel planning processes in everyday life 
may also be used to explore the adequacy of the support offered by current 
(and to some extent proposed) technical solutions for travel planning and 
sustainable urban transport. As found in Paper II, the introduction of 
smartphones has increasingly made ‘planning on the go’ normal practice for 
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some kind of trips. However, this practice is not well-suited to e.g. active 
transportation modes such as walking and cycling. If on-the-go planning 
behaviour were to be increasingly integrated into planning practice, a 
development which is fully possible according to both practice theory and to 
the theoretical framework of habits developed by Schwanen et al. (2012), 
this would probably slowly start to affect mode choices. Therefore 
possibilities to facilitate on-the-go planning for active modes of transport 
should be investigated when designing travel information services. The 
assisting role of travel information during travel - ‘the information security 
blanket’ (Paper I) - should also be given more attention. As found in Paper I, 
this is an important function of travel information, and while it may support 
both sustainable and unsustainable ways of travelling, it is crucial that travel 
information services succeed in playing this role at least as well for active 
travel modes as they do for public transport or car travel. This does not 
seem to be the case today (Paper II).  

The field material also highlighted a slight gap between planning 
practice and visions about travel information services for (sometimes 
sustainable-) transportation in cities (Paper II). Many of these are based on 
the assumption of a latent demand for more/better information and 
envision different ‘behavioural effects’ on the provision of such services. 
However, previous research has shown that demand for formal travel 
information for most everyday trips is low. Paper I showed that some kind 
of trips were more ‘information-scarce’ than others depending on the nature 
of the situation/activity proceeding the trip. The commute home from work 
was such a trip where participants generally did not check departure times 
for public transport, even if this would probably have saved them waiting or 
travelling time. The practice of working in these two cases implied a need for 
flexibility in the timing of finishing and leaving work that makes time 
optimisation by planning (according to formal information of departure 
times) seem unrealistic to the participant (Paper I). This may be important 
for the application and success of visions such as that presented by Gullberg 
(2012), which rely heavily on information use and precise departure 
planning.  

7.1 The social, relational and societal components of travel 
planning 

As mentioned earlier, the field study found that social interactions (within 
families as well as on public transport) and social norms play important 
roles in supporting or destabilising car-independent travel habits. 
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Building on insights from the field study in Paper I, Paper II proposed that 
travel information services shift their horizon of assistance in order to better 
assist real travel planning practice. A changed horizon of assistance, 
together with a closer ICT connection to the ‘planning of life tools’ such as 
calendars etc., were proposed as a way of counterbalancing to some extent 
the time-shifting abilities of the private car through preventing time 
slippage (Paper II). However, the field study showed (exemplified e.g. in 
Paper I) that life situations distinguished by feelings of rushing and hurry 
could affect the interconnection between life and travel planning in such a 
way that the private car’s time-shifting capabilities became extremely 
difficult to resist when a car was available. Moreover, a hurried life situation 
was found to diminish the will and energy to choose a mode of transport 
that could lead to strained relations and conflicts among family members, 
even if it was preferred in other ways (Paper II). This suggests that societal 
developments which promote a ‘slower’ pace of life would probably be 
positive for sustainable everyday travel choices and could constitute a factor 
enhancing the possibility of advanced travel information services to 
counterbalance the time-shifting abilities of private cars. However, it is 
possible that what is gained by using more environmentally sustainable 
travel modes on everyday life trips could be lost by increased travelling for 
leisure. 

Drawing on the empirical findings on the interconnectedness of travel 
planning practice and social norms, Paper I concluded that if the social 
norm of being on time were to grow stronger and were to be applied in a 
greater number of social settings, there would possibly be a greater degree 
of (formal) information use. This, in turn, might improve the possibility of 
influence for travel information services aiming for increased sustainable 
transportation. The empirical data also showed that norms surrounding 
parenthood affected travel mode choices and everyday travel planning. If it 
were possible to demonstrate an interest in and support one’s children’s 
“school life” (i.e. be a “good parent”) without necessarily being there in 
person, the planning of school runs and commutes could perhaps be 
changed in sustainable directions (Paper I). Other findings from the field 
material suggest that the norm of ‘managing on your own’ seems to limit the 
possibility of collective solutions to everyday transport for some participants 
in the study, whereas this is a part of everyday practice for others. Exploring 
these differences and what might be done to strengthen and encourage 
collaborative solutions of everyday transport challenges would be a task for 
future research.  

Summing up the discussion of the question on whether, how, to what 
extent and under what circumstances ICT-based solutions such as advanced 
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travel information services could promote sustainable travel in urban 
environments, I conclude that the effects are greatly influenced by the 
societal and social context into which new and developed services are being 
introduced. Moreover, it is clear that more research efforts are needed to 
develop methods that can also assess indirect environmental effects of ICT 
services. Otherwise, it is impossible to even guess whether developing and 
introducing advanced travel information services will actually lead to a more 
sustainable urban transport system. Acknowledging that technology can 
have unintended cumulative effects, i.e. tying people more closely to the 
devises intended to help them cope with time pressed everyday lives, the 
role of technology in changing ‘normal’ practice should be considered in the 
development of new ICT-based travel information services. This would 
require a systemic approach to analysis of the effects of existing and 
suggested future measures for sustainable transportation systems in cities. 
Influential actors and authorities in this arena need to consider carefully 
what the ‘doings’ of today might do for tomorrow.  
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