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ABSTRACT 

 

Culture is one of the factors affecting behaviour. Studies from the consumer behaviour and 

psychology disciplines have shown how culture can be used to explain behaviour differences 

between people from different cultural background. However, in travel behaviour studies, 

culture has, up to now, not been commonly used as a determinant to explain behaviour 

differences. This thesis is designed to help start to fill this gap in the knowledge. 

Understanding the cultural determinants of travel behaviour is important as societies are 

becoming more multicultural. A better understanding of the cultural determinants of travel 

behaviour should assist in the design of better transport provision for multicultural societies. 

This study focuses on the role culture plays in affecting people’s travel behaviour and 

attitudes by testing the use of Hofstede’s cultural dimensions and the reliability and validity 

of Cultural Values Scales (CVSCALE), that have been successfully used in other fields of 

study. In doing so, this study investigates the travel behaviour and attitudes of people from 

different cultural backgrounds using Hofstede’s dimensions to help explain the differences. 

This study is rooted in the etic approach to cultural research. This approach emphasises that 

every society is made up of sets of cultures and these can be measured in a quantitative way. 

Based on this approach, this study applies a quantitative method using a survey questionnaire 

to collect data about people’s culture, travel behaviour and attitudes/perceptions. Two 

different surveys were conducted to collect data: face to face and online surveys. Seven 

hundred fifty-six respondents participated in the surveys carried out on the University of 

Auckland campuses. There are two phases of analysis in this study: (1) analysing people’s 

cultural values that were collected using CVSCALE and (2) analysing the effect of culture on 

travel behaviour and attitudes/perceptions using bivariate and multivariate statistics.  

The results from the study demonstrated that people from different ethnic groups have 

different cultural values. Through statistical analyses, this study found significant travel 

behaviour and attitudes/perceptions differences (p-value < 0.05) between people from 

different cultural backgrounds. Further analyses indicated that culture had a role in affecting 

travel behaviour and attitudes. For example, one of the characteristics of a strong uncertainty 

avoidance culture is a high concern for safety issues. The study found that people with strong 

uncertainty avoidance cultural perceptions were 14.3% more likely to agree/strongly agree 

that personal safety issues would limit their use of public transport compared to those from 
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masculine culture (p-value < 0.05). Consistent with studies in other fields, this study also 

found that the effects of culture are stronger for attitudes/perception than for travel behaviour. 

Overall, the Hofstede’s cultural framework was found to be useful in explaining the 

differences in people’s travel behaviour and attitudes/perception toward transport modes. The 

successful use of a cultural framework to explain travel behavior differences means that there 

is scope for further use in different contexts. The findings also provide practitioners with a 

better understanding of the role of culture and this enhanced cross-cultural understanding can 

be used to develop more inclusive travel related policies.  
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CHAPTER 1 

INTRODUCTION 

 

1.1 Background  

Travelling is essential in order for people to be able to fulfil their everyday needs. People need to 

travel for such purposes as accessing employment, shopping, visiting friends, personal business, or 

relaxing, and the ability to get around is a fundamental part of our well-being (Contrino & 

McGuckin, 2009). Access to transport systems determines the degree to which people are able to 

travel in the process of fulfilling their daily requirements. The provision of a freely accessible 

transport system is the responsibility of government in general and transport planners in particular 

(Farrington & Farrington, 2005). In order to provide a good transport system to use as input for the 

development of plans, transport planners need to understand people’s travel requirements and 

behaviour.  

In almost every society, there are many different groups of people. The minority groups in a society 

are among those who are often neglected by authorities (Litman & Brenman, 2012). They are 

including ethnic minorities, marginalised groups and disabled people. They are often ignored in the 

planning process, and their needs are forgotten because of their “insignificant” numbers. This 

researcher’s experience as a planner in Indonesia indicates that minority transport needs are 

relatively forgotten in transport planning and provision. Examples of lack of transport provision for 

minority groups include an absence of roads with footpaths,1 bicycle lanes, and public transport with 

special access for disabled people or those travelling with small children (see Figure 1.1).  

In major world cities such as New York, Vancouver, London, Sydney and Auckland, ethnic 

diversity adds complexity to transport provision. In such multicultural cities, the differing 

requirements of minority ethnic groups should be taken into consideration in the transport planning 

process because their needs may differ from those of the majority (Martens, 2006). The differences 

may be created by size of income and household, employment status, residential location, or cultural 

traditions (Blumenberg, 2009). Failure to incorporate the needs of ethnic minorities in transport 

planning and provision leads to social exclusion. Studies have shown that ethnic minority groups are 

vulnerable to social exclusion because of a lack of access to transport systems (Church, Frost, & 

Sullivan, 2000; Dalton, 2007; Lyons, 2003; Social Exclusion Unit, 2002).
                                                             
1 Even if the roads have footpaths they are used for other purposes such as car/motorcycle parking and occupied by 
street vendors. 
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Figure 1.1 Examples of lack of transport provision for minority groups  
(1.1a. No access for people with disability. 1.1b. Sidewalks are used for other purposes) 

Source: www.solopos.com (accessed 12 June 2013) 

The major reason why the needs of minority groups are ignored is because of a lack of 

understanding of the needs of the groups concerned. This researcher’s experience as a local 

government planner in Indonesia indicates that data pertaining to the travel needs and customs of the 

minorities there are non-existent. This situation has led to the development of an interest in the 

travel needs and behaviour of minority groups. In addition, my experience as a member of an ethnic 

minority group in Auckland, New Zealand, who has observed significant cultural differences, 

developed my interest in the way in which culture can affect people’s needs and behaviour.  

Blumenberg (2009) identified six factors that affect travel behaviour of immigrants: individual and 

household characteristics, the process of spatial assimilation, access to ethnic-specific resources, 

ethnic employment patterns, cultural differences, and federal, state, and local regulations. Of these, 

cultural differences have received little attention from researchers. No one has ever developed a 

methodology that applies culture as a factor to explain people’s travel behaviour and travel needs. 

This gap in knowledge fuelled my desire to investigate the effect of culture on people’s travel 

behaviour.  

 

1.2 Research Problem and Research Aims  

In many major cities, and particularly in traditional immigrant cities such as Auckland, the 

population is currently more diverse than in the past. Immigrants, who come to a city which is new 

to them, bring their own culture and this affects their way of life and their needs. In the past, cultural 

difference was often ignored by planners. Now such difference is accepted as part of community life 

(Sandercock, 1996; Sandercock & Kliger, 1998a, 1998b). Such acceptance implies that the 



1.2 Research problem and reserach aims 

4 
 

government should now take cultural differences into account in the development of plans and 

policies for communities.  

Furthermore, psychologists have identified that culture affects people’s behaviour and models have 

been developed to demonstrate how this occurs (Brons, 2005). Studies in the fields of marketing, 

international business, cross-cultural psychology, international management, and education have 

used those models to explain why people from different cultural societies have different behaviours. 

However, studies on travel behaviour in particular and transport in general have not used culture as a 

factor in explaining people’s travel behaviour. Buehler (2008) stated that culture is often treated as a 

residual factor; this means that matters that cannot be explained through mainstream approaches are 

assigned to culture.  

Until now, mainstream approaches in explaining travel behaviour have been dominated by trip- and 

activity-based approaches. In these approaches, culture is neglected as a factor affecting travel needs 

and behaviour. Based on the arguments of the behaviourists that culture can affect people needs, a 

lack of understanding concerning this issue may lead to poor transport planning and provision 

causing poor accessibility and mobility for cultural minority groups. Such a phenomenon could lead 

to social exclusion for those minority groups. Based on the preceding considerations, this study 

examines the role of culture in determining people’s travel behaviour in a multicultural society. For 

the purposes of this study, the University of Auckland is used as the unit of analysis. 

Blumenberg (2009) stated that culture tends to be neglected in travel behaviour studies because it is 

difficult to define and measure with any certainty. However, some researchers have transformed the 

abstract nature of cultural values into dimensions so that the values of culture may be defined and 

measured (see Hofstede, 1991, 2001, and Schwartz 2009). Furthermore, they have identified 

characteristics of each cultural dimension and used it to develop a framework that explains the 

differences in behaviour and needs of people from differing cultural backgrounds. The framework 

has been successfully used in many studies, such as marketing and psychology.  

To the best of this researcher’s knowledge, culture has never been used to explain travel behaviour. 

However, based on the success of other studies in using cultural frameworks to explain differences 

in behaviour between cultures, this researcher argues that a cultural framework can also be used to 

explain differences in travel behaviour. Based on the above considerations, this study uses and 

validates a cultural framework to assess culture as a factor in explaining travel behaviour. In order to 

achieve this study’s aims, three operational objectives have been chosen to guide the research:  

1. to understand the meaning of culture and the role of culture in travel behaviour, 
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2. to test and understand the role of cultural dimensions in explaining people’s travel behaviour, 

and, 

3. to use a cultural framework to explain the travel behaviour differences between people with 

different cultural values. 

 

1.3 Research Questions 

Based on the goal and objectives above, the following three research questions need to be addressed: 

1. Do ethnic groups have different cultural values? 

2. How do cultural values affect people’s travel behaviour? 

3. To what extent can travel behaviour differences be explained using Hofstede’s Cultural 

Dimensions? 

 

1.4 Justification for This Study 

Travel behaviour studies are essential for transport planners because such studies provide basic 

knowledge about how much people travel, how they get there, and when and why they travel. 

Various factors, including socio-demographics, land use, and resource availability have been 

identified as affecting people’s travel behaviour (Contrino & McGuckin, 2009). Age, gender, 

income, presence of children, and ethnicity are some of the socio-demographic factors often used to 

explain people’s travel behaviour.  

Ethnicity has become more important as a travel behaviour predictor because in the past two 

decades population diversity in major cities has increased significantly. During this period the city 

of Auckland, for example, has seen a significant increase in its immigrant population2 (Statistics 

New Zealand, 2011). This factor has increased pressure on public services, including those relating 

to transport. This is because immigrants have different transport needs compared to those of local 

people. As noted above, Blumenberg (2009), in her study of immigrant travel behaviour in the 

United States, found that there are six factors that affect immigrant travel behaviour and that culture 

is one of those factors. Even though some researchers have argued that culture plays a role in 

determining travel options, travel demand, and travel choice (Handy et al., 2009; Tal & Handy, 

                                                             
2 Asian population for example, according to Statistics New Zealand (2011), has increased from 5,5% in 1991 to 19% in 
2006. 
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2010), unfortunately they do not provide any further explanation as to how, or in what way, culture 

affects those issues. In general, culture has received little attention from travel behaviour 

researchers. Some argue that culture is hard to define and measure with any certainty. Due to this 

factor, in travel behaviour studies culture has often been treated as a residual measurement.  

Culture becomes crucial for studies of people’s behaviour because psychologists have identified that 

people from different cultures interpret the world differently, and this leads to different behaviours 

(Harre, 2011). Furthermore, in planning, the paradigm shift from cultural assimilation to 

multiculturalism has shifted the emphasis of policy onto incorporating the needs of minority groups 

in order to give them equal opportunity with others in the community. Unfortunately, in many cases 

the applications of multicultural planning are limited to the identification of the travel behaviour and 

the needs of an ethnic group based on the socio-economic characteristics of its people to the 

exclusion of culture. Studies to date have not attempted to assess the travel behaviour and needs of 

an ethnic group based on the culture of its people (see chapter 2).  

As mentioned previously, in studies relating to travel behaviour, consideration of culture remains 

relatively unexplored. On the other hand, culture has been successfully used in studies in many other 

fields to determine the effect of culture on people’s behaviour. In order to fill this knowledge gap, 

this study uses a cultural framework to explain the travel needs and behaviour differences between 

ethnic groups in a multicultural society.  

The findings from this study are not only relevant academically, they are also relevant practically. 

Academically, the findings will fill the knowledge gap left by the explanations of mainstream 

approaches for travel behaviour. The findings will shed light on how culture affects travel 

behaviour. Practically, the findings will encourage planners to incorporate culture as a factor in 

determining people’s transport needs, especially in the city in which the study was conducted, 

Auckland. As some studies have indicated that transport planning in Auckland is heavily affected by 

traditional transport planning (Matthews & Imran, 2010; Mees & Dodson, 2007), this study will 

improve the way transport planners understanding ethnic minority groups’ needs. In so doing, social 

equity in access to transport can be achieved and social exclusion as a barrier to a liveable city can 

be avoided.  

 

1.5 Approach of This Study 

Values are the core of any culture and these values influence or shape norms in a society. Goodness 

or evilness, cleanliness or dirtiness, and other norms found in society are all strongly influenced by 
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that society’s values. The existence of these norms/rules affects the attitudes of people who live in a 

society. Attitudes of society’s members generally follow the norms that apply within the group and 

the attitudes affect members’ behaviour (Hofstede, 2001; Brons, 2005). People’s way of life also 

affects their needs.  

In practice, marketing studies have used culture as an important factor for predicting people’s 

behaviour, especially consumer behaviour. The studies found that people from different societies 

have differing preferences with regard to marketing strategies. For example, consumers from the 

United States prefer monetary promotions, for example greater discounting. American culture, in 

which people are less tolerant of inequality and special privileges, means that promotions generally 

offer the same level of benefit to everyone (Kwok & Uncles, 2005). On the other hand, consumers 

in China prefer non-monetary strategies, for example free gifts and reward programmes that are 

more relationship-based. Consumers in high power distance cultures such as Chinese culture tend to 

prefer a type of promotion that gives them rewards based on the value of their purchase. The bigger 

their expenditure the more they expect to get special privileges and rewards from sellers.  

This study uses the same approach employed in marketing, psychology, international business and 

education studies. Intangible cultural values are transformed in this research into cultural dimensions 

and using the characteristics of each dimension to explain why people have different attitudes and 

behaviour (see Figure 1.2). Some scholars have conducted studies on cultural values and these have 

resulted in the formation of various dimensions for culture. These include Hofstede’s Cultural 

Dimensions (Hofstede, 1980), Schwartz’s Values Dimension (Schwartz & Bardi, 2001), 

Trompenaars’ Cultural Dimensions (Trompenaars, 1993) and GLOBE’s Dimensions (House & 

GLOBE Research Program, 2004). 
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Figure 1.2 Approach of This Study 

One of the most crucial aspects of the approach of the current study is the measuring of cultural 

values. Amongst the approaches available for the measurement of cultural values, Direct Values 

Inference (DVI) is the most common approach. DVI principally uses a quantitative method for 

measuring culture (see chapter 5). Hofstede, an anthropologist, used DVI approach when he 

developed his work on cultural dimensions. Hofstede’s work was designed for measuring cultural 

values on a national level, however, and this means that Hofstede’s instrument is not appropriate for 

use on an individual level such as is required for this research. There is a need to develop a new 

instrument to measure cultural values across Hofstede’s five dimensions on an individual level. 

Fortunately, scholars have developed an instrument for that purpose. This instrument is called 

Cultural Values Scale or CVSCALE (see section 5.2 for details). 

As mentioned previously, culture can in fact be measured using a quantitative method. This study 

collects data using a survey questionnaire and analyses it using bivariate and multivariate statistics 

with the help of IBM’s SPSS software.
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1.6 Study Area 

In order to test the effect of cultural values on people’s travel behaviour, this study requires a 

diverse population in terms of cultural background. The University of Auckland (UoA) population is 

appropriate for this study since it is very diverse (see Figure 6.2). Furthermore, the UoA is the 

largest institution in Auckland and, as such, the university has a responsibility to promote more 

sustainable transport modes for its students and staff. In 2007 the UoA, together with Auckland 

Regional Transport Authority (now Auckland Transport) and the Auckland University of 

Technology (AUT), produced travel plans showing how the universities could contribute actively to 

changes in travel behaviour whilst promoting more sustainable transport. However, at the time of 

writing the challenges are more complex, requiring the UoA to update its travel plans. Using UoA 

students and staff as a sample framework, this study provides data that could be beneficial for the 

development of UoA travel plans. This thesis is supported by the UoA Office of the Vice-

Chancellor and the Department for Property Services. 

 

1.7 Transport Problems in the Study Area 

As a “nation of car drivers”, the total number of private vehicles registered in New Zealand is 

exceptionally high per capita, including in Auckland. In 2007, there were 869,870 light vehicle 

registrations, a figure that had increased from approximately 630,000 in 2001, which translates to 

nearly one car for every two Aucklanders (869,870 vehicles : 1,394,000 people). This is an 

extremely high percentage compared to other cities in Australasia. According to 2013 Population 

and Dwellings Census report, in 2013 as much as 65.4% Aucklanders were driving cars to work 

(Statistics New Zealand, 2014). With regard to transport infrastructure, based on a 2007 New 

Zealand Transport Agency (NZTA) report, Auckland City had a total road length of 8,075 km (New 

Zealand Transport Agency, 2008) that makes length of road per person in Auckland very high.  

In Auckland, public transport modes serve more than 1.5 million inhabitants spread over 13 wards 

encompassing a land area of 16,315 km2. According to the 2013 census report, only 6.5% 

Aucklanders used public transport for journey to work (Statistics New Zealand, 2014) a decrease of 

almost 2% from 2006 figures. Declining public transport patronage and an increasing private car use 

causes more problems in Auckland such as energy consumption, pollutions and congestion. 

However, a large gap between private car and public transport use was not a case in 1950’s. In 1955, 

only 42% of motorised trips were carried out by private car and 58% were carried out by public 

transport (Mees & Dodson, 2006). Some scholars attributed the shift towards car dependence in 
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Auckland in the last two decades to the transport policies pursued by Auckland’s planning agencies 

since the first Auckland Master Transportation Plan was prepared in 1955 (Mees & Dodson, 2006). 

In 1956, Auckland’s Master Transportation Plan was proposed and the document marks the arrival 

of car dependence-based policies. In this period public transport developments were neglected and 

the majority of the transport investments were purposed for developing roads and this pattern 

continued for the next decade. The master plan was updated in 1963 and Auckland appointed 

American Consultants to help with the process. Even though the consultants recommended more 

motorways, they also revived the rail upgrading proposals rejected in 1956 (Mees & Dodson, 2006). 

This indicated that overseas experts were more concerned about public transport improvement than 

the local officials. However some local officials showed a huge attention to public transport. In 

1970’s, Auckland Major Sir Dove Meyer Robinson proposed a rapid transit development proposal. 

Unfortunately, the proposal was rejected for funding by the central government. The situation 

worsened for public transport developments when in 1984 Auckland Regional Council planners 

proposed to close the rail system altogether. Fortunately, this action accepted rejections from the 

public and the proposal was failed. In the late 1980’s car-based policies become a mainstream for 

Auckland transport policies (Mees & Dodson, 2006). 

Starting from 1990’s, sustainability management was introduced by the Resource Management Act 

1991 (RMA). The RMA requires each regional council to promote sustainability in their land-use 

planning. Strong regional population growth in the mid-1990 forced the government to manage the 

growth in terms of land-use change in the Auckland region. In 1999, Auckland Regional Council 

(ARC) issued a document, Auckland Regional Growth Strategy (ARGS), to manage a rapid 

population growth of Auckland region (ARC, 1999). The issue for Auckland is the extent of urban 

sprawl. This condition put pressure to transport networks. In order to tackle this problem, ARGS 

encouraged mixed land use in the existing locations and the intensification of developments. By 

doing this, the council expected an increasing percentage of people who cycle, walk and use public 

transport to their activities (ARC, 1999).  

More recent planning documents take forward the strategies established in the ARGS into 

implementations. The Regional Land Transport Strategy (RLTS) is one of the documents. The 

RLTS was first proposed in 1999 and then updated in 2003. RLTS sets out directions for transport 

development for 2010-2040. It focuses on enhancing transport system in Auckland, especially 

public transport, walking and cycling, so people can move from one point to another easily (ARC, 

2010). One of the strategic priorities is implementing a travel behaviour change program which has 

been introduced in some countries such as Australia and Japan to promote more sustainable 
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transport system. In order to achieve these strategic priorities, ARTA has developed Sustainable 

Transport Plan (STP). STP comprises two action plans, the walking and cycling action plans. These 

plans concentrate on promoting more sustainable transport modes (ARTA, 2007). 

In 2009, ARTA introduced the Auckland Transport Plan. This involves projects to implement 

transport policies, with the overriding objective of creating a safe, affordable, integrated and 

sustainable transport system for people in Auckland (ARTA, 2009). The plan encourages travel 

behaviour change programs as proposed in STP through developing travel plan for workplaces and 

tertiary educational institutions. The University of Auckland has implemented this strategy by 

developing a travel plan together with AUT. The travel plan itself focuses on promoting more 

sustainable transport modes and managing travel demand for student and staff of the universities.  

The Auckland Plan was introduced in 2012. This is a comprehensive strategic planning document 

outlining the overall direction of Auckland development for the next 30 years (AC, 2013). Chapter 8 

and chapter 12 of the Auckland Plan outline the direction of future transport development. Chapter 8 

of the plan focuses on Auckland’s response to climate change. One of the strategies is reducing 

carbon production by encouraging behavioural change. A number of policy mechanisms are 

involved in the plan contributing to the mitigation of climate change, including management of 

public transport, alternative fuels, pricing mechanism, and integrated land-use and public transport 

(AC, 2013). Meanwhile chapter 12 of the plan is focusing directly on Auckland transport. The 

chapter acknowledges the need for promoting walking and cycling to decrease congestion and 

reduce emissions. The AC target is to complete 70% of Regional Cycle Network by 2020 increasing 

public transport use in peak periods. Number of trips taken by cycling and walking are targeted 

increasing from 23% to 45% by 2040. Funding allocation for development of cycling and walking 

network has increased from 0.8% to 3% (AC, 2013).  

Based on a review of Auckland transport policies by Mees and Dodson (2006), it seems that local 

officials/planners and public have different opinions about transport investments. The planners seem 

to have a “love affair” with the car. Meanwhile, the public has a strong aspiration towards public 

transport improvements. This can be seen in the public consultation for preparing RLTS 1999 which 

revealed strong support for improvements to public transport. On the contrary, the contents of the 

RLTS reflect the strong bias present since the 1950’s (Mees & Dodson, 2006). Unfortunately, the 

public transport development-resistance also comes from central government officials. It can be seen 

by the establishment of Join Officials Group (JOG) which is comprised of central, regional, and 

local government officials. The majority of the agencies involved in the JOG were from central 
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government. The report from JOG reflected their preferences of accelerating road constructions over 

public transport improvements. 

A review of Auckland Transport Policies indicated that transport policies in Auckland can be 

divided into two periods: before RMA 1991 and after the RMA. In the period before the RMA was 

issued sustainability was not a mainstream in planning transport policies. After 1991, sustainability 

becomes more important than before. Unfortunately, even though sustainability becomes a 

mainstream, investments on public transport developments were still lower compare to road 

constructions. In 2012, Auckland Transport (2012) issued an Annual Report that shows capital 

expenditure for public transport in 2012 (including electric trains) was NZ$ 161m, it was lower than 

capital expenditure for roads (NZ$ 185m). However, public transport expenditure in 2012 was 

higher than in 2011 (AT, 2011) where only NZ$ 40m of transport budget went for public transport 

(NZ$ 277m for roads). Hopefully, a huge attention for public transport investment becomes a 

mainstream for transport policies in the future. 

The debate on transport policies in Auckland is limited around public transport improvements and 

extensive road network constructions. Meanwhile, other important issues such as the travel 

behaviour of people from different cultural background do not get much attention from transport 

planners. Considering cultural diversity is a very important process in producing a comprehensive 

travel demand forecasting for diverse societies. The transport planners have to be more creative and 

free from traditional-rational planning that is proven more favourable to road constructions. Even 

though in ARGS cultural diversity is acknowledged but it is limited to the arts and heritage cultural 

sites and not recognising their values and its effect on their needs.  

 

1.8 Structure of the Thesis 

This thesis is composed of five main parts, and each part consists of one or more chapters. The 

principal parts are the Introduction, Literature Review, Methodology, Data Analysis, and Discussion 

and Conclusion. Brief descriptions of the parts and chapters are presented below. 

Part I: Introduction 

Chapter 1: Introduction  

This chapter provides background information as to why this topic is important and the motivation 

and aims of the study. It also presents the structure of the thesis. 
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Part II: Literature Review 

Chapter 2: Transport Planning and Travel Behaviour 

Chapter 2 starts with an overview of transport planning that focuses on the limitations of mainstream 

transport planning. The second part of the chapter discusses travel behaviour studies such as the 

factors affecting travel behaviour and the knowledge gap in studies of travel behaviour. 

Chapter 3: Conceptions of Culture and Related Issues 

In this chapter, the relevant literature originating from the fields of social anthropology and 

psychology is reviewed. The definition of culture, the pros and cons of different conceptions of 

culture, and the definition of ethnicity are covered here.  

Chapter 4: Multiculturalism 

This chapter discusses the concept of multiculturalism in general, multiculturalism in planning, and 

the application of multiculturalism in New Zealand. It asks the question: Does New Zealand applies 

true multiculturalism or just an extension of biculturalism?  

Part III: Methodology  

Chapter 5: Measuring Culture  

The chapter details the methodology used for this research. It discusses the methodologies and 

methods that can be used to measure culture and justifies the choice of the particular methodology 

used in this study. 

Chapter 6: Research Method 

The chapter defines the independent and dependent variables of the study as a part of the 

development of the questionnaire and research design. It includes details of how the sample was 

chosen and how the data was collected. Information back grounding the location of the research is 

also provided. 

Part IV: Data Analysis 

Chapter 7: Socio-Demographic Characteristics of Ethnic Groups 

The chapter presents the socio-demographic characteristics of the ethnic groups. Data in this chapter 

is presented in graphical form.
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Chapter 8: Cultural Values of Selected Ethnic Groups 

The first part of this chapter analyses Hofstede’s Cultural Index and uses it as a benchmark for the 

cultural values of selected ethnic groups. This chapter also reviews the literature relating to the 

effect of socio-demographic variables on cultural values. The second part of the chapter presents the 

results from the data analysis of the cultural values of the selected ethnic groups. It also presents a 

data analysis of the cultural values of people whose socio-demographic status differs within ethnic 

groups. 

Chapter 9: Attitudes of Selected Ethnic Groups toward Transport Modes 

The first part of this chapter reviews the literature relating to transport studies that have a connection 

with cultural values; it also develops a hypothesis from the review. The second part of the chapter 

presents the results of data analysis in relation to respondents’ attitudes toward transport modes.  

Chapter 10: Travel Behaviour of Selected Ethnic Groups 

The main purpose of this chapter is to present the travel behaviour of various ethnic groups and its 

relationship to cultural values. Travel behaviour is measured in three ways: mode choice, travel 

frequency, and car ownership. 

Part V: Summary and Conclusion 

Chapter 11: Summary and Conclusion 

This chapter discusses the key findings of the study and their implications for academia and practice 

in the future. 

 

1.9 Delimitations 

This study was conducted in Auckland, New Zealand, and used the UoA population as the sample 

frame. The choice of the UoA population was based on the consideration that the university 

provides the diverse society that is needed by a study of this nature. Meanwhile, the sample frame 

can assist in the control of some of socio-demographic characteristics that could potentially function 

as confounding variables. The implication of this sample frame is that the results of this study 

cannot be generalized to the wider population of Auckland.  

The researcher also limited the terminology of culture in this study to “cultural values” because 

values are the core concept of the culture that affects people’s lives. Other forms of culture such as 

sculpture, dance, song and rules are affected by people’s values. Hofstede’s Onion diagram, shown 

below, demonstrates these relationships (see Figure 1.3). In addition, this study uses the cross-
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sectional quantitative method (Sharp & Murakami, 2004) to indicate the patterns of the relation 

between culture and travel behaviour. 

 

Figure 1.3 Hofstede’s Onion diagram 
Source: Hofstede (2005, p. 7) 

In this study, ethnicity is limited to the four major ethnic groups in Auckland: Asian, European, New 

Zealander, and Pacific Islander. This grouping requires that ethnic groups that have small sample 

sizes are grouped into broader ethnic groups based on similarity of region, ancestry or language. The 

chosen grouping might affect the averages for the cultural values scores. Unfortunately, for 

statistical reasons, such a grouping has to be made. In order to produce robust results, some 

statistical processes require a large number of cases for each category and this cannot be produced if 

there are a large number of different ethnic groupings with too few people in each.
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CHAPTER 2 

TRANSPORT PLANNING AND TRAVEL BEHAVIOUR 

 

This chapter discusses the concept of travel behaviour and the factors that affect it. Before starting to 

explore travel behaviour issues, it is necessary to discuss transport planning in general to provide an 

insight into transport planning development, and other relevant issues in this field.  

 

2.1 Transport Planning: An Overview 

Planning approaches have evolved from those of traditional-rational planning to advocacy and 

equity planning, that is, from positivist to post-positivist approaches and, further, to constructivist 

approaches. Before the 1960s, traditional-rational planning was the mainstream approach. As an 

approach based on positivism, traditional-rational planning assumes that planners, by virtue of their 

knowledge and experience, know the exact path, are fair in judgement and can be trusted to apply 

their knowledge to discover common interests (Campbell & Fainstein, 1996). In the 1960s Davidoff 

found that the biggest issue in planning – equality in welfare distribution – was not being achieved 

by conventional planning. At that time, Davidoff also recognized that citizens have limited access to 

the planning process. He introduced advocacy planning as a response to the lack of participation in 

the planning process (Davidoff, 1996). In the course of this type of planning, the planners serve the 

people as advocates.  

From the same spirit that led to advocacy planning, equity planning emerged. The concept of equity 

planning is based on the recognition of conflicting social interests, some of which may give rise to 

antagonism. It holds that planners have a responsibility to promote the interests of the poor and 

racial or ethnic minorities, even when opposed by popular majorities (Krumholz & Forester, 2011). 

In recent years, equity planning has become more relevant because cities are more diverse than in 

the past. Minorities, as part of a city, also need to be served by the government. Equity planners play 

a significant role in making this happen. 

In transport planning, however, the chief focus of transport scholars is on the use of traditional 

approaches in formulating plans. The continued domination of the four-step model (FSMs) in 

transport planning is evidence of this situation (Martens, 2006). The FSM uses the traditional-

rational approach in which transport planners analyse transport demand based on an aggregate travel 

pattern and determine the goals of a plan and the method of attaining them, whilst ignoring the past 
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distribution of transport resources, which could have provided valuable information for 

understanding why people travel in the way they do.  

The first step of the FSM is trip generation; this estimates the number of trips produced in and/or 

attracted to each transport activity zone (TAZ). The second step is trip distribution; this divides the 

total number of trips generated by each TAZ between destination zones, based on estimates of zonal 

attraction and travel impedance. Trip tables are produced for each trip purpose (Metropolitan 

Planning Comission of Nashville and Davidson County, 2011). The third step is mode choice, which 

estimates the distribution of trips among the transport modes available (typically car and public 

transport) (Metropolitan Washington Council of Government, 2012). Finally, the fourth step, route 

choice, allocates trips between a specific origin and its destination to the available roads or public 

transport links. It uses available public transport services and roads to determine the routes travellers 

choose to reach their destinations. 

As planning approaches have evolved, transport planning has also evolved. While the FSM is still a 

mainstream approach, some researchers have proposed alternative approaches to transport planning. 

Those alternative approaches are activity-based and needs-based approaches. The needs-based 

approach uses the equity planning philosophy where social justice is promoted through equality in 

accessing transport system (Martens, 2006). 

Recognition of a diverse society forces transport planners to consider the needs of the minority and 

provide them with the same opportunities as the majority to participate in everyday activities. 

“Minorities” in this study refers to ethnic minorities. Studies have shown that minorities have 

different needs to those of the majority (Blumenberg, 2008; Blumenberg & Evans, 2007). 

Distinctive cultures and values may influence their way of life and eventually affect their needs, 

including those of transport. The emergence of a multiculturalist perspective has seen societies 

begin to recognize cultural differences. Sandercock (2003) has argued that multiculturalism, as a 

daily political practice, provides citizens with two basic rights: the right to difference and the right to 

the city. “The right to difference involves recognising the legitimacy and specific needs of minority 

cultures. The right to the city is the right to presence, to occupy public space and to participate as an 

equal in public affairs” (Hucker, 2009, p. 60).  

The essence of “the right to the city” is to promote social inclusion. Social inclusion can be achieved 

if people, irrespective of their socio-cultural background, participate actively in daily activities. To 

do so, transport must be accessible for them. Transport becomes essential in promoting social 

inclusion because it moves people from one part of the city to other parts as all activities are not 

available in just one location. Researchers have shown that social exclusion can emerge from a lack 
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of access to transport (Church et al., 2000; Lucas, 2004; Currie et al., 2009). Among those that 

usually suffer from lack of access to transport are ethnic minorities. The lack of access to transport 

can be caused by the inability of a transport system to fulfil people’s needs. Studies have shown that 

cultural minority groups have specific transport needs that differ from those of the majority, and that 

sometimes those transport needs cannot be provided for by the existing transport system (see, for 

example, Handy et al., 2009). The cultural practices of various racial and ethnic sub-groups of the 

population can yield different transport needs (Ward, 2009). In the spirit of “the right to difference” 

and “the right to the city”, transport planners should therefore take into account cultural minority 

transport needs in order to promote social inclusion, which is a very serious issue in a multicultural 

society. 

As mentioned above, traditional transport planners used existing travel behaviour data as a basis to 

develop transport planning. Travel behaviour itself can be measured in various ways: mode 

choice, trip distance (on a daily, weekly or annual basis), number of trips, and car ownership for 

example are often used to measure travel behaviour (Buehler, 2008). The next section discusses 

travel behaviour, including the research tradition in travel behaviour, the factors that affect it, and 

certain other issues that are useful in the framing of this research.  

 

2.2 Main Approaches in Travel Behaviour Studies 

2.2.1 Aggregate vs. disaggregate analysis 

In the past, transport planners concentrated on the use of an aggregate analysis approach (Martens, 

2006). Aggregate analysis is an approach that analyses people’s travel behaviour at an aggregate 

level or in zonal averages. The aggregate approach is often used in studies of travel behaviour in 

which scholars endeavour to explore the relationship between urban form and travel behaviour, and, 

in particular, mode choice and travel distance. The use of an aggregate approach in travel behaviour 

studies has been criticized by other scholars because in this approach no further action is taken to 

explain individual behaviour (Bowman & Ben-Akiva, 2001; Susan, 1996). This concerns some 

scholars who have found that the use of average travel behaviour data, such as average travel 

distance, on the aggregate level (e.g. for metropolitan areas or travel zones) misinterpreted the actual 

distance of the trips, which varied between individuals. A situation such as this can lead to 

inadequate planning outputs. Furthermore, the tendency of the aggregate approach to ignore socio-

economic characteristics can cause problems. The lack of controls for socio-economic factors in the 

aggregate analysis weakens the connections between travel behaviour and independent variables, 

especially the urban form variable.
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The criticisms of aggregate analysis have found support among sociologists (Kitamura, 1988; 

Litman & Brenman, 2012), who have found that explanations for people’s behaviour cannot always 

be gleaned from aggregate sources such as census data. Aggregate data can conceal the behaviour of 

minority groups because it only reflects the behaviour of the majority. This fact affects the way in 

which transport scholars analyse travel behaviour. This is one of the greatest contributions of 

sociology to behaviour studies in general, and to travel behaviour studies in particular.  

The weaknesses of aggregate analysis have caused many scholars to use disaggregate analysis 

(Bowman & Ben-Akiva, 2001; Martens, 2006). Disaggregate analysis is an approach that analyses 

people’s travel behaviour at an individual level; it uses individual/household socio-economic and 

travel characteristics rather than zonal averages. Disaggregated studies not only show that travel 

differs between types of groups, but also start to reveal some of the complexities of the behaviour 

underlying these differences (Handy et al, 1998). Scholars who use disaggregate analysis, often use 

bivariate or multivariate statistical analysis to explain the relationship between travel behaviour and 

its explanatory variables; some researchers also use descriptive analysis to explain the relationship 

between the two of them. This approach is often used to compare groups. Therefore, the Analysis of 

Variance (ANOVA), and/or other techniques for the comparison of statistics, and/or regression 

models are used to test the differences between groups and the strength of the relationships between 

socio-economic and travel characteristics.  

An Australian study by Cerin et al. (2009) provides an example of the disaggregate approach. The 

authors conducted the study in Adelaide using a survey method and involving 2194 respondents. 

The study was undertaken to explain the socio-economic differences among those using walking for 

transport. The study tested the statistical significance of the product of two regression coefficients 

and the findings reveal that socio-economic status plays a crucial role in affecting walking 

behaviour (Cerin et al., 2009). A Canadian study by Newbold et al. (2005) also used a disaggregate 

approach. The researchers analysed data from Statistics Canada to explain travel behaviour 

differences between groups which were disaggregated by age cohort and gender. By using 

comparison means methods, this study shed light on travel behaviour differences between age 

cohorts and genders.  

2.2.2 Demands-based vs. needs-based analysis 

Traditionally, transport planning has used the demands-based approach to explain travel behaviour 

and to forecast future travel demand. Two forms of basic analysis are used in this approach: trip-

based and activity-based. The trip-based approach is also known as the FSM because it has four 

basic steps in modelling travel demand (see section 2.1). There are some criticisms of this approach: 
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(1) the trip-based approach focuses on trips without explicit recognition of motivation or reason for 

trips and travel. (2) This approach represents travel as a mere collection of trips. Each trip is 

considered as being independent of other trips, without considering the inter-relationship of the 

choice attributes (such as time, destination, and mode) of different trips. (3) In the trip-based 

approach, time is reduced to being simply a “cost” of making a trip and a day is viewed as a 

combination of broadly defined peaks and off-peak time periods. In fact, the time dimension has an 

effect that is greater than just the “cost” of making a trip. The time dimension may determine the 

timing of a trip. A worker might travel in the morning and women might avoid using public 

transport at night for reasons of personal safety. (4) The trip-based approach uses an aggregate 

approach by analysing people’s travel behaviour based on zonal or aggregate data. First, the area of 

study is grouped into TAZs; next, the total number of trip exchanges is estimated for each pair of 

TAZs by each mode and by each route. This method of analysis causes problems because it only 

accommodates the effect of household or individual socio-demographic characteristics in a very 

limited fashion; this limits the ability of the method to evaluate the impact of travel on long-term 

socio-demographic shifts (Pinjari & Bhat, 2010). 

An alternative approach, the activity-based approach, has been developed to deal with the 

limitations of the trip-based approach in planning. This approach views travel as a demand derived 

from the need to pursue activities (Jones, 1990; Kitamura, 1988). The underlying philosophy is to 

better understand the behavioural basis for individual decisions regarding participation in activities 

in certain places at given times (Bhat & Koppelman, 1999). For example, children, young people 

and older people have different travel behaviour because they engage in different activities.  

Instead of considering that each trip is independent of other trips, by using the notion of “tours” as 

the basic element to represent and model travel patterns the activity-based approach precludes 

illogical mode-trip chains (Pinjari & Bhat, 2010). Tours are chains of trips beginning and ending at 

the same location. The tour-based representation helps to maintain consistency across the modelled 

choice attributes; it also captures the interdependency and consistency between the trips pertaining 

to the same tour. The activity-based approach also focuses on sequences or patterns of activity 

participation and travel behaviour (using a whole day or longer period of time as the unit of 

analysis).  

If the trip-based approach simplifies the time dimension of activities and travel, the activity-based 

approach views individuals’ activity-travel patterns as a result of their time-use decisions within a 

continuous time domain. Individuals have 24 hours in a day (or multiples of 24 hours for longer 

periods of time) and decide how to use that time between (or allocate that time to) activities and 
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travel (and with whom); this is subject to constraints of socio-demographic, spatial, temporal, 

transportation system status and to other contextual constraints (Bhat & Koppelman, 1999). These 

decisions determine the generation and scheduling of trips. Activity-based analysis adapts the 

disaggregate approach: the relevant unit of analysis is individual behaviour patterns, not zonal 

patterns. The approach also includes household and social structures as factors affecting travel and 

activity behaviour. The fact that the activity-based approach focuses on activity patterns rather than 

trips, and pays specific attention to socio-demographic characteristics of individuals and households, 

makes this approach more suited to forecasting people’s travel behaviour than the trip-based 

approach (Bowman & Ben-Akiva, 2001; Kitamura, 1988; McNally & Rindt, 2007). 

Although the above two approaches differ widely, they do have a commonality: both ignore the fact 

that current travel behaviour is a reflection of distribution transport resources that existed in the past 

(Martens, 2006). This situation causes the transport model to create an inherent feedback loop. For 

example, by using current travel patterns and ignoring the distribution of transport resources of the 

past, such a model uses the high rates of car ownership to predict future trips. Certainly, models will 

predict that the trips by car will increase in the future and from that will emerge a policy to invest 

more in building roads, thus tending to serve the rich rather than the poor. 

In response to the type of traditional transport planning that has focused on the overall performance 

of the transport network without taking into account the distribution of transport investment over 

population groups and the performance of the transport network for each of these groups, a social 

justice perspective has emerged (Litman & Brenman, 2012; Martens, 2006). The social justice 

perspective suggests that mobility and accessibility are important keys to a better life. To create an 

equal society, the provision of accessible transport for every person is a main requirement. As 

discussed previously, the continued use of traditional transport planning approaches will produce 

biased policies. Researchers have therefore proposed a new approach to replace the traditional 

demands-based one: the needs-based approach (Martens, 2006). This approach is based on the 

identification of basic transport needs for different population groups rather than from the traditional 

matrix of trip generations and attractions based on current travel patterns. The basic concept behind 

this approach is that people or groups have different needs and that these are reflected in their 

requirements for travel (Arentze & Timmermans, 2009). Individual activity aims to satisfy their 

needs. Social needs, for example, differ from one person to another. People from a collective society 

might need more social interaction than people from an individualistic society. This might cause 

people from a collective society to travel more often to visit their relatives or friends than people 

from an individualist society. In a collective society, people meeting regularly with relatives and 

friends will help to maintain their bonds. This is a principal value in this type of society. 
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By using a needs-based approach, we do not have to concentrate on current travel patterns to predict 

travel behaviour and demand in the future. By accessing people’s needs, we can understand how and 

why they travel. Needs-based analysis uses a disaggregate approach like activity-based analysis. 

Needs-based analysis may not involve any formal modelling, or even statistical testing, to test 

relationships between variables, but it provides an extremely rich exploration of travellers’ needs, 

their activity patterns, and travel behaviour.  

Current travel patterns usually only reflect the patterns of the majority. This is mainly because 

current transport provision is based on the travel patterns of the majority. The minorities are 

“captive groups”.3 Even though they may have different needs, they have to accept the existing 

transport provision. Some minority groups might need more frequent public transport at weekends 

because their social activities mainly occur during this period and they do not generally have easy 

access to car transport. On the other hand, the majority are also socially active at weekends but are 

likely to have easy access to car transport, making them less dependent on public transport. This 

pattern causes transport providers to decrease the frequency of public transport and creates transport 

problems for the minority. The minority have to deal with this situation and are still dependent on 

public transport, with all its disadvantages.4 This type of scenario may occur because transport 

provision is based on existing travel patterns. Needs-based analysis is more effective than traditional 

demand-based analysis for resolving such a situation.  

This approach has gained popularity in social-exclusion transport-related studies. The main issue in 

such studies is that people have a need to participate in everyday activities to avoid social exclusion 

(Lyons, 2003). People have different socio-demographic characteristics which cause them to have 

different needs and abilities for accessing public transport. 

 

2.3 Factors That Affect Travel Behaviour 

The previous section outlined the approaches that are often used in travel behaviour studies. The 

next crucial question is: “What are the factors that affect people’s travel behaviour?” Based on a 

thorough review of the available literature, travel behaviour is affected by four main factors; socio-

economic/demographic, urban form, psycho-social, and policy factors. In the following four sub-

                                                             
3 Captive groups are groups that have to choose a particular transport mode not because they like it but because they 
have no other choices. Income limitations and existing transport provisions are factors that force people to become 
“captive” in this way. 

4 This condition is consistent with Kirkman (1997) who argues that people alter their behaviour to reach a certain 
standard. In this context, the standard is the existing transport system. 
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sections, the effects of these four factors on travel behaviour are discussed, starting with the 

relationships between socio-demographic characteristics and travel behaviour.  

2.3.1 The relationships between socio-demographics and travel behaviour 

Socio-demographic is a term that combines sociological characteristics and population 

characteristics. In much of the literature, socio-demographic characteristics often include such 

items as age, gender, ethnicity, income level, marital status, and household size. A large number 

of studies have investigated the impact of socio-demographic variables on travel behaviour. The 

findings of these studies reveal significant relationships between travel behaviour and variables 

such as age, gender, household composition, income, and ethnicity. 

Age is an important variable because children, young people, adults and older people show 

differences in their travel behaviour (Fyhri & Hjorthol, 2009; Newbold et al., 2005; Su & Bell, 

2009; Tranter & Whitelegg, 1994). These differences occur because these age groups engage in 

different types of activities. Children are mainly engaged in educational and play activities, young 

people mainly in educational and social activities, adults or parents in work-related activities, and 

the elderly mainly in leisure and social activities. People’s activities influence the distance travelled. 

For example, children’s activities are usually concentrated in a small area: children generally travel 

short distances because their destinations, such as primary and secondary schools and parks, are 

usually not far from home. It is different for adults; their activities are scattered. They may work in 

the Central Business District (CBD) but socialize in parks or restaurants elsewhere in the city, or 

they may be involved in other activities in various parts of the city. As a result, the travel distance of 

adults is longer than that of other groups. In the case of the elderly, physical constraints affect their 

travel behaviour. 

A study by Zwerts et al. (2010) in Belgium examined the travel behaviour of children aged between 

10 and 13 years and found that male children travelled more often and more independently than 

female children; that secondary school children travelled less often but made more independent trips 

compared to primary school children; and that home location substantially influenced a child’s mode 

of transportation to school. Unfortunately, there is no information about the level of income of 

parents in this study; thus it is not possible to explore the possibility that some children travel more 

often because their parents have higher incomes than those of other parents. 

Zhang et al. (2007) study analysed and compared the individual travel characteristics of people over 

60 years with the 19–60 year old population in Beijing in relation to travel ratio, travel time, travel 

distance, departure time, travel mode, and travel purpose. The study found that the travel 

characteristics of respondents in the 61–65 age group and those in the 19–60 age group had minor 
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differences: the travel ratio of the over sixties compared to 19–60 year olds was slightly lower (2.03 

times/day for elderly and 2.34 times/day for the 19–60 year cohort); for older people the main travel 

mode was walking, and the flexibility level was significantly lower than that of the contrastive 

population. In addition, with the increase in age, the travel distance of the over-sixties fell sharply. 

Giuliano and Narayan’s (2003) study concurs with the findings of Zhang et al. (2007). In their study 

in the United Kingdom and the United States, they found that older people (aged > 65) in the United 

Kingdom travelled 50% of the distance travelled by younger people (aged 18–64 years) and the 

United States study found that older people travelled 60% of the distance travelled by younger 

people. 

O’Fallon and Sullivan (2009) studied the travel behaviour of older people (60+) in New Zealand 

to determine whether their travel patterns differed from those in a younger age group (aged 25–

59). They found that older New Zealanders made fewer daily trips than people in the younger age 

group and that this was because the older participants in the study were no longer employed and, 

therefore, were no longer making travel-to-work journeys. O’Fallon and Sullivan also found that 

the distance travelled by cars did not change significantly for older drivers.  

There are some differences in the results from the United Kingdom, the United States, and the New 

Zealand studies above. Older people in the United Kingdom travelled 50% less distance than the 

younger group; in the United States the corresponding figure was 60% lower than for younger 

people; however, in New Zealand, the distance travelled by car for older people did not differ 

significantly from the distances travelled by car for younger people. This might be caused by the 

different parameter used to define older people. Studies in the United Kingdom and the United 

States set 65+ years as “older people” cohort, while the New Zealand study set 60+ years. Because 

of the five-year age differential between the studies, those considered as “older” in New Zealand 

may still actively working (retirement age in New Zealand is 65) so they travel more than “older” 

people in the United Kingdom and the United States.  

Gender also has a considerable impact on people’s travel behaviour. Previous studies have shown 

that women are likely to travel more often than men (Rosenbloom, 2004), but the total distance 

travelled by the former is much less. Some researchers have found that this is because of women’s 

roles within the household. Their responsibilities may include shopping or escorting children, which 

causes them to travel more frequently than men, but their destinations are usually close to home 

(Rosenbloom, 2004). Household maintenance responsibility also affects women’s preferences in 

automobile choice behaviour. Using a mixed-logic model, Mohammadian (2004) found that women 

preferred better safety features and bigger storage in their vehicles than men. Men tended to choose 
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powerful vehicles. Women’s responsibilities for shopping and escorting children were factors that 

affected their choice. 

Best and Lazendorf (2005) attempted to determine the differences between gender in car use and 

travel patterns for household maintenance travel in Germany. They found insignificant differences 

between men and women in the total number of trips or distances travelled. However, the authors 

found some gender differences in relation to destination of trips provided. For journeys to work, 

they found that women made fewer journeys by car than men and women travelled more for 

shopping and childcare (household maintenance activities) than men. Vance et al. (2004) study, also 

in Germany, found that women were less likely to use a car than men. However, as women usually 

escort children to their places activity, the presence of children in a family causes women to have 

greater access to a car. 

Two studies in the Sydney metropolitan area also found that women, especially those from ethnic 

minority groups, were more likely to travel closer to home than men (Olaru et al., 2005a; Olaru et 

al., 2005b). The phenomena of women from ethnic minorities travelling more often for non-work 

trips and closer to home indicates one of two things: (1) that they have limited access to paid-work, 

and this makes them more likely to engage in household work, or (2), that their cultural values 

prohibit them from working outside the home. The majority of studies on gender-transport related 

issues have focused on limited access to paid work to explain why women from minority groups 

tend to travel more often and closer to home than others. Meanwhile, these researchers were least 

interested in examining the role of cultural values as a factor that affects the reasons why women 

tend to engage in household activities.  

A study by Merritt (2004) found a significant relationship between gender and more sustainable 

mode choice in Sweden. Women were more willing to reduce their car use than men; had more 

positive attitudes towards reducing the environmental impact of travel modes; and more positive 

attitudes towards ecological issues. Merritt concluded that researchers must consider gender as a 

factor in attitudinal research on car use. Unfortunately, Merritt did not include the educational 

level variable in her study. Educational level might affect differences in environmental attitudes 

among genders. People with higher educational level have greater knowledge about environmental 

issues than those of a lower educational level. Women in Sweden may have had more positive 

attitudes towards environmental issues because, according to Pekkarinen’s (2012) study, women 

in Nordic countries have a higher educational level than men. This may affect their knowledge on 

environmental issues and then produce more environmentally friendly travel behaviour.  

Researchers have also found that household composition (e.g. one-person households, households 
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with or without children) and income have a significant influence on travel behaviour. Schwanen, 

Dieleman, and Dijst (2001) found that households with higher-level incomes were more likely to 

own and use a car and that families with children were more likely to use a car than one-person 

families.5 A survey in Germany (Nobis & Lenz, 2004) showed that women with children in the 

household were likely to travel more often than those without children. Their employment status 

also influenced their travel behaviour. Women who worked full-time travelled less than women 

who worked part-time. The part-timers had a more flexible schedule, and that affected their travel 

behaviour. 

Another study on the effect of household composition on travel behaviour was conducted by 

Ryley (2006). He studied 2910 households in Edinburgh and found that presence of the children 

affects travel behaviour. Households with children used cars as the main mode of travel more 

often than those of households without children; had bicycles, but did not often use them; and 

preferred cycle trips for leisure rather than for work journeys. On the other hand, non-motorized 

modes of transport were mainly used by households consisting of students, the unemployed, and 

part-time workers without children.  

A comprehensive study by Giuliano and Narayan (2003) examined the travel behaviour of 

American and British households using statistical analysis. They found that gender, age, and 

household income were variables that influence travel behaviours and that these variables caused 

significant differences in travel behaviour in the two countries. They conclude that people’s 

understanding of travel behaviour tends to be based on the behaviours of predominantly white 

majority populations, and that further research is required in relation to ethnic and racial 

groupings. 

Researchers have responded to Giulano and Narayan’s findings and studies by Blumenberg 

(2009), Blumenberg and Evans (2007), Owen and Green (2000), Tal and Handy (2010), and 

Handy et al. (2009), using the same data source (the National Household Travel Survey) all found 

that there were differences between ethnic groups in relation to mode choice, distance travelled, 

and purpose of travel. All of the studies showed that ethnicity has a role in affecting travel 

behaviour, and some of them also found that the amount of time since arriving in the United States 

could affect immigrants’ travel behaviour. Immigrants who have lived for more than four years in 

America seemed to have adapted to the travel behaviour of the locals.

                                                             
5 This argument is debatable because other scholars have found that income level has negative correlation to car 
ownership. Car ownership according to them is influenced by other factors such as household size and cultural norms 
(Steg, 2005). 
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Contrino and McGuckin (2009), using data from the US Census Bureau and the National Household 

Travel Survey, found that it is common in minority groups to have lower car ownership, lower 

household income, greater household size, lower levels of employment, lower rates of car licensing, 

and greater concentration in deprived urban areas. With these characteristics, car sharing in 

minorities becomes a common choice (Contrino & McGuckin, 2009). A similar study by Chatman 

and Klein (2011) produced similar results. Using data from the same sources, they found that 

foreign-born immigrants were much more likely to use transit, carpooling, walking, and cycling, 

particularly in their first few years after arriving. Another American study also revealed that 

immigrant/ethnic minorities are more likely to use public transport than white people (Bose, 2004). 

The findings are supported by Louikatou-Sideris (2004) who conducted research in Los Angeles and 

collected data from 202 public transport users. Louikatou-Sideris’ study revealed the dependency of 

ethnic minorities on public transport. If public transport services are inadequate (including in terms 

of frequency, comfort, and safety), members of ethnic minority groups are unable to participate fully 

in daily activities. 

Different results were found in a study by Blumenberg (2008) in Los Angeles using Southeast 

Asian, Hispanic, black and white welfare recipients as respondents. She found that Southeast Asian 

welfare recipients tended to rely on private vehicles. Controlling for residential location and density 

variables, they found that the Southeast Asian ethnic group that was most reliant on the private car 

(91%). The white ethnic group was just 75% reliant on private cars, black, 57% and Hispanic, 6%. 

Blumenberg argues that the phenomenon occurred because Southeast Asian welfare recipients have 

the greatest number of adults in their household, at almost three adults per household. This made the 

number of wage earners in one household higher than for other ethnicities and gave them the 

opportunity to afford a car. We should note that the respondents in Blumenberg’s study were 

welfare recipients (poor people) so the results cannot be generalized into the wider population.  

2.3.2 The relationships between urban form and travel behaviour 

Urban form has been used by many researchers to explain travel behaviour differences. Usually 

researchers use land use and distance as urban form variables. Studies on the effect of urban form on 

people’s travel behaviour generally use an aggregate approach. A study on the impact of urban form 

on mode choice was conducted by Cervero (2002) using data from the United States Household 

Travel Survey of 1994 and found that urban form significantly influences travel modes in 

Montgomery County, Maryland. The density of an area and mixed land use had significant influence 

in determining travel mode choice, especially in the decision to use public transport, share a car, or 

drive alone. Cervero’s study indicates that areas that have higher density also have lower solo-
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commuting, such as driver-only car commuting. Furthermore, Cervero found that workplaces 

located in high-density mixed land use areas produced a higher level of public transport use. 

However, the influence of built environment, such as sidewalks, has been shown to be relatively 

modest (Cervero, 2002). 

A study in Shanghai, China (Pan et al., 2009), using data from a survey of 1709 participants in four 

different areas, found that urban form and the built environment affect walking and cycling patterns. 

This finding is consistent with other researchers’ findings that the features of the built environment 

have a significant role in limiting people’s bicycle use and also limit their walking (Chen & 

McKnight, 2007; Clifton & Livi, 2004; Pan et al., 2009). Roads that have no pedestrian or bicycle 

lanes, road junctions without pedestrian crossings, roads with inadequate lighting, and desolate areas 

are all features of the built environment that can prevent people from using alternative transport 

modes. Living in walkable neighbourhoods with recreation space nearby contributed to higher levels 

of physical activity, including walking and cycling (Kerr et al., 2007). Unfortunately, demographic 

characteristics were not included in the analysis of these studies. There is a possibility that walking 

and cycling are affected by the number of children in the neighbourhood as children have high 

numbers of physical activities.  

A study by Buchanan et al., (2006) investigated the relationships between urban structure and 

transport patterns in Christchurch, New Zealand. Christchurch is a city that has expanded and the 

distances between new residential locations and the CBD have increased. The study found that 

distance from the CBD is the key factor for predicting modal split. This finding is in contrast with 

many international studies that found density, rather than distance, was a stronger predictor of 

mode choice. Rodriguez, Evenson, Diez Roux and Brines’ (2009) study, covering five American 

cities and using data from a multi-ethnic sample of 5529 adults, found that walking is affected by 

population density, land area devoted to retail use, proximity to destinations, and ease of walking 

to places. High population density, large areas for retail, and proximity to destination were all 

factors causing people to walk more frequently. The researchers concluded that residential density 

and the presence of retail outlets are related to walking behaviours.  

Buchanan et al. (2006) also found that people used motorized vehicles more often if their 

residential location was far from the CBD. People who lived in closer suburbs were found to use 

non-motorized vehicles more often. A study in Chennai, India, produced similar results. 

Srinivasan and Roger (2005) studied two different suburbs and found that due to job opportunities 

being concentrated in central Chennai, the area was more densely populated and the people who 

lived there were more likely to use non-motorized modes of travel than those located in peripheral 
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areas because their work locations were close to their houses. Those who lived in peripheral areas 

were more likely to use motorized vehicles. The authors suggest that in the planning of new 

housing, authorities should consider the location of job opportunities, particularly for low-income 

households, in order to reduce travel times and distances.  

The findings of Goudie (2002) support the findings of the above-mentioned studies. Goudie found 

that dwellers who lived in outer urban areas had less sustainable travel behaviour (motorized 

vehicle) compared to citizens who dwelt closer to centre of activities. This condition made the fuel 

consumption of participants who lived in outer urban areas three times higher than that of the 

centrally placed participants. Other studies by Naess (2006) and Naess and Jensen (2004), in 

Norway and Denmark respectively, on the relationship between residential location and travel 

behaviour, found that the closer the participants lived to the centre of the city, the more likely they 

were to use a bicycle or walk to get to the facilities located in the centre of the city. 

A study in the Netherlands by Schwanen et al. (2001) analysed the way in which urban structure, in 

this case mono-centric and poly-centric structures, affects mode choice and travel distances for 

different travel purposes in the country. The analysis was based on data from the 1998 Dutch 

National Travel Survey. The predictor variables were divided into four urban systems; Central, De-

central, Cross-commuting, and Exchange-commuting. An interesting finding from this study is that 

many people who lived in suburban areas travelled to the central city to work while many central-

city residents worked in the suburbs. With regard to mode choice, de-concentration of urban land 

use encourages the use of private cars and discourages the use of alternative modes, such as public 

transport, cycling and walking. At the same time, there was some evidence that the development of a 

poly-centric urban structure would not necessarily increase distance travelled to work, which can be 

relatively small in cross-commuting urban systems. 

It is evident that the studies reviewed in this sub-section did not take into account socio-

demographic characteristics of the samples to explain the relationships between urban forms and 

travel behaviours. Aggregate data used by the studies could not capture phenomena such as a higher 

level of walking and cycling in an area because there are significant numbers of children in the 

neighbourhoods, not because the area is near the CBD. This type of information cannot generally be 

found in the studies previously mentioned. Furthermore, the studies reviewed were mainly 

conducted in American and European cities, which have very different urban forms: American cities 

tend to be more sprawling than European ones. This situation means the American-based studies 

tend to focus on the use of cars and other motorized vehicles as a result of sprawling urban forms. In 

European-based studies, by contrast, walking and cycling are important modal choices. 
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Studies on the relationships between urban form and travel behaviour therefore demonstrate gaps in 

their analyses. The exclusion of socio-demographic characteristics from the analysis (aggregate 

approach) is the main reason for this. The studies above also indicate a lack of connection between 

land use and transport planning. For example, the development of outer suburban areas does not 

consider the development of public transport facilities. The result is high use of private motorized 

vehicles. This condition has to be changed in order to promote more environmentally friendly 

transport modes.  

2.3.3 The relationships between psycho-social variables and travel behaviour 

A small number of researchers have studied the influence of psycho-social variables on travel 

behaviour. A study in Southern Scotland by Hiscock et al., (2002) on the perceived psycho-social 

benefits of car use and ownership and involving both car owners and non-car owners found that 

there were some psycho-social benefits to car users. Car users identified instrumental functions, 

such as gained protection and autonomy, and non-instrumental functions, such as prestige and 

street-cred, of cars. Socially desirable attributes such as competence, skill and “masculinity” were 

also perceived to be derived from car ownership. Unfortunately, the researchers did not give an 

overall view of the socio-economics and transport systems in the area. For example, high concern 

over “a car can give protection from undesirable people” might indicate that the area had a high 

crime rate.  

A study in Germany (Bamberg & Schmidt, 2003) used Ajzen’s Theory of Planned Behaviour 

(TPB), Schwartz’s norm activation model (NAM), and Triandis’ theory of interpersonal behaviour 

as frameworks to determine whether car use is a matter of habit or morals, or purely because one of 

incentives, such as flexibility, among students. The researchers found that most students did not 

perceive car use as a behaviour with moral implications,6 especially in relation to the environmental 

impact of using a car. Car use was found to be mainly affected by the perceived personal outcomes 

of the car use such as speed, flexibility, and lack of stress. The characteristics of respondents, which 

were dominated by young students, affected the findings. Young people tend to have positive 

attitudes toward car use that make them want to use and possess cars.  

Cullinane’s (2002) study of students from five universities in Hong Kong produced results that 

differ from those of the previous study on psycho-social perceptions. Hong Kong is a city that has 

a very low level of car ownership.7 This condition was reflected in the participants’ extremely low 

                                                             
6 As a part of academic communities, students are supposed to have good knowledge of the environmental impact of 
using cars. There is a moral obligation for them to apply this knowledge and use more environmentally transport modes.  

7 In 1999, car ownership level in Hong Kong was 49 cars per 1,000 people (Cullinane, 2002). 
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car ownership levels – less than 1% owned a car at the time of the study. This might be caused by 

good public transport services which suppress their demands for cars. This argument is supported 

by the fact that 40% of participants felt that public transport was plentiful and low-cost. Cullinane 

found that only a few participants felt that they would own a car within the next ten years. Among 

those few, male participants had strong aspirations of car ownership in the future because they 

perceived that car ownership would improve their image and their life. Unfortunately, there is no 

further explanation in the study as to why male respondents were more likely to feel that having a 

car could improve their image and status. 

A study by Steg (2005) in the Netherlands endeavoured to examine various motives for car use. 

Results from the study demonstrated that car use not only fulfils instrumental functions, but also 

fulfils symbolic (social status) and affective functions (e.g. self-esteem and control). Car use by 

commuters was strongly related to symbolic and affective motives (non-instrumental motives) but 

not to instrumental motives. Steg also examined individual differences in the relative importance 

of the three categories of motives. Most group differences were found in the evaluation of non-

instrumental motives. These results suggest that policy makers should not focus exclusively on 

instrumental motives for car use, and should also consider the many social and affective motives. 

Another piece of research by Handy et al., (2005) found that every society has a different 

perception of the private car and public transport, which affects their modal choice. Some 

societies, especially in developing countries, see the car as a symbol of status so they tend to use a 

car not because of necessity but because of the desire to show their success to others. The 

phenomenon of perceiving a car as a prestigious achievement is often found in low-income 

groups. A study in Portugal, for example, indicated that low-income respondents, especially those 

who had made a lot of sacrifices to buy a car, thought that owning a car was a very prestigious 

achievement. This implied that they were unlikely to stop using it (Beirão & Sarsfield Cabral, 

2007). 

Two different qualitative studies in Portugal and New Zealand found that people’s attachment to 

their car affected their mode choice. While the study by Beirao and Sarsfield Cabral (2007) in 

Portugal indicated that some car drivers were psychologically attached to, and dependent on, their 

cars, the study by Witten et al., (2005) in Auckland showed that car users, especially young 

people, were attached to their cars because owning and driving a car was a lifestyle indicator. 

While the studies mentioned up until now have discussed attitudes to cars, Murray et al., (2011) 

study focused on people’s attitudes to public transport. Using two survey methods, a cross-

sectional survey and a longitudinal survey, they attempted to measure the differences in 
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respondents’ attitudes to public transport in New Zealand. Using a t-test and comparative means, 

they found that in 2008 more young people in New Zealand had negative attitudes to public 

transport than in 2007. Another interesting finding from this study is that subjective factors seem 

to affect people’s perception of public transport. Unfortunately, the subjective factors in the study 

did not include cultural values. Cultural factors, as a form of subjective variables, are believed to 

affect travel behaviour (Blumenberg, 2009). 

2.3.4 The influence of policy on travel behaviour 

Policies affect people’s travel behaviour. A policy to develop more roads and to abandon the 

development of public transport infrastructure is one example, and this type of policy can 

encourage people to use private cars more often. In Indonesia for example, the World Bank gave 

loans to the government of Indonesia for developing transport infrastructure in the 1970s. The 

government, under World Bank supervision, developed more roads and displaced many types of 

public transport, such as trams. One reason why these modes were displaced was because such 

forms of transport supposedly created the image of a city that has not been modernized. Another 

reason is that these modes of transport are slow and can slow down traffic. Furthermore, sidewalks 

and trees were displaced to accommodate the development of wider roads. This means that 

walking was no longer an available option, especially in a tropical climate. 

Pricing policies can also affect travel behaviour. A study in Sydney on the effect of parking cost 

on travel behaviour found that around 97% of the respondents felt parking cost was the most 

significant factor in determining their travel choice (Hensher & King, 2001). The policy of 

increasing parking rates significantly affects travel behaviour, especially mode choice, by causing 

car users to switch from cars to alternative modes of transport. Two studies in Nanjing and Israel 

confirmed this argument (Albert & Mahalel, 2006; Bao et al., 2010). Furthermore, the policy of 

not providing free parking areas for company employees increases employees’ travel expenditure, 

forcing them to change their travel mode choice (Enoch & Potter, 2003).  

Another policy that has proven to be successful in changing travel behaviour is increasing car 

prices and using a vehicle quota system such as the one the Singaporean government applies 

(Smith, 1992). Increases in car prices will encourage people to change their mode choice and 

travel behaviour in general. A study by Handy et al. (2005) on the reasons why Americans use 

private cars found that Americans drive due to the price of car travel and lack of suitable modal 

alternatives. Based on the findings of the study, the authors suggested a stronger policy agenda to 

reduce the need for driving through the provision of public transport infrastructure at an 

appropriate cost.
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2.3.5 Other issues affecting travel behaviour 

Public transport has drawn considerable attention from researchers. Factors such as inconvenience, 

increase in fares, lack of punctuality, lack of supervision, lack of information about routes and 

schedules, or transport information only provided in one language have all been highlighted as 

reasons for a poor public transport service (Beirão & Sarsfield Cabral, 2007; FitzRoy & Smith, 

1998; Paulley et al., 2006). Lack of supervision increases passengers’ awareness of their personal 

safety in public transport infrastructures (bus stops or train stations) and on public transport. 

Personal safety is one of factors that can affect travel behaviour. Women are most affected by safety 

issues with regard to public transport use (Pain & Townshend, 2002; Pain, 1997). Another study by 

Currie et al., (2010) in Melbourne found that feelings of safety had a small but significant positive 

influence on how frequently people used public transport. Experience of safety incidents in the past 

also plays a role in affecting people’s feelings regarding their safety on public transport (Currie et 

al., 2010).  

Recently, the degree of crowdedness of public transport has also attracted researchers’ attention. 

Hirsch and Thompson (2011) found that passengers’ attitudes towards crowdedness were influenced 

by their age, previous experience, and the built environment. For young people, especially those 

who travelled with their friends, crowdedness was not a problem. Crowdedness became acceptable 

when people experienced it every day. Some passengers showed an interesting attitude to 

crowdedness; they would rather stand even when there was seating available. Proximity to the door 

to make it easy to disembark and the prevalence of dirty seating were two of the reasons why 

passengers preferred to stand rather than sit (Hirsch & Thompson, 2011).  

Increase in private car use causes the reduction of public transport patronage, which subsequently 

affects the provider’s revenue (Preston, 2009). Demands for an increase in service have become a 

problem for public transport providers. In order to find a balance between revenue and expenditure, 

the providers are forced to reduce their standard of service. As a result, there is no fleet rejuvenation 

and thus old vehicles continue to be used. This causes public transport to be uncomfortable and 

susceptible to breakdowns, causing in turn the disruption of schedules and unpunctuality. 

Punctuality considerably influences public transport patronage (ARTA, 2009). Another consequence 

of revenue decline is that employing fewer transport staff leads to lack of supervision which then 

leads to an increase in crime and anti-social behaviour8 on public transport (Smith & Clarke, 2000). 

                                                             
8 Anti-social behaviour includes shouting/swearing, smoking, drinking or drunkenness, not paying fares, and other 
activities that are considered anti-social but understandable in certain circumstances such as talking loudly on a phone, 
standing on stairs, and standing on the upper deck (Moore, 2010). 
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Savings by the transport provider also have an impact on the amount of information provided. 

Inadequate information concerning transport schedules and routes causes people to avoid using 

public transport. The situation worsens for people who cannot speak the local language; this 

language barrier renders them unable to access information about routes, timetables and fares 

(Blumenberg, 2008). Some researchers have directly assessed people’s travel behaviour and its 

relationship to environmental issues. Nilsson and Kuller (2000) found that environmental attitudes 

are more potent than factual knowledge in promoting pro-environmental travel behaviour. This 

means that education and knowledge levels are not the only factors that can be used to explain why 

people demonstrate pro-environmental behaviour. Attitude, which is influenced by culture, also has 

a role in shaping travel behaviour.  

 

2.4 Measuring Travel Behaviour 

In the previous section, two terms, which have distinct meanings, were frequently used: behaviour 

and attitudes. Behaviour refers to actions or what people do and attitudes refer to what people think 

or feel about something (Ajzen, 1991). In the existing research, travel attitudes are usually measured 

by attitudinal questioning using scales such as 5-point Likert scales. Travel behaviour, meanwhile, is 

usually measured by mode choice, frequency of trips, distance of trips, and car ownership. In the 

following sections, mode choice and frequency of trips are discussed more specifically.  

2.4.1 Mode choice 

By looking closely at the review of travel behaviour studies above it becomes clear that mode choice 

has received considerable attention from scholars compared to other aspects of travel behaviour. In 

predicting people’s mode choice, the majority of scholars use the Discrete Choice Model (DCM). 

The DCM applies a disaggregate approach in which the decision makers are individuals. These 

individuals have different socio-demographic characteristics such as gender, age, income and 

education. In a DCM analysis, individuals choose a particular mode from a set of alternatives, or 

choice set. These choice sets need to have three basic characteristics. They must be (1) mutually 

exclusive, (2) exhaustive, and (3) finite in number. In DCM analysis, it is assumed that an individual 

chooses an alternative based on monetary and time-cost factors and the degree of comfort of the 

alternative. 

Income level is an important variable affecting people’s mode choice. With the use of the DCM, 

people are assumed to choose the least expensive way to travel. In relation to income, expense 

parameters differ between high-income and low-income people. Spending $100 per week for 
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parking and petrol is not a huge problem for people who have an income of $5000 per week, but it is 

a problem for those who have an income of $1000 per week. This condition causes lower-income 

people to prefer other transport modes that are cheaper than cars. Access to high-income levels leads 

to the high possession rate of cars. However, this argument is debatable because other scholars have 

found that income level has a negative correlation to car ownership. According to Steg (2005), for 

example, car ownership is influenced by factors other than income such as household size and 

cultural norms.  

Another perspective of the relationship between income and mode choice stems from residential 

location. Low-income people have to live in deprived areas because they cannot afford to live in 

wealthy areas. The cases of low-income minorities in the United States and the United Kingdom 

who live in (deprived) inner-city areas are the best example of this (Fieldhouse & Gould, 1998; 

Grengs, 2010). Residential location is crucial to people’s mode choice. If someone lives in a 

location where public services are inadequate, they must travel further to access a service (Lau Cho-

Yam, 2010). Besides affecting their distance travelled, it can also affect people’s mode choice 

(Srinivasan & Rogers, 2005). People prefer to use motorized transport for long-distance travel rather 

than walking or bicycling which would leave them fatigued. However, the use of motorized 

transport will affect their expenses and this will be a problem for low-income groups.  

Age is also important in explaining mode choice. In many countries, the legal age for driving is 16–

18 years (Wikipedia, 2013). This causes those who are under the legal driving age to have to use 

public transport, or to walk or cycle, or to become a passenger in someone else’s vehicle. 

Meanwhile,  the physical condition of the elderly (61+) may be such that it prevents them from 

driving alone; in such cases people’s physical infirmities may force them to use alternative transport 

modes (Ipingbemi, 2010). Furthermore, children, young people, adults, and older people have 

differing activities. Children are mainly engaged in educational and playing activities that are not far 

from their home such as parks or schools. These short distances make children more likely to walk 

or bicycle. Young people engage mainly in educational and socialization activities that are more 

scattered than those of children. Their activity places are relatively far from home. This causes them 

to have to use motorized transport modes (Syam, 2012). Parents and other adults are usually 

engaged in work or in maintaining household duties that makes them have to trip chain (McGuckin 

& Nakamoto, 2004). Trip chaining is usually done by car because it is cheaper than using public 

transport.  

The gender variable also has a considerable impact on people’s mode choice. In some societies, 

women do not have the same opportunity as men to use household vehicles. Men are more likely to 
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use cars as their main mode than women (Godard, 2001). However, recent studies show that the gap 

has narrowed. A study in Germany by Vance et al. (2004) also found that women were characterized 

by a lower likelihood of car use than men. The differences were also influenced by other socio-

demographics and especially the presence of the children, who were found to be significant in 

reducing the discrepancy of car use between men and women. The findings of McGuckin and 

Nakamoto (2004) support those of Vance et al. (2004). Factors that affect this situation are the 

increase in women’s participation in the labour force, which enables women to be able to afford 

cars, and the presence of children, which leads to woman having greater access to cars as they often 

take the main responsibility for childcare activities. 

Other researchers have examined ethnicity and mode choice. A study in America found that 

immigrant/ethnic minorities were more likely to use public transport than white people (Bose, 

2004). This is strengthened by the research of Louikatou-Sideris (2004) who conducted a study in 

Los Angeles and found that around 96 % of public transport users came from ethnic minority 

groups. These studies illustrate that compared to the white/majority ethnic group, ethnic minorities 

tend to use public transport and other “social types” of transport such as car sharing or carpooling. 

Recently, university population travel behaviour has become a research focus. Many studies in this 

field have used a university population as the sample frame. A study in the United Kingdom, for 

example, used De Montfort University students and staff members as respondents to assess factors 

that affect people’s mode choice for commuting. The study found that around 34% of staff 

(academic and administrative) used a private car for commuting while only 8% of undergraduate 

students and 1.5% of postgraduate students used that mode (Wall et al., 2008). A study of the 

students and staff members of the University of Western Australia found that 60.8% of staff used 

single occupancy vehicles and that only 34.4% of students did the same. On the other hand, 28.2% 

of students used public transport and 28.6% used active transport modes compared to 8.8% and 

12.7% of staff. The study also found that the use of active modes increases if the barriers to using 

active transport modes are eliminated (Shannon et al., 2006). A recent travel survey in Royal 

Melbourne Institute of Technology (RMIT), Melbourne, produced similar results, with staff using 

private cars to a greater extent than students (Lyons Architects, 2010). Within the New Zealand 

context, a survey conducted by the Auckland Regional Transport Authority (ARTA) in collaboration 

with the Auckland University of Technology, the University of Auckland, Auckland City Council, 

and New Zealand Transit found that the private car usage of staff respondents was higher than that 

of student respondents (ARTA, 2007) A study of the Victoria University of Wellington indicated 

similar results (Opus International Consultants Limited, 2007). 
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Other similar studies have compared the travel behaviour of students from different ethnic groups 

(see for example Kim & Jogaratnam, 2003; Shi et al., 2010); still others have explored the way in 

which students travel, especially for tourism-related purposes, without comparison with other groups 

(see Hobson & Josiam, 1993; Shoham et al., 2005). Significantly, the effect of culture on travel 

mode choice was not included in any of the above studies. However, some researchers have 

mentioned that women can have limitations in their travel mode choices due to cultural values 

(Blumenberg, 2009). In some countries in the Middle East, women are prohibited from driving a car 

or riding a bicycle. This situation makes them dependent on men if they need to use a car, or else 

they have to use public transport and, in particular, taxis. If they are living overseas, such cultural 

limitations can affect driving skills and cause them to depend on public or other forms of transport 

that do not require them to drive. 

Two behavioural models that will be discussed in section 3.3 agree that, both directly and indirectly, 

cultural values and psycho-social factors affect the behaviour of the individuals. Cultural factors are 

generally excluded in travel research because they are too hard to define and measure with any 

degree of certainty (Blumenberg, 2009). However, this argument is unacceptable since other fields 

of study have used culture to explain behaviour differences among peoples. Up until now, no one 

has developed a methodology that uses culture to explain the differences in travel behaviour and 

attitudes. 

2.4.2 Frequency of trips for different purposes 

Many studies have found that frequency of travel is affected by individual characteristics such as 

income, age and gender (Hanson & Hanson, 1981). Clifton (2003), in her study of low-income 

people’s travel patterns, found that respondents travelled less often because of income barriers 

(Clifton, 2003). Many travel behaviour researchers have examined the relationships between 

residential location and frequency of travel. They found that people who were living in the suburbs 

travelled less frequently than their urban counterparts to visit urban facilities such as cinemas or 

restaurants (Schwanen, 2005). 

Despite changes in gender roles in the past three decades, women are still primarily responsible for 

most household tasks (Kwan, 2000). Traditionally, mothers have been the prime carers of their 

children, regardless their status of employment (Vincent et al., 2004; McDowell et al., 2005). 

Mothers tend to invest considerable time, energy, and moral commitment in their children even 

when they also work long hours. Lareau (2000) and Halford (2006) argue that fathers know less 

about their children’s daily activities, are less familiar with their children’s needs, are better at 

distancing themselves from them, and often let their employment concerns prevail. However, Matta 
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and Knudson-Martin (2006) found that there is a minority of ‘‘high-response fathers’’ or ‘‘super 

dads’’ who are more attentive to the needs of children and who participate extensively in care-giving 

despite long employment hours. 

In the recent past, travel trips for the maintenance of household activities, such as shopping for 

household needs and escorting children, have attracted attention from researchers. Only recently 

have the escorting of others (e.g. children) and shopping trips been disaggregated from “other” and 

business trips (Hamilton & Jenkins, 2000). Studies looking at the question of responsibility for 

household tasks, such as escorting children and shopping, have shown mixed results. In countries 

where gender inequality is still a principal value, women have greater responsibility for maintaining 

household needs and men serve more as breadwinners (Millet, 1990). On the other hand, in 

developed countries where gender equality has become a principal value, household tasks are more 

likely to be equally distributed. This is reflected in social policies that encourage men to take a 

larger share of domestic responsibility. This does not necessarily mean that household 

responsibilities are distributed evenly – women still take a larger share of household responsibility 

than men, but the gap has narrowed (Rosenbloom, 2004). 

All transport studies that have examined gender differences have found that women tend to 

undertake the trips with the most complex characteristics in the undertaking of household tasks such 

as escorting children and shopping (Dickinson et al., 2003). Women undertake 25% more trips for 

shopping and the escorting of children than do men (Hamilton and Jenkins, 2000). A study by Kwan 

(2000) showed that women travelled more often for household needs, especially shopping. Kwan 

also found that women working part time travelled more often for household needs than full-time 

male or female workers. The findings also confirm that trips for household needs also depend on the 

employment status of parents. Another study by Shaw (1988) indicated that the differences between 

male and female respondents were statistically insignificant, but the actual percentage shows that 

women are more likely than men to engage in shopping activities (male: 21.7% and female: 38%).  

With regard to trips escorting children, the majority of studies have focused on travel to and from 

school. The likelihood of being escorted decreases with age, especially with the acquisition of a 

driving licence (Vovsha & Petersen, 2005). Children from ethnic minorities (non-whites) were 

reported as being more likely to walk or bike to school than the children of the cultural majority 

(Evenson, 1999). The Walking School Bus (WBS) programme was found to decrease the 

dependency of children on adults/parents in travelling to school in the United States. It was also 

found to decrease the use of private car use (McDonald & Aalborg, 2009). Women are more likely 

to chauffeur their children both to and from school (Vovsha & Petersen, 2005; Black et al., 2001). 
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A study by Schwanen (2007) shows that women/mothers from dual-income families still took a 

greater share of the responsibility of chauffeuring children to their activities when compared to 

men/fathers. A study by Gershuny (1993) found that 25% of all mothers escorted their children to 

school compared with only 5–10% of fathers. 

In the wider context, women were found to undertake trips more frequently than men for escorting 

children to their activities (Reid-Howie Associates, 2000). A study in Ireland indicated that women 

spent more time for caring activities than men. In weekdays, men spent average 12% of their time 

for childcare and women spent 35% of their time for the same purpose. In the weekend, time spent 

by men for childcare increased 1% and women decreased by 7% (McGinnity & Russell, 2008).  

Meanwhile, the escorting of the elderly has received little attention from researchers of travel 

behaviour and existing studies are mainly in the health and care-giving arenas (Katz et al., 2000). In 

the developed world, the facts that the elderly are more likely to live in nursing homes than elderly 

people from the developing world, and that it is largely the responsibility of nurses/care-givers to 

escort them, make this issue relatively unappealing to researchers. Meanwhile, in developing world, 

where the extended family is still preferred, the elderly live with their children and their families. 

This causes the responsibility for escorting the elderly to fall upon their children, especially female 

children (Wolf & Soldo, 1994).  

 

2.5 Discussion 

Socio-demographic characteristics and urban form have a strong correlation with travel behaviour. 

There have been very few studies to date on travel behaviour that use culture as a predictor. While 

the subjectivity and difficulty in measuring culture makes using it as a travel behaviour predictor 

burdensome, this state of affairs is undoubtedly a limitation of existing studies. 

Research by Handy et al. (2005) shows how every society has specific values that can affect their 

travel behaviour. Unfortunately, although researchers have realized that culture/cultural values can 

affect people’s travel behaviour, they have provided no explanation as to how this occurs. To date, 

cultural values have been treated as residual factors; anything that cannot be explained by 

mainstream factors is attributed to culture/cultural values. For example, two people from different 

ethnic groups live in the same neighbourhood, work in the same office, and have similar socio-

demographic and household characteristics, but they have different travel behaviours. Cultural 

differences might be suspected as a cause of the differences. However, the existing research offers 

no further explanation of the kind of cultural values that can emerge as behaviour difference. Some 
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of the studies surveyed in this review mention culture as a factor that can affect travel behaviour but 

give no further explanation. Some researchers argue that culture or cultural values are very difficult 

to measure with any certainty (Blumenberg, 2009) and this perceived difficulty causes culture to not 

be chosen as a travel research variable.  

In recent years, a number of studies on tourism have used cultural values as a tourism/travel-pattern 

predictor. Lee and Sparks (2007) used two groups of Koreans, one living in Australia and one living 

in Korea, to investigate differences in the travel behaviour. They found that the Koreans who had 

lived in Australia for several years had acculturated, which led to slightly different cultural values to 

those of their fellow Koreans who lived in Korea. This time in Auckland process influenced travel 

behaviour, especially for leisure purposes. The Koreans who had moved to Australia tended to avoid 

group travel, took longer holidays, and made travel arrangements without the aid of a travel advisor. 

The differing lifestyles between the two cultures (Australian and Korean) were possibly the cause of 

the cultural differences. Other tourism researchers have confirmed the role of culture in affecting 

people’s tourism travel behaviour (see Gallarza & Saura, 2006; Shoham et al., 2005). 

There is a need to understand cultural factors, especially in studies on immigrant travel behaviour, to 

provide the researchers and authorities with further knowledge with regard to individual travel 

decisions. Delving further into cultural norms and values could provide valuable knowledge for 

predicting immigrant travel behaviour. The next chapter seeks answers to the question “What is 

culture?” by discussing various definitions of culture and the effect of culture on people’s behaviour.  
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CHAPTER 3 

CONCEPTIONS OF CULTURE  

 

This chapter begins by exploring definitions of culture, including aspects of culture and debates on 

the idea of culture. A discussion on cultural values and the relation between cultural values and 

behaviour follows. The last part of the chapter elaborates on the concept of ethnicity. The logical 

flow of this chapter is shown in Figure 3.1 below.  

 

 

 

 

 

 

 

 

 

 

 

 

Figure 3.1 Structure of the chapter 

 

3.1 Definitions and Aspects of Culture 

Culture comes from the Latin cultura, meaning “tilling” (Kroeber & Kluckhohn, 1952). In the early 

period of its usage, culture was used to refer to the growth of an organism, such as in agriculture, 

horticulture and cultivation. The idea of culture, as we know it today in the social sciences, 

developed in the late 18th century. In the 19th century, the term began to no longer refer to the 

“culture of something”, such as agriculture, and started to be used as “a thing itself” (Gonzales, 

 
Definitions of culture 

Culture is a guide to behaviours 
Culture is a product of the mind 

Cultural values 

Cultural values guide behaviours 

Debate on ideas of culture 

Culture ≠ ethnicity 

Definitions of ethnicity 

Ethnicity is used as a unit of 
analysis for comparing 
cultural values 



3.1 Definitions and aspects of culture 

43 
 

1999). In its early development, the concept of culture was essentially affected by evolutionism.9 

Culture was used to distinguish men from animals; men have culture and animals do not. Early 

evolutionists believed that the more distant a human’s appearance from that of the ape, the more 

complex their culture. This argument led evolutionists to see people with darker skin as having a 

more simple (or primitive) way of life than that of white-skinned people. Physical differences 

became the main characteristic of culture. This assumption caused darker-skinned people to be 

placed at the bottom of racial group rankings. Indians were seen as being below whites and blacks 

were below everybody else (Fieldhouse & Gould, 1998). At that time, the concept of culture was 

identical to that of race.  

In the 20th century, Franz Boas (1954), the person largely responsible for developing the concept of 

culture within US anthropology, changed the face of the evolutionism-based concept of culture by 

arguing that 

...human behaviour could be conditioned by the historical circumstances in which it arises, he 
transformed the biogenetic argument of human development. If something extrinsic to the 
human organism, something called “culture”, could account for human behaviour, then a 
powerful argument could be made for the relativism of human societies. No longer could race 
and hierarchical racial classifications be scientifically defensible. (Gonzales, 2005, p. 32).  

This paradigm shift has had enormous implications. One of the implications is that the old concept 

of race and its relation to culture has been expunged from the social sciences. Another is the 

proliferation of the usage of “culture” in the social sciences.  

Throughout the 20th century, scholars defined culture in different ways. Kroeber and Kluckhohn 

(1952) have around 35 interpretations of “culture” in their book and list 176 definitions and 130 

statements on the meaning of the concept of culture. Brons (2005) reproduced Kroeber and 

Kluckhohn’s list and gave 86 more up-to-date definitions or interpretations of the culture.  

Unsurprisingly, then, there is no consensus among anthropologists or other related scientists on the 

definition of culture. Although social scientists cannot agree on the definition of culture, most 

definitions have five aspects in common: (1) culture is human, (2) culture is socially learned in a 

group, (3) culture is behaviour or guides it, (4) culture is or provides meaning, and (5) culture is 

about the products of the mind. These are outlined in turn below. 

Culture is human. Some researchers define culture as a concept that distinguishes human beings 

from animals. Brons (2005), for example, states “[t]hat which distinguishes men from animals we 

call culture” (p. 131). Fitzroy Raglan also agreed with the concept of culture as being human, saying 

                                                             
9 “Evolutionism is social terms conceived of the progress of human societies in terms of evolutionary stages, from 
simple (or, in evolutionary terms, more primitive) to the more complex” (Gonzales, 1999, p. 2). 
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“culture is roughly anything we do and the monkey(s) don’t” (quoted in Brons, 2005, p. 136). 

However, this claim is questioned by some scholars. They argue that culture cannot be dominated by 

humans. Arguably, animals such as apes and chimpanzees have culture as well. In this sense, they 

interpret culture as being socially learned patterns of behaviour that are specific to groups of 

animals, rather than to a species as a whole (Brons, 2005, p. 136). 

Culture is socially learned in a group. Culture is not inherited or determined by biological genes; 

culture is learned and shared in and from social groups. Most anthropologists believe that culture 

can be passed on by a learning process rather than genetically (Hofstede, 1991; Perry, 2003). 

Kroeber and Kluckhohn (1952) define culture as “the whole complex of traditional behaviour; 

developed by the human race and successfully learned by each generation” (p. 90). Peoples and 

Bailey (2011) meanwhile define it as “socially transmitted knowledge and behaviour shared by 

some groups of people” (p.23). Hofstede (1991) sees culture as software of the mind that derives 

from a collective level and makes people different from other people who are not members of 

collective groups. Morgan (1996) defines culture as the sum of the shared attitudes, values and 

behaviour of the group, while Kwok and Uncles (2005) argue it is a set of norms and beliefs that a 

group of people share and which provides fundamental guidance in their lives. The concept that 

culture is passed on by a learning process makes it possible for external and internal factors to 

influence culture that is normalized by an individual. Family is the first institution that introduces 

culture into one’s life. However, family is not the only tool of cultural transformation; peer groups, 

workplaces, schools and neighbourhoods can also affect cultural transformation (Hofstede, 2001, 

1991).  

 It is clear from definition above that culture is learned in a society. The definition shows that 

“culture” and “society” are two different terms. In the social sciences, including planning, “society” 

and “culture” are used interchangeably and this can be quite confusing. This practice can lead to 

incorrect opinions about what it is that equates society and culture. The terms refer to are two 

separate entities, although they do co-exist and share a very close relationship. As Kroeber & 

Kluckhohn (1952) notes, “Cultures are products of human societies operating under the influence of 

cultures handed down to them from earlier societies” (p. 75). From this definition we can see that 

the terms are closely related and it may not be fruitful to discuss which one is the primary concept. 

There is no doubt that if there were no people and therefore no societies, there would be no culture. 

On the other hand, humanity would be merely another species of brutish animals if there were no 

culture. 
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To make clear the differences between these two terms, “‘society” is best seen as the organization of 

individuals into a group and their resulting relations. Meanwhile, “culture” can be seen as the 

product of a social group, such as a set of ideas, values and attitudes. A society can have more than 

one culture, such as in a multicultural society. In a society there could be certain sub-cultures for 

example, a culture of women, a gay culture, or a punk culture. Thus it is not necessarily the case that 

a society has only one culture.  

A useful distinction between culture and society is made by Rohner (1984). He defines a society as 

“the largest unit of a territorially bounded, multigenerational population recruited largely through 

sexual reproduction, and organized around a common culture and a common social system” (p. 

131). Meanwhile, he defines culture as “the totality of equivalent and complementary learned 

meanings maintained by a human population, or by identifiable segments of a population, and 

transmitted from one generation to the next” (p. 119). Culture is a must in a society. However, it is 

not necessary for a society to have only one culture. 

Culture is behaviour or guides behaviour. Culture can be seen as behaviour or a concept that refers 

to the way a group does things (a guide for behaviour). Culture as behaviour can be seen, for 

example, in Sapir’s definition: “culture may be defined as what a society does and thinks” (quoted in 

Brons, 2005, p. 131) and Bain’s definition: “culture is all behaviour mediated by symbols” (quoted 

in Brons, 2005, p. 132). Meanwhile, the definition of culture as a guide for behaviour is mainly 

found in cross-cultural psychology studies, where “culture is regarded to be a set of basic value 

orientation” (Brons, 2005, p. 133). A more complete definition of culture as a guide for behaviour is 

found in Sykes (1963): 

Culture is not generally considered actual behaviour itself, nor need the actual products or 
artefacts of culture be considered as culture itself. Culture is that which is constructed by 
inference from behaviour and artefacts. (pp. 256–257) 

 

Culture is the product of the mind. Culture can also be defined as the product of the mind, including 

the material and spiritual dimensions. Triandis (1994) defines culture as a set of man-made objective 

and subjective elements that have increased the probability of human survival in the past and which 

have given satisfaction to human life. Objective aspects of culture, according to Triandis, include 

roads, radio, television, housing; the subjective aspects include norms, values and character. 

Blackwell, Miniard, and Engel (2006) provided a similar definition. They state that culture refers to 

a set of values, ideas, artefacts, and other meaningful symbols that help an individual communicate, 

interpret, and evaluate as a member of society. A prominent anthropologist from Indonesia, 

Koentjaraningrat (1989, 2002), defines culture as the total of the thoughts and the creations of 
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humans that are produced as a result of the learning process. Culture is often seen as having both 

abstract and non-abstract forms. The tangible element of culture is the human creation, and the 

intangible element is the human way of life.  

3.1.1 Culture Guides Behaviour 

As mentioned in the section 3.1, culture can be defined as behaviour and a guide for behaviour. The 

notion that “culture is behaviour” originates from behaviourism. Strictly speaking, behaviourists 

claim that culture is behaviour and people have to ignore everything that determines behaviour. 

Culture as a guide for behaviour is preferred by some scholars, however. McNitt (1958) argues that 

culture is not about behavioural events themselves, but about the characteristics of these events. In 

this sense, culture is not just providing patterns of behaviour (ways of doing things such as customs, 

habits and practices) but also providing rules (values, norms, attitudes, roles and structures) that 

direct people’s behaviours (Brons, 2005). Based on the arguments above, in this research culture is 

seen as a guide for behaviour rather than behaviour itself.  

According to Brons (2005), the interaction of reason, willingness to do an action, and habit 

determine individual behaviour (see Figure 3.2). This section, however, does not focus on individual 

human behaviour but on the effect of culture in forming such behaviour. Culture influences 

behaviour through the formation of will, habit and information for rational decision-making 

(reason). Brons maintains that an “individual’s will, his preferences and desires, is partly determined 

by a common human hunger for sex, power and/or money and partly by culturally different ideals 

and taboos” (p. 160). In this sense, a will could be driven by human nature (innate) and culture. 

Unfortunately, there is no way to distinguish which kind of will is driven by innateness, and which 

by culture. In this situation, it is safe to believe that will is affected by culture. Individual 

experience, reason and social rules affect the formation of individual habits. Habits, mostly, are 

copies of social standards, rules or norms, which are domain of culture. Even when they become 

habits, not all rationality is lost as it may be rational, or more efficient at least, to copy known 

successful behaviour on similar occasions rather than to rationally consider the options on every 

occasion (Brons, 2005). Habits and will may be influenced by reason, however. Will is generally a 

far stronger factor in determining our actions than reason, and through them, culture co-determines 

people’s behaviour. Reason is usually used to justify our actions afterwards and is not independent 

of culture. 
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Figure 3.2 Brons’ Social Behaviour Model 
Source: Adapted from Brons (2005) 

 

This argument is supported by Zukin and DiMaggio (1990), who state that different socio-cultural 

groups have different ideas of rationality and what is considered to be rational behaviour. Elster 

(1989) and Rabin (1998) argue that the differences between socio-cultural groups with respect to 

ideas of rationality may be a matter of conceptual confusion rather than actual cultural influence on 

reason, but even if reason is defined as the faculty of logical thought and knowledge, the process of 

rational deliberation is influenced by culture. This influence, although indirect, is of fundamental 

importance (Brons, 2005). The advantages and disadvantages of alternatives actions are factors that 

affect rational choices for actions. Brons (2005, p.160) argues that culture influences this process of 

choice in two ways. (1) By pre-selecting the options for consideration. There are always options for 

action that are not considered, or not even thought of, simply because we just do not know these 

options exist. (2) Deliberation itself is based on the input of information through perception. 

Perception itself is the manifestation of culture. Perception is developed by our concepts, categories 

and ideas which are parts of culture.  

Another approach that can be used to explain the influence of culture on behaviour is the Theory of 

Planned Behaviour (TPB) developed by Icek Ajzen (1991). Ajzen’s theory is based on the 

proposition that behaviour is influenced by intention to perform it. Attitudes, subjective norms, and 

perceived behavioural control are three factors that can affect people’s intentions (see Figure 3.3). 

According to Ajzen, attitude towards behaviour is defined as the individual’s positive or negative 

feelings about performing the behaviour. As mentioned in the previous section, what people think of 

as positive or negative is influenced by their cultural values. For example, in some socio-cultural 

groups a behaviour that tends to avoid social interaction is considered unacceptable, but in another 

group it might be considered an acceptable behaviour. In this situation, it is inevitable that cultural 

values will play a role in affecting intentions to perform behaviours.  
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Furthermore, Ajzen (1991) defines subjective norm as an individual’s perceptions of other people’s 

opinions of their behaviour. Opinions or perspectives are not value-free. Right or wrong, acceptable 

or unacceptable, one’s action from another person’s perspective is largely influenced by the values 

in which the person believes. Behavioural control is defined as a person’s perception of whether or 

not he or she can perform a particular behaviour. This factor is more likely to be affected by 

people’s resources and is likely to be nothing to do with cultural matters. Even though Ajzen does 

not mention directly that culture can affect behaviour, two out of three factors mentioned by him, 

attitudes and subjective norms, are inevitably affected by cultural values.  

 

 

 

 

 

 

 

 

Figure 3.3 Ajzen’s Theory of Planned Behaviour 
Source: Ajzen (1991) 

 

The Norm Activation Model (NAM) can also be used to explain the effects of culture on behaviour. 

This model was developed to explain pro-social, altruistic behaviours and not other behaviours. 

Schwartz (1977) states that personal norms are the only direct determinants of pro-social behaviour 

patterns. He conceptualizes personal norms as feelings of moral obligation that people hold for 

themselves. Ajzen proposed that behavioural intentions affect actual behaviour; Schwartz, however, 

rejects this proposal and proposes that behaviour will correspond to one’s personal norm only to the 

extent that one is both aware of the consequences of this behaviour and feels some responsibility for 

these consequences. Stronger relationships between personal norms and actual helping behaviour 

are expected among people who are aware of the negative consequences of not helping and who feel 

some responsibility for these consequences than among those who deny negative consequences and 

responsibility. Schwartz’s model has been used by many researchers to explain actions intended to 

ameliorate environmental problems (see e.g.(Stern & Dietz, 1994; Stern et al., 1995). 
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For the purposes of this research, Schwartz’s model is not appropriate because it was developed to 

explain only pro-social behaviour, not behaviour in general.  

If we overlay the Brons and Ajzen models of behaviour, many similarities can be found. Both 

models suggest that the intention to perform an action mediates individual factors and behaviour. 

Intention, or choice, in the Brons model is affected by will, habit and reason, and in Ajzen’s model it 

is affected by attitudes, subjective norms, and perceived behavioural control. It seems that Brons 

model is more focused on internal factors that come from individuals’ will and habits. On the other 

hand, Ajzen’s model is more focused on external factors such as what other people think about their 

behaviour. In fact, these two models are complementary. A different point of view comes from 

Schwartz’s theory. In Schwartz’s opinion, personal norms affect behaviour directly without 

mediation by intention.  

The three models discussed above show that, rather than affecting behaviour directly, culture is 

mediated by attitudes, perceptions, and other factors. Support for this hypothesis can be found in 

many studies. A study by McCarty and Shrum (1994) found that cultural values did not have a direct 

relationship with behaviours, but did have a direct impact on attitudes. In their study on recycling, 

attitudes and behaviour show strong evidence that even though respondents had positive attitudes to 

recycling, they did not perform the recycling process. Taras et al. (2010) meanwhile found that 

cultural values are more proximally related to attitudes and perception and more distally related to 

behaviour.  

The models of both Brons (2005) and Ajzen (1991) provide this research with a framework for the 

examination of people’s travel behaviour from a cultural values perspective. In order to perform this 

examination, this research needs to define its unit of analysis. Cultural background, such as that of 

ethnicity, has a close relation to cultural values. Researchers who want to examine cultural values 

typically use ethnicity as a unit of analysis. Since ethnicity plays a crucial role in studies of cultural 

values, we now need to examine the meaning(s) of this concept. 

3.1.2 Critics of the culture 

As the section 3.1 has made clear, culture is a contested term. In the late 1980s and early 1990s 

some anthropologists criticized the concept of culture. One critic who is worthy of note is Lila Abu-

Lughod, who wrote Writing against Culture. Abu-Lughod’s (1991) main critique of culture is the 

failure of culture constructs to represent the heterogeneous character of disposition and conduct 

within cultures or societies. This was also noted by Gonzales (1999), who states “culture had lost 

much of its utility as a way to describe the diversity within societies” (p. 11). Abu-Lughod compares 

the approaches of mainstream anthropologists with those of feminists and “halfies”, or people of
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mixed heritage, and expresses the sentiment that many from the latter two groups feel torn between 

the groups to which they belong, excluded from the groups to which they do not belong, and 

marginalized by the “white men” who analyse their cultures. To ease these tensions, Abu-Lughod 

suggests that anthropologists must focus on the analysis of specific people rather than certain 

societies as a whole. 

Other critics such as Gupta and Ferguson (1992), Keesing (1994), and Brightman (1995) have raised 

issues that highlight some of the problems of the concept of culture. For example, Brightman (1995) 

argues that “culture constructs falsely ascribe coherence to fields of social experience which are 

incoherent, or are at least less coherent than they have been imagined to be” (p. 517). Cultures are 

not only internally diverse, they are disordered, contradictory, and sometimes disputed. These critics 

come to the conclusion that the concept of culture is inadequate for explaining the phenomena in a 

society.      

Despite these criticisms, Brumann (1999) argues that culture is still a useful concept that provides 

valid insight into human existence and into the differences that are found in various communities. 

He goes on to describe his view on how culture can be explored as an abstraction, and discusses the 

distribution of features across groups of people. He further suggests that while cultural boundaries 

are flexible and uncertain, this distribution itself can be viewed as representing culture and that 

culture can therefore be investigated using statistical tools. Brumann also emphasizes the fact that 

culture is different from ethnicity and identity: “culture is not always ethnic culture, and neither is it 

always tied to identity” (p.S11). Various groups of individuals can be characterized by a partially 

unique core of traits, and ethnicity is one of the cultural units that is used to characterize people.  

 

3.2 Ethnicity 

Ethnicity originates from the Ancient Greek word ethnos which does not have an equivalent word in 

English; it is usually translated as “ethnic group”. In the early period of its usage, ethnicity was used 

to describe foreign or barbarous people. In this context, ethnos is more like “tribe” in English where 

it describes “aspects of naturality, of non-legitimate social organisation, of disorganisation, and of 

animality that are said to characterize peoples other than our own” (Larin, 2010, pp. 438–439). In 

the 15th Century, when the Ottoman Empire conquered Europe, the Orthodox Christian Greeks 

called themselves ethnos. In this context, ethnicity was more to show “otherness” and religious 

grouping (Just, 1989). 
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In Modern Greek, ethnos means a united people and is usually translated into other languages as 

“nation”. In English, the word “ethnic” was used as a substitute for “gentile” or non-Jewish or non-

Christian. In the 18th century, ethnicity had a more general definition that referred to members of a 

group of people with a set of shared characteristics (Tonkin et al., 1989). Some sociologists argue 

that an ethnic group is a collective group formed within a larger society and others give more 

specific boundaries,  saying that ethnic groups are groups in society that are characterized by a 

distinct sense of difference owing to culture and descent (Larin, 2010).  

As a concept, ethnicity emerged as a response to problems arising from the use of the word “race”. 

Many scholars criticized the term “race” because it creates social hierarchy in a society that, at its 

worst, can lead to horrible events such as genocide. The term was also criticized for supporting 

social hierarchy and being a part of the ideology of white supremacy. These critiques set up the 

emergence of ethnicity as an alternative construct for the categorization of peoples.  

3.2.1 Primordialism vs. constructivism 

The anthropology literature provides a valuable starting point for exploring ethnicity. In 

anthropology, there are three main theoretical perspectives used to study ethnicity: primordial 

theory, situational theory, and relational theory. Primordial theory, as its name implies, is based on 

primordialism (Hale, 2008). It states that ethnicity is age-old and enduring, or, in other words, that 

ethnic identity is a reality. This reality includes the human relationship based on geographical areas 

and kin relationships, and the reality that the individual is always born into a society that has been 

formed by religious systems, languages and customs (Berdún & Rex, 1997). According to this 

perspective, if someone is born in Indonesia, for example, then he/she cannot circumvent being 

Indonesian. The person must accept the fact that he/she is an “Indonesian”. That primordial ethnic 

perspective considers that ethnicity was “already there” and is maintained in the social structure. 

This theory has been criticized because it still uses claims of ancestry or blood as the main means of 

identification, which is similar to race identification. From this point of view, ethnicity continues to 

function to privilege racial distinctions. 

Situational theory is the opposite of primordial theory. Situational theory considers the ethnic group 

as an entity built on the basis of the similarity of its members. This theory emphasizes that physical 

similarity is not the most important thing; cultural similarity is greater than the similarity of blood in 

classifying people into ethnic groups (Barth, 1995). According to the situational perspective, 

external factors influence ethnic categorization. One external factor which has a strong influence on 

ethnicity is colonialism. For administrative purposes, colonial governments categorized people into 

ethnic groups and races (Berdún & Rex, 1997) so that they could not raise a general awareness as 
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one nation. By doing so, the colonists could conquer more easily. The legacy of colonialism 

continues to be felt today in many parts of the world. 

The third main theoretical perspective is relational theory. From this perspective, ethnicity depends 

on the recognition of other entities outside the group. Ethnicity is an important identity to 

distinguish oneself from “others” and the concept of identity is more important in relational theory. 

According to Hale (2008), identity is “the set of points of personal reference on which people rely to 

navigate the social world they inhabit” (p. 34).  

Situational and relational approaches are based on constructivism; this is essentially a blanket term 

covering all theories that hold that ethnic identities are not age-old and are not of an enduring nature. 

Constructivists claim that ethnic identities are socially constructed; they are not stamped on our 

genes. For example, people from Asian countries still categorize themselves as Asian when they 

emigrate to New Zealand. However, their children who have been born in New Zealand might 

define themselves as New Zealanders. Constructivists believe that people have multiple, not single, 

ethnic identities that can shift. This causes ethnic identity to be a fluid terminology in the 

constructivism paradigm. Some countries reflect this “fluidity” in their censuses by allowing 

individuals to choose more than one ethnicity.  

3.2.2 Dimensions of ethnicity 

One common aspect of the definition of ethnicity, regardless of their theoretical interpretations, is 

that it refers to “us” and “others”. Ethnicity in this sense creates boundaries that make people in the 

group differ from people outside the group. Thomas (1986) states that ethnicity “refers to the 

categories or labels used by people to identify them self or others” (p. 22), and this is a commonly 

adopted definition. Ethnic categories may be based on cultural background, physical appearance, 

and people having ancestors in common. According to Barth (1995), however, ethnicity is the 

formation of groups on the basis of differences of culture. Ethnicity refers to a group that, because of 

the similarity of race, religion, national origin, or a combination of these categories, is tied to their 

cultural value system.  

According to Thomas (1999), there are six dimensions of ethnicity: (1) a collective name, (2) a 

common myth of descent, (3) a shared history, (4) a distinctive shared culture, (5) an association 

with a territory and (6) a sense of solidarity (p. 24). In almost all countries, especially for census 

purposes, the department of statistics categorizes people’s ethnicity based on a territory: people are 

categorized as Asian, European, Latin/Hispanic, Black African and other terms. For the purposes of 

statistical validity, however, some researchers often categorize ethnicity into the regions from 

whence people come. This categorization is sensible because, according to Thomas (1999), there are 
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six criteria by which people describe their ethnicity: (1) ethnic self-identity, the label a person 

prefers, (2) ascribed or assigned ethnic identity, the label other people typically use for a person, (3) 

cultural identity, the degree to which a person is familiar with and prefers a particular lifestyle, (4) 

physical appearance, based on characteristics such as skin colour or hair type, (5) descent, based on 

ethnicity of a person’s parents or grandparents, and (6) nationality, based on place of birth or 

country of citizenship (p. 23). 

Despite the on-going debate on the relevance of ethnic groupings (Nagel, 1994), ethnicity as an 

identity is still useful for categorizing people according to their common origins and behaviour. This 

is because society, in general, still embraces models of behaviour and certain characteristics typical 

of certain ethnic groups, and the model is used to explain the existence of the ethnic groups. 

Politically, ethnicity is still relevant because of people’s need for identity. Although there may be 

substantial similarities between ethnic groups, this does not stop people from continuing to feel 

different. The reinforcing of ethnicity, where ethnic identity is more frequently highlighted in social 

life as has occurred recently, is contradictory to the predictions of the proponents of globalization. 

Indeed, the reinforcing of ethnic identity was born as a resistance against globalization. 

 

3.3 Conceptions of Cultural Values  

This research interprets culture as the attributes which guide behaviour, including values and norms, 

and excludes the definition of culture as a product of human activities such as sculpture and dance. 

Section 3.1 clearly shows that values are among the central aspects of culture (see also Figure 1.3). 

However, values are not only seen as an important aspect of culture in the social sciences (Schwartz 

& Bardi, 2001; Smith et al., 2002). Sociologists, psychologists, anthropologists, and other scholars 

from related disciplines have treated values as an important variable in their research. Values can be 

used to characterize societies and individuals, to trace change over time, and to explain the 

motivational bases of attitudes and behaviour (Schwartz, 2009). From the wide use of the term 

“values” emerges a variety of differing conceptions of values. 

Hofstede (1980) defines values as a general tendency to prefer or select a particular state over 

another state. In Hofstede’s model, values are the core of culture (see Figure 1.3). Values such as 

good or bad, clean or dirty are programmed from an early age and determine people’s rationality. 

Even before they can walk, children have learned about such things as evil versus good, dangerous 

versus safe. The values that people learn in their childhood persist as their main values even if they 

migrate to other places. Some studies show that adults who have migrated to other countries hold on 

to their values and practice those values more strongly than they did when they were children (see 
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e.g. Phinney et al., 2000). Values are difficult to change for adults; however, such change is easier 

for children. Children receive values consciously through formal education and unconsciously 

through group interaction.  

Values affect the practical forms of a culture such as its rituals, heroes and symbols (Hofstede, 

1991). Rituals are activities that are technically superfluous to reaching desired ends but within a 

culture are considered as socially essential. For example, the way children treat parents in their old 

age differs between Asians and Europeans. In Asian societies, parents who are old live with their 

children in their children’s homes, while in European societies, older people live mainly on their 

own. Heroes are persons who possess characteristics that are highly valued in a culture and thus 

serve as models for behaviour. Although Osama Bin Laden may be seen as terrorist by the majority 

of the world’s people, for some societies he is seen as a hero because his characteristics reflect the 

values in which the people in those societies believe. Symbols include of words, gestures, pictures, 

and objects that carry a particular meaning and may only be recognized by those who share the same 

culture. Symbols can be developed or copied easily from other cultures; this implies that symbols 

are the easiest and most practical form of culture to change (Hofstede, 2001; Hofstede, 1991).  

Lum (1995) defines cultural values as “prescribed ways of behaviour or norms which are passed 

from generation to generation within a group of people” (p. 60). Furthermore, Lum concludes that 

cultural values are life patterns manifested in institutional language, religious ideals, thought habits, 

artistic expression, and the patterns of social and interpersonal relationships. An interesting aspect of 

Lum’s interpretation is that he included religious ideals as a manifestation of cultural values. This 

factor makes the scope of his definition broader than that of other scholars. It also generates a debate 

because some scholars do not agree that religious issues are covered by the definition of cultural 

values, arguing that religion is not “human made” and therefore cannot be included as part of a 

culture. On the other hand, Lum’s definition is not incorrect because, in some cultures, religious 

ideals penetrate deeply into people’s lives, affecting all aspects of it. Religion might not be “human 

made” but sometimes its doctrines are interpreted by humans and become values in people’s lives.  

A more comprehensive explanation of values is given by Schwartz (1999), who defines values “as 

conception of the desirable that guides the way social actors (e.g. organisational leaders, policy 

makers, individual persons) select actions, evaluate people, and explain their action and evaluation” 

(pp. 24–25). In Schwartz’s view, values are trans-situational criteria or goals ordered by importance 

as guiding principles in life. After elaborating upon other researchers’ concepts of values, Schwartz 

(2009, p.2) identified six basic features of the concept of values: 
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(1) Values are beliefs that are inextricably linked to effect. Values become imparted with feeling 

when they are activated. A person that has equality as an important value will become concerned if 

they find inequality in a society, they will feel anguish when they feel helpless to protect that value, 

and will be happy when they can enjoy it. 

(2) Values refer to desirable goals that motivate action. If a society puts economic achievement, 

social status and prestige as important values, person from the society will be motivated to pursue 

these goals. They will maximize their resources to pursue their goals.  

(3) Values transcend specific actions and situations. For example, obedience and honesty are values 

that may be relevant at many places and in various situations, such as at work, in sports, business 

and politics. This concept distinguishes values from narrower concepts such as norms and attitudes 

that usually refer to specific actions, objects, or situations. 

(4) Values serve as standards or criteria. What is good or bad, clean or dirty, worth doing or 

avoiding based on the possible consequences for their cherished values. However, people might not 

realize the impact of the values in their everyday decision. People aware about the impact of the 

values when the actions or judgements a person is considering have conflicting implications for the 

different values they cherish. This conception is in line with the definitions of Hofstede and Lum 

quoted above. 

(5) Values are ordered by the degree of importance that is relative to each one. The values that 

people have determine what is important and less important. Do they attribute more importance to 

achievement or justice, to novelty or tradition? This hierarchical feature also distinguishes values 

from norms and attitudes. 

(6) The relative importance of multiple values guides action. Any attitude or behaviour typically has 

implications for more than one value. For example, people who chose to use private car might 

express masculinity, prestige and social status values at the expense of pro-environmental values. 

The trade-off among relevant, competing, values is what guides attitudes and behaviours (Schwartz, 

1992, 1996). Values contribute to action to the extent that they are relevant in the context (hence 

likely to be activated) and important to the actor. 

In sum, values are programmed from an early age and determine people’s rationality. Values are 

manifested at the level of individual and the collective and are considered as the final state or final 

destination rather than as the means. Values are received unconsciously through group interaction. 

Sometimes people do not realize that they have absorbed a value and have been normalized by that 

value; a change in behaviour may be the case for this phenomenon. 
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3.4 Concluding Remarks 

The concept of culture has received much criticism. Many of the critics have suggested abandoning 

it altogether and using other concepts that reflect the recent conditions for societies instead. Abu-

Lughod, for instance, suggests using Foucault’s “discourse” rather than “culture”. Other scholars 

suggest continuing the use of “culture” because, despite the critics, it is still a relevant concept. They 

also recommend the very careful use of it and advise against generalizing the results of studies that 

use culture as a variable. Culture has many aspects, but in this research, culture is defined as a 

product of the mind, especially with respect to the values that guide people’s behaviour. 

The differences between three key terms that are often used interchangeably – culture, society and 

ethnicity – were also discussed in this chapter. “Society” derives from the Latin socius, denoting a 

companion or ally. Culture stems from the Latin cultura, meaning “tilling”, and ethnicity comes 

from the Greek ethnos, which means “tribe” or “nation”. The three English terms clearly have 

different meanings from their Latin and Greek originals. The concepts they refer to are also 

different. The term “society” is not only applicable to humanity; some species of animal also have 

societies. It is culture that makes human societies differ from animal ones.  

Cultural-based categorizations, such as those of cultural values, can be so broad, flexible, and 

dynamic that they can fail to discriminate peoples into groups. In the widest sense of the word, 

culture can represent any social grouping of people that shares intelligible forms of action and 

identity. Culture includes groups based on gender, social class, sexual orientation, age, and ethnicity 

or location. Culture allows a single individual to take up equally valid and multiple cultural 

positions in different contexts. That is why we need a categorization that can give more stability and 

salience. Ethnicity can fulfil this need. Ethnicity can provide a more stable and more salient means 

of discriminating people into groups. People in an ethnic group share similar cultural values and 

beliefs. In fact, ethnic groups emerge as a response to similarity of culture. Accordingly, ethnicity is 

often used as a unit of analysis to analyse patterns of behaviour. 

A society does not necessarily only have one culture, it can have multiple cultures. The next chapter 

discusses ways of managing a multicultural society, especially in relation to New Zealand. 
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CHAPTER 4 

MULTICULTURALISM 

 

The previous chapter has discussed the conceptions of culture, ethnicity, and difference between 

culture and society. The section on the difference between culture and society indicated that a 

society can have more than one culture or multicultural society. New Zealand in general and 

Auckland in particular are multicultural societies. This means the concept of multiculturalism is 

important to be discussed in this research. 

This chapter discusses the term multiculturalism and its application in planning. In many cases, 

ethnic minority groups are excluded from planning and policy making. The domination of majority 

groups results in the marginalization of minority groups. Multiculturalism has emerged in response 

to this problem. The first part of this chapter discusses the definition and history of multiculturalism, 

while the second part deals with multiculturalism in planning. The third and last part discusses the 

application of multiculturalism in New Zealand. 

 

4.1 Definitions of Multiculturalism 

A number of scholars have described the last decade of the 20th century and the first of the 21st 

century as the age of migration (Sandercock & Kliger, 1998). This does not mean that migration is 

the sole product of either the 20th or the 21st century, of course. Migration began around 70,000 

years ago when our human ancestors left Africa; this is known as the Out of Africa theory. The 

contemporary history of migration itself can be divided into four main periods (Massey, 1990). The 

first period, lasting from 1500 to 1800 AD, was dominated by European migration to parts of the 

New World, such as the Americas. The second period was during the early part of the nineteenth 

century and was triggered by industrialization in Europe and the emergence of the new nation-state. 

The third period, which occurred in the early 20th century, was affected by World War I. The fourth, 

contemporary period, started in 1950 and still continues; during this period some of the traditional 

immigrant nations such as Canada, Argentina, Australia, New Zealand, the United States, and some 

European countries (Germany, Britain, and the Netherlands) have become the prime destinations for 

immigrants (Massey, 1990; Rumbaut 1994). Immigration has made those countries become more 

diverse in many ways, including aspects pertaining to each country’s economy, religion and culture. 

This condition is the starting point for the discourse on multiculturalism.
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The history of multiculturalism is the history of the pluralistic society. America, Canada and 

Australia are highly diverse countries that are serious about developing concepts and theories of 

multiculturalism. Multiculturalism began with Hector’s “melting pot” theory (Rumbaut, 2005); 

Hector was an immigrant to the United States from Normandy who emphasized cultural unification 

and cultural melting in order that all US immigrants would have only one new culture, the American 

culture. The monoculture of the time was dominated by the white Anglo-saxon Protestant (WASP) 

culture, the culture of white immigrants from Europe (Lind, 1996; Ramakrishnan & Balgopal, 1995; 

Rumbaut, 2005). 

However, as the American ethnic composition became increasingly diverse, the melting pot theory 

was criticized, and this criticism led to the emergence of the “salad bowl theory”, as an alternative 

popularized by Horace Kallen (Stimpson, 1994). Contrary to the melting pot theory, which 

advocated the development of a new culture through cultural melting, the salad bowl theory, which 

was next applied in the United States, did not eliminate the culture of origin, but rather 

accommodated other cultures from outside the domination of the WASP culture and thus these other 

cultures also contributed to the shaping of the entire culture of America as the national culture.  

Since the cultural interaction between various ethnic groups had still not fully developed by this 

stage, “cultural pluralism theory” then emerged in response to this need (Rumbaut, 2005). Under 

cultural pluralism the space for expression is divided into two: the public space and the private 

space. Public space enables all ethnic groups to articulate and express their social and political 

needs. In this context, all ethnicities are identical as part of the American culture. However, they 

also have a private space, in which they can freely express their specific ethnic group culture. 

By the 1960s, there were still people who were dissatisfied that their civil rights had not been met. 

Black Americans, Latin Americans, and immigrants from some ethnic minorities did not feel that 

the government protected their civil rights. On the basis of this, multiculturalism was developed, 

which emphasizes the appreciation of, and respect for, minority rights in terms of ethnicity, religion, 

and race or skin colour. Multiculturalism, in the context of the time, meant the appreciation of, and 

respect for, people’s civil rights in a nation composed of various ethnic backgrounds, religions, 

races, cultures and languages. 

After the collapse of Communism in the 1990s, Samuel Huntington (1997) predicted that any 

conflict between the civilizations of the future would no longer be caused by economic, political and 

ideological factors, but instead would be triggered by issues of race, religion, and ethnicity. Conflict 

based on ethnicity, race, and religion has become the strongest symptom that marks the collapse of 

the world’s ideological polarization into Communism and Capitalism, along with the collapse of the 
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political structure of Eastern European countries (Huntington, 1997). Huntington’s prediction is 

supported by actual historical events such as the ethnic wars in the Balkans and Yugoslavia and the 

ethnic conflict that took place in Indonesia between 1999 and 2004. Ethnic conflicts are triggered by 

unequal opportunity, lack of space to express identity, and the welfare gap between the majority and 

the minority.  

The causes of ethnic conflict, as outlined above, indicate that understanding of the needs and way of 

life of members of minority groups is important in order to avoid the occurrence of devastating 

conflicts in the future. In such situations, multiculturalism plays an important role in eliminating the 

causes of conflict. Parekh (1997) defines a multicultural society as a society that consists of diverse 

cultural communities. The cultural communities have slight differences in terms of the conception of 

the world, system of meaning, values, forms of social organization, histories, customs and practices. 

Multiculturalism includes the understanding, appreciation and assessment of people’s culture, as 

well as a respect for, and curiosity about, other people’s cultures (Blum, 2006). Some scholars 

define multiculturalism as an ideology that recognizes and glorifies the differences in promoting 

equality, both individually and culturally. It is necessary to emphasize equality in the concept of 

multiculturalism because it is equality that makes multiculturalism different from cultural pluralism 

or any other term relating to a heterogeneous society.  

 

4.2 Debates about Multiculturalism 

The debate about multiculturalism can be couched in terms of the so-called “pluralist dilemma”. 

May (2002) defines the pluralist dilemma as a balancing act between two countervailing pressures; 

the need to maintain social cohesion on one side and, on the other, the responsibility to recognize 

and incorporate ethnic, linguistic and cultural diversity within the nation-state. The liberal pluralism 

and corporate pluralism approaches were offered by Gordon (1981) in response to the pluralist 

dilemma. These two approaches are truly in contrast with each other. Liberal pluralism prohibits an 

ethnic, religious, or linguistic minority group from possessing separate standing before the law or 

the government, whereas civism is encouraged through liberal pluralism. Liberal pluralism has three 

principle values: freedom (non-domination), the absence of differentiated roles, and a very tight 

common purpose. According to this view, the margin for recognizing difference within the modern 

nation-state is very small (May, 2002). On the other hand, corporate pluralism, also known as 

multiculturalism, involves the recognition of minority groups as legally constituted entities, on the 

basis of which, and depending on their size and influence, economic, social and political awards are 

allocated (May, 2002). 
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Conservative and liberal commentators – the groups opposed to multiculturalism – use the tenets of 

liberal pluralism as the main critique of multiculturalism (May, 1999). The liberalists’ main critique 

of multiculturalism is the representation of the politics of difference by multiculturalism which is 

against the concept of traditional liberalism. Multiculturalism gives protection to a particular group; 

this contradicts the liberalism ideology that holds the state should give the same treatment to all 

groups in a society. Conservative and liberal commentators believe that culture and religion are 

private issues, and that the state does not have to rule their existence (Joppke, 2004). Furthermore, 

these commentators believe that multiculturalism will destroy and destabilize the common bonds of 

nationhood, and this is because of the cult of ethnicity. For these commentators, the advantages of 

liberal pluralism outweigh those of the multicultural or corporate pluralism approaches. In turn, the 

answer to the pluralist dilemma for these commentators has been to consistently favour civism over 

pluralism (May, 2004). Brian Barry (2002), Giovanni Sartori (1997), and Jacob Levy (2006) have 

all given critiques of multiculturalism based on the conservative and liberal paradigms. The question 

for liberal and conservative commentators is: How can we protect the rights of minorities when we 

live in a world where “survival of the fittest” has become one of the main values? The non-

protection of the rights of minorities will cause their interests to be swallowed up by larger interests. 

Different treatments have to be given to minorities to avoid a marginalization for these groups.  

On the other hand, the Left, another group opposed to multiculturalism, has argued that 

multiculturalism does not convey any meaningful changes to (immigrant) minorities. Minority 

groups are still struggling to obtain suitable employment and engage in everyday life activities. 

Multiculturalism, in their opinion, is only a political slogan to show how a government gives 

attention to minorities; it does not make much impact on the economic prosperity of minorities. 

Leftists believe that multiculturalism has been developed to keep immigrants in their place by 

emphasizing the conservative parts of the ethnic communities (Collins, 1988). The experience of 

Hispanic and black communities in the United States shows that, even though multiculturalism has 

become a mainstream policy, ethnic or race stereotypes still exist. From a Leftist perspective, the 

government develops multiculturalism to muffle minorities’ equality struggles.   

Another criticism comes from feminists. The debate between multiculturalism and feminism usually 

forces women to choose between secular liberalism and cultural religious patriarchy, between 

equality and culture or between rights and religion. Multiculturalism encourages people to practise 

their cultural and religious values, whereas in most cultures and religions women have an inferior 

status to men. On the other hand, feminism argues for the equality of women’s rights and duties with 

those of men. Unfortunately, women are not allowed to choose both because the two choices are 
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contradictory. If women choose to practise their cultural or religious values they will be tied by their 

unequal rights in the household, and if they choose to practise feminist values, they will be 

marginalized from their group because their behaviour will be categorized as deviant behaviour. 

From the feminist point of view, multiculturalism may conceal a discriminatory gender role in 

minority communities (Okin, 1998). 

Bissoondath (1994) criticizes multiculturalism practices, especially those of Canada. He argues that 

multiculturalism limits the freedom of minority groups by restricting them to a cultural and 

geographic area. The government has oversimplified the definition of culture; they have defined 

culture as being just about festivals and food. In Bissoondath’s (1994) opinion, multiculturalism 

does not pay attention to institutional race discrimination; it just concentrates on individual 

expression and experience. A harsher criticism of multiculturalism comes from Berliner and Hull 

(2002 in(Teasley & Tyson, 2007). They argue that multiculturalism is the new racism; it segregates 

people according to race, skin colour, ethnicity and gender; this is the same principle as that of 

racism. Multiculturalism sees the world through coloured lenses, not with colour-blindness; it is 

similar to racism.  

In the opinion of this researcher, in order to respond to these criticisms, multiculturalism needs to 

give more attention to the discrimination that is often experienced by minority groups. Many 

minority groups in multicultural societies continue to suffer discrimination. Multiculturalism should 

not amount to just providing financial support when minority groups have festivals; multiculturalism 

should provide a better environment for people from different backgrounds to express their way of 

life and have equal opportunity to access public services without discrimination. In transport field, 

understanding different transport needs of people from different cultural background and facilitate 

their needs is part of implementing multiculturalism.  

 

4.3 Multiculturalism and Planning 

Cities are responsible for delivering services to all members of the population, regardless of their 

ethnicity and social or economic status (Pestieau & Wallace, 2003). The increasing diversity of 

cities, particularly cultural diversity, means that community needs also differ. People from differing 

cultural backgrounds may have differing preferences. In cities, the culture of ethnic communities 

comes into play in the form of individual and group preferences for the provisions of housing, 

neighbourhood, land use, facilities and services, transportation, and environment (Qadeer, 2008). It 

is a challenge for cities to provide services for all groups in society. Urban planning has a very 

significant role in this situation because, in practice, urban planning is about making decisions as to 
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how to share public goods and to what use residents can put both public and private property. It is 

also about managing the conflict that arises over how those public goods are to be shared, or how 

land is to be used. The challenge for urban planning is greater now than previously because of the 

cultural diversity of society (Pestieau & Wallace, 2003).  

Culturally diverse societies are not a new thing. What is new are the charters and bills of rights 

conferring freedom of expression and religion, right of equitable treatment, peaceful assembly and 

association, mobility, and democratic participation (Qadeer, 2008). Recognition of diversity and 

equality of treatment is the basis of multiculturalism. Multiculturalism in planning requires urban 

planners to recognize cultural diversity as one of the factors that influence planning. To resolve the 

conflict that may occur due to differences in cultural background, multicultural planning needs to be 

practised. The use of the concept of multiculturalism in planning changes the rational-technical 

component of planning; race and culture have become significant, analytical categories for assessing 

public needs and analysing social conditions (Qadeer, 1997; Sandercock, 1996). According to 

Qadeer (2008), “multicultural planning is not a distinct genre of urban planning. It is a strategy to 

make reasonable accommodations for the culturally defined needs of ethno-racial minorities, on the 

one hand, and reconstructing the common ground that underlies policies and programmes on the 

other” (p. 10). Therefore, the barometer for multicultural planning is the sensitivity of urban 

planning to cultural diversity.  

In general, the challenge for multiculturalism is to establish a common ground that reflects the 

interests of all groups in society whilst at the same time maintaining cultural diversity in the private 

domain. In urban planning, the common ground is comprised of objectives and policies that 

reconcile the values and interest of various sub-cultural groups and, at the same time, can be 

equitably applicable to all (Qadeer, 2008). Supporters of multiculturalism emphasize that planning 

has to consider the cultural values of the people, but this does not mean that people should be 

governed by several different sets of rules, because this would result in inefficiency and chaos. What 

is needed is to set common objectives and outcomes with the use of a variety of methods or tools to 

achieve those objectives and outcomes. This is the role of multicultural planning: to find common 

ground that facilitates the conflicting interests in society without compromising the minority 

(Burayidi, 1999). 

The effectiveness of urban planning in a multicultural society can be evaluated by its ability to 

respond to the diverse needs and interests of people who have culture, gender and social status 

differences, treating all people equally. In order to achieve that condition, discrimination must be 

eliminated, and cultural bias in the provision of urban services should be avoided. That is why a 
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planner should be able to understand the cultural background of the community and analyse their 

needs based on that knowledge (Burayidi, 1999). 

The application of multicultural planning is not free from debate. Some scholars believe that 

planners must be value-free when making plans. The influence of the modernist paradigm which 

believes in universal values throughout the world encourages social scientists to adopt a value-free 

approach in the theory, method and practice of planning. This causes cultural values, tradition and 

myth to be neglected because they are deemed to be irrational, unscientific, and not value-free. As 

the paradigm shifts to post-modernism, social scientists are arguing that the culture, traditions and 

all forms of difference are real, and it is impossible to adopt the same value for everyone. The 

application of universal values will only lead to ethnocentrism (Burayidi, 2003). Minorities will 

suffer as a result of ethnocentrism; they will be marginalized from the activities of daily life, which 

is counterproductive to the concept of equality. This thesis argues that multicultural planning must 

be able to promote social inclusion where every person, regardless of their ethnicity, gender and 

social status, has the same opportunity to participate in daily activities. This requires urban planners 

to have the ability to identify people’s needs based on cultural background so that they are able to 

promote plans that are suitable for everyone. 

 

4.4 Multiculturalism in New Zealand 

A discussion of multiculturalism in New Zealand cannot be separated from the subject of 

biculturalism because, in New Zealand multiculturalism developed from the basis of biculturalism 

(Hucker, 2009). The roots of biculturalism can be traced back to 1840 when the representatives of 

the British Crown and some Māori chiefs signed the Treaty of Waitangi. There are three articles in 

the Treaty of Waitangi and it was only relatively recently discovered that there are differences 

between the English and Māori versions due to translation misinterpretations at the time of the 

Treaty signing (see Table 4.1). 

Table 4.1 The Treaty of Waitangi 
 English Version Maori Version 
Article one Maori gave sovereignty to the 

queen 
Maori granted governorship –
kawanatanga – to the queen 

Article two Guarantees Maori the possession 
of lands, estates, forests and 
fisheries 

Concurs with the English version, 
but is less specific 

Article three Grants the queen’s protection and 
British citizenship to the Maori 

Same as the English version 

              Source: Brabazon (2000, p. 49) 

Unfortunately, soon after the signing of document, “the Pakeha ignored article two by asserting 

dominance over the territory while the chiefs were abiding by the treaty and continuing to make an 
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independent decision about their lands and possessions” (Brabazon, 2000, p. 49). In the global 

history of colonization, a treaty is not a common thing, and even if there was a treaty, it could easily 

be forgotten or disobeyed by the colonial government. Fortunately, what happened in New Zealand 

was different. The Treaty has not been forgotten, and its currency and importance is actually 

increasing.  

After World War II, there was a significant migration of Māori into the cities. In response to this 

phenomenon, there were intensive efforts to turn Māori into British New Zealanders. Māori were 

discouraged from speaking their own language in their schools and workplaces, and housing policy 

was designed to prevent residential concentrations of Māori. In 1960, the integration policy replaced 

the assimilation policy. The integration policy did not help Māori, however. In the late 1960s, some 

Māori activists started to challenge the integration policy. Some Maori groups, such as Ngā 

Tamatoa, led the urban movements that emphasized the need to strengthen Māori language, culture, 

and political power. In 1975, protesters marched from one end of the North Island to the other to 

express their feelings of unrest at the loss of Māori land. As a response of the Māori protest, the 

Waitangi Tribunal was established. The tribunal is a permanent New Zealand commission of inquiry 

established under the Treaty of Waitangi Act 1975. The tribunal has responsibilities to investigate 

and make recommendations on claims brought by Māori relating to actions or omissions of the 

Crown in the period since 1840 that breach the promises made in the Treaty of Waitangi (Te Ara, 

2012). 

Donna Awatere published Māori Sovereignty in 1984, which became a key text for the Māori 

protest movement. As Māori began to promote their own traditions and values, the term 

“biculturalism” appeared. Biculturalism recognizes the fact that two monocultural societies are 

resident in a single geographic identity. Under biculturalism, Māori would be able to use their own 

language, pursue their own traditions, run their own educational institutions, such as kōhanga reo 

(preschool language nests), kurakaupapa Māori (schools using Māori language) and wānanga 

(universities); they could also provide their own social services, and control their own businesses 

(Te Ara, 2012).  

The ideology of biculturalism was challenged however because of the appearance of “other” ethnic 

minorities; this began in the 1970s when immigrants from the Pacific Islands started to flood into 

New Zealand. In the late 1980s, the number of Asian immigrants coming to New Zealand under the 

1987 Immigration Act started to increase. All of this changed New Zealand’s bicultural structure 

and policy. The population was not just Māori and Pakeha; “other” groups started to colour New 

Zealand’s population. 
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The New Zealand government has ratified a number of international conventions based on the 

elimination of discrimination and the assurance of fundamental rights for all citizens (including 

minority groups) (Brabazon, 2000, p. 34). Multiculturalism now has to be applied to ensure that 

every minority group is treated equally. On the other hand, adopting multicultural ideologies negates 

the Maori role as Treaty partner and reduces the primacy of their place in Aotearoa (the Māori name 

for New Zealand), and thus constructs an adversarial relationship between disempowered groups. 

Māori, based on the Waitangi Tribunal’s findings, have a special position in New Zealand’s diverse 

society:  

We do not accept that the Maori is just another one of a number of ethnic groups in our 
community. It must be remembered that of all minority groups the Maori alone is party to 
a solemn treaty made with the Crown. None of the other migrant groups who have come 
to live in this country in recent years can claim the rights that were given to the Maori 
people by the Treaty of Waitangi. 

Because of the Treaty Maori New Zealanders stand on a special footing reinforcing, if 
reinforcement be needed, their historical position as the original inhabitants, the 
tangatawhenua of New Zealand… (Brabazon, 2000, p. 6) 

In New Zealand, the opposition to multiculturalism comes not only from conservatives and liberals 

but also from Māori, whose concern is that the acknowledgement of group-based rights for, or 

recognition of, migrant groups might undermine the Crown’s prior bicultural commitments to Māori 

under the Treaty of Waitangi (May, 2004). This forces the government to reconcile the biculturalism 

and multiculturalism ideologies. This is complicated to implement, mainly because the New Zealand 

government has to preserve Māori’s rights as a national minority10 while at the same time taking 

into account the rights of other minorities to be present in social, economic and political life. 

Although biculturalism as a construct developed in recognition of the historical interaction between 

Māori and Pakeha, recent official government policy defines biculturalism as a celebration of 

cultural diversity. Cultural diversity means not just “the two”, Māori and Pakeha, but also “the 

many”. The slogan “we are one nation, two peoples and many cultures” shows that the government 

applies multiculturalism on the basis of biculturalism (Brabazon, 2000). Based on the above-quoted 

definition of multiculturalism and in order to explain New Zealand’s policy in dealing with cultural 

diversity, this research is set in the context of extended biculturalism rather than multiculturalism. 

                                                             
10 National minorities and ethnic minorities are distinct groups. According to May (2002), based on Will Kymlicka’s 
works, “national minorities are minority groups that have always been associated historically with a particular territory, 
but have been subject to colonisation, conquest, or confederation and, consequently, now have only minority status 
within a particular nation-state. It also includes, crucially, indigenous peoples, who are increasingly being regarded, in 
both international and national law, as a separate category of people. On the other hand, ethnic minorities are minority 
groups who have migrated from their country of origin to a new host nation-state, or, in the case of refugees, have been 
the subject of forced relocation” (p. 7). 
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This is because ethnic minorities do not have the same treatment in New Zealand. Māori have 

special treatment based on their status as the indigenous people of New Zealand. However, this 

researcher agrees that multiculturalism has been adopted as a practical term and applied in New 

Zealand policy. This can be seen by the introduction of national legislation and policy frameworks 

to ensure equality in the treatment of people, such as the Equal Pay Act 1972, the Citizenship Act 

1977, the Immigration Act 1987, the Bill of Rights Act 1990, and the Ethnic Perspective in Policy 

2003 (Singham, 2006). The major goal of these acts of legislation and their frameworks is to ensure 

equality for minorities and to reduce the disparity between the majority and the minorities. 

Population agencies have been set up to provide policy advice to the government on issues relating 

to their respective sectors, such as Te Puni Kokiri, the Ministry of Pacific Island Affairs, and the 

Office of Ethnic Affairs. These initiatives show that the New Zealand government has made a 

serious effort to promote equality in New Zealand. 

 

4.5. Discussion 

Multiculturalism is a concept that has been adopted by many countries in the world, especially those 

with multicultural populations. Despite the benefits of adopting the multiculturalism concept in 

multicultural societies, a great deal of criticism has been levelled at it from a variety of opponents. 

The criticism indicates that multiculturalism is not a “holy” concept: it has weaknesses. The success 

of the multiculturalism concept depends on its implementation; lessons learned by many countries 

that have adopted the concept can be very useful information for the future implementations of 

multiculturalism. 

With regard to the implementation of multiculturalism in planning, there is a need for planners to 

have an understanding of cultural minority groups so they can implement multiculturalism in the 

course of their work. It is important to ensure that multiculturalism is adopted in planning to avoid 

the mainstream idea that the multiculturalism concept is only about festivals, which results in the 

state of prosperity of cultural minority groups being ignored. New Zealand as a multicultural 

country has adapted the concept of multiculturalism on the base of biculturalism.  

This chapter is the last in the literature review section. The previous chapters have discussed the gap 

in transport planning, the main approaches to travel behaviour studies, and the factors that can affect 

people’s travel behaviour. Some basic definitions and concepts, including those of culture, values, 

and the effect of culture on people’s behaviour, have also been discussed. As mentioned previously, 

this research develops a framework to explain travel behaviour using a cultural values approach. The 

key question is: How can cultural values are measured? Without measuring and finding the pattern 
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of cultural values, culture will remain as a residual factor when attempting to explain travel 

behaviour. The measurement of cultural values is not an easy task because it requires ethnographical 

research into the values system; however, it is possible because anthropological and psychological 

scholars have provided the framework with which to examine cultural values. The next chapter 

discusses the ways in which cultural values can be measured.
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CHAPTER 5 

MEASURING CULTURE 

 

The previous chapter explored the definitions and aspects of culture, which in this study refers to the 

“rules” that drive people’s way of life. In this sense, researchers believe that culture can affect 

people’s behaviour. Based on this hypothesis, some travel behaviour researchers have successfully 

identified culture as a factor that can affect travel behaviour. Traditionally, however, culture in 

travel behaviour research has been treated as a residual variable. This means that everything that 

cannot be explained by other factors is attributed to culture. Some researchers have argued that 

culture cannot be used as a primary variable to explain travel behaviour because it is difficult to 

measure with any certainty. The question this chapter seeks to answer is: Can culture be measured?     

 

5.1 Etic vs. Emic Methodologies 

In order to answer the question above, there is a need to elaborate very briefly methodologies that 

are often used in studies of culture. There are two main methodologies adopted when studying 

culture: etic and emic (Berry, 1999). These approaches are derived from Kenneth Lee Pike’s work in 

linguistics in 1966 (Minkov, 2013). The emic approach attempts to describe items of behaviour 

occurring in a particular culture utilizing only concepts employed in that culture (Davidson et al., 

1976). In this approach, culture is viewed as an integral part of human behaviour and not an external 

factor whose effects on the individual must be examined. In the emic approach not only is human 

behaviour, which is culture-dependent, the subject of the research, but also the whole system of 

psychological thought and its underlying assumptions (Helfrich, 1999).  

The etic approach is used to describe behaviour using external criteria imposed by the researchers 

(Davidson et al., 1976, p. 1). The approach requires a descriptive system which is equally valid for 

all cultures and which permits the representation of similarities and differences between individual 

cultures. As a result, both objects and the standards of comparison must be equivalent across culture. 

Comparisons are made to examine susceptibility to cultural influences in individual actions and 

thinking and not to explain the phenomenon of culture (Helfrich, 1999). Berry (1969) provides a 

useful distinction between emic and etic approaches (see Table 5.1).
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Table 5.1 Differences between etic and emic approaches 

Emic Approach Etic Approach 

Studies behaviour from within the system. 

Examines only one culture. 

Structure discovered by the analyst. 

Criteria are relative to internal characteristics. 

Studies behaviour from a position outside the system. 

Examines many cultures, comparing them. 

Structure created by the analyst. 

Criteria are considered absolute or universal. 

        Source: Berry (1969, p. 123) 

The emic approach is limited in that it does not include cross-cultural research. However, it may 

help researchers to obtain accurate information about a society’s culture. On the other hand, etic 

methodology imposes universal categories on the data and can make cross-cultural comparisons. 

However, the use of universal categories may cause researchers to miss the most important aspects 

of the phenomena that they study (Davidson et al., 1976). There is no consensus among researchers 

as to which approach is superior to the another; it depends on objectives of the research. 

 

5.2 Can Culture Be Measured? 

There are two commonly held opinions concerning the measurement of culture. The first states that 

cultures cannot be measured; they can only be observed and described. Adherents of this opinion 

argue that culture is an extremely complex system and that measuring it would simplify it 

(Lenartowicz & Roth, 1999). Researchers in this group study people’s culture by observing its social 

structure, artefacts, and collective behaviour and then develop a conclusion about a particular 

cultural group. This approach is called Ethnological Description (ED). The ED approach has 

significant weaknesses in that it can only be used for single culture. If a researcher wants to examine 

a multicultural or intercultural society, the use of ED would cause methodological errors. A second 

weakness lies in its consumption of time: the observation of a society and the identification of its 

social structure and behaviour are extremely time-consuming. A researcher cannot just come and go 

when observing a society but must stay with its members to become part of that society in order to 

understand the way in which its members behave. Since it would be almost impossible to conduct 

this type of research over a period of three years, this becomes the second reason why the approach 

cannot be used in this particular study. 

Those of the other commonly held opinion agree that culture is abstract and cannot be measured 

directly (Brons, 2005; Johnson & Lenartowicz, 1998). However, they also maintain that culture can 

be measured indirectly. According to Hofstede (1991), values, as the core concept of culture, have 

direction and intensity. In other words, each value has signs and sizes that make it measurable. To 
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make culture measurable, there is a need to transform the abstract nature of culture into dimensions 

that can be measured. Dimensions of culture are developed by finding a small set of underlying 

factors to explain a variety of types of behaviour. This can be done by using factor analysis. 

Fortunately, researchers in the studies of anthropology and psychology have developed ways to 

transform culture into measurable dimensions. Some of the seminal works in these fields are 

Hofstede’s Cultural Dimensions (1980), Triandis’ Cultural Syndrome (1994), and Trompenaars’ 

Riding the Waves of Culture (1993). 

The above works combine two approaches, the proxies-regional affiliation approach, also known as 

validated regional affiliation (VRA), and the direct value inference (DVI) approach, to measure 

cultural values. DVI is an approach that measures the values of subjects in the sample and infers 

cultural characteristics based on the aggregation of these values (Schumann, 2009). With this 

approach, much of the data that does not appear naturally in quantitative form is collected in a 

quantitative way. This can be achieved by constructing instruments of research to convert 

phenomena that do not naturally exist in quantitative form into quantitative data, which can be 

analysed statistically (Muijs, 2010). Researchers develop a questionnaire that asks respondents to 

rate a number of statements as either strongly agree, agree, disagree or strongly disagree, and to give 

the answers a number, for example 1 for disagree and 2 for agree. By using this method, quantitative 

data on respondents’ cultural values can be obtained. Hofstede (1980), for an example, developed 20 

items to measure cultural values, each of which is measured on a five-point Likert scale. Another 

example is the GLOBE11 societal values scale that involves 27 items and uses seven-point Likert 

scales to measure cultural values.  

DVI, however, has difficulty identifying the boundaries of a sample unit as no parameter is given 

with which to identify groups (Lenartowicz & Roth, 1999). Using the VRA approach can conceal 

the weaknesses of DVI. The advantage of using VRA is that it is easier to identify cultural groups 

due to the fact that the approach is based on geographic location. The VRA would be particularly 

useful in conducting comparative studies, for example comparing between Asian cultures and 

European cultures. Combining the DVI and VRA approaches creates a strong method for the 

measurement of cultural values. Such a combined approach is widely used by researchers from 

various disciplines. According to Schaffer and Riordan (2003), in their review of 210 cross-cultural 

studies published between 1995 and 2001, around 79% of the studies used geographic location, such 

as in nationality or country of residence, as a proxy for culture. 

                                                             
11 GLOBE is the acronym for Global Leadership and Organizational Behaviour Effectiveness, a project involving 62 
nations and 170 researchers worldwide over 11 years.   
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Another approach that could be used in this study is the indirect values inference/benchmark (IVI). 

While DVI is based on primary data, the IVI approach relies on secondary data (Lenartowicz & 

Roth, 1999; Soares et al., 2007). This approach defines the characteristics of a cultural group 

without surveying its members, based on the assumption that the sample studied corresponds 

directly to the sample from which the benchmarks have been taken. The weakness of this approach 

is mainly in its potential to cause measurement error. This results from the extrapolation of cultural 

values from the group assessed by the benchmark study to the sample being surveyed (Lenartowicz 

& Roth, 1999). For example, a researcher might use Hofstede’s cultural index for his/her research, 

but the researcher’s sampling frame differs from that of Hofstede. Hofstede used the managerial 

level to assess society’s cultural values. The results might differ if a researcher wants to assess the 

cultural values of students or younger people. This is the reason why this approach is not used in this 

study.  

 

5.3 Cultural Dimensions 

Culture can be measured by developing an instrument and, according to Lenartowicz and Roth 

(1999), there are three methodological requirements that have to be fulfilled to determine which 

instrument will serve best for any given research study. The methodological requirements for this 

study are: (1) suitability for intercultural studies because it will involve multiethnic groups, (2) 

availability of culture measurement instrument, (3) can be applied to travel behaviour. There are 

many metrics that have been developed for measuring and comparing cultures, such as Hofstede’s 

Cultural Dimensions, the GLOBE Values, and the Schwartz Values Survey.  

Hofstede’s work was the forerunner that quantified cultural values. Using samples from the 

multinational corporation, IBM, Hofstede designed a survey questionnaire consisting of 33 

questions and distributed it to IBM employees in 66 countries. After analysing the data using factor 

analysis, Hofstede identified four dimensions that are being embedded in every society. These are: 

power distance, individualism-collectivism, masculinity-femininity, and uncertainty avoidance. 

Later, Hofstede added another dimension, namely short- and long-term orientation. However, the 

fifth dimension was developed based on other people’s data. Hofstede’s survey was conducted 

during the 1960s and 1970s (Hofstede, 2001).  

Schwartz (1994) constructed seven dimensions based on the universal values that exist in human 

life. Schwartz’s dimensions are based on 3 main issues: (1) the nature of the relation between the 

individual and the group, (2) responsible behaviour that will preserve the social fabric, and (3) the 

relation of humankind to the natural and social world (Schwartz, 1999). From these issues he 
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developed the dimensions of conservatism, intellectual and affective autonomy, hierarchy, 

egalitarianism, mastery, and harmony. Conservatism and autonomy are terms that are similar to 

Hofstede’s individualism and collectivism; hierarchy and egalitarianism were developed from power 

distance; and mastery and harmony from Kluckhohn and Strodtbeck’s dimensions (Schwartz, 1994). 

The Schwartz Values Survey (SVS) has 57 items, of which 45 items are used to compute 10 value 

types and the additional 12 items are used for standardization purposes. The original survey was 

conducted in 64 nations. Schwartz’s work can be used for predicting behaviour and/or comparing 

values between differing cultures.  

The GLOBE study of 62 societies developed cultural dimensions based on Hofstede’s study. Robert 

House and the GLOBE Research Program extended Hofstede’s dimensions to nine: power distance, 

uncertainty avoidance, collectivism societal, collectivism in-group, gender egalitarian, assertiveness, 

future orientation, performance orientation, and humane orientation (House et al., 2002; House & 

GLOBE Research Program, 2004). If Hofstede’s dimensions endeavour to explain masculinity from 

the nature of women and men (e.g. assertiveness for men and tenderness for women), the GLOBE 

dimensions directly assesses how gender differences and discrimination are maintained in some 

societies because of the social-economic-cultural-religious background of those societies (House & 

GLOBE Research Program, 2004). Hofstede’s masculinity-femininity is translated into assertiveness 

in the GLOBE dimensions.   

There are some fundamental differences between Hofstede’s dimensions and the GLOBE’s. 

Hofstede asks for the desired and GLOBE asks for the desirable (De Mooij, 2013). The desired 

refers to what people want for themselves. Meanwhile, the desirable refers to the general norms of a 

society. Another difference is the purpose of the studies. Hofstede’s study aimed to understand 

differences in work motivation of all levels of employees, caused by the nationality of employees. 

Meanwhile the GLOBE model was interested in a narrower aspect of behaviour: the effectiveness of 

leadership styles (De Mooij, 2013, p.256). Even though GLOBE’s work is different from that of 

Hofstede, the former develops the latter. Hofstede’s work has been very influential in fields such as 

psychology, international management, and communications. According to the Social Science 

Citation Index (SSCI), from the 1980s to 1999 nearly 1,700 studies cited Hofstede’s original book 

(Ford et al., 2003) and more than 20,000 articles and research papers have cited 2003 Hofstede’s 

book.  

There are some other reasons why Hofstede’s Cultural Dimensions are the most suitable metric for 

use in this research. Firstly, in an early work, Culture’s Consequences (Hofstede, 1980) integrated 

constructs that were previously separate. Hofstede is a pioneer who has provided a coherent 
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framework for cultural classification that has become the basis of other cross-cultural studies 

(Soares et al., 2007). Secondly, the simplicity of Hofstede’s dimensions makes them easy to 

understand. His dimensions are clear, firm, and have an intuitive appeal that persuades researchers 

to use them in interdisciplinary studies. Hofstede’s dimensions have been used by psychologists, 

sociologists, and management and development economists (Hofstede, 1995). On the other hand, 

although other metrics such as Trompenaars’ (1993) seven dimensions seem easy to apply, in reality 

they are complex constructs. For example, attitudes toward the environment appear to be simple but 

in fact they are based on a theme that is difficult to understand and apply. Schwartz’s dimensions 

also have a complex structure. Of his seven dimensions, at least three seem to have the same 

underlying factor: individualism. The three are affective autonomy, intellectual autonomy, and 

mastery. Finally, Hofstede provides a set of extensive data for empirical analysis that can be used to 

develop the hypotheses of this study.  

A forerunner to the problem of how to collect information and data relating to cultural dimensions in 

the transport context is the problem of what to measure. Studies in marketing, management, and 

psychology have mainly used Hofstede’s Cultural Dimensions to explain the differences in people’s 

behaviour and thus have encouraged this study to use the same approach to explain the travel 

behaviour differences between ethnic groups. There are few studies, if any, that have used the 

cultural values approach to explain travel behaviour. From a review of the relevant literature, this 

research develops a framework to explain travel behaviour using Hofstede’s dimensions. These are 

now described in detail below, together with an explanation of how they can be adapted for research 

into travel behaviour. 

Power distance: This is the first dimension in Hofstede’s work. The dimension of power distance 

shows the consequences of inequality of power and authority relationships in society. Power 

distance can occur within a family, an organization, a school, and even within the state. It varies 

depending on the social, educational and occupational level. The point is that inequality of power 

means that a powerless individual becomes subordinate to one who is more powerful. For example, 

the relationships between student and teacher, employer and employee, and the state and its citizens 

are reflected in the level of power distance. In countries with low power distance, the relationship 

between people is more equal; this makes for a good reciprocal relationship and the social and 

political processes are very active on both sides.  

On the other hand, in high power distance countries, the relationship between the powerful and 

powerless individual/organization is not an equal one. For example, the government becomes a 

patron of the society, teachers become “untouchable” for students, and employers cannot be 
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questioned by employees (Armia, 2002; Hofstede, 1991). The effect of inequality of power is 

detrimental to people with less power. They will suffer from inequalities of power such as lack of 

access to particular resources, including transport resources. 

In Cultures and Organisations: Software of the Minds (1991), Hofstede provides characteristics of 

low and high power distance societies (see Table 5.2). These have been adapted based on the careful 

analysis of other anthropological studies that compare one culture to another.     
Table 5.2 Some characteristics of the power distance dimension 

Low Power Distance High Power Distance 
All should have equal rights The powerful should have privileges 
Inequalities among people should be minimised Inequalities among people are expected and desired 
Children allowed to treat parents and older relatives as 
equals 

Respect for parents and older relatives is a basic and 
lifelong virtue 

Children play no role in old-age security of parents Children are a source of old-age security to parents 
Privileges and status symbols are frowned upon Privileges and status symbols are normal and popular 
There is less perceived corruption; scandals end political 
careers 

There is more perceived corruption; scandals are usually 
covered up 

    Source: Adapted from Hofstede (1991) 

Individualism-collectivism: This dimension shows the individual relationships in every society. In 

an individualistic society, the members of the society put personal and family interest, as their main 

goal, above group interest. In a collective society, each member gives their loyalty to the group and 

puts group interest above personal interest. Furthermore, in a collective society, the relationship 

between members is very close, and this causes them to be emotionally attached to each other. 

People being born and living in an extended family is one of the main characteristics of collective 

societies.12 This means that there are many people in each household.  

In collectivist societies there is a very close bond between members of the group. This bond can act 

as a useful network, which is the primary source of information and sometimes it can be function as 

a social safety net. To maintain close relationships and take advantage of their social network, 

collectivist people tend to live in the same neighbourhood. Choosing a residential location close to 

relatives or friends could affect their transport needs. Collectivists try to maintain their relationships 

with members of their group by meeting regularly.      

                                                             
12 Some researchers maintain that the easiest way to determine whether a society has individualist or collectivist values 
is by observing their household size. Collectivist societies will have many members in each household and, in particular, 
children. This characteristic could produce a bias. For example, in Hofstede’s Cultural Index (HCI) China is categorized 
as a collectivist nation. In the past, households in China had many members; they held the value that having many 
children would mean great fortune. But from 1979 until at least 2018, the government has given incentives for 
households that have only one or two children (National Health and Family Planning Commission, 2011). These 
incentives are aimed at controlling the growth of population. In 10 or 20 years, although the household size in China 
may be smaller, their cultural values may nevertheless remain the same.   
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Another characteristic of the collective society, according to Hofstede, is that people from this type 

of society tend to use high-context communication. This means that a person does not need to speak 

much because their body language and facial expressions are able to convey messages to others. 

People from a collective society generally use a very gentle tone of voice when speaking to others. 

Hofstede also mentions that collective societies tend to share their resources, such as cars, with 

relatives and friends (see Table 5.3). 
Table 5.3 Some characteristics of the collectivism-individualism dimension 

Collectivist Individualist 
People are born into extended families or other in-
groups who continue to protect them in exchange for 
loyalty 

Each person grows up to look after him, or herself and 
his, or her, immediate (nuclear) family only 

Friendship are predetermined Friendship are voluntary and should be fostered 
Resources should be shared with relatives Individual ownership of resources, even for children 
High-context communication prevails Low-context communication prevails 
Slower walking speed Faster walking speed 
Social network is the primary source of information Media is the primary source of information 
Private life is invaded by group(s) Everyone has a right to privacy 

    Source: Adapted from Hofstede (1991)  

Masculinity-femininity: This dimension acknowledges that the roles people assume and the 

approach that they take will depend on the orientation of that society. For instance, in a masculine 

society, men are believed to be more ambitious, competitive, and aggressive, and oriented towards 

achievement. On the other hand, in a feminine society, men are expected to pay more attention to 

quality of life than to the success and material acquisitions. Society’s point of view is not based on 

sex but more on the nature of that society. Hofstede gives the key differences between feminine and 

masculine societies, in both the gender and sex roles. Feminine societies have a single standard in 

which both sexes are subjects, and masculine societies have a double standard where men are 

subjects and women are objects; in a feminine society, sexual harassment is a minor issue and in a 

masculine society is a big issue.  

Some characteristics of this dimension show that men and women have differing roles in a 

masculine society, where women tend to engage in household maintenance activities such as 

escorting children and shopping for household needs (shopping for food). Using Hofstede’s 

masculinity-femininity dimension, De Mooij (2000, 2009) studied consumer behaviour data and 

found that, in feminine societies, couples tend to share one car and in masculine societies they tend 

to have two cars. In masculine societies, a car is often described as a sex symbol; certainly to many 

it is a status symbol. Men from masculine cultures favour cars with powerful engines as a sex and 

status symbol. These types of car have a high level of fuel consumption. To deal with this problem, 

households in masculine-oriented societies tend to have an additional car with lower fuel 
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consumption; this is to be used for daily activities and it is generally used by women. In feminine 

societies, men do not necessarily have a car with a powerful engine, and the instrumental value of 

cars is of greater important. 

One of the characteristics of feminine societies is they have greater respect for nature; that is, they 

have more environmentally friendly attitudes and behaviours than masculine societies. To test this 

characteristic, Hofstede (1991) analysed a report from the Club of Rome and found that feminine 

societies limit economic growth in order to slow environmental degradation. On the other hand, 

masculine societies force economic growth by exploiting natural resources; such a policy causes the 

degradation of environmental conditions.  

Table 5.4 Some characteristics of the feminine and masculine dimensions 
Feminine Masculine 

Relationship and quality of life are important Challenges, earnings, recognition and advancement are 
important 

Being responsible, decisive, ambitious, caring, and 
gentle is relevant for both women and men  

Being responsible, decisive, and ambitious if for men; 
being caring and gentle is for women 

Women’s liberation means that men and women take an 
equal share both at home and at work 

Women’s liberation means that women are admitted to 
positions so far occupied by men 

Sexual harassment is a minor issue Sexual harassment is a big issue 
Both women and men teach young children Women teach young children 
Women and men shop for food and cars Women shop for food, men for cars 
Couples share one car Couples need two cars 
The environment should be preserved The economy should continue growing 

    Source: Adapted from Hofstede (1991) 

Uncertainty avoidance: This dimension reflects people’s attitudes when they face an unstructured, 

unclear, and unpredictable situation. People can avoid this uncertainty by the use of technology, law 

and religion. Technology is used to assist people in defending themselves from the uncertainties 

caused by nature; the law is used to defend them from the uncertainty of the behaviour of others; 

and religion is used to accept the uncertainty that they cannot defend on their own. Hofstede states 

that one of the characteristics of strong uncertainty avoidance societies is high stress. Another 

characteristic of strong uncertainty avoidance is fear of ambiguous situations and unfamiliar risk. 

This can be translated into more operational terms such as safety and security. This means people 

from strong uncertainty avoidance societies are more concerned about their safety, especially when 

they are in places that are perceived as high risk such as deserted parks at night-time.  

Uncertainty can be avoided by the provision of complete and trustworthy information. Information 

can help familiarize people with unfamiliar situations and reduce the uncertainty. Strong uncertainty 

avoidance societies will avoid a situation that exposes them to uncertain situations such as uncertain 

public transport schedules and accurate information about public transport schedules will help to 

reduce uncertainty. In addition, the uncertainty avoidance dimension shows people’s attitudes 
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towards the concept of time. A strong uncertainty avoidance society is very strict about time. 

Hofstede states that in such societies “time is money” and that attitude is one of their main 

characteristics. The slogan “time is money” is often used to describe people’s need for time 

precision. Based on studies in customer behaviour, Hofstede found that in weak uncertainty 

avoidance cultures, people had no problem using used cars; they could deal with the problems that 

often occur when using a used car. On the other hand, people from strong uncertainty avoidance 

societies tend to buy new cars because new cars are able to provide them with certainty with regard 

to performance.    

Table 5.5 Some characteristics of the uncertainty avoidance dimension 
Low Uncertainty Avoidance High Uncertainty Avoidance 

Uncertainty is a normal feature of life and is accepted 
each day as it comes  

The uncertainty inherent in life is a continuous threat 
that must be fought  

Low stress and low anxiety High stress and high anxiety 
Comfortable in ambiguous situations and with 
unfamiliar risks 

Acceptance of familiar risks; fear of ambiguous 
situations and of unfamiliar risk 

Used cars are OK New cars are preferable 
Time is a framework for orientation Time is money 

    Source: Adapted from Hofstede (1991) 

Short- and long-term orientation: This dimension is based on Confucianism, the practical ethics 

that come from the Chinese philosopher Confucius. There are four key principles of Confucianism: 

(1) Unequal relationships between people will make society more stable; (2) The family is the 

prototype of all social organizations; (3) Virtuous behaviour toward others consists of not treating 

others as one would not like to be treated oneself, and (4) Virtue with regard to one’s task in life 

consists of trying to acquire skills and education, working hard, not spending more than necessary, 

being patient, and preserving environment (Hofstede, 2001, pp. 208–209). The values contained in 

long-term orientation are persistence, a relationship based on status, thrift, and shame. Meanwhile, 

the values for short-term orientation are personal stability, protecting the face, respect for tradition, 

and the giving of greetings and gifts.  

Table 5.6 Some characteristics of short- and long-term orientation dimensions 
Short-term Orientation Long-term Orientation 

Social pressure toward spending Thrift, being sparing with resources 
Birth order is not a matter of status Older children in the family have authority over younger 

children 
Pre-school children can be cared for by others Mothers should have time for their preschool children 
Living with in-laws is a source of trouble Living with in-laws is normal 
Leisure time is important Leisure time is not important 
Small saving quote Large saving quote 

    Source: Adapted from Hofstede (1991) 

Hofstede maintains that this dimension is related to his first four, and there are many characteristics 

in this dimension that are also embedded in other dimensions. For example, a characteristic of long-
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term orientation cultures is that children must respect their elders; this is similar to a characteristic of 

high power distance cultures. Another characteristic that exists in a long-term orientation society is 

concerned with social and status obligations, which is similar to one of the characteristics of a high 

power distance society. Another characteristic of long-term orientation cultures is that mothers have 

a responsibility to take care of their children. This is similar to one of the characteristics of a 

masculine culture. The concept of time is also considered in this dimension. In long-term cultures, 

leisure time is not important because people spend almost all their time working. This is basically 

similar to the concept of “time is money”. 

Hoftede added a new dimension in 2010 based on a study by Michael Minkov: the indulgence-

restraint dimension (Hofstede, 2010). This dimension relates to the concept of happiness, freedom of 

expression, and the controlling of life (Hofstede, 2013). In indulgence societies, pursuit of happiness 

is not regulated strictly by norms; people are free to express themselves and free to control their 

lives, which is not found in restraint societies. According to Minkov (2013) and Hofstede (2010), 

the indulgence societies are mainly found in Latin America, parts of Africa, the Anglo world and 

Nordic Europe. Restraint societies are found in East Asia, Eastern Europe, and the Muslim world. 

There are less data about this sixth dimension and the data are mainly presented on the regional 

level. The fact that the sixth dimension was published after this study had reached the data collection 

phase meant it had to be excluded from this study. It should be noted, however, that there is no 

characteristic of the indulgence-restraint dimension that can be used to explain travel behaviour and 

attitudes towards transport modes.   

Having described each of Hofstede’s Cultural Dimensions in details, it is important to acknowledge 

that many scholars have criticized his and other work that uses nations as the basis for categorizing 

cultures. The scholars argue that substantial variations occur within countries, such as language and 

ethnicity, which affect cultural values. Ignoring these variations might lead to the misinterpretation 

of the cultural values of the different groups within a society (Earley, 2006; Soares et al., 2007). 

Some scholars have addressed this issue by measuring cultural values at an individual level, which 

is also useful for studies that aim to measure the cultural values of multicultural societies.  

There are some studies that have measured Hofstede’s dimensions at an individual level. A study by 

Erdem et al. (2006) measured cultural values at an individual level by adapting Hofstede’s and 

Triandis’ items. Another study by Lee and Lim (2008) also aimed to measure cultural values at an 

individual level across the individualism-collectivism and uncertainty avoidance dimensions. 

Sharma (2010) did the same across five of Hofstede’s dimensions. Yoo et al. (2010) also developed 

a scale for measuring Hofstede’s cultural dimensions at an individual level (see below). 
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Scales developed in Erdem et al. (2006) and Lee and Lim (2008) indicated high reliability but did 

not provide evidence of construct validity, which is very important for new-developed scales. 

Construct validity can clarify whether or not a scale measures relevant cultural dimensions. Both 

Yoo et al. (2010) and Sharma (2010) however indicated high reliability and provided evidence of 

the validity of constructs used. Sharma’s scale has 40 items to measure the cultural values in five of 

Hofstede’s dimensions and uses the Maximum Likelihood Estimation procedure to assess the 

validity of the scale. Meanwhile, Yoo et al.’s scale has 26 items for measuring five of Hofstede’s 

dimensions and uses the factor analysis procedure to assess scale validity. 

Sharma’s scale is a relatively new scale; to this researcher’s knowledge there has been no 

application of the scale at the time of writing. Meanwhile, Yoo et al.’s Cultural Values Scale 

(CVSCALE) has been used in at least 13 different studies and all of these have confirmed the 

reliability and validity of the scale, including the recent (Manrai & Manrai, 2011; Schumann et al., 

2010). Based on above considerations the CVSCALE was selected for use in this study to measure 

respondents’ cultural values across five of Hofstede’s dimensions. 

 

5.4 Introducing the CVSCALE 

Consistent with the purpose of this study, which is to determine travel behaviour at an individual 

level, this study measures cultural values at the same level. Using Hofstede’s index is not 

appropriate for this research; Hofstede designed it for national level investigations, not for those at 

the individual level. In consumer behaviour research, Hofstede’s index has been used to explain 

consumer behaviour differences between countries. This is desirable because Hofstede designed his 

index for that purpose. The problem is that other researchers have used Hofstede’s index to explain 

consumer behaviour within a country, and they have found that people’s behaviour varies. For 

example, even though some anthropologists categorize Chinese people as a collective society, some 

Chinese might show a different behaviour pattern. If researchers use Hofstede’s index to explain this 

phenomenon, they would find that consumer behaviour and culture have a weak correlation. To 

avoid this “ecological fallacy”, researchers have to measure cultural values at the individual level 

and not equate them to the national level (Yoo et al., 2010, p. 2).    

Yoo et al. (2010) developed the CVSCALE to rectify this limitation of Hofstede’s index. The 

CVSCALE aims to “measure Hofstede’s five cultural dimensions at the individual level for a more 

general context” (Yoo et al., 2010, p. 3). This means that the CVSCALE is appropriate for assessing 

a person’s own cultural orientation, regardless of nationality. The use of the CVSCALE also avoids 

the criticism that Hofstede’s dimensions can only be used for organizational-related studies; 



5.5 SummaryE 

81 
 

it has been designed to allow the sub-cultures of a country to be examined (Kwok, 2005). The 

CVSCALE is suitable for measuring immigrant cultural values in a city and can be used to compare 

cultural values between ethnic groups in Auckland. This cannot be done using Hofstede’s cultural 

index, which was developed on the national level. Measuring cultural values at an individual level is 

appropriate because cities have become more diverse than they were in the past. There is a 

possibility that people who live in a city may not share similar values. Data at the individual level 

can be aggregated into the national level to form average national values (De Mooij, 2013). 

The CVSCALE has been developed from Hofstede’s work, the HERMES values questions, and the 

Value Survey Module, in addition to other works that are similar to Hofstede’s constructs. In 

Hofstede’s work, the survey questions were work-related and Yoo et al. (2010) modified them to fit 

a general context. For example, to measure power distance in Hofstede’s original work, the 

statement: “I prefer a superior who consults with me before reaching a decision” was provided. Yoo 

et al. (2010) modified this statement to “People in higher positions should make most decisions 

without consulting people in lower positions”. The word “superior” is changed was “people in a 

higher position” so it can be applied to a more general context. In addition, Yoo et al. (2010) also 

generated new items by reflecting not just Hofstede’s definition but those of other relevant studies as 

well. To start with, Yoo et al. (2010) had 230 items and then, after reviewing the items through 

several elimination steps, condensed them to 26 items. Cultural orientation is measured through 

these items using a five-point Likert scale. The power distance and uncertainty avoidance 

dimensions are measured with five questions; collectivism and future orientation with six; and 

masculinity-femininity is measured with four. Based on preceding studies that used the CVSCALE, 

there is evidence that the reliability of the power distance dimension is lower than that of other 

dimensions. Yoo et al. (2010) proposed the revision of the CVSCALE, especially in relation to this 

dimension.  

 

5.5 Summary 

There are two poles of argumentation on whether culture can be measured or not. Each pole has 

their own argumentations to support their claims. However, this study agrees that culture can be 

measured indirectly by transforming abstract nature of the culture into dimensions that can be 

observed and measured. Researchers have developed frameworks to transform and measure culture. 

One of the most prominent works in this area is Hofstede’s Cultural Dimensions. Hofstede’s work 

provides a cultural index that can be used as benchmark to assess people’s cultural values. This is 

one of the advantages of using Hofstede’s work. However, Hofstede’s index is purposed for 
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country/region level and not for individual level. If a researcher wants to measure cultural values at 

individual level, a tool has to be developed. One of the tools that can be used to measure cultural 

values at individual level is CVSCALE. 
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CHAPTER 6 

RESEARCH METHOD 

 

This chapter discusses the research methods used in this research. The concepts of culture, cultural 

values, and ethnicity have been described to provide greater understanding of the various 

definitions, forms, and use of these terms. Culture as a way of life is used as the key concept in this 

study, rather than culture as art. Cultural dimensions have also been explained to give a foundation 

for categorizing people into different ethnic groups. This study recognizes the importance of the 

diversity that creates multiculturalism and that a multiculturalist approach needs to recognize the 

differences between ethnic groups and take into account differences in planning and policy making.    

The purpose of this research is to understand the travel attitudes and behaviour of people from 

different cultural backgrounds and the relationship of their travel behaviour to their cultural 

background. Understanding people’s travel attitudes and behaviour will help determine both their 

travel needs and the transport policies that are best suited to those needs. This research sets out to 

answer three research questions: (1) Do selected ethnic groups have different cultural values from 

those of other groups? (2) How do cultural values affect people’s travel attitudes and behaviour? (3) 

To what extent can travel behaviour differences be explained using Hofstede’s Cultural 

Dimensions? In order to answer these questions, this research measures the cultural values of 

selected ethnic groups and the travel attitudes and behaviour of the group members and then 

determines the relationship between those variables. 

The chapter is kicked off by summarizing methods used in existing travel behaviour studies and 

exploring advantages and disadvantages of various research designs. The second section of the 

chapter explains the sample design of this research and followed by sections on survey 

methodologies, including survey procedures and data processing. The chapter is closed by pre-

analysis section that shows general results of the surveys. 

 

6.1 Method 

Travel behaviour studies have used various methods in explaining the relationship between travel 

behaviour and factors that affect it. Table 6.1 shows that existing travel behaviour studies have 

generally used quantitative research methods with survey questionnaires to explain this relationship. 

Some of the studies used multivariate statistics and some used descriptive analysis to analyse the 
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data. There are certain advantages in the use of quantitative methods over qualitative methods. A 

quantitative method can test the strength of the relationship between explanatory variables and 

dependent variables. This research attempts to determine and measure the relationship between 

cultural values and travel attitudes and behaviour, and this cannot be done by using a qualitative 

research method because such a method is not able to measure the causality between variables 

(Matveev, 2002).  

Kruger (2003) states that quantitative methods allow a researcher to make a statistical comparison 

between various groups. Qualitative methods cannot be used for this purpose because the sample 

size is usually very small and thus is not representative of all the groups involved in explaining the 

attitudes or behaviour of those groups; qualitative methods can only represent the individual. As 

mentioned in section 1.2, this research assesses and compares people’s cultural values and travel 

behaviour/attitudes across different ethnic groups; the use of a quantitative research method 

therefore serves this purpose.  

Quantitative methods are also useful for quantifying opinions, attitudes and behaviours, and for 

finding the patterns or trends in respondents’ responses. One of the most important aims of this 

research is to reveal the travel attitudes/behaviour patterns of ethnic groups and to use those patterns 

to formulate transport policies that serve not only the majority but also the minorities. In order to 

identify travel behaviour patterns we need to ask questions that will reveal how often people travel. 

Quantitative methods can answer such questions (Matveev, 2002). 

However, some relevant studies have used qualitative research methods in their studies, or a 

combination of qualitative and quantitative methods. The advantage of using a qualitative method is 

its ability to explore and define concepts that have not yet been established. Qualitative methods 

provide rich data for researchers when developing concepts. There is a lack of agreement among 

researchers as to which method is best, however; this depends on the purpose of the research and the 

availability of time and finances. For this research, quantitative methods are best equipped to answer 

the research questions and achieve the objectives of this research. 
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Table 6.1 Selected travel behaviour studies - method 
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The majority of travel behaviour studies have used cross-sectional designs. A cross-sectional design 

is a study design that collects data at one point in time. It is different from a longitudinal study 

design which collects data from sequential points in time and uses the same respondents (Sharp & 

Murakami, 2004). This means that cross-sectional designs are only able to be used to measure the 

differences between groups, rather than being able to measure change. Cross-sectional designs are 

very popular among social researchers for the following reasons: (1) results are obtained more 

quickly, (2) cross-sectional designs are cheaper because they do not require a time extension for 

completion, (3) such designs are ideal for descriptive analysis (Sharp & Murakami, 2004; Somekh 

& Lewin, 2005).  

This study aims to capture a snapshot of people’s attitudes and behaviour at a particular time and is 

not intended to measure changes in travel behaviour and attitudes. There is the possibility of using 

longitudinal designs to enable the research to track travel behaviour changes by conducting two 

surveys at different times with the same respondents (Menard, 2008); however this would require a 

longer period of time and further resources. In addition, the use of students as respondents might 

limit the use of longitudinal designs; this is due to the fact that students have only a limited period of 

study at university. Using longitudinal designs, the researcher would encounter problems if a second 

survey was conducted with a one-year interval from the first survey because many of the student 

respondents would have completed their studies and moved on to other places. Furthermore, this 

research aims to establish if there is difference in travel attitude and behaviour among different 

ethnic groups and not to track the influence of certain variables over time. This makes a cross-

sectional design best suited for the purposes of this research rather than a longitudinal design.  

Experimental designs were also not an option. An experimental design allows a researcher to 

manipulate the conditions of the research and control the factors that are irrelevant to the research 

objective. As discussed earlier, one of the purposes of this study was to determine people’s cultural 

values. Manipulating and pre-screening – characteristics of experimental design – are impossible to 

perform in this research due to ethical issues. An individual’s culture cannot be interfered with or 

manipulated. Culture is embedded into a person’s mind since their childhood and cannot be 

suddenly changed. Researchers cannot manipulate or control what people believe; this would be 

unethical. In addition, pre-screening by observing people’s physical appearance to determine their 

ethnicity (as a part of determining their culture) is also impossible. People with mixed heritage 

might be categorized into wrong ethnic groups by only observing them (see the comparison of 

research designs in Table 6.2).  
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Table 6.2 Advantages and disadvantages of research designs 

 

In selecting a research design it is important to consider validity issues. A valid study is one that has 

been conducted using sound research design. There are two types of validity in social sciences: 

internal and external validity. Internal validity is the approximate truth relating to inferences with 

regard to causal relationship. A study has good internal validity if the confounding variables are 

identified through a literature review and are controlled for. Internal validity is the “sine qua non” 

for a study. Meanwhile, external validity is about generalizability. It asks the question “To what 

population, settings, treatment variables, and measurement variables can this effect be generalized?” 
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This question is never completely answerable. However, many scholars argue that a valid 

generalization should be based on theory plus the accuracy of the theory-relevant knowledge of the 

persons, settings, and time to which one wanted it to be generalized (Campbell, 1986, p. 71).  

The use of population characteristics from other studies may help to frame the sample. According to 

Campbell and Stanley (1963), one way to increase external validity is by representative sampling 

and the best way to obtain a representative sample is by random sampling. However, a 

representative sample would be difficult to obtain if a researcher wanted, for example, to study the 

population of a whole country. Narrowing the population to specific groups is important in order to 

obtain a representative sample. The use of a case study design is an example of narrowing down a 

population.  

This study combines the advantages of several research designs rather than applying only one pure 

design. Based on the purpose of the study and considering both internal and external validity, this 

study uses a cross-sectional design based on a case study. Unfortunately, a perfect random sampling 

could not be applied in this study because of the difficulties in accessing the sample frame. This 

means the study had to apply post-screening to participants. 

Surveys with questionnaires and travel diaries are common data collection tools in transport-related 

research. For example, Naess (2005) tried to find the relationship between residential location and 

travel behaviour in Copenhagen. He used a postal questionnaire and sent it randomly to potential 

respondents. The questionnaire survey is used mainly by researchers who want to capture a snapshot 

of people’s travel behaviour. Meanwhile, the National Household Travel Survey (NHTS) in the 

United States, the New Zealand Household Travel Survey, and other surveys conducted by 

government institutions have used travel diaries to collect data from samples. A travel diary can 

provide more comprehensive and precise data; however, it requires time and large financial 

resources to implement. Data from government institutions is often used by researchers as secondary 

data sources. Tal and Handy (2010) and Contrino and McGuckin (2009) used NHTS data for their 

research, while O’Fallon and Sullivan (2011) and Syam et al. (2012) used New Zealand Household 

Travel Survey data in theirs.  

With regard to the method of analysis, travel behaviour studies usually use bivariate or multivariate 

statistical and descriptive analysis. Bivariate/multivariate statistical analysis is used to find the 

relationship between variables and to measure the strength of that relationship. Some studies such as 

those by Cervero (2002), Giuliano and Narayan (2003), and Tal and Handy (2010) have used 

regression to analyse the impact of one variable on other variables and have developed models to 
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predict people’s future behaviour. Meanwhile, many researchers have also used descriptive analysis 

to elaborate the relationship between variables in travel behaviour studies. Cheyne and Muhammad 

(2010) and Beirao and Cabral (2007) are among those who have used descriptive analysis in their 

research. Each method of analysis has shortcomings. The shortcomings of bivariate/multivariate 

statistical analysis are: (1) It does measure the relationship, but cannot elaborate the relationship 

between variables, and (2) the analysis depends on quantitative data and behaviour is sometimes 

more complex than statistics. On the other hand, descriptive analysis cannot be used to find the 

strength of relationships. Because of these limitations, many researchers use a combination of 

multivariate statistical and descriptive analysis (see Table 6.1). 

This study makes use of many statistical analyses in order to show the relationship between cultural 

values and travel behaviour. Chi-square, analysis of variance (ANOVA), logistic regression, and 

factor analysis are used in this study. Statistical analysis is a very complex procedure. To help with 

the statistical analysis, IBM’s Statistical Package for Social Sciences (SPSS) was used. SPSS is 

widely used in social research because of its ability to compute complex statistical analysis with a 

few clicks of the computer mouse. This study uses SPSS version 20. 

 

6.2 Research Location and Sampling: Who and Why? 

This research was conducted in Auckland, New Zealand, because of the multicultural nature of the 

city. For many years, New Zealand was known as a traditional immigrant destination country. 

Immigration to New Zealand started to grow in the period of the 1970s when immigrants from the 

United Kingdom, Australia, North America and the Pacific Islands came in large numbers. In the 

late 1980s, the number of Asian immigrants coming to New Zealand under the 1987 Immigration 

Act also started to grow (Brabazon, 2000). As the major city in New Zealand, Auckland has an 

economic appeal that attracts newcomers to come and live there. In comparison with other cities in 

New Zealand, this state of affairs has made the Auckland population more ethnically diverse in 

terms of its population and way of life (see Figure 6.1). The increase in population, especially the 

population of immigrant minorities, has been followed by increases in travel volume (Ministry of 

Transport, 2009b). The increasing levels of car ownership and public transport patronage provide 

evidence of travel growth (New Zealand Transport Agency, 2008). 
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Figure 6.1 Population of New Zealand cities by ethnicity 
Source: Statistics New Zealand (2007) 

Within the Auckland city, the decision was made to use the University of Auckland (UoA) as a 

population. Why choose the UoA? Firstly, the ethnic diversity there is high; this makes it suitable 

for the purposes of this study (see Figure 6.2). There are four main ethnic groups in the UoA: Asian, 

European, New Zealander, and Pacific Islander. The diverse ethnic backgrounds of the population 

provide an opportunity to explore the link between cultural values, ethnicity, and travel behaviour. 

In addition, the similarity of ethnic variation between UoA and Auckland city will help to improve 

external validation of the research (see Figures 6.1 and 6.2).  

Secondly, using the UoA population as a sample frame helps in controlling for some factors, 

especially socio-demographic characteristics such as age, income and educational level. By 

choosing a university population, the respondents will have similar levels of education, age, and 

income. The choice of this population also controls for policy factors. In some organizations, 

incentives are provided by the employers for people to work there; this is done by the provision for 

employees of free car parking or a shuttle bus. Using the university as a sample frame, the effect of 

university policies can be controlled for. In addition, data from this study will help the UoA to 

update its University Travel Plans. 

Thirdly, using a larger population as a sampling frame, such as the Auckland population, would 

require more time and expense, as well as greater staff resources. In addition, the UoA is arguably 

the largest and most multicultural institution in Auckland, with almost 50,000 people being engaged 

at there in 2011. This fits the purpose of the research very well. 
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Figure 6.2 University of Auckland students by ethnicity (2010–2012) 
Source: The University of Auckland website (http://www.auckland.ac.nz/uoa/key-statistics) 

The researcher is aware that this sample choice might affect the homogeneity of the data, especially 

the cultural values data. In his writings, Hofstede mentions that an individual’s level of education 

may affect their cultural values. The UoA population, and especially that of its staff members, 

consists of highly educated people and this may affect their cultural values. The fact that staff work 

in an academic environment can also affect their cultural values. This limitation is problematic for 

this research. The inclusion of general and administration staff, as well as academic staff members, 

is expected to give a variety of educational levels. Although general and administrative staff 

members are also well educated, their educational levels differ from those of the academic staff; 

including members of the administrative staff could therefore reduce the sample choice effect.    

6.2.1 Sample design 

There are two types of sample design, random and non-random. Random sampling is a design where 

everyone in the target population has the same probability of participating in the survey; this is 

called non-zero probability selection. For academic research, random sampling is preferred because 

it is able to provide an objective statistical inference. There are several forms of random sampling: 

(1) simple random sampling, (2) systematic random sampling, (3) stratified random sampling, (4) 

simple cluster sampling, (5) multiple cluster sampling, and (6) area sampling (DeVaus, 2002; 

Singarimbun & Effendi, 1987). The main requirement of random sampling is a sample frame. A 

sample frame can be a population list, buildings, or a map. A good sample frame should fulfil four 

basic requirements: (1) include all elements of sample, (2) no element of the sample is counted 

twice, (3) it is up to date, (4) and has a clear boundary (DeVaus, 2002).  

Even though random sampling is preferred for academic purposes, some researchers have found that 

random sampling can be impossible to apply in some cases. Faugier and Sargeant (1997) found that 
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the use of random sampling in particular conditions were impossible because the sampling frame did 

not exist and developing it would need extra time and money. Such a situation is frequently found in 

medical research. Studying disadvantaged people, such as drug users, is an example of a situation in 

which non-random sampling is preferable to random sampling (Heckathorn, 1997, 2002). The 

researcher is unable to get a list of drug users and therefore if they want to study this group they 

have to rely on snowball sampling. 

Location or time-space sampling is an appropriate choice in situations where random sampling is 

not possible. This type of sampling uses lists of possible sampling locations. For example, a study of 

homosexuality created a sampling frame of bars, clubs, events, restaurants and places that were gay-

or lesbian-identified (Faugier & Sargeant, 1997, p. 3). Another sampling technique is the targeted 

use of specialist community service providers or clubs. For example, the population for a study of 

alcoholics could be recruited by the researcher when attending support groups. The researcher of a 

study on homeless youth could obtain a population by contacting youth service providers. 

This researcher attempted to obtain a sampling frame from the UoA population by contacting people 

at the UoA who had authority to grant access to student and staff member databases. 

Communication via e-mail with these personnel indicated that it would be impossible to get access 

to student and staff member databases. Verbal discussions were also conducted with people at the 

UoA regarding access to databases and the conclusion of the discussions was that access to student 

and staff member databases would be prohibited for the purposes of the study. Even though various 

studies are conducted on the UoA students, for confidentiality reasons the sample frame is never 

provided. This is in accordance with the New Zealand Privacy Act (1993). The absence of a 

sampling frame forced the researcher to abandon simple, stratified, and systematic random 

sampling, which all require one. The last option in the random sampling technique is cluster 

sampling.  

Cluster sampling is a technique used in situations where a sample frame is not available, and where 

it would be expensive to develop a frame. In this event, unit analyses of the population are 

categorized in clusters, for example faculty, course or class. A researcher chooses one of the clusters 

randomly and uses all the population in the chosen cluster as respondents. This technique is suitable 

in theory, but in practice it did not fit the purpose of this study. Cluster sampling is time-consuming 

because it requires a survey of the entire population in the chosen clusters. Such a study needs to 

survey all members of the faculty in cases where a faculty is chosen as the basis of cluster. However, 

there is no guarantee that all the faculty’s students and staff will be present at the UoA during the 

survey. If the researcher chooses a relatively small cluster, such as a single course, as the basis of the 
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cluster, it will affect the heterogeneity and size of the sample. It is notable that there is also no 

guarantee that the coordinator of the chosen courses would permit the researcher to access their 

students. Heterogeneity of the sample, especially ethnicity, is the main issue here: failure to obtain a 

heterogeneous sample will result in severe limitations for the study. Furthermore, a small sample 

size will produce a meaningless analysis or bias in the result.  

A solution to this problem is a time-location sampling, which is also called time-space sampling, 

location sampling, or time-venue sampling. This sampling is used for a population for which a 

sampling frame cannot be constructed, but the locations are known (Karon, 2005, p. 3180). 

Locations are identified as places where population interest can be found. The sampling framework 

consists of venue-day-time (VDT) units. The VDT represents potential locations, times and days 

where the population is often found. The first step in time-location sampling is identifying locations 

and times where a targeted sample can be found. Location becomes the sampling frame. Time-

location sampling is different from conventional cluster sampling, although both sampling 

techniques use an area as the basis of their sample. In cluster sampling, respondents have to be a 

member of the cluster chosen; potential respondents from outside the cluster are automatically 

excluded. On the other hand, time-location sampling uses a cluster framework as a basis for 

stratification by location, but not as a basis for including or excluding items from any area (Holmes, 

1967). Time-location sampling addresses the problem of all members of the target population not 

being in the same place at the same time.  

In this study, where students and staff are the sample, it is necessary to identify the places where 

both can be found. The UoA has common spaces, which this study is limited to the locations where 

all students and staff from all faculties have an interest. This limitation is established to avoid bias 

because every faculty has their own common spaces. Common spaces in a faculty are generally used 

by the faculty’s own students and staff, although there is nothing to prohibit other students and staff 

from using it. Accordingly, the following general UoA common spaces were used in this research: 

the Clock Tower building, the Kate Edger building, the Recreational Centre, the General Library, 

and the Quad. The International Students Office in the Old Choral Hall was not included because the 

majority of its users are international students; thus the use of it as a location for the research could 

produce a bias in sampling. 

In the Clock Tower building, on the ground floor there is a Student Information Centre and a 

Cashier’s Office where students can obtain information and pay fees. The Student Information 

Centre is open from 7am–5pm, Monday to Friday. The Cashier’s Office is open from 8.30am–

4.30pm, Monday to Friday. In the Kate Edger building are located the Information Centre and 
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Student Common Room, the Computer Suite, the Short Loan Library, the Student Learning Centre, 

the Department of English language Enrichment (ELE), the University Book Shop, the office of the 

Auckland University Student Association (AUSA), and some retail stores. The Information Centre 

and the Student Common Room are open 7 days a week, except for Good Friday and Easter Sunday, 

and the Christmas and New Year holidays. The opening hours are from 7 am–12am, Monday to 

Friday and from 8am–10pm on Saturday and Sunday. The busiest time is between 9am and 5pm 

from Monday to Friday. These facilities attract students from all faculties. The Recreation Centre 

provides a gym and sports activities for students and staff. It can be used from 6am to 9.30pm, 

Monday to Thursday, from 6am to 8.30pm on Friday, and from 7am to 6.30pm on Saturday and 

Sunday.  

The general library is a place that students and staff visit often. It is open from 8am-10pm, Monday 

to Friday and from 9am-10pm on Saturday and Sunday. The Quad is a large public area that is 

surrounded by many shops, cafes and restaurants. The public space can be used 24 hours a day 

because it is an open space, although the shops and cafes are only open Monday to Friday between 

the hours of 8am–5pm. The busiest time is between 9am and 5pm on weekdays, reaching its peak at 

lunchtime (between 11.30am and 2pm). Instead of choosing the locations at random, all the 

locations in the sampling frame were used, because all the locations are close to one another. This 

assisted those conducting the survey to cover all areas. Based on this information, the survey was 

conducted in the previously mentioned locations from 9am to 5pm during the course of five working 

days, 10–14 October 201l. 
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The Clock Tower Student Information Centre 

The Quad, the University Public Space 

The Kate Edgar Student Commons 
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The OGGB Building of Business School 

The Faculty of Engineering Public Space 

Figure 6.3 City Campus Map 
Source: www.auckland.ac.nz (2012) 

Blue areas are the university’s common spaces 
Green dots are faculties’ common rooms 
Red dot is a place for collecting completed 
questionnaires from surveyors 
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In the locations mentioned, there was the possibility that staff respondents would be under-

represented. Staff members’ activities are usually concentrated in their own faculty. Even at 

lunchtime, staff members generally use the staff common rooms. In order to manage this situation, 

all staff common rooms in each faculty and the staff offices were inventoried. After the inventory 

was made, the University City map was used to divide the survey area into four sectors (sectors 100, 

200, 300, and 400). Two other sectors, sectors 600 and 800 were not chosen because they are areas 

where there is not a large concentration of staff members (see Figure 6.3 for details). 

Another sampling technique that can be used is semi-random sampling, which comprises the 

characteristics of both random and non-random sampling. On the UoA website, the contact details 

of the majority of staff members and most postgraduate students can be found and these could be 

used to develop a sampling frame. However, this could not be categorized as an appropriate sample 

frame because it does not include all staff members and postgraduate students in the UoA. In 2011, 

the university had 4784 staff members, including both academic and general staff. On the website 

(collected from all faculties, schools, institutions, departments), the number of staff members who 

had contact details listed totalled only 2593. With regard to postgraduate students, the researcher 

managed to obtain contact details for 367 students; this number was far short of the total number of 

postgraduate students for 2011 (more than 10,000). According to the definition of random sampling, 

every sample is required to have a non-zero level of probability in order to be chosen as a sample, 

and the frame in this research was not able fulfil that requirement. This means random sampling 

could not be applied. However, semi-random sampling was possible for this research. 

After collecting the contact lists, each member of staff and each student from contact list was given 

a number. To decide which respondents from the contact lists were chosen as participants, 

systematic random sampling was applied. Firstly, the researcher selected an integer that was less 

than the total number of individuals in the population. This integer corresponded to the first subject. 

In this case, the number 2 was chosen. Then another integer was selected to serve as the constant 

difference between any two consecutive numbers in the progression. The integer was selected so 

that the researcher could obtain the correct sample size; the interval number for the sampling frame 

was three. Finally, the researcher selected respondents with the contact list number 2, 5, 8, or 11 and 

so on and sent them invitations to participate in the surveys.
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6.2.2 Sample size 

There is no consensus between scholars about the minimum sampling size (De Vaus, 2002b). A 

review of the sample size used in other studies revealed considerable variability between sample 

sizes. Sample size is influenced by several factors which include how common the main dependent 

variables are among the sample population, the degree of variation in the factors in which a 

researcher is interested, the type of statistical analysis required to be applied, and how precise the 

result needs to be (De Vaus, 2002b; Singarimbun & Effendi, 1987). As mentioned previously, this 

study uses factor analysis to test the validity of the cultural values scale (CVSCALE). MacCallum et 

al. (2001) state that if a researcher wishes to obtain a very good factor analysis the required sample 

size has to be more than 500 (1000 = excellent, 500 = very good, 300 = good, 200 = fair, 100 = 

poor). For the purposes of other statistical analyses, the requirements for sample size are different, 

however. For example, a chi-square needs a minimum of five cases in each cell, whereas logistic 

regression needs a minimum 10 cases. If there are five categories (ethnic groups) in an independent 

variable and six categories (transport mode choice) in a dependent variable, at least 300 respondents 

are necessary.   

Furthermore, confidence level and sampling error also play a big role in affecting sample size. 

According to De Vaus (2002b), if researchers use a 95% confidence level with a 4% sampling error, 

the sample size will be around 624. The lower the sampling error, the more closely the sample will 

reflect the population. A confidence level of 95% is the standard requirement in the social sciences. 

The sampling error for this research was set at 4% because the data used here are of a continuous 

and categorical type. Bartlett, Kotrlik, and Higgins (2001) state that for categorical data a 5% margin 

of error is acceptable, and for continuous data a 3% margin of error is acceptable. Based on this, the 

researcher set a sampling error of between 5% and 3%, i.e. 4%. Another factor that can affect 

sample size is population size (De Vaus, 2002b). The UoA had almost 50.000 students and staff in 

2011. Based on the size of the population, the confidence interval was set at 95%, the margin of 

error was 4%, and the sample size was around 700.   
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Table 6.3 Sample size required for various sampling errorsa 
Sampling 

error 
Sample size Sampling 

error 
Sample size 

1.0 
1.5 
2.0 
2.5 
3.0 
3.5 
4.0 
4.5 
5.0 
5.5 

10,000 
4,500 
2,500 
1,600 
1,100 
816 
625 
494 
400 
330 

6.0 
6.5 
7.0 
7.5 
8.0 
8.5 
9.0 
9.5 
10 

277 
237 
204 
178 
156 
138 
123 
110 
100 

               Source: De Vaus (2002b) 
               a This table assumes a 95% confidence level; the variability is 50/50. 

There are many websites that offer calculators which calculate sample size. These calculators can 

assist researchers in obtaining an appropriate sample size based on confidence level, sampling error, 

and size of population that researchers want.13  

 

6.3 Survey Administration 

There are many survey modes that can be used in data collection. These modes can be divided into 

four main categories: face-to-face interviews, telephone interviews, mail surveys and internet 

surveys (Dillman & Christian, 2005). On the other hand, De Leeuw and Collins (1997) categorize 

survey administrations into three main groups: face-to-face interviews, telephone interviews, and 

written questionnaires including mail, panels and diaries, as well as a variety of self-administered 

surveys. Every survey mode has advantages and disadvantages. The choice of survey administration 

depends on various factors such as the demographic characteristics of targeted population, response 

rates, time and financial resources (De Vaus, 2002; Dillman & Christian, 2005; Dillman et al., 2009; 

Kaplowitz et al., 2004).  

In many research studies, face-to-face interviews have the highest response rates when compared to 

mail, telephone or internet surveys (Nulty, 2008). However, some studies have found that in 

populations with high levels of internet access the use of internet surveys obtained a high response 

rate. With regard to time and financial resources, it appears that face-to-face interviews are the 

cheapest and provide the fastest response time when compared to other modes. The online/internet 

                                                             
13 Some of the websites that provide sample size calculators are http://www.surveysystem.com, http://www.macorr.com, 
http://www.raosoft.com.  
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survey mode is the next most effective with regard to response time and cost; the least time- and 

cost-effective survey mode is the mail survey.  

Based on the above considerations, the researcher chose a paper-based self-administered survey as 

the main administration mode. It was also realized that a five-day survey might not be long enough 

to get the minimum sample size that was necessary. To address this problem, a backup plan was 

prepared in case the number of respondents did not equal the minimum sample size. Considering 

that all the students and staff members have internet access, at least within the university, it was 

decided to prepare an internet survey as a backup plan. The internet survey platform Survey Monkey 

was selected as this has been used by many social scientists in their research. Some of Survey 

Monkey’s advantages are that it has a user-friendly interface, a question bank, and the flexibility to 

transfer the data into SPSS and Microsoft Excel formats. Compatibility with SPSS is very important 

because it saves time due to the fact that there are not many changes that are required to be made to 

the data.  

The use of mixed-mode surveys is not a new trend. Dillman et al. (2009) suggest that the mixed-

mode survey method could improve response rates. They also recognize some possible 

disadvantages of using mixed-mode surveys, however. One of the most common problems in using 

mixed-mode surveys is that there are sometimes different answers to the same question. This could 

happen due to four factors: social desirability, acquiescence, the norm of even-handedness and other 

question-order effects, and primacy/recency effects. Using a self-administered paper-based survey 

assists in the reduction of social desirability and acquiescence factors. The interview surveyors are 

only present to explain the research and are not involved directly in the process of filling in the 

survey form. The last two problems mentioned above can be overcome by using a unimode design. 

Internet and paper-based surveys use a unimode design that can reduce the possible number of 

different answers to the same question by the structuring of the questions. In addition, the use of 

internet surveys also allows respondents to go back to the previous page should they wish to change 

their answers. To ensure that respondents do not participate in both paper-based and online surveys, 

the latter survey was conducted a week after the paper-based survey. The e-mail invitation for the 

online survey also mentioned that the paper-based survey of this study has already been conducted 

and if they had participated in that survey they were asked to ignore the invitation. 

6.3.1 Developing an instrument: Operationalization of concepts  

This section introduces the variables used to measure travel behaviour and cultural values. Specific 

hypotheses are not discussed in this section and will be presented in the following chapters. As 
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mentioned in the Introduction, this research assesses the culture of ethnic groups in Auckland and 

then uses it to explain travel attitudes and travel behaviour differences between different ethnic 

groups. In this study, cultural values as the core concept of culture are used to operationalize culture. 

Cultural values serve as dependent variables in the first analysis and then as independent variables in 

the second analysis.  

As discussed in the previous chapter, although culture cannot be measured directly, it can be 

measured indirectly. To measure culture indirectly, it has to be transformed into tangible 

dimensions. Based on the conclusions of the previous chapter and the above evaluation, this 

research uses Hofstede’s Cultural Dimensions to transform the abstract nature of culture. Hofstede’s 

work has five dimensions, namely power distance, uncertainty avoidance, individualism-

collectivism, masculinity-femininity, and short- and long-term orientation. To measure cultural 

values in these dimensions, this research uses the CVSCALE developed by Yoo and Donthu (1998). 

The CVSCALE is used because it measures cultural values at an individual level (see section 5.3 for 

details). It has 26 questions, divided into the five dimensions outlined above. 

The CVSCALE questions are categorized as subjective experience questions. The scale involves 

respondents’ beliefs, attitudes, feelings, and opinions. The CVSCALE uses a five-point Likert scale 

to measure cultural values. The power distance, uncertainty avoidance, individualism-collectivism, 

and masculinity-femininity dimensions range from “strongly disagree” (1), to “strongly agree” (5). 

The short- and long-term orientation dimension ranges from “Not at all important” (1) to “Very 

important” (5). Cultural values data are treated as interval data. The average score is calculated in 

each dimension to determine whether an individual has, for example, high or low power distance 

values. The higher the average score in each dimension, the more likely it is that an individual has a 

high power distance value, strong uncertainty avoidance, is collective, masculine, and has long-term 

orientation. Some studies have used the scale on a vice versa basis; they have “strongly disagree” as 

5 and “strongly agree” as 1 (see for example Kwok, 2005). This is acceptable but has to be used 

carefully in data interpretation.  

The CVSCALE has been used in several studies with various sample groups. Yoo et al. (2010) 

identified 13 studies that have used the CVSCALE in the last three-to-four years and all the studies 

confirmed the reliability and versatility of the scale (p. 7). Because the scale is a newly developed 

one, this study also tests the reliability and validity of the scale to confirm that the scale is suitable 

as a construct and that the cultural values are valid for use. With regard to the reliability test, it is 

necessary to assess the consistency of results across items on the same test. This is the reason why 

the internal consistency test is applied in this research in order to determine the reliability of the 
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scale. There are three forms of internal consistency tests: Split-Halves, the Kuder-Richardson test, 

and Cronbach’s Alpha test. Cronbach’s Alpha test is the most complete and complex test as it 

combines the Split-Halves and the Kuder-Richardson methods (Carmines & Zeller, 1979). A scale is 

considered to have good reliability if it has a Cronbach’s Alpha coefficient that is more than, or 

equal to, 0.6 (Hair et al., 1998). For the validity test, this research uses a construct validity test with 

factor analysis. Construct validity is chosen rather than content or criterion-related validity because 

this research aims to test the hypothesized constructs which represent the concepts that the 

researchers wish to measure. A scale is appropriate for factor analysis if it has a Kaiser-Meyer-Olkin 

value higher than 0.6 and the Bartlett’s Test of Sphericity Value is significant (p < 0.05) (Pallant, 

2011). 

6.3.2 Operationalizing travel behaviour and attitudes 

In transport studies, travel behaviour is usually operationalized in six basic ways: mode choice, 

number of trips, car availability, travel purpose, cost of travel, and distance travelled (see Table 6.4). 

There is no study that covers all six ways to measure travel behaviour; studies in travel behaviour 

usually focus on just 1 variable or a maximum of 4 variables. The exception is national individual or 

household travel surveys, which usually capture all of the variables. In this research, travel 

behaviour is measured using the assessment of people’s mode choice, car availability and the 

number of trips of different purposes. Travel attitudes in this research are operationalized by using 

variables that have been developed based on a review of the literature. A five-point Likert scale is 

used for measuring attitudes (strongly disagree, disagree, neither agree nor disagree, agree and 

strongly agree).  
Table 6.4 How travel behaviour is measured in selected studies 

Studies Year Location Measures Travel Behaviour with 
Zwerts, Allaert, Janssens, Wets, and 
Witlox 

2010 Belgium Numbers of trips and travel mode 
choice 

Zhang, Mao, Liu, Chen, and Guo 2007     China Travel time, travel distances, travel 
modes, and travel purposes 

O’Fallon and Sullivan 2011 New 
Zealand 

Number of trips, travel distance, 
travel mode 

Vance, Buccheim, and Brockfeld 2004 Germany Travel mode 
Olaru, Smith, and Peachman 2005 Australia Trip chaining using public transport 
Best and Lazendorf 2005 Germany Travel mode and travel purpose 
Merritt 2004    Sweden Travel mode 
Schwanen, Dieleman and Dijst; 
Blumenberg 

2001; 
2009 

Netherlands 
USA 

Car Availability 

Boarnet and  Crane 2001 USA Cost of travel 
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It should be noted that this research also uses a five-point Likert scale for measuring attitudes; 

attitudes are ordinal data. Use of a Likert scale for ordinal or interval data is an ongoing debate 

amongst researchers. Some researchers have treated the Likert scale as an ordinal scale and others as 

an interval scale (Krosnick & Fabrigar, 1997). The use of a Likert scale for interval data in the 

CVSCALE is supported by the marketing literature that treats Likert scales as interval scales. 

Another reason for its use is that the scale can communicate interval properties to the respondent 

and therefore produce data that can be assumed to be scaled at intervals. The use of the Likert scale 

as an ordinal scale is also appropriate in cases where the researcher is unsure whether the intervals 

between each of the five values are the same. 

Mode choice 

In this research, the question relating to the main mode of travel to and from the UoA is very 

straightforward. It provides five response options: walking, bicycling, motorcycling, public 

transport, and using a private car. People who use other travel options can choose “other” and 

specify their transport mode. If they use mixed-mode transport, they are also able to specify it in the 

“other” option. This question focuses on trips for academic purposes only due to the fact that this is 

the principal activity of the respondents. Why does the research focus solely on academic purpose? 

This is because there is a strong possibility that the respondents use a variety of travel modes for 

their activities which would make it difficult for them to determine which one is the main mode. For 

example, they may use public transport for work/study, walking for the purpose of social interaction, 

cycling for recreational purposes, and a car for shopping. If respondents were to be asked what their 

main mode of travel was for all purposes, it would be very difficult for them to determine which 

travel mode is their main one. Moreover, when searching their memory for specific information, 

respondents usually use cues such as references to particular events, locations or purposes (Johnson 

et al., 2005). Asking respondents about their transport mode choice for a specific purpose can help 

the respondents to retrieve a memory about their transport mode choice. Such a situation can avoid a 

random response from respondents that may be due to difficulty in determining their main mode 

choice and difficulty in remembering all their transport modes for differing purposes.   

Car availability 

With regard to car availability, the researcher used a closed-ended question that enquired about the 

number of car(s) available in the respondent’s household and provided them with four possible 

answers: none, one car, two cars, and three or more cars. “Available” means the respondents have 

access to car(s) at least at a particular time. It is not necessary that they actually drive the car, if they 

can access it as a passenger the car is considered available for the respondent’s use.  
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Number of trips 

With regard to the number of trips, the respondents were asked how many times in a typical week 

they travel for the five different purposes listed: (1) escorting children, (2) escorting the elderly, (3) 

visiting relative/friends, (4) shopping, (5) and visiting community activities. These five purposes 

were chosen based on existing travel behaviour studies and Cultural Dimension characteristics. The 

escorting of children or the elderly and shopping purposes are used to measure the relationship 

between the masculine-feminine dimension and travel behaviour. Visiting relatives/friends and 

community activities purposes, meanwhile, are used to test the relationships between the 

individualism-collectivism dimension and travel behaviour. Some studies have shown that in some 

countries women mostly engage in maintaining household activities such as escorting children and 

the elderly and also in shopping. Data obtained from other countries, however, shows that the 

responsibility is distributed equally between men and women. In terms of cultural values, feminine 

societies tend to have an equal responsibility for men and women, and vice versa in masculine 

societies. For the visiting of relatives/friends and for the purpose of engaging in community 

activities, the individualism-collectivism dimension indicates that people from collective societies 

tend to maintain their bond with in-group members by visiting them more often and by being 

involved in community activities. The question pertaining to this subject is also closed-ended. Four 

categories of response are provided: none, once, twice, and three or more in a week. 

Attitudes towards transport modes 

This research defines “attitudes” as reflections of what people think and feel (Ajzen, 1991). The 

questions with regard to attitudes towards transport mode were developed from a process that 

involved an extensive literature review supplemented by discussion with colleagues and others. The 

outcomes of discussions with other people, especially those from diverse cultural backgrounds, 

along with the researcher own experiences, were used to envisage the links between cultural values 

and people’s attitudes towards transport modes. This process assisted the development of questions 

that would capture people’s travel attitudes and the way in which they relate to their cultural values 

(Aldridge & Levine, 2001). The process involved (1) the identification of the characteristics of each 

of Hofstede’s Cultural Dimensions, (2) the identification of the type of travel attitudes that can be 

affected by cultural values, and (3) the development of an imagined relationship between those 

travel attitudes and cultural values. 

There were eight questions to test the relationships between travel attitudes and cultural values (see 

questionnaire Q18–Q20, section 4, appendix B). Two questions test the relationship between the 
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power distance dimension and cultural values; three that between uncertainty avoidance and cultural 

values; one that between individualism-collectivism and cultural values; and two that between 

masculinity-femininity and cultural values. Long- and short-term orientation is not used in this 

research because this dimension has many characteristics that are covered by the other dimensions. 

For example, the characteristic of respect for older people is similar to one of the power distance 

characteristics. “Travel attitudes” as used in this research refers to people’s attitudes towards 

transport modes, especially public transport and the use of private cars.  

Attitudes are often defined as bipolar constructs ranging from “extremely positive” to “extremely 

negative”, with “neutral” as a specific midpoint, representing neither positive nor negative, and this 

definition is adopted for this research. The question, however, is: How many scale points are needed 

to make questions as effective as possible in the capturing of a person’s attitude? Most researchers 

agree that 4–7 points are optimal (Krosnick & Fabrigar, 1997). A three-point scale does not allow 

for people to say that they favour something slightly. On the other hand, too many points may 

reduce the clarity of meaning of the respondents’ attitudes. Based on the above consideration, a five-

point Likert scale (1 = strongly disagree, 2 = disagree, 3 = neither agree or disagree, 4 = agree, 5 = 

strongly agree) is used in this research.  

In addition, five questions were also developed to test the relationship between people’s transport 

choice perceptions/preferences and cultural values: one question to test the relationship between 

power distance and transport choice preferences, two that between uncertainty avoidance and 

transport choice preferences, one that between individualism-collectivism and transport choice 

preferences, and one that between masculinity-femininity and transport choice preferences. 

Three questions provide a no-opinion option (don’t know). The use of a no-opinion option is also 

debated. The questions that encourage the use of no-opinion option recognize that some people do 

not have a pre-existing opinion. If a no-opinion category is not provided, people can refuse to 

answer the question or randomly select the answer. On the other hand, a no-opinion category allows 

the respondents not to think too much about their response and take a “sit on the fence” approach. 

Both choices can affect the bias in data analysis; in particular, they can increase the random 

variation of variables. However, some researchers have found that the use of a no-opinion category 

cannot guarantee the reduction of the amount of random variation in variables (Krosnick & Fabrigar, 

1997).  
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6.3.3 Confounding variables 

Culture is not the only factor that affects travel behaviour and attitudes. Other factors – confounding 

factors in relation to this research – have been identified in the literature review that can affect travel 

behaviour and attitudes. These other factors have to be controlled so that relationships between 

culture and depending variables can be seen clearly. To control confounding or contaminating 

variables, there are two courses of action that can be taken: the first is to treat them as covariates and 

the second is to control them via matched sampling (Kwok, 2005, p. 175). Covariates are additional 

independent variables included in a study solely for the purpose of controlling for differences that 

might exist among subjects. Matched sampling, meanwhile, is a way of making two groups or more 

even both in number and in characteristics; this will assist in finding the differences between groups. 

These differences are controlled statistically so that they will not confound the conclusions that are 

drawn about relationships between independent and dependent variables. 

Some of the main factors affecting travel behaviour were identified in the review of the literature, 

including socio-demographic characteristics, policies, and urban forms. In this research, the socio-

demographic characteristics are: time since arrival in Auckland, gender, age, educational level, 

income, ethnicity, household size and composition. The time since arrival in Auckland is important 

information. Researchers in the United States found that people who have lived in the area for more 

than four years start to adopt the travel behaviour of the local people. In addition, arrival time also 

can explain cultural acculturation. Age, educational level, income, gender and household 

composition have become focal points of travel behaviour studies and strong evidence has been 

presented that these characteristics affect people’s travel behaviour.  

With regard to age, a report from Ako Aotearoa (the National Centre for Tertiary Teaching 

Excellence) indicates that the majority of university students in New Zealand are aged 25 or under 

(Radloff, 2010). In addition, according to the 2008 Academic Workforce Survey (Nana et al., 2010), 

the age of academic staff in New Zealand universities is predominantly 45 years or more. According 

to the 2006 New Zealand Census, 60% of the university lecturers were 45 or more years old and 

14% were aged 60 or over. Based on this information, five age groups were used in this research, 

ranging from 17 years of age to more than 60 years of age.  

With regard to annual income, five categories were provided, ranging from NZ$5,000 or less to 

between NZ$50,000 and NZ$100,000. The researcher realized that many of the students were 

receiving scholarships for their study. For those students, the amount of their scholarship should be 

stated as income. For the age and income variable, it was realized that some people do not wish to 
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respond to questions that ask them their exact age and income. Providing them with categories that 

cover a range of ages and income levels was intended to encourage them to answer the questions. 

For household composition, the focus was on gathering information about how many children aged 

15 or under and elderly aged 61 or over were living in the respondents’ household. In New Zealand, 

the legal age for driving is 16 years (New Zealand Transport Agency, 2013), meaning children 15 

and under have to depend on their parents or older people for their travel in private cars. For people 

aged 61 or over, it is possible that the degradation of their physical condition may prevent them 

from travelling alone (Su & Bell, 2009). The appearance of children and elderly in households might 

require the respondents to travel more to accompany them.  

In relation to educational level, a minimum requirement for an undergraduate domestic student to 

enter the UoA is NCEA Level 3 or its equivalent for international students. NCEA Level 3 is 

generally completed in year 13 (Universities New Zealand, 2012). Postgraduate students are 

required to have obtained a degree at Bachelor’s or Master’s level. For academic staff, the minimum 

requirement is a Master’s degree and for administrative it is high school (Nana et al., 2010). Based 

on this information, five categories are provided for educational level: high school, diploma, 

Bachelor’s, Master’s, and PhD. There is also provision of an “other” option.  

The question regarding ethnicity has 6 categories based on the categories provided by Statistics New 

Zealand (2011). Those categories are Asian, European, Maori, Middle Eastern, Latin American, or 

African (MELAA), New Zealander, and Pacific Islander. This categorization is consistent with 

Thomas’ dimensions of ethnicity (see section 3.4.3). Thomas states that ethnicity can be associated 

with a specific territory. Another justification comes from Hofstede’s Cultural Index (HCI). 

According to the HCI, countries in the same region share almost identical cultural values (see 

appendix A). For example, Asian countries share similar cultural values despite variations in 

particular Cultural Dimensions. 

Hofstede argues that culture, as the software of the mind, is learned from childhood. This period is 

very important for building one’s character. Based on this argumentation, this researcher developed 

a question that captures the country in which respondents spent their childhood. This information 

can also assist in the determination of the ethnicity of respondents in cases in which they state their 

ethnicity as being in more than one ethnic group.    

With regard to policies, the UoA has a University Travel Plan that shows its commitment to the 

promotion of more sustainable transport modes. The use of the UoA students and staff as sample 

frame automatically controlled the effect of policies on respondents. The effect of urban form is 
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measured by distance from home to the UoA as the respondents’ principal location for their 

activities. This question is open-ended and the respondents are asked to identify the suburb in which 

they live so that the researcher can measure the distance from the UoA and its relationship to their 

travel behaviour. 

 

6.4 Analysis Tools 

As in many other studies of travel behaviour, this study uses statistical analysis in determining the 

relationship between cultural values and travel behaviour and attitudes towards transport modes. The 

use of statistics is very common to obtain information through the manipulation of numbers 

(Henkel, 1976). A statistical approach is used in this study because of the necessity for determining 

the relationship (signs and strength) between two variables. There are many statistical analysis 

techniques that the researcher could have used to assess the relationship between independent and 

dependent variables. The reason for this is because this study applies a theory-driven approach in 

which a researcher must know something first to learn something else (Achen, 1982). In using 

assumptions that are developed by exploring concepts, it needs to be proven as to whether those 

assumptions can be accepted or rejected. In order to test his assumptions, the researcher used tests 

for significance including chi-square and correlation tests. Two variables have a relationship if chi-

square or correlation tests yield a significant value (< 0.05). Chi-square is usually followed by cross-

tabulation. Chi-square and Spearman correlation were used to determine the relationship between 

cultural values and travel attitudes. 

One of the most powerful tools in statistical analysis is regression. Regression can be used to 

determine the causal relationship between two or more variables (multivariate analysis) (Schroeder, 

Sjoquist, & Stephan, 1986). Regression also allows comparing the relative effects of different 

independent variables. Two types of regression were used in this research: linear and logistic 

regression. With regard to regression analysis, the coefficients of the independent variables were 

evaluated according to three criteria: (1) the sign of the coefficient, (2) its magnitude, (3) its 

statistical significance. Logistic regression was used to model the likelihood of people with different 

cultural values choosing public transport or private cars. The relationship between two variables will 

be considered significant if p values are < 0.05. The sign of the coefficients shows whether 

independent variables are negatively or positively correlated to dependent variables. It is expected 

that the signs will vary across independent variables. The magnitude of the relationship is also 

expected to vary. Magnitude can show how strongly independent variables affect dependent 

variables. 
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6.5 Pilot Survey 

Once the questionnaire had been constructed, it was tested to find out if it fulfilled the requirements 

for a good questionnaire, including the use of simple language with ease of understanding that does 

not lead or threaten the respondents and is not double-barrelled. With regard to the wording of the 

questionnaire, this was discussed with a linguist at the UoA Student Learning Centre and with other 

colleagues. Once the wording had been completed, the questionnaire went for pilot testing. The pilot 

surveys were conducted from March 2011 to April 2011. The first pilot test involved 17 respondents 

from different ethnic groups and varying levels of education. The respondents were chosen 

selectively in order to understand how respondents with differing socio-demographic characteristics 

would respond to the questions. The chosen respondents were expected to mirror those in real 

survey conditions.  

In the first pilot test respondents from the New Zealand and European ethnic groups were more 

concerned about the clarity of the instructions than were other respondents. Their main feedback 

involved suggestions for clarifying the questions to enable them to be more easily understood. For 

example, with regard to household size information, some asked which household – their household 

in New Zealand or that in their country of origin? Initially, on the questionnaire there were no 

additional instructions remove this uncertainty; instructions were then added to improve the clarity 

of the questions. 

The respondents, especially the New Zealanders, seemed to opt for a multi-mode choice of travel. 

They generally used both private cars and public transport for one trip. For example, they drove with 

their friends/parents to the UoA and used public transport to return to home. A category that 

captured a mixed-mode was then added to the questionnaire. Many of the respondents also thought 

that the questionnaire needed a heading for each section. It was important to distinguish sections 

from each other so that respondents knew whether they were currently completing the travel 

behaviour section or the cultural values section. The layout of first-design questionnaire was also 

criticized by respondents as “not appealing”. In response to that criticism, the questionnaire layout 

was changed using Survey Monkey. 

After replies from eight respondents, changes were made based on the feedback received. The 

researcher also made an evaluation with regard to the necessity of the questions. As a result, some 

questions were excluded from the questionnaire; this was mainly because they were questions that 

did not make much of a contribution to the research. For example, with the questions on household 

size it was decided not to include questions that ask how many people aged 17–49 and 50–60 are in 
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a respondent’s household. It was realised that by asking for the total number of people in the 

household and also number of children (age 15 years old or under) and elderly (61 years and over) 

would provide information about number of people in a household between the ages of 16 and 60. 

The question pertaining to car availability was also changed. The researcher found that the original 

question did not produce the information that was needed. The researcher therefore developed a 

question that asked how many cars were available in a respondent’s household. This question does 

not only relate to the availability of car(s) but also to their quantity. The question relating to the 

number of times in a typical week a respondent travelled for the purpose of accompanying children 

or an elderly person was also changed. Since the escorting of children and the escorting of the 

elderly are two separate issues, the original question relating to this subject was divided into two 

separate questions. The question relating to the number of times a respondent visits community 

facilities was also amended. The original question did not reveal the relationship between cultural 

values and travel behaviour. Thus, the question was reworded to enquire as to how many times a 

respondent attended community activities during the course of one week. This question reflects one 

of the characteristics of the individualism-collectivism dimension.   

Q27 in the original questionnaire was also altered. Rather than asking the respondent’s opinion, it 

was decided to ask for information relating to their attitude. Q30, Q31, and Q32 were also changed. 

In the original design only “yes” or “no” categories were used to capture people’s attitudes. It was 

later realized that bipolar data could not capture attitudes that are neutral or only in partial agreement 

or disagreement, and a five-point Likert scale was used instead. Some statements in Q30, Q31, and 

Q32 were excluded because the information gleaned by them was covered in other questions and 

was not suited for use in a questionnaire without filter questions. For example, the presence of 

children had been covered in questions relating to household size. Furthermore, enquiring about the 

presence of children to respondents who lived in a household without the presence of children would 

result in the collection of meaningless data. Furthermore, the number of statements in Q33 was 

decreased from six to three. The researcher realized that three statements were sufficient to reveal 

attitudes towards the instrumental and non-instrumental value of a car.  

With regard to procedure, respondents often asked why the questionnaire had questions on cultural 

values. It is important that, at the start of a survey, research surveyors explain comprehensively the 

purposes of the research and do not depend solely on the Participant Information Sheet (PIS) that is 

given to respondents. Some of the respondents, especially women from a particular ethnic group, 

felt uncomfortable being interviewed by an interviewer of different gender. It was therefore 
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considered important that, in the process of recruiting research surveyors, a fifty-fifty split in the 

gender of the surveyors be aimed for. 

After the first evaluation, the revised questionnaire was submitted for a second pilot test. Nine 

respondents were recruited from a variety of socio-demographic backgrounds. Respondents in the 

second test did not give much feedback. One major change this time involved residential location. 

The researcher realized that information relating to region/ward does not contribute to the research 

because it is not as detailed as information relating to the suburb in which a respondent lives. The 

question was altered by narrowing its focus to the respondent’s suburb only and making it open-

ended.     

Another major change to the questionnaire after the second pilot test was the transferral of the socio-

demographic questions from the last part of the questionnaire to the second part. It was anticipated 

that if a respondent had to leave in the middle of the survey or they refused to answer questions 

relating to cultural values, at least their socio-demographic data would have been obtained, in 

particular their ethnicity. The pilot surveys also revealed that surveys required 20–25 minutes to 

complete when using interviews and 15–20 minutes when self-administered.  

The third pilot study involved testing the online version of the survey. There were seven respondents 

involved. The respondents were contacted via social media and, if they agreed to participate, the 

survey link was then sent to them. The main purpose of the third pilot test was to test the filtering 

questions. For example in Q15, if a respondent chose “No” or “I don’t know” then they would be 

directed to Q17 by the system. The filtering questions worked perfectly and could reduce the time 

taken to complete the survey. This pilot test highlighted a problem with regard to incomplete 

questionnaires, however. One of the respondents did not complete the survey because they had 

something else to do. Survey Monkey, however, still counted it as a response even though the 

respondent did not go through all the questions. When sending invitations by email it is important 

that respondents are asked to finish the questionnaire in one attempt. 

Analyses of cultural values were not conducted because of the limited number of participants; thus it 

was impossible to conduct an ANOVA analysis. However, based on a comparison of average scores 

the researcher found differences in participants’ cultural values, especially between New Zealanders 

and Asians (Southeast Asian).
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6.6 Ethics 

The subjects in this research are the research participants’ whose rights and welfare have to be 

considered when conducting social research. There is an obligation for the social scientist to respect 

their respondents’ rights and privacy. Anonymity and confidentiality are two main issues relating to 

ethics (Frankfort-Nachmias & Nachmias, 2000). According to UoA rules, all research that involves 

human participants has to obtain ethics approval from an appropriate committee. This research was 

conducted in the UoA which meant it would have to gain ethics approval from UoA Human 

Participants Ethics Committee (UAHPEC). This study obtained two ethics approvals: the first one 

was for a pilot survey, and the second for the actual survey. The reference numbers for the first and 

second approvals are 2011/010 for the first, and 2011/294 for the second.  

 

6.7 Procedure of Survey: When and How? 

6.7.1 Paper-based survey 

The survey took five typical working days to complete, from 10 October 2011 to 14 October 2011, 

with four professional surveyors assisting, two male and two female. To ensure the surveyors 

conducted a high-quality survey, a two-hour instruction session was held at the start of the survey to 

explain its aims and procedures to the surveyors. On the first day of survey, the researcher shadowed 

the surveyors to ensure that they conducted the survey correctly. At the end of each day during the 

survey period, the researcher and surveyors held an evaluation and debriefing session to ensure that 

all the survey’s procedures and targets were on the right track. The surveyors reported on how they 

were conducting the survey and what problems had arisen during the conducting of the survey. The 

surveyors also made a note of how many people they had asked to participate, how many of those 

asked did participate, and how many refused to participate. Every day the research surveyors 

deposited the completed questionnaires into the survey box that had been provided in the 

Architecture Library. The researcher collected the questionnaires from the box each day and then 

numbered them.   

The surveyors gathered the responses randomly from participants in the selected public spaces 

within the UoA. They approached potential participants randomly and introduced themselves, at the 

same time explaining the purposes and procedures of the research and handing the respondents a 

PIS. Participation was entirely voluntary, and respondents could withdraw at any time during the 

survey. If the respondent agreed to participate, the surveyors gave them the questionnaire which 

could be completed with the assistance of the surveyor. The survey participants came from UoA 
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students and staff and were from diverse demographic backgrounds. Inputting data from the 

questionnaires into SPSS was conducted solely by the researcher.   

The number of people who participated in the paper-based survey totalled 580, of which 490 

(84.5%) were students and 90 (15.5%) were staff members. The distribution of gender was almost 

even: 50.2% were women and 49.8% men. The majority of participants were Bachelor’s students. 

The response rate for the survey was 49.7% (the total number of students and staff members 

approached was 1167). This response rate is low compared to a similar study by Khan and 

Mohhammadzadeh (2011), which achieved a response rate of over 80%. Their study applied the 

same method as this study (paper-based) and used the same population. The timing and the length of 

the questionnaire might have affected the response rate. This survey was conducted in the middle of 

October 2011, when lectures were coming to an end. This was a busy time for students studying for 

examinations. This may have affected their willingness to participate. This possibility is supported 

by the surveyors’ reports. They reported that the main reason students refused to participate was 

either that they were busy studying for a test and/or that they would have a class in a few minutes. 

On the other hand, Khan and Mohhammadzadeh’s survey was conducted in the middle of a semester 

when students were not so busy. The length of the questionnaire could also have influence the lower 

participation percentage achieved in this study. The questionnaire has more than 70 questions and 

according to the pilot studies, it took a minimum of 15 minutes and a maximum of 25 minutes to 

complete. This is five times longer than for Khan and Mohhammadzadeh’s survey. Thus, this fact 

may have affected the response rate. This is also supported by the surveyor’s reports. The surveyors 

reported that the respondents often refused to participate because the questionnaire was too long.  

The results from the paper-based survey did not achieve the minimum sample size and the 

representativeness of the staff members and postgraduate students did not meet that of the actual 

population and so the backup plan to use an online survey was carried out.  

6.7.2 Online survey 

As noted above, the online survey used Survey Monkey as online survey platform. The online 

survey was started on 25 October 2011 and was closed on 31 January 2012. The respondents were 

randomly chosen based on the contact lists compiled by the researcher from the UoA website. The 

chosen respondents were sent an e-mail invitation which explained the reasons why they had been 

chosen. A link to the survey was also embedded in the invitation, which had an advertisement and a 

PIS attached to it. If the respondents chose to participate, they could access the online survey by 

clicking the link. If they decided not to participate, they could ignore the invitation. In the e-mail 
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invitation, the researcher asked respondents to ignore the invitation if they had already participated 

in the paper-based survey. There was a chance of a respondent accessing the survey link on more 

than one occasion, and this could affect the validity of the survey. Fortunately, Survey Monkey 

provides a tool to prevent a respondent from completing an online survey twice from the same 

computer.  

During the survey period, the researcher sent an e-mail to remind respondents about the survey, 

excluding those who had informed the researcher that they did not want to participate. After the 

survey had closed, an acknowledgement e-mail was sent to participants to inform them that the 

survey had been closed and to thank them for their participation. The results of the survey were 

transferred from the Survey Monkey database to SPSS for data analysis. Some adjustments were 

made to the format of the data to make it consistent with the paper-based data. 

The online survey succeeded in obtaining 177 completed questionnaires from the 708 people 

invited, representing a 25% response rate. This response rate is considered low, but is acceptable for 

an online survey (McElroy, 2002). Thirty-eight (21.6%) of participants were postgraduate students 

and 138 (78.4%) were staff members, and one person did not specify his/her activity status. The 

participant educational level for the online survey was higher than for the paper-based survey: 

almost 48% respondents had PhD degree and more than 25% had a Master’s degree. The gender 

distribution was slightly different from that of the paper-based survey: 52.3% were men and 47.7% 

women.  

It may have been difficult for respondents to identify the distance from their home to the UoA and 

thus, in order to deal with this problem, one of the survey questions asked the respondents where 

they were living. From the data pertaining to where a respondent lived, the distance from the UoA 

could be measured with the use of Google Maps. 

Table 6.7 shows that the results from the paper-based survey are more likely to reflect the UoA 

population’s socio-demographic characteristics than those from the online survey. Around 89% of 

the UoA population were students and the rest were staff, and 43% of the population were men and 

57% were women. The age characteristic was also supported by data from Universities NZ that 

(Radloff, 2010) states that the majority of university students are 25 years old or under. With regard 

to educational level, 25.6% of the UoA population were postgraduate students and 74.4% were 

undergraduate students. From the paper-based survey, it was found that around 74% of student 

respondents had high school as their highest educational level; this implies that they were 

undergraduate students. 
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In addition, the results from the online survey showed that staff respondents were over-represented. 

This is understandable because the sampling frame for the online survey consists of staff members 

and postgraduate students whose names were collected from the UoA website. The over-

representation of staff members affected other variables such as age, income and educational level. 

The age of the respondents could be distributed almost equally into five age groups, a PhD level 

education was the most prevalent for educational level, and almost 90% of the respondents have 

income of more than NZ$50,000 per annum (see Table 6.5) 

Table 6.5 Preliminary results 

  
Paper-based Online 

Frequency Valid (%) Frequency Valid (%) 
Activity 
Status 

Students 490 84.5 38 21.6 
Staff 90 15.5 138 78.4 
Total 580 100.0 176 100.0 

Gender Male 289 49.8 92 52.3 
Female 291 50.2 84 47.7 
Total 580 100.0 176 100.0 

Age 17-29 years 492 84.8 28 16.0 
30-39 years' 33 5.7 40 22.9 
40-49 years' 25 4.3 35 20.0 
50-60 years' 19 3.3 44 25.1 
61 or more 11 1.9 28 16.0 
Total 580 100.0 175 100.0 

Educational 
Qualification 

High school 365 63.0 2 1.1 
Diploma 23 4.0 10 5.7 
Bachelor 114 19.7 32 18.2 
Master 55 9.5 45 25.6 
PhD 17 2.9 84 47.7 
Other 5 .9 3 1.7 
Total 579 100.0 176 100.0 

Income NZ$   5,000 or less 302 52.6 3 1.8 
NZ$   5,001-  $ 10,000 101 17.6 0 0.0 
NZ$ 10,001 - $ 20,000 52 9.1 3 1.8 
NZ$ 20,001 - $ 30,000 21 3.7 13 7.6 
NZ$ 30,001 - $ 50,000 41 7.1 21 12.3 
NZ$ 50,001 - $ 100,000 45 7.8 88 51.5 
More than NZ$ 100,001 12 2.1 43 25.1 
Total 574 100.0 171 100.0 

               Source: Own surveys (2011) 

For the ethnicity variable, 33 ethnic groups were identified from the paper-based survey and the 

respondents to the online survey defined their ethnicity as one of 7 groups. The ethnic groups that 

had the highest percentages in paper-based survey were the Asian group followed by New 

Zealanders and Europeans. In the online survey, Europeans were the highest percentage followed by 

New Zealanders and Asians. For the country of origin variable, 53 countries were stated as the 



6.8 Data processing 

116 
 

 

respondents’ countries of origin in the paper-based survey. Forty-six of the respondents did not state 

their country of origin. New Zealand, India, Malaysia, China and the United Kingdom were the top 

five countries of origin for respondents. The online survey revealed 27 countries as places where 

respondents had spent their childhood. New Zealand was the most common country followed by the 

United Kingdom and Australia. 

 

6.8 Data Processing 

The questionnaire responses were inputted into SPSS by the researcher. Each response had to be 

assigned a numerical code before it could be entered into SPSS. All responses from the close-ended 

questions were pre-coded. The responses at the top of the list for each question were coded 1; the 

next was coded 2, and so on across the page.  

Q2. Why did you choose to live there? 

1 Near to work/study   2 Closeness to relatives or friends    3 Affordability   4 Location/lifestyle 

5 Closeness to public transportation   6 Safety and security   7 other 

For questions that had an “other” category, the researcher scanned through the responses searching 

for common themes. If responses had the same theme as an existing category they would be 

included in that category, otherwise a new category was developed. For example, some respondents 

stated that they chose to live in particular location because they had lived there from their childhood. 

That answer was interpreted as: they lived there because it was closer to their friends and relatives. It 

was then categorized as “closeness to relatives or friends”. Two new categories from Q2 were 

developed based on similar themes: “live with my family” and “close to children’s school”. Open 

questions such as Q1 were post-coded (coded based on the similarity of the responses from 

respondents).  The most common suburbs in which respondents lived were identified, such as the 

CBD for those who lived in Auckland Central, Mount Roskill, Manukau, North Shore, etc.  

After the data input was finished, the data set was checked independently for data input errors which 

could distort the result of the analysis. To find errors, the researcher used a screening technique. 

This could be easily achieved in SPSS by using descriptive statistics. If an error was found, it was 

cross-checked with the original questionnaire and then amended. Furthermore, to ensure the data 

was of good quality there was a thorough quality control check by a professional in which all of data 

entered was crossed checked against the original questionnaires.
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6.9 Pre-Analysis  

6.9.1 Initial analysis of the data 

Data from the paper-based and online surveys were merged into one data set. The original data sets 

from the paper-based and online surveys were maintained to help the researcher track the changes 

that had been made to the merged data set. Table 6.6 shows the overall results for socio-

demographic characteristics plus the variable relating to distance from respondent’s home to the 

UoA. Distance was an additional variable in the study that was based on the information that 

respondents gave on their residential location. Using Google Maps, the distance from respondents’ 

homes to the UoA could be estimated. The route distance and not the radial distance was used 

because the former is more precise. After calculating the distance, the distance variable was 

categorized into three zones: 1 km or less (zone 1), more than 1 km to 8 km (zone 2), and more than 

8 km (zone 3). The zones were developed based on an estimation of walkable distance, cyclable 

distance and motorized preferable distance (Shannon et al., 2006).     

For statistical reasons, the ethnicity variable was collapsed into four categories. Ethnic groups that 

had only a few members were incorporated into larger groups. Maori are the indigenous ethnic 

group in New Zealand (“Aotearoa” in Maori), but were included in the Pacific Islander category 

based on certain considerations. First, as Polynesian people they have the same ancestry. This is 

shown in the similarity of physical appearance between Maori and Pacific Islanders. Second, in 

everyday life Maori and Pacific Islanders are very close. These two considerations may make them 

share similar cultural values. Respondents who chose the “other” option and did not specify their 

ethnicity were categorized based on their “country of origin” information. 
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Table 6.6 Results of the surveys after merger 

  Freq. 
Valid 

%   Freq. 
Valid 

% 
Activity 
Status  

Staff 228 30.2  Income NZ$ 5,000 or less 305 40.9 
Student 528 69.8  NZ$ 5,001 – $ 10,000 101 13.6 
Total 756 100.0  NZ$ 10,001 - $ 20,000 55 7.4 

Gender Male 381 50.4  NZ$ 20,001 - $ 30,000 34 4.6 

Female 375 49.6  NZ$ 30,001 - $ 50,000 62 8.3 

Total 756 100.0  NZ$ 50,001 - $ 100,000 133 17.9 
Age 17-29 years 520 68.9  More than NZ$ 100,001 55 7.4 

30-39 years' 73 9.7  Total 745 100.0 

40-49 years' 60 7.9  Ethnicity Asian 260 34.3 

50-60 years' 63 8.3  European 204 26.9 

61 or more 39 5.2  New Zealander 227 30.0 
Total 755 100.0  Pacific Islander 66 8.7 

Educational 
Qualification 

High school 368 48.6  Total 757 100.0 

Diploma 33 4.4  Distance 1 km or less 83 11.0 

Bachelor 149 19.7  1.01 km to 8 km 209 27.7 

Master 102 13.5  More than 8 km 463 61.3 

PhD 103 13.6     
Total 755 100.0     

Source: Own surveys (2011) 

The Middle Eastern, Latin American and African (MELAA) categories are inadequate for use in this 

study. According to the HCI, people from the Middle East and Latin America have different cultural 

values. People from Africa, especially white South Africans, also have very different cultural values 

from the people of the Middle East. Using the MELAA category can cause a bias in analysing the 

cultural values of this group. Another reason for breaking down the MELAA group and 

incorporating respondents in this category into larger groups is the number of cases that were 

inadequate for complex statistical analyses. Respondents from this category were included in other 

ethnic groups based on information of their country of origin. They were categorized into an ethnic 

group that has similar cultural values with their country of origin. For example, in the HCI, white 

South Africans have similar cultural values to those of European countries. In this study, therefore, 

white South Africans were included in the European ethnicity. According to the HCI, Middle 

Eastern people they have similar cultural values to those in Asian countries. People who specified 

themselves as being Middle Eastern were therefore included in the Asian group. There were three 

respondents in the MELAA group who were originally from South America. According to the HCI, 

South American countries have similar
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 values to Asian countries. Based on the consideration that the South American group had only three 

cases and a similarity in values to the Asian group, these respondents were included in the Asian 

category.  

People who described themselves as Samoan or who came from a Pacific nation were included in 

the Pacific Islands ethnic group. Indians, Pakistanis and Bangladeshis were included in the Asian 

category because they are part of the continent of Asia. In addition, a person who described his/her 

ethnicity as belonging in more than one ethnic group (for example Samoan and New Zealander) was 

categorized based on his/her country of origin. If his/her country of origin was Samoa, he/she was 

categorized as a Pacific Islander.  

Each respondent in the educational level’s “other” category was incorporated into an appropriate 

category. To decide which category was appropriate, information from other characteristics was 

used. For example, one respondent who stated “other” as their educational level was a member of 

staff aged 40–49 who had an income NZ$50,001–$100,000. Other respondents that had similar 

characteristics were investigated and it was found that their average educational level was PhD. 

Thus it was concluded that the “other” respondent had a PhD degree. 

6.9.2 Non-response bias 

Non-response rates and non-response bias are important issues that affect the validity of the data 

obtained from surveys (Hox & Leeuw, 1994). If the non-response is not random, the results of the 

surveys may be biased (Groves, 2002). The most common methods used to assess non-response bias 

are (1) comparing response rates across subgroups (age, ethnicity and gender), and (2) comparing to 

similar estimates from other sources (Groves, 2006). In this study, the non-response rate was 

assessed based on reports from surveyors. This method was used because the survey did not have a 

perfect sample frame; the sample frame was developed based on location and time. The reports were 

used to assess whether there was a particular sub-group in the sample that has a tendency to refuse 

to participate in the survey.  

Generally, the surveyors reported that the main reason why students refused to participate was 

because they were busy studying or had a class in a few minutes. 

“Most of the respondents refused because they just did not have the time to complete it as they had a 

class to go to” (Surveyor A, female). 

“They had class in a few minutes” (Surveyor B, male). 

“Not enough time to fill it out” (Surveyor C, male). 
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For staff respondents, the main reason was given was similar to the students’. 

“Most staff asked to come back at a particular time or just said no” (Surveyor D, female). 

The surveyors also reported that generally gender, age and ethnicity did not affect willingness to 

participate in the survey.  

“All participants were usually willing and easy to approach no matter what their gender, age or 

ethnicity” (Surveyor B, male).  

This was supported by another surveyor who reported “generally the main difference was just 

whether someone was busy or not” (Surveyor C, male). However, surveyors also reported that 

students were easier to approach than staff members. This occurred because staff members were 

busier than students. 

“Staff (members) were slightly more difficult to approach, generally because they were busier” 

(Surveyor C, male). 

“I found that the students (were) easier to approach” (Surveyor A, female)  

Based on the reports from surveyors, it is fair to assume that the non-response rate bias in the face-

to-face survey would not affect the results. Meanwhile, it is impossible to assess the non-response 

rate bias for the online survey by comparing response rates between sub-groups (based on age, 

gender and ethnicity) because the sample frame used in the online survey did not provide data on the 

socio-demographic characteristics of individuals. 

With regard to the item non-response bias, an overview of the questionnaire items was conducted 

using descriptive statistics. Items in the questionnaire that had data missing were mainly cultural 

values items. The maximum percentage of missing data was 3% (STO 6 item) (see Table 6.7).  

Cross-tabulation and chi-square tests were performed to determine whether socio-demographic 

characteristics influenced the missing data. For the purposes of the study only three socio-

demographic characteristics were used: activity status, gender, and ethnicity. Other characteristics 

such as age, income, and educational qualification were not included because the variables have 

been represented by the activity status variable. Staff members have higher incomes, are older, and 

have higher educational qualifications than students. Chi-square tests demonstrated that only the 

activity status variable (student/staff members) had a significant effect on people who answered the 

items and who did not (for example, item STO 6: chi-square = 10.622, p = 0.02). This consistent 

with the surveyor reports that staff members were more difficult to approach than students. Overall, 

based on the analysis of both items and unit non-response, it is fair to conclude that the issue of non-
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response bias does not seem to have a significant impact in this research. Meanwhile, the non-

response (missing values) for cultural values items were replaced by the average values of the items. 

After tidying up the data and assessing the non-response bias, the data was then ready for further 

and, more advanced, analyses. The next chapter discusses the results and findings from the surveys. 

Table 6.7 Missing data of cultural values items 
Item Valid Missing Per cent 

 
Item Valid Missing Per cent 

PD 1 743 14 1.8% 
 

MAS 4 740 17 2.2% 
PD 2 743 14 1.8% 

 
MAS 5 739 18 2.4% 

PD 3 743 14 1.8% 
 

MAS 6 738 19 2.5% 
PD 4 742 15 2.0% 

 
IDV 1 737 20 2.6% 

PD 5 741 16 2.1% 
 

IDV 2 741 16 2.1% 
UA 1 741 16 2.1% 

 
IDV 3 740 17 2.2% 

UA 2 741 16 2.1% 
 

IDV 4 743 14 1.8% 
UA 3 742 15 2.0% 

 
STO 1 736 21 2.8% 

UA 4 742 15 2.0% 
 

STO 2 735 22 2.9% 
UA 5 740 17 2.2% 

 
STO 3 737 20 2.6% 

MAS 1 742 15 2.0% 
 

STO 4 735 22 2.9% 
MAS 2 739 18 2.4% 

 
STO 5 736 21 2.8% 

MAS 3 740 17 2.2% 
 

STO 6 734 23 3.0% 
                    Sources: Own surveys (2011) 
                      PD: power distance, UA: uncertainty avoidance, MAS: masculinity-femininity 
                     IDV: individualism-collectivism, STO: short- and long-term orientation 
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CHAPTER 7 

SOCIO-DEMOGRAPHIC AND TRAVEL DISTANCE CHARACTERISTICS 

OF ETHNIC GROUPS 

 

In the last section of chapter 6, the overall characteristics of respondents were presented. The group 

of respondents was dominated by students aged 17–25 years with an income level of $5,000 or less 

and their highest level of education was high school. In this chapter, in order to analyse their socio-

demographic patterns, respondents are grouped into ethnic groups. Understanding ethnic group 

characteristics will help us to explain cultural values and travel behaviour differences. The literature 

review in chapter 3 noted that travel behaviour is affected by socio-demographic characteristics. The 

socio-demographic characteristics in this research are limited to gender, age, income, educational 

level, household size, and the presence in households of children and older people. Also included is 

distance between home and campus variable.    

The discussion about distance characteristics of ethnic groups is in the first section of the chapter. 

This section discusses how far the members of ethnic groups live from the university campus. The 

second section discusses socio-demographic characteristics of ethnic groups and the last section of 

the chapter shows correlations between variables involved in the analysis. 

 

7.1 Distance  

With regard to distance from home to the University of Auckland (UoA) city campus, this study 

utilizes three zones: distance of 0–1 km from home to the UoA (zone 1); distance of 1–8 km (zone 

2); and distance of more than 8 km (zone 3). Figure 7.1 shows that the Asian population group had 

the highest percentage of respondents living in zone 1 (around 20%) followed by the European 

group (around 8%), Pacific Islander (around 7%), and New Zealander (approximately 5%) groups. 

The European group had highest percentage (31%) of its members living in zone 2. The New 

Zealander and Pacific Islander groups followed with almost 30% and around 29%. Asian 

respondents had the lowest percentage (around 23%) of respondents living in this zone. With regard 

to zone 3, the New Zealander (around 65%) and Pacific Islander groups (63% or less) recorded the 

highest percentage of respondents, followed by the European (60%) and Asian (almost 59%) groups.  

The above findings are supported by the 2006 Population and Dwellings census data (Statistics New 

Zealand, 2007). At the time of the census, there was a cluster of Chinese and Koreans immigrants, 
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particularly students, dwelling in the CBD. This is reflected in the high percentage of Asian 

respondents living in the CBD. According to the 2006 census, a cluster of Asians, and in particular 

Indians and Chinese, was recorded as dwelling in Southwest Auckland, especially in the suburbs of 

Mount Albert and Mount Roskill. These are areas located approximately 6–7 km from the UoA. 

Another major population cluster for Chinese runs in a band from Pakuranga/Howick through the 

East Tamaki corridor; this is over 8 km from the UoA. The 2006 census also found that a fairly high 

percentage of Koreans dwelt on the North Shore. North Shore City and its surrounding suburbs are 

over 8 km distant from the UoA. This information is reflected in the survey results which record a 

high percentage of Asians as being resident in zones 2 and 3. 

 

 
 
 
 
 
 
 
 
 
 

Figure 7.1 Distance from home to the UoA 
Source: Own surveys (2011) 

In this study, a large number of Pacific Islander respondents were recorded as living in zone 3. This 

finding is also similar to the results of the 2006 census, which shows that Pacific Islanders 

residential locations are concentrated in Manukau City and its surrounding suburbs, approximately 

18–22 km from the CBD. Furthermore, around 12% of Pacific Islander respondents were based at 

the UoA Tamaki campus (see Figure 7.2). They may have chosen to live in zone 3 because it is 

nearer to the Tamaki campus. The distance between the Tamaki and city campuses is approximately 

12 km.  

The European population was spread throughout the region but notable concentrations include 

Orewa, the Whangaparaoa Peninsula, the North Shore Bays, Devonport, the Manukau Harbour coast 

of Waitakere City, and parts of Howick (ARC, 2006). All the above suburbs are further than 8 km 

from the CBD, with the exception of Devonport. 
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Figure 7.2 Locations for respondents’ principal activities  
Source: Own surveys (2011) 

With regard to the reasons for choosing to live in particular areas, almost 50% of the Pacific Islander 

respondents stated either “closeness to relatives/friends” or “living with the family” as their main 

considerations (see Figure 7.3). Around 35% of Asian respondents stated the same reasons. 

Conversely, the majority of European and New Zealander respondents stated “location/lifestyle” 

was their main reason for living in their chosen areas. The Pacific Islander group recorded the 

smallest percentage of respondents who gave “location/lifestyle” as their main reason for living in 

their chosen area. Furthermore, all ethnic groups showed similar percentages for the “near to 

work/study” reason, ranging from 20% (Asian and New Zealander) to around 23% (European and 

Pacific Islander). On the other hand, less than 5% of respondents in each ethnic group stated 

“closeness to public transport” as their main reason why they chose to live in an area. 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 7.3 Reasons for choosing residential location 
Source: Own surveys (2011) 

 

It is admitted that distance variable could not fully represent urban form variable. One of the 

limitations of distance variable is it cannot capture the geographical burdens of Auckland city. For 



7.2 Socio-demographic characteristics 

126 
 

example, distance from Ponsonby to the campus is only around 2 km. However, geographical 

condition (hilly terrain) makes people prefer using public transport/cars than walking. The distance 

variable also could not explain sprawl urban form that has been a major problem for Auckland 

transportation system.  

 

7.2 Socio-Demographic Characteristics 

With regard to time living in Auckland (Figure 7.4), New Zealander and Pacific Islander groups had 

the highest percentage of respondents who were born and grew up in Auckland (almost 60% in each 

group). For the Asian and European groups, only around 15% and 23% stated that they were born in 

Auckland. Meanwhile, the Asian and European groups were recorded as having the highest 

percentage members living “4 years or less” and “more than 4 years” in Auckland, respectively.   

 

 
 
 
 
 
 
 
 
 

Figure 7.4 Time in Auckland variables 
Source: Own surveys (2011) 

With regard to the activity status variable, Asian and Pacific group respondents have the higher 

percentages of student respondents compared to New Zealander and European groups (see Figure 

7.5). The Pacific Islander group had a slightly higher percentage of respondents recorded as being 

students (almost 83%) than the Asian group (around 82%). Meanwhile, only around 71% of the 

New Zealander and less than 50% of European respondents were students at the time of the survey. 

Of the European respondents, more than 50% were staff members. This percentage is at least twice 

the number of the staff respondents in the other ethnic groups. This figure shows that staff members 

at the UoA are dominated by the European ethnic group. Unfortunately, the UoA has a policy of 

never publishing the ethnicity of its staff members; it only publishes students’ ethnicities (see Figure 

6.2). Therefore there was no data that could be used to cross-reference the staff ethnicity figures.   
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Figure 7.5 Activity status of respondents 

Source: Own surveys (2011) 

The high numbers of staff respondents in the European group affected other factors such as age, 

educational level, and income. Figure 7.6 therefore shows that European respondents were older at 

the time of the survey than the respondents in the other ethnic groups; this is illustrated by the high 

percentage of respondents in the former group that fall into the “30–39”, “40–49”, “50–60”, and “61 

or more” age categories. The finding that academic staff were older is supported by Nana, Stokes, & 

Lynn (2010) who found that around 60% of the academic staff in New Zealand universities were 45 

years of age or older. For the age category 17–29 years, the Pacific Islander group recorded the 

highest percentage of respondents, followed by the Asian and New Zealander groups.  

 

 
 
 
 
 
 
 
 
 
 
 

Figure 7.6 Age groups of respondents 
Source: Own surveys (2011) 

For the educational level variable (see Figure 7.7), the European group recorded the highest 

percentage of respondents possessing a PhD and Master’s degrees at the time of the survey 

(approximately 43%). This is not surprising because the majority of European respondents were 

staff members at the UoA who are highly qualified.14 The Pacific Islander group were recorded as 

having the highest percentage of respondents who had a high school (75%) leaving certificate as 

                                                             
14 In New Zealand, approximately 90% of teaching professionals are tertiary qualified. Over the last 10 years, this  
occupation has seen a shift from a predominance of qualifications at diploma level to Bachelor’s level (Nana, Stokes, & 
Lynn, 2010).   
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their highest qualification at the time of the survey. The Asian group had the highest percentage of 

respondents who had a Bachelor‘s degree as their highest educational qualification (27%).  

 

 
 
 
 
 
 
 
 
 

Figure 7.7 Educational levels of respondents 
Source: Own surveys (2011) 

Because of the high percentage of students’ respondents in the Pacific Islander and Asian groups, 

these groups were recorded as having the highest percentage of people who had an annual income of 

$5000 or less (see Figure 7.8). As predicted, the European group was recorded as having the highest 

percentage of people with an annual income level of $50,001–$100,000 or more than $100,001 per 

annum. However, these figures do not mean that low-income respondents are poor people, because 

many of the student respondents were still supported financially by their parents and so had no 

necessity to work. This phenomenon has also been noted by Statistics New Zealand with regard to 

the number of Asian respondents in the 2006 census as having a low income level (Statistics New 

Zealand, 2007). The possibility that many members of the Asian population in Auckland were 

students may explain why many of the Asian people surveyed for the 2006 census were recorded as 

having a low income (Statistics New Zealand, 2007).    

 
 
 
 
 
 
 
 
 
 
 
 

 
 

Figure 7.8 Income levels of respondents 
Source: Own surveys (2011) 

With regard to gender distribution, the Asian and Pacific Islander respondents were dominated by 

females (almost 60% for Asians and approximately 65% for Pacific Islanders). On the other hand, 
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New Zealander and European respondents were dominated by males (almost 59% for the European 

group and around 60% for the New Zealander group).   

 

 
 
 
 
 
 
 
 
 
 

Figure 7.9 Genders of respondents 
Source: Own surveys (2011) 

With regard to household size (see Figure 7.10), the Pacific Islander group recorded the highest 

percentage (more than 30%) of those living in households consisting of six or more members. More 

than 50% of Pacific Islander respondents also reported that they lived in households with at least 

one child (see Figure 7.11), and approximately 25% reported elderly relatives were also part of their 

household. These figures are similar to the finding of Hall (2008) that Pacific Islanders usually live 

in large-sized households. The Asian group showed the second highest percentage of respondents 

who lived in households of six or more people; it’s also had the second highest percentage of 

respondents with at least one child and/or elderly person living in their household. Meanwhile, only 

around 8% of the New Zealander group and 7% of the European group were living in households of 

six or more people. The majority of European and New Zealander respondents were living in two-

person and four-person households. For the Asian group, the majority of respondents were living in 

three-person and four-person households.    

 

 
 
 
 
 
 
 
 
 
 
 

Figure 7.10 Household size of respondents 
Source: Own surveys (2011) 
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Figure 7.11 Presence of children in households 
Source: Own surveys (2011) 

 

7.3 Bivariate Correlation 

The last part of this chapter attempts to determine correlations between the socio-demographic and 

distance variables in this study. The gender and activity status variables represent categorical data. 

Categorical data cannot be used in correlation or regression analysis. In this research, a dummy 

variable was made for these variables. Dummy variables are used as devices to sort data into 

mutually exclusive categories (i.e. male/female) and are helpful in regression and correlation 

analysis. The number 1 was coded for student and male; 0 for non-student or staff member and 

female. 

Table 7.1 Correlations between variables 

  1 2 3 4 5 6 7 
1. Distance  1.000             

2. Time in Auckland  .269** 1.000           

3. Activity Status .090* .034 1.000         
4. Gender  .007 .039 -.014 1.000       

5. Age  -.074* -.069 -.783** .026 1.000     
6. Education  -.210** -.170** -.635** -.026 .668** 1.000   

7. Income  -.128** -.023 -.777** .061 .766** .699** 1.000 

                       Source: Own surveys (2011) 

The correlation analysis shows that distance and time in Auckland variables were significantly 

correlated, however, the correlation strength was small15 (0.269). Direction of correlation indicated 

that the longer people had lived in Auckland, the more distant from the UoA city campus their 

residential location was. This suggests that the longer they live in Auckland, their understanding of 

the Auckland area improves and thus they have a wider choice of residential locations. According to 

                                                             
15 According to Pallant (2005), coefficients 0.10 to 0.29 are considered small correlation, 0.30 to 0.49 are considered 
medium and 0.50 to 1 are large.  
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rent price statistics in Auckland, the cost of renting apartments/units/houses in the suburbs is less 

than in the CBD and its surrounding areas (Ministry of Business, Innovation & Employment, 2013). 

This fact might affect respondents’ choice to live in suburbs that is far away from the university 

campus. 

As expected, strong correlations were found between activity status and age, income and educational 

level. The correlation co-efficients for those variables range from 0.635 to 0.783. The signs of 

direction were also as expected. This shows that student respondents are more likely to have a lower 

educational level, a lower income, and are likely to be younger than staff respondents. The 

correlation table also shows that older people have a higher income level and a higher educational 

level than those of younger people. The gender variable does not show a significant correlation to 

other variables. This was unexpected because, according to the literature, the gender variable can 

affect income level and, in some cases, may also affect educational level. The women surveyed in 

many studies have frequently been found to have both a lower income and a lower educational level 

than men. The fact that the researcher used UoA students and staff members as respondents may 

have had influenced this finding. Gender equality is one of the main values of the UoA. Women and 

men have equal opportunity to access education and employment and also there is no difference in 

the salaries of women and men. 

The data analysis above has shown that the ethnic groups in this study have differing socio-

demographic characteristics, particularly the European group. This group has older, more highly 

paid and higher educated respondents when compared to respondents from other groups. These 

differences may also influence cultural values; the cultural values of ethnic groups are the subject of 

the next chapter. 
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CHAPTER 8  

CULTURAL VALUES OF SELECTED ETHNIC GROUPS 

 

The previous chapter indicated that the ethnic groups within the University of Auckland (UoA) have 

a variety of differing socio-demographic characteristics. In order to establish whether or not the 

various ethnic groups surveyed held differing cultural values, the data pertaining to cultural values 

were aggregated at the ethnic group level. Following this, the effect of socio-demographic 

characteristics was measured to add to our understanding of what it is that affects cultural values. 

Cultural values are the basis of specific norms that inform people as to what is appropriate or 

otherwise in various situations. According to Lenartowicz and Roth (1999), they can be measured 

using four different approaches. Two of these approaches are the Validated Regional Affiliation 

(VRA) approach and the Direct Value Inference (DVI) approach, which are usually used in 

combination to measure cultural values based on nationality, birthplace, or other geographical 

categories. There are studies that have combined these two approaches and one of the most 

prominent of these is Hofstede’s Cultural Dimensions (1980). Hofstede measured cultural values in 

five dimensions, namely (1) power distance, (2) uncertainty avoidance, (3) individualism-

collectivism, (4) masculinity-femininity, and (5) short- and long-term orientation. Despite the 

considerable use of Hofstede’s work by other researchers, the work has at least one shortcoming: it 

cannot be applied at an individual level. Using Hofstede’s work at the individual level would lead to 

the ecological fallacy.16 To deal with this problem, the Cultural Value Scale (CVSCALE) was used 

in this study. The CVSCALE was developed to measure cultural values at an individual level in 

Hofstede’s five dimensions. Structure of the chapter can be seen in figure below. 

             Part 1                                   Part 2                                  Part 3                                Part 4 

 

 

 

Figure 8.1 Structure of the chapter

                                                             
16 The ecological fallacy, also known as ecological inference fallacy, is a condition where researchers or analysts make 
an inference about an individual based on aggregate data for a group. This can lead to a wrong interpretation of the data. 
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8.1 Hofstede’s Cultural Index  

Hofstede (1980) measured cultural values at country level and, to some extent, at regional level (e.g. 

the Arab countries, East and West Africa). More recently, Hofstede (2010) examined 76 cultural 

values of both countries and regions. Almost all continents and regions (Asia, Europe, Africa, 

Caribbean, Australasia and America) have been studied by Hofstede, with the exclusion of the 

Pacific regions. Data from Hofstede’s Cultural Index (HCI) can be used as a benchmark to predict 

and validate the cultural values of ethnic groups at the UoA.  

In order to use HCI as a benchmark, it is necessary to aggregate HCI data from the basis of country 

to the basis of region, focusing on European and Asian countries. As mentioned in chapter 1, this 

study examines four major ethnic groups’ cultural values: three of the groups were based on region 

(European, Asian, and Pacific Islander) and the fourth group was “New Zealander”. HCI does not 

have cultural values indices for European, Asian and Pacific Islands regions but it does for European 

and Asian countries (see appendix A). In order to establish cultural values indices for the European 

and Asian regions, the HCI was aggregated at regional level. European countries listed in the HCI 

were further categorized into five regions (Western, Middle, Eastern, Northern, and Southern 

Europe); Asian countries were divided into four regions (East, South, South East, and West Asia); 

and the Americas were divided into two categories (North Anglo-American and South American). 

Other regions were the Caribbean, African, and Australasian (Australia and New Zealand). The 

cultural values of all regions were computed to obtain mean values scores for each of their cultural 

values. The regions served as independent variables and five cultural dimensions served as 

dependent variables. The computation used a comparative means technique in SPSS. The results 

show that there is a great variety of regional cultural values (see Table 8.1). 

Based on a post-hoc test, the East European countries (ex-Soviet Union and Yugoslavia) and the 

South European countries (the Mediterranean) all share similar values in all dimensions. Western 

and Middle European countries also share similar values. North European (Anglo-Saxon and 

Nordic-Scandinavian), however, have different values in almost all dimensions when compared to 

East Europeans, except for the masculinity-femininity dimension. North European values do not 

differ greatly from Western and Middle European regions. The differences are only in the 

uncertainty avoidance and short-and long-term orientation dimensions. Overall, almost all European 

countries have low power distance and they are individualistic societies except for Eastern and 

Southern European countries. European countries are relatively moderate in the masculinity-

femininity dimension, except for Middle European societies that show strong feminine values. 
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European societies have strong uncertainty avoidance, except for those from Northern Europe, and 

have long-term orientations, with the exception of the Northern and Southern European regions.  

North America (the United States and Canada) and Australasia (Australia and New Zealand) have 

similar values to those of the Northern Anglo-European countries; this is not at all surprising since, 

in the past, the former were all British colonies. There are still some differences, however. North 

American and Australasian countries are multicultural countries and have been traditional 

destinations of immigrants. This state of affairs may be a factor in why it is that they have slightly 

different cultural values from those of the Northern European region. Anglophile and Francophile 

Canadians have differing values that, overall, cause Canadian cultural values to differ from those 

held in Great Britain. As the European people studied in this research were mainly from Anglo-

Saxon countries, we can use the values of the Northern European region as a reference for the 

European ethnic group at the UoA.  

The cultural values held in the Asian regions are similar to each other. The ANOVA test shows that 

significant difference is shown only in short- and long-term orientation dimension (F = 20.672, p = 

0.000). Results from the post-hoc test demonstrate that all regions in Asia have significantly 

different short- and long-term orientation values, except for those from Southern and South East 

Asia. The difference between these two regions is not significant (mean difference = 0.840, p = 

1.000). Overall, Asian cultural values are high power distance, collectivism, relatively masculine, a 

relatively strong uncertainty avoidance, and a relatively long-term orientation. South America has 

similar values to those of Asian countries, except for short- and long-term orientation (high power 

distance, collectivist, relatively masculine, strong uncertainty avoidance, and short-term orientation). 

This supports the decision to include South American respondents into the Asian category. 

The category “New Zealander” in this study refers to those who are either resident in New Zealand, 

have an affinity with New Zealand, were born in New Zealand, have New Zealand as their 

nationality, or have New Zealand ancestry. The New Zealander ethnic group was introduced by 

Statistics New Zealand in its Census of Population and Dwellings 2006. As is defined in this study, 

“New Zealander” is used to accommodate people who have lived most of their lives here, or were 

born in New Zealand. They are not necessarily Pakeha (European/white people in the Maori 

Language) and “New Zealander” can be applied to people who have Asian, African, or Pacific 

Islander roots. In the HCI, New Zealand cultural values were used as a reference for New 

Zealanders. New Zealand, according to the HCI, has low power distance, is individualistic, 

feminine, has weak uncertainty avoidance, and short-term orientation values. 
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Table 8.1 Regions’ cultural values 
Regions PD IDV MAS UA STO 

West European Mean of values 44,00 67,75 54,67 74,42 64,41 
Std. Deviation 21,570 8,335 17,328 15,465 16,633 

Middle European Mean of values 42,00 63,33 19,33 62,67 72,76 
Std. Deviation 2,000 5,774 10,504 2,517 16,479 

East European Mean of values 75,80 43,40 53,90 83,00 62,31 
Std. Deviation 17,523 18,246 27,094 12,987 12,184 

North European Mean of values 29,33 72,67 31,50 38,50 37,71 
Std. Deviation 6,022 8,779 28,452 13,472 10,812 

South European Mean of values 57,20 49,60 49,40 94,60 45,94 
Std. Deviation 4,868 19,437 14,843 14,588 11,829 

East Asia Mean of values 64,00 25,20 60,40 61,00 85,84 
Std. Deviation 10,296 12,029 21,995 29,942 14,806 

South Asia Mean of values 70,67 27,33 53,67 56,67 49,29 
Std. Deviation 13,650 18,148 3,215 15,275 1,957 

South East Asia Mean of values 80,67 22,00 47,00 38,33 48,45 
Std. Deviation 15,267 6,197 10,178 18,864 17,722 

West Asia Mean of values 68,50 40,50 48,50 70,00 20,59 
Std. Deviation 9,147 4,041 5,260 10,863 12,588 

North America Mean of values 44,33 81,33 53,00 51,33 30,86 
Std. Deviation 8,386 9,074 8,544 7,572 7,303 

South America Mean of values 70,80 23,30 52,60 82,60 24,94 
Std. Deviation 13,088 13,375 14,729 8,784 9,586 

Caribbean Mean of values 57,60 19,00 44,80 69,80 11,34 
Std. Deviation 23,723 12,186 18,458 36,286 8,211 

African Mean of values 68,75 39,75 51,75 61,75 22,05 
Std. Deviation 15,756 20,353 21,156 20,271 9,825 

Oceania Mean of values 29,00 84,50 59,50 50,00 26,95 
Std. Deviation 9,899 7,778 2,121 1,414 8,193 

                Source: Adapted from the HCI  
                (www.geerthofstede.com/research--vsm/dimension-data-matrix.aspx) 
                PD: power distance, UA: uncertainty avoidance, MAS: masculinity-femininity 

      IDV: individualism-collectivism, STO: short- and long-term orientation 
 

A problem for this study was the identification of Pacific Islander values since the HCI does not 

have such data. Nevertheless, according to US health science literature, Pacific Islanders’ cultural 

values are usually associated with those of Asian populations (Cave et al., 2003; McLaughlin & 

Braun, 1998; Synexe Consulting Ltd., 2010; Yee et al., 2007). In this literature, it is suggested that 

Pacific Islander cultural values are more collectivist than individualist (McLaughlin & Braun, 1998; 

Yee et al., 2007). In collectivist societies, many decisions are made not by individuals but by 

families and social groups. Strong support for the concept that the Pacific Islander group has 

collective values also comes from a report by Koloto and Associates Ltd (2007) in which the Pacific 

Islander group in Auckland, New Zealand, is identified as having large-size families, when 

compared to the national norm, extended family living, frequent communal gatherings, and certain 

cultural obligations. These characteristics belong to collectivist societies as described by Hofstede. 

In Pacific Islander families, respect and affection for older family members and a hierarchical family 

structure are the main values that are similar to those indicated in Hofstede’s definition of high 

power distance value. Preserving harmony and environment are also main values in Pacific Islander 

societies. These values are similar to characteristics of feminine societies. Unfortunately, in the 
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literature reviewed there is no mention of the characteristics relating to cultural values that reflect 

uncertainty avoidance or long- and short-term orientation. As mentioned previously, Pacific Islander 

values are often associated with Asian values. This is not surprising because some researchers 

believe that Austronesians (the ancestors of Pacific people) came from Asia, Taiwan in particular. 

Evidence for this has been provided by anthropological researchers including the similarity in 

linguistic vocabulary and customs (Gray et al., 2009). Based on the similarity in ancestry, it is not 

surprising that Pacific Islanders share similar values to those of Asian people. 

Taking all of the above information into consideration, it was anticipated that the Asian ethnic group 

surveyed for the purposes of this research would have relatively high power distance, be collectivist, 

masculine, and hold values of strong uncertainty avoidance and long-term orientation values. The 

New Zealander group would be likely to have relatively low power distance, be individualistic, 

masculine, and to hold values of weak uncertainty avoidance, and short-term orientation. Europeans 

would be likely to have relatively low power distance, be individualistic, feminine, and to hold 

values of weak uncertainty avoidance and short-term orientation. Pacific Islanders would be likely 

to have relatively high power distance, be collectivist, and hold feminine values. It is also 

anticipated that the Asian and Pacific Islander groups would hold similar values in at least four 

dimensions (power distance, uncertainty avoidance, and short- and long-term orientation). 

Meanwhile, it is anticipated that the European group would share similar values with the New 

Zealander group in all dimensions (see Figure 8.2).
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Figure 8.2 The cultural values of regions based on the HCI 
Source: Adapted from Hofstede (2010) 

 

8.2 The Effect of Socio-Demographic Characteristics on Cultural Values 

Another concern is that, even within a cultural group, different people may have different values 

from, and relationships with, one another depending upon their age, gender, socio-economic 

background, and other factors. An ever-increasing number of studies is focusing on the 

consequences of culture, as this study does. On the other hand, culture as a consequence has not 

received much attention (Steel & Taras, 2010). The assumption that both national and individual 

values remain stable over centuries has caused the study of the factors that shape culture to be 

deemed unjustifiable (Steel & Taras, 2010, p. 211). Some studies (see for example Steel & Taras, 

2010; Taras et al., 2010) have shown that personal cultural values and national cultures are shaped 

by individual- and country-level factors. As a consequence of this, the study of culture is important 

in order to add our understanding of how culture is shaped. Other studies have shown that age, 
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gender, educational level and income are some of the factors that can affect people’s cultural values 

(see for example Stedham & Yamamura, 2004; Phinney et al., 2000).  

Age 

Age had been identified as a predictor of cultural values (Steel & Taras, 2010). Young adults and 

older adults appear to hold differing cultural values because of the specific characteristics of their 

age group. Young people, after being closely overseen by their parents in childhood and 

adolescence, tend to celebrate their freedom and become more individualistic. However, when they 

grow older and start to settle down, and either have a family of their own or become part of group of 

colleagues, they tend to become more collectivist (Steel & Taras, 2010; Taras et al., 2010).  

Furthermore, younger individuals are characterized as being more open to change (Khilji, 2004) 

than their older counterparts. Youth is a period when people tend to be more receptive to change, 

and are more eager to try new things than older people and to accept the consequences of their 

actions. In relation to cultural values, these characteristics of youth can be associated with values of 

weak uncertainty avoidance. In addition, young people are also characterized as being full of energy 

and enthusiasm that may result in them being more achievement-oriented than older people (Lyons 

et al., 2005). Achievement-oriented characteristics were identified by Hofstede as belonging to 

masculine societies.  

Frequently, young people are still involved in study and, in consequence, their financial status is not 

yet well-established. This means that their income is relatively low and they are often still dependent 

on the financial support of their parents (Steel & Taras, 2010). Since such young people still depend 

on family support, they are required to put the older people who support them in the top of 

household hierarchy. This causes them to have higher power distance values than those of older 

people. Based on the discussion above, the researcher expected that age would prove to be positively 

related to collectivism and uncertainty avoidance, but that it would negatively correlate to power 

distance and masculine values.   

Income 

In relation to cultural values, researchers often refer to the term, socio-economic status (SES) rather 

than to income. Studies on relationship between cultural values and SES show mixed results. 

Phinney et al. (2000) found that SES does not affect cultural values. Conversely, other researchers 

have found a relationship between economic status and cultural values (Steel & Taras, 2010; Taras 

et al., 2010). The latter found that higher income offers people relative independence and security. 

Independence means they do not have to rely on other people for financial matters and thus 
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enforcing them to have lower power distance values. Furthermore, people with higher SES status are 

more individualistic because they do not depend on other people. Higher SES status is also 

associated with being achievement-oriented, a characteristic of masculine societies. Financial 

security offers people a relatively certain future. On the other hand, due to lower income level and 

possible economic insecurity, low-income people have to rely on the group of which they are a part, 

such as relatives or close friends. Based on this discussion, the researcher anticipated that higher 

income people would be associated with lower power distance and uncertainty avoidance as well as 

higher individualism and masculinity. 

Gender 

Gender has been recognized by scholars as an important variable for countless studies (Stewart & 

McDermott, 2004). Many scholars have conducted studies to examine the differences in HCI values 

scores between male and female respondents. Their findings are mixed in all dimensions. Some 

studies found that gender affects cultural values (see Al-Halabi et al., 2011) whilst others found that 

it does not (Kashima et al., 1995). The differences in these findings can be reconciled by the 

provision of a moderator analysis. Some studies have found that in countries where gender 

inequality is still prevalent, the differences in values between men and women are real. On the other 

hand, in countries where differences in gender equality are almost equal, males and females hold 

almost identical values in all dimensions. Stedham and Yamamura (2004) compared Japan and the 

United States, two countries with different levels of gender equality; they found gender differences 

for power distance values only in Japan, which does not have a long history of gender equality. 

Simeon et al. (2001) reported similar findings; in Asian workplaces, gender role differences were 

found to be significant and in American-based workplaces they were insignificant. Based on the 

aforementioned studies, the researcher anticipates that the effect of gender would be shown to be 

stronger in Asian (masculine societies) than in other ethnic groups in all dimensions.  

Education 

Formal education, a form of communication which involves the exchange of ideas, represents a 

transmission mechanism that is often associated with growth-promoting values. Formal education is 

offered mainly through schooling and since they can be viewed as social institutions with specific 

social goals, schools not only impart skills but also impart an image of ideal students in terms of 

characteristics and behaviour (Akerlof & Kranton, 2002). Some studies have shown that level of 

education may affect a person’s cultural values. As in the case of gender, the strength and direction 

of education on individual cultural values will be moderated by the characteristics of the dominant 

culture. As people pass through an educational system, they are indoctrinated in the existing cultural 
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values (Steel & Varas, 2010). The logic is that people who have received education in a society will 

normalize the values that exist in that society. The higher their education, the easier it is for them to 

normalize these values. In this study, the researcher expected that people with higher education 

status would reflect New Zealand cultural values regardless of their ethnic background. 

Acculturation 

Some researchers have shown that acculturation can affect a person’s cultural values. Acculturation 

can be influenced by many factors, including generation, duration of residence in the host country, 

and age at immigration. The question is: How can acculturation be measured? Some researchers 

measure acculturation using a scale. Arends-Tóth and van de Vijver (2003) developed a scale to 

measure acculturation of immigrants. The scale consists of 22 items which are measured on a five-

point Likert scale. The scale has been used by some researchers who confirm its reliability (see 

Bekker et al., 2011). Another scale that can be used to measure acculturation is Ranieri’s scale, 

which consists of only one item (Herz & Gullone, 1999). However, this scale has not been proved to 

be effective. The use of a scale in measuring acculturation is quite complicated compared to non-

scale measurements such as duration of residence (Salant & Lauderdale, 2003). In this research, 

acculturation was measured by duration of residence in Auckland. It was anticipated that those who 

had lived longer in Auckland would show the strongest tendency to hold cultural values that best fit 

with New Zealand cultural values. 

Furthermore, studies on cultural values of groups within a country indicated that the differences 

between groups are less than cross-national differences. A study by Kwok and Uncles (2005) on the 

effect of cultural values on type of sales promotion in Australia found that the cultural values 

differences between Anglo-Australians and Chinese-Australians were not as big as the differences 

between Australian and Chinese values at a country level. The finding is supported by Inglehart and 

Baker (2000), who in their study on cultural changes in 65 countries found that the differences 

between values held by members of different groups within a society are much smaller than are 

cross-national differences. They also found that culture of a society is not static, but changes over 

time. Earley (2006) in his paper on cultural research paradigm also implied that the differences are 

less extreme at individual level than at country level. Variability across sub-groups causes this 

phenomenon. This condition also questions the appropriateness of measuring culture at aggregate 

level.   
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8.3 Results and Analysis 

8.3.1 Reliability and validity of the scale 

As previously mentioned, this study uses the CVSCALE to measure the cultural values of ethnic 

groups based on Hofstede’s five dimensions. As this study independently measures cultural values, 

the reliability and validity of the scale used in this study needs to be tested. The reliability used here 

is internal consistency reliability. This form of reliability is used to judge the consistency of results 

across items in the same test. There is no specific assumption for conducting a reliability test in 

SPSS. This reliability test is for the whole sample. The first step in the reliability test is to check 

whether or not items on the scale are negatively worded; this is the so-called ordering effect. The 

scale used in this study was developed by other scholars and has been used by many researchers. 

None of them has reported any ordering problems when using the scale. The results of the test 

(inter-item correlation matrix) supported the findings of other studies by not showing any negative 

correlation in relation to any of the dimensions. This shows that none of the items have been 

negatively worded or had any effect on ordering.  

Meanwhile, the Cronbach’s Alpha Coefficient (CAC), a coefficient that reveals the degree of 

internal consistency, varies in the five dimensions. Two dimensions have a CAC of more than 0.7, 

and three dimensions have one of more than 0.8 (Table 8.2). According to Hair et al. (1998), the 

reliability threshold of 0.6 is commonly accepted for a new scale. The CACs from this study 

indicate that the scale has a good internal consistency and are higher than those reported by Kwok 

and Uncles (2005). The items in each dimension are also very closely related. This is shown by the 

variance values. The variance value in each dimension is very low, ranging from 0.006 to 0.009.  

Table 8.2 Reliability tests of four studies 

 
          Sources: Kwok & Uncles (2005), Patterson et al. (2006), Prasongsukarn (2009) 
 
Validity is an important issue for a scale. It is vital for a test to be valid in order for its results to be 

accurately applied and interpreted. It was necessary to test the validity of the scale used in this study 

despite the fact that several studies with an almost identical sample (university students) have 

confirmed the validity of the scale’s construct, taking into consideration the fact that every study has 

its own specific nature. In this research, factor analysis was conducted to test the validity of the 

scale. Factor analysis was chosen because it has the ability to group a large set of variables into a 
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smaller set of factors or components by looking for “clumps” or groups among the inter-correlations 

of a set of variables (Pallant, 2011). Factor analysis has two approaches: explanatory and 

confirmatory. First, an explanatory factor analysis was conducted to explore the interrelationships 

between items on the scale. The 26 items on the CVSCALE were subjected to a principal 

component analysis (PCA) using SPSS, version 20. Prior to performing the PCA, the suitability of 

data for factor analysis was assessed. The Kaiser-Meyer-Olkin value was 0.85, higher than 

minimum recommended value 0.6, and the Bartlett’s Test of Sphericity value was significant (0.00). 

These values show that the data was fit for factor analysis. 

When using Kaiser’s criterion, the eigenvalues in each component are observed. Components that 

have an eigenvalue of more than 1 should be retained for further analysis. From the observation, 

there were six components that showed an eigenvalue of more than 1. This explains the 20.3%, 

13.5%, 9.8%, 6.7%, 5.9% and 4.0% variances, respectively. This means that there are six factors 

than can be used to explain constructs in the scale, and these explain more than 60% of the variance.  

Kaiser’s criterion is not the only method that can be used to decide how many factors should be 

retained; a scree test can also be used for the same purpose. The technique uses a scree plot to decide 

how many factors should be used. This involves plotting each of the eigenvalues of the factors and 

inspecting the plot to find a point at which the shape of the curve changes direction and becomes 

horizontal. Pallant (2011) recommends retaining all factors above the elbow, or break in the plot, as 

these factors contribute the most to the explanation of the variance in the data set. The result of the 

scree test shows that the curve changes direction in the sixth component; this indicates that five 

factors should be used before the curve changes direction (see appendix C). Results from pattern 

matrix show that, with six components, there are some items loaded into more than one component. 

This condition is inadequate for supporting the hypothesis that each component is independent. 

Based on this result, a five-factor solution is preferable.  

After conducting confirmatory factor analysis where a five-factor solution was forced, the results 

showed that these five factors explain 56.3% of the total variance. To ascertain whether the items 

have constructed validity, a factor analysis rotation for the 26 items was conducted using direct 

oblimin. Under the specification of five factors, all items loaded highly on the appropriate factors 

and no item loaded on more than one factor (see appendix C). This result supports the independence 

of the constructs and provides strong empirical evidence of the scale validity.  

The cultural values data show a good reliability and valid constructs; this means that the data are 

appropriate for use in further analyses. In the next chapter, cultural values data are aggregated at 
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ethnic group level to find the statistical means of the ethnic group cultural values. The values of the 

ethnic groups are then compared to each other in order to find the difference in cultural values 

between each of the groups. The next section describes two statistical measurements, ANOVA and 

linear regression. 

8.3.2 Cultural differences between ethnic groups  

For the purpose of cultural values analysis, data were aggregated at ethnic level, into four major 

ethnic groups: Asian, European, Pacific Islander and New Zealander. An average score for each 

cultural dimension is computed for each ethnic group. The score is calculated as the average of the 

individual items for each cultural dimension answered by the respondents in each of ethnic group. 

This approach reflects the flexibility of the CVSCALE in that it not only allows culture to be 

measured at the individual level but also allows it to be analysed at the appropriate aggregate level 

(Kwok & Uncles, 2005). The average scores are compared to classify the relative cultural values of 

the four ethnic groups on each dimension.  

In this research, analysis of variance (ANOVA) was used to explore the impact of ethnicity on 

cultural values. ANOVA was chosen because more than two groups were being compared. 

Ethnicity, as an independent variable, was divided into four groups: Asian, European, New 

Zealander and Pacific Islander. The five cultural value dimensions – power distance, individualism-

collectivism, masculinity-femininity, uncertainty avoidance, and short- and long-term orientation – 

served as the dependent variables in the analysis. There are two methods of analysis that can be used 

to examine ethnic group difference in cultural values: a one-way ANOVA, or a one-way 

multivariate ANOVA (MANOVA). In this analysis, MANOVA was the better tool because there 

were five dependent variables to be considered. A series of one-way ANOVA analyses could have 

been conducted for each of the dependent variables; however, this would have caused the analysis to 

be vulnerable to type 1 error. One of the general assumptions for ANOVA/MANOVA is that the 

population from which the samples have been taken is normally distributed. In the social sciences it 

is often found that scores on the dependent variables are not distributed normally. Some researchers 

agree that the violation of this assumption should not cause any major problems if the sample size is 

more than 30. Preliminary test results show that Box’s test of equality of variance has a p-value of 

less than 0.05, which violates the assumption of homogeneity of variance. Meanwhile, Levene’s test 

for equality of variance shows a p-value > of 0.05, which means it can be assumed that equal 

variance is present, except for the uncertainty avoidance dimension, which has a p-value < 0.05. 

However, as mentioned previously, if there is a sample size of over 30, then any violations of 

normality and equality of variance that may exist will not matter too much (Pallant, 2011; 
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Tabachnick & Fidell, 2007). Wilks’ Lambda value of 8.685, which has a p-value of 0.000, indicates 

that there is a statistically significant difference between ethnic groups in terms of their overall 

values.     

Table 8.3 Mean Values of ethnic groups cultural values 
  PD UAI IDV MAS SLO 

Asian Means of values (std. deviation) 1.93 (0.665) 3.90 (0.594) 3.43 (0.690) 2.56 (0.956) 4.05 (0.484)   Number of sample = 257 
European Means of values (std. deviation) 1.70 (0.641) 3.43 (0.711) 3.24 (0.678) 2.03 (0.862) 3.88 (0.496)   Number of sample = 197 
New Zealander Means of values (std. deviation) 1.83 (0.621) 3.60 (0.568) 3.22(0.600) 2.22 (0.911) 3.86 (0.448)   Number of sample = 216 
Pacific Islander Means of values (std. deviation) 1.90 (0.707) 3.98 (0.763) 3.56 (0.686) 2.13(0.945) 4.13 (0.522)   Number of sample = 65 

F-value 5.551 26,596 7.824 13.873 10.230 
p-value 0,001 0,000 0,000 0,000 0,000 

The effect size 0.02 0.11 0.03 0.06 0.05 
Source: Own surveys (2011)         
PD: Power Distance, UAI: Uncertainty Avoidance, IDV: Individualism-collectivism, MAS: Masculinism-
Feminism, SLO: Short-long term orientation 

    Number in the brackets shows standard deviation 
 
The results of the MANOVA show that, although based on conventional statistical standards, the 

absolute cultural values differences between ethnic groups were small, there were statistically 

significant differences between the four ethnic groups in all of the cultural dimensions, as 

determined by one-way MANOVA (see Table 8.3, in which all dimensions show a p-value < 0.05, 

suggesting that the differences were statistically significant). Furthermore, the effect size17 varies 

across dimensions. Power distance, individualism-collectivism, and short- and long-term orientation 

all show a small effect size; masculinity-femininity shows a medium effect size and uncertainty 

avoidance shows a large effect size. As the majority of effect sizes were shown to be small or 

medium, it makes sense that quite small differences in cultural values can become statistically 

significant.  

A post-hoc analysis (see appendix D) revealed that the Asian group’s cultural values were different 

(in terms of statistical significance) from those of the European group in all dimensions and differ 

from the New Zealander group in almost all dimensions, with the exception of power distance. On 

the other hand, Asians shared similar values in all dimensions with Pacific Islanders. New 

Zealanders and Europeans also shared similar values in four dimensions; they only had different 

values in the uncertainty avoidance dimension. Meanwhile, Pacific Islanders have significant 

                                                             
17 An effect size is the strength or magnitude of the difference between two sets (groups) of data for the same population. 
The larger the effect size the bigger the differences between groups. Effect size is a different concept to statistical 
significance. An effect size coefficient is not generated by SPSS; it has to be calculated based on the sum of the square 
that ANOVA table provides. 
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differences to Europeans and New Zealanders in three dimensions; uncertainty avoidance, 

individualism-collectivism, and short- and long-term orientation.  

Using the average split value in each dimension and the results from the post-hoc analysis, Asians 

and Pacific Islanders, as hypothesized, were shown to have relatively high power distance, strong 

uncertainty avoidance, and collectivist and long-term orientation values when compared to New 

Zealanders and Europeans. For the masculinity-femininity dimension, Asians have a relatively 

masculine value and Pacific Islanders, along with New Zealanders and Europeans, have a feminine 

value (see Figure 8.3) 

There are some differences in cultural values between HCI (Figure 8.2) and the results of this study 

(Figure 8.3). The most significant differences were New Zealand values. In the HCI, New Zealand 

has low power distance, masculine, weak uncertainty avoidance and collectivist and in this study, 

New Zealand has high power distance, feminine, weak uncertainty avoidance and individualist. This 

might be affected by a fact that New Zealand population has changed dramatically in the last four 

decades.
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Figure 8.3 Cultural values of the ethnic groups surveyed  
(Source: Own surveys, 2011) 

8.3.3 Socio-demographic effects on cultural values 

The second analysis carried out in this chapter is the effect of socio-demographic characteristics on 

cultural values: Do members of societies have different cultural values based on their socio-

demographic characteristics? Before starting the analysis, a preliminary analysis was conducted to 

determine the relationship between the variables. In this analysis, correlation was used to determine 

the strength and direction of relationship between dependent and independent variables. Five 

cultural dimensions served as dependent variables and the selected socio-demographic 

characteristics served as independent variables. Based on the literature review, the socio-

demographic variables included in this analysis were age, educational level, gender, income, and 
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time in Auckland. A change was made for the gender variable to make it suitable for this analysis 

and further analyses. The gender variable used a dummy variable (1 = male, 0 = other).  

Table 8.4 presents the bivariate correlations among variables. The majority of correlations were 

statistically significant; this did not come as a surprise given the large sample size. However, the 

correlation coefficients indicated weak correlation for all variables. Significant correlations were 

found between the majority of socio-demographic variables and cultural values variables. An 

exception was for the time in Auckland variable. This variable was only significantly correlated with 

masculinity-femininity values. These correlations indicate that gender positively correlated to power 

distance, individualism-collectivism and masculinity-femininity, and negatively correlated to 

uncertainty avoidance and short- and long-term orientation values. The age, education, and income 

variables negatively correlated to all dimensions. Meanwhile, time in Auckland negatively 

correlated only to the masculinity-femininity value.  

Table 8.4 Correlations between cultural values and  
socio-demographic characteristics 

  
Power 
Distance 

Uncertainty 
Avoidance 

Individualism-
Collectivism 

Masculine-
feminine 

Short and 
Long 
Term 

Time in Auckland -0.042 -0.026 -0.006 -.103** -0.035 
Gender .096** -.110** .134** .202** -0.065 
Age -.222** -.249** -.082* -.152** -.104** 
Educational qualification -.176** -.277** -.143** -.179** -.109** 
Income -.230** -.284** -.173** -.230** -.132** 
**. Correlation is significant at the 0.01 level (2-tailed).                     Source: Own surveys (2011) 
*.   Correlation is significant at the 0.05 level (2-tailed). 

This correlation analysis provides basic information for the next stage of analysis, which assesses 

whether members of ethnic groups have different cultural values or not. A two-way MANOVA 

analysis was used for determining the cultural value differences between members of the four ethnic 

groups. Socio-demographic variables were used as covariates in these analyses. However, only time 

in Auckland and age and gender variables will be used for the purposes of future analyses. Income 

and educational level variables were not included in this analysis because the nature of these 

variables is represented by the age variable.   

Table 8.5 presents the values of the statistical means and the standard deviation that were extracted 

from the two-way MANOVA analysis. For the Pacific Islander group, the standard deviation values 

for “elderly” were not available because there was only one case that fitted into this age group; it 

also meant that the “elderly” in this group was excluded from the MANOVA analysis. The table 

demonstrates that the interaction effect between ethnicity and age is only significant for uncertainty 

avoidance values (F = 3.037). This indicates that there is a significant difference in the effect of age 

on uncertainty avoidance values for members of ethnic groups. When ethnicity was collapsed, 
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however, the age variable significantly affected power distance (F = 4.446) and uncertainty 

avoidance values (F = 4.814). This indicates that respondents of different ages have differing power 

distance and uncertainty avoidance values. Table 8.6 shows that the younger respondents had higher 

power distance and stronger uncertainty avoidance values than those of the older respondents. 

Overall, Wilks’ Lambda tests indicated that the age groups had different values (F = 2.264, P = 

0.013) and Wilks’ Lambda of 1.286 with a p-value of 0.137 indicated that the interaction between 

ethnicity and age does not affect cultural values significantly.   

Table 8.6 presents the results from the MANOVA analysis that examined the effect of gender 

differences on cultural values within ethnic groups. The gender variable was found to significantly 

affect power distance, individualism-collectivism, and masculinity-femininity values. This indicates 

that female and male respondents had different values in those three dimensions. Table 8.6 also 

demonstrates that male respondents showed higher power distance, weaker uncertainty avoidance, 

and more masculine values than the female respondents. Meanwhile, the interaction effect between 

ethnicity and gender (ethnicity x gender) was found to be insignificant in all dimensions. This means 

that, within ethnic groups, female and male members had similar values. These findings were also 

supported by results from Wilks’ Lambda test that indicated an insignificant interaction effect 

between ethnicity and gender (F = 0.500, P = 0.942).   

Table 8.7 presents the results from the MANOVA analysis for the assessment of time in Auckland 

effect on cultural values within ethnic groups. Wilks’ Lambda test indicates that the time in 

Auckland variable has a significant effect on cultural values (F = 1.956, P = 0.035) and that the 

interaction effect between ethnicity and time in Auckland (ethnicity x time in Auckland) had an 

insignificant effect on cultural values. This indicates that there was no significant difference in the 

effect of time in Auckland on cultural values for members of ethnic groups. More specifically, the 

time in Auckland variable has a significant effect on power distance (F = 3.866) and masculine-

feminine values (F = 5.774). Table 8.7 demonstrates that people who have lived in Auckland for less 

than four years have higher power distance and more masculine values than those who have lived 

there for more than four years or who were born and grew up in Auckland. Meanwhile, the effect of 

interaction between ethnicity and time in Auckland is insignificant for all dimensions. This indicates 

that, statistically, there is no difference in cultural values between members of ethnic groups that 

have lived in Auckland for less than four years and those who have lived there for more than four 

years or who were born, and grew up, in Auckland.   
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Table 8.5 Means and standard deviation of members of ethnic groups by age 

  

Asian European New Zealander Pacific Islander F-values  

Early Middle Elderly Early Middle Elderly Early Middle Elderly Early Middle Elderly 
Age Ethnicity Ethnicity*

Age 
Power Distance M 1.953 1.864 1.500 1.861 1.496 1.256 1.901 1.632 1.513 1.897 2.267 1.000 4.446* 1.493 1.117   SD 0.686 0.459 0.707 0.659 0.548 0.381 0.625 0.602 0.467 0.719 0.231 n.a 
Uncertainty Avoidance M 3.896 3.950 3.700 3.587 3.230 2.969 3.698 3.194 3.441 3.997 3.533 4.800 4.814** 8.026** 3.037*   SD 0.606 0.498 0.424 0.688 0.577 0.914 0.520 0.680 0.516 0.763 0.503 n.a 
Individual-collective M 3.464 3.207 3.667 3.240 3.201 3.365 3.275 3.000 3.123 3.541 3.611 4.500 1.548 3.436* 0.961   SD 0.695 0.635 0.236 0.666 0.621 0.882 0.619 0.520 0.571 0.689 0.536 n.a 
Masculine-Feminine M 2.582 2.420 2.750 2.177 1.745 1.986 2.308 1.870 2.047 2.133 2.500 1.000 1.367 2.303 0.882   SD 0.955 0.977 0.354 0.931 0.638 0.750 0.956 0.730 0.647 0.933 1.090 n.a 
Short-Long Orientation M 4.057 4.012 3.667 3.917 3.802 3.898 3.882 3.773 3.792 4.142 3.722 4.667 2.250 1.298 0.724   SD 0.488 0.456 0.236 0.460 0.425 0.823 0.448 0.464 0.401 0.524 0.255 n.a 

   **. Correlation is significant at the 0.01 level (2-tailed).         M   = mean of values 
   *.   Correlation is significant at the 0.05 level (2-tailed).         SD = standard deviation 
  Source: Own surveys (2011) 

Table 8.6 Means and standard deviation of members of ethnic groups by gender 

  
Asian European New Zealander Pacific Islander F-values  

Female Male Female Male Female Male Female Male Gender Ethnicity Ethnicity*Gender 
Power Distance M 1.8795 2.0252 1.6048 1.7786 1.7178 1.9154 1.8930 1.9130 5.413* 6.747** 0.413 SD .61104 .72880 .63167 .64367 .55840 .65456 .71893 .71051 
Uncertainty 
Avoidance 

M 3.9364 3.8505 3.5339 3.3548 3.5956 3.6173 4.0140 3.9391 2.12 23.541** 0.566 SD .55154 .64685 .64374 .75210 .54214 .59274 .80047 .68340 
Individualism-
Collectivism 

M 3.3150 3.6106 3.1230 3.3330 3.1152 3.3013 3.4930 3.6812 14.256** 10.511** 0.389 SD .70277 .63566 .64828 .68199 .55695 .63204 .66446 .71934 
Masculine-
feminine 

M 2.3560 2.8621 1.7801 2.2239 2.0147 2.3731 1.9477 2.4783 35.089** 18.578** 0.372 SD .86960 .99185 .80032 .86373 .87432 .92303 .85488 1.00542 
Short and Long 
Term 

M 4.0444 4.0561 3.9146 3.8696 3.8833 3.8437 4.1627 4.0725 0.961 9.032** 0.259 SD .51185 .44330 .42411 .54289 .43276 .45822 .50269 .56144 
        **. Correlation is significant at the 0.01 level (2-tailed).         M   = mean of values 
        *.   Correlation is significant at the 0.05 level (2-tailed).         SD = standard deviation 
      Source: Own surveys (2011) 
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Table 8.7 Means and standard deviation of members of ethnic groups by time in Auckland 

  

Asian European New Zealander Pacific Islander F-values  
< 4 
years 

> 4 
years 

born and 
grew up in 
Auckland 

< 4 
years 

> 4 
years 

born and 
grew up in 
Auckland 

< 4 
years 

> 4 
years 

born and 
grew up in 
Auckland 

< 4 
years 

> 4 
years 

born and 
grew up in 
Auckland 

Time  Ethnicity Ethnicity
*Time 

Power 
Distance 

M 2.061 1.871 2.026 1.839 1.639 1.732 1.885 1.780 1.854 2.325 1.810 1.858 3.866* 5.532** 0.496 SD 0.720 0.630 0.690 0.688 0.616 0.652 0.586 0.638 0.625 0.800 0.660 0.705 
Uncertainty 
Avoidance 

M 4.062 3.824 3.954 3.473 3.381 3.503 3.585 3.485 3.682 4.200 4.180 3.842 0.873 25.369** 1.659 SD 0.541 0.615 0.538 0.704 0.740 0.660 0.344 0.613 0.577 1.090 0.632 0.725 
Individualism
-Collectivism 

M 3.543 3.398 3.429 3.091 3.291 3.282 3.391 3.151 3.231 3.379 3.383 3.689 1.055 5.158** 1.567 SD 0.699 0.685 0.699 0.708 0.679 0.623 0.678 0.524 0.633 0.738 0.678 0.666 
Masculine-
feminine 

M 2.863 2.481 2.436 2.085 2.005 2.071 2.404 2.099 2.258 2.844 2.013 2.046 5.774** 10.735** 1.026 SD 0.881 0.963 0.954 0.987 0.806 0.886 1.039 0.814 0.944 0.778 0.821 0.979 
Short and 
Long Term 

M 4.104 4.031 4.038 3.890 3.889 3.884 3.927 3.818 3.868 3.792 4.298 4.118 0.187 6.226** 1.363 SD 0.545 0.446 0.533 0.473 0.545 0.400 0.458 0.419 0.461 0.609 0.443 0.515 
**. Correlation is significant at the 0.01 level (2-tailed).              M   = mean of values 
*.   Correlation is significant at the 0.05 level (2-tailed).              SD = standard deviation 
Source: Own surveys (2011) 
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8.4 Discussion 

European cultural values, as expected, reflect North-European values (low power distance, weak 

uncertainty avoidance, individualism, feminism, and short-term orientation). Significantly, the New 

Zealander ethnic group has relatively higher value scores in all dimensions than the European ethnic 

group. This may be caused by the heterogeneity in the New Zealander respondents, especially with 

regard to the background of their cultural roots. Interestingly, some respondents who had Asian 

roots (were born in Asia) described their ethnicity as “New Zealander”. There were many second-

generation immigrant respondents from Asia and the Pacific Islands who also described themselves 

as “New Zealander” because they were born in New Zealand.18  

Those second-generation immigrants who describe themselves as New Zealanders but who live in 

ethnic enclaves (live near to their relatives) continue to be exposed to the cultural values of their 

country of origin. Schiefer et al. (2012) found that a first or second-generation immigrant who lives 

in an ethnic enclave displays a weaker fit to the receiving country’s cultural values; this is due to the 

additional exposure to the cultural values of the country of origin. It was therefore not surprising that 

New Zealanders’ (especially non-Pakeha respondents) cultural values were somewhere between 

European and Asian/Pacific Islander cultural values. Although such respondents showed a similar 

cultural orientation to Europeans, they had a higher score in those values that reflect Asian or Pacific 

Islander values. 

The finding raises a question about the HCI data: Is HCI still relevant for use at the present time, 

especially in countries or societies where the population has dramatically changed over the past 40 

years? The HCI was developed in the early 1970s using IBM employees as a sample. At that time 

New Zealand was dominated by European immigrants (they comprised three-quarters of the 

population). It is possible that, when Hofstede conducted his survey, the majority of his respondents 

were of European-British ancestry. This caused New Zealand values to reflect the values of Great 

Britain. Forty years after Hofstede’s survey, the New Zealand population has changed significantly. 

The change started in the early 1970s when New Zealand received many new immigrants from 

Australia, the United States, and Pacific Island countries. In the late 1980s, Asian immigrants started 

flooding into New Zealand under 1987 Immigration Act. For the purposes of comparison, the 

Pacific Islander population was only 1.5% in 1970 but had increased to 7% by 2006. The Asian 

                                                             
18 Statistics New Zealand defines “New Zealander” as a term that refers to tenure in New Zealand, affinity with New 
Zealand, being born in New Zealand, nationality, and ancestry.  A second generation of immigrants in New Zealand can 
describe their ethnicity as New Zealander because they were born and/or have lived in New Zealand for a long period of 
time. 
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population was only 5% in 1996 and increased to 10% within a decade. The changes in population 

structure may not alter cultural values at a national level, but at an individual or ethnic group level 

such changes inevitably have an effect, as this study indicates.   

Based on the discussion above, it is important to reconsider the use of the HCI in the New Zealand 

context, especially for Auckland. Auckland is the most multicultural city in New Zealand. 

According to 2006 census, the European ethnic group only contributed around 50% of Auckland’s 

population, well below the national average (around 70%), and the Asian group contributed around 

17% of Auckland’s population, the highest across New Zealand cities. The Pacific Islander group 

contributed 13% of Auckland’s population, also the highest for all cities in New Zealand (Statistics 

New Zealand, 2007). The continued use of the HCI as a benchmark in multicultural cities such as 

Auckland to assess people’s needs will arguably only leads to the production of false information. 

The fact that ethnic groups in the UoA have a variety of cultural values results from the high 

diversity of the population, indicating the pressing need for a study of cultural values of the ethnic 

groups who live in Auckland City. 

With regard to the effect of socio-demographic characteristics on cultural values, the correlation 

analysis in this study indicates that gender variable has a relatively small correlation in almost all 

values. In addition, the MANOVA analysis indicates that gender differences with regard to cultural 

values were only found in the power distance, masculinity-femininity, and individualism-

collectivism dimensions. Meanwhile, within the ethnic groups, the differences between male and 

female respondents with regard to cultural values were insignificant. New Zealand is a society that 

has a long history of gender equity. In September 1893, New Zealand was the first country to allow 

women to vote and this signalled the country’s direction in its promotion of gender equality. 

According to Steel and Taras (2010), in countries where gender equity has been a main value, the 

values difference between men and women is not significant. This study provides evidence that 

concurs with that hypothesis. Even though male and female respondents had almost identical values, 

the signs of correlation coefficients and descriptive analysis from MANOVA indicated that male 

respondents had higher power distance, were collectivist, and more masculine than female 

respondents. A tendency for male respondents to have higher power distance values is not 

surprising. Men always benefit in high power distance societies because they tend to have more 

powerful positions compared to women.19 This makes them tend to maintain such values. A similar 

pattern is shown in the masculinity-femininity dimension. Men tend to have more masculine values 

                                                             
19 Hofstede found that the power distance dimension correlates positively to the masculinity-femininity dimension. This 
means that in high power distance societies men tend to have more powerful positions than women. 
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because this can maintain their domination over women. Women, however, tend to have opposite 

values (low power distance and feminine values) because these values can assist them in gaining 

equal rights with men. A study of Korean immigrants’ cultural values in the United States found 

similar findings (Yee, DeBaryshe, Yuen, Kim, & McCubbin, 2007). The study found that Korean 

women are likely to be weaker in upholding their cultural values because their traditional values put 

them in a position of disadvantage compared to men. According to the study, Korean women 

assume that traditional values are not in their favour and that makes them less strong in practising 

their values. Korea is a country that has high power distance and masculine values. Korean women 

have a tendency to show low power distance and feminine values as a manifestation of their 

resistance to values that favour men more than women. 

With regard to age variable, the correlation analysis demonstrated age variable was negatively 

correlated with values. Meanwhile, the MANOVA analysis indicated that the age variable only 

affects power distance and uncertainty avoidance values. For interaction between ethnicity and age, 

this was only significant in the case of uncertainty avoidance values. The high power distance and 

masculine values of younger people were not surprising because, as mentioned previously, the 

dependency of young people on older people, in terms of financial matters, causes them to have a 

high regard for older people. Furthermore, the young people in the study can be characterized as 

high-achievement-oriented, which is a characteristic of masculine society. 

The tendency for the younger respondents in this study to have strong uncertainty values was 

surprising. Young people are characterized as being more open to change and more accepting of 

unfamiliar risk, which are characteristics of weak uncertainty avoidance. The background of the 

younger respondents might have influenced this result; almost all of them were university students. 

The UoA has high standards and requires all of students to follow those standards in order to 

complete their study. The risk of failing their course of study might force students to be less tolerant 

to unfamiliar risk that could cost them in achieving poor grades. In this type of situation, students 

show strong uncertainty avoidance by strictly following complying with university regulations and 

standards. 

The MANOVA and correlation analysis also found that younger people (student respondents) had 

collectivist values. This finding was unexpected also because other studies on cultural values show 

that younger people have individualist values. The fact that the younger respondents in this study 

were students could be used to explain this phenomenon as well. The learning process in universities 

requires students to work together with their peers. Interdependency between students results in a 

collective mind-set. Furthermore, the collectivist culture of students has been identified in a travel 
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behaviour study at a Thailand university (Limanond, Butsingkorn, & Chermkhunthod, 2010). The 

study found that the students tended to share their vehicular resources with their fellow students. 

The majority of the students who did not have vehicles borrowed a friend’s vehicle or got a lift from 

their friends to and from the university. A tendency to share resources indicates a collectivist value. 

The young people in this research were shown to have long-term orientation values, which is not 

surprising. High power distance and masculine values have a linear relationship to long-term 

orientation values (Hofstede, 1991). As the younger people in this study had high power distance 

and masculine values it was expected that they would also have the long-term orientation values. 

Educational level functions as moderator variable in this study, as does the gender variable. The 

higher the educational level, the more similar people’s cultural values are to the values of the host 

country. In this research, the host country is New Zealand. New Zealand has low power distance, 

weak uncertainty avoidance, is individualist, and has feminine and short-term orientation values. 

The correlation analysis indicated that the higher the educational level, the lower the respondent’s 

power distance, the weaker their uncertainty avoidance, the greater their individualism and 

femininity; they also had a lower score on short-term orientation values.   

The income variable also had negative correlations to all dimensions of culture. As expected, 

respondents with higher income levels showed lower power distance and weak uncertainty 

avoidance and they had the tendency to be more individualistic. With regard to masculinity-

femininity values, the results were unexpected, however. This study found that high-income people 

tend to have feminine values rather than the masculine values found in some other studies. High-

income people are characterized as being high-achievement-oriented, which is a characteristic of a 

masculine culture. The background of the high-income respondents, who were mainly UoA staff 

members, had a role in producing this result. The UoA has values that respect gender equality and 

environmental sustainability, which are characteristics of feminine culture. Staff members are in the 

frontline in terms of upholding the UoA’s values. This condition explains why the high-income 

respondents in this research tended to have feminine values. 

For the time in Auckland variable, the theory states that the longer people have lived in the host 

country the more strongly they will reflect stronger cultural values fit in with those of the host 

country. In this study, the host country is New Zealand. This means that the longer the respondents 

had lived in Auckland, the more they were expected to have lower power distance, weaker 

uncertainty avoidance, and more individualist, more feminine and more short-term orientation 

values than the other respondents. The time in Auckland variable shows statistically insignificant 

correlations to almost all cultural values except masculinity-femininity values. The results from the 
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MANOVA analysis support the results from the correlation analysis, finding that the time in 

Auckland variable also affects power distance values. The reason why time in Auckland only 

correlated with the masculinity-femininity dimension is because the gender equality value, which is 

an important issue in the masculinity-femininity dimension, has been adopted into formal law in 

New Zealand. The Human Rights Commission Act 1993 states that discrimination against people in 

a number of areas of life, including gender, is considered as a serious offence (New Zealand 

Legislation, 2011). This condition forces immigrants to adapt to feminine values. 

This chapter has supplied information with regard to the cultural values of ethnic groups at The 

UoA. The survey results show that the four major groups (Asian, European, New Zealander and 

Pacific Islander) have different cultural values. Socio-demographic characteristics were found to 

play a role in affecting cultural values. This means that, even within ethnic groups, members may 

have differing cultural values that are based on their socio-demographic characteristics. For 

example, student respondents in each ethnic group demonstrated higher power distance values, 

strong uncertainty avoidance, and collectivist and more masculine values. In the next chapter, 

different ethnic groups’ cultural values are used to explain the differences in people’s attitudes in 

relation to transport mode and their travel behaviour.
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CHAPTER 9 

ATTITUDES OF SELECTED ETHNIC GROUPS TOWARDS TRANSPORT 
MODES 

 

In the previous chapter, the differences between the values of selected ethnic groups at the 

University of Auckland (UoA) were discussed. Using the data on cultural values analysed there, in 

this chapter the attitudes towards modes of transport of people from different cultural backgrounds 

are presented. A statistical test using ANOVA with post-hoc analysis showed that the four ethnic 

groups (Asian, European, New Zealander and Pacific Islander) in this study have differing cultural 

values. From the data patterns, Europeans and New Zealanders show many similarities in their 

cultural values: they have low power distance, are individualistic, feminine, and possess short-term 

orientation values. Asian and Pacific Islanders also show similarities in their cultural values: they 

have high power distance, strong uncertainty avoidance, are collectivist, and have long-term 

orientation values. The reliability and validity tests showed that the scale that was used to measure 

cultural values is reliable and that the constructs are valid.  

In this chapter, data analyses of people’s attitudes towards transport modes are conducted at two 

different levels, those of ethnic group and individual. There are 13 dependent variables for testing 

the relationships between cultural values and travel attitudes. 

With regard to the structure of this chapter, the first part develops assumptions based on an 

extensive review of existing transport studies. The second part then conducts analyses of people’s 

attitudes towards transport modes, both at the ethnic group and individual levels. A discussion of the 

results comprises the third and final part of the chapter. 

 

9.1 Cultural Values and Transport 

As far as can be ascertained, only a few studies have been published that examine the relationships 

between travel behaviour and cultural values. One of those rare studies is by Gaygisiz (2010). 

Gaygisiz used Hofstede’s cultural dimensions and Schwartz’s cultural values to explain the 

differences in road fatality rates in 46 countries. Other studies come mainly from the field of tourism 

(see e.g. Gallarza & Gil Saura, 2006; Hough & Hassanien, 2010; Xu et al., 2009). Many of these 

tourism studies have used only one or two of Hofstede’s dimensions to explain people’s travel 

behaviour in relation to tourist journeys. Because of the general lack of relevant literature, this study 

employs an exploratory method to examine the relationships between cultural values and attitudes 
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towards transport modes. Cultural values in this study are divided into Hofstede’s five measurable 

dimensions: power distance, uncertainty avoidance, masculinity-femininity, individualism-

collectivism, and short- and long-term orientation. 

9.1.1 Power distance and transport studies 

The dimension of power distance relates to the degree of willingness of a culture to accept status and 

power differences among its members. In other words, power distance shows the consequences of 

inequality of power and authority relationships in society (Hofstede, 1991). High power distance 

societies are characterized by large power gaps between groups. For example, the relationships 

between government and citizen, parents and children, older and younger people, teachers and 

students are unequal. In high power distance societies, the first mentioned groups in each pair (i.e. 

government etc.) have greater superiority compared to those mentioned last (citizen etc.). This 

makes the superior groups dominate the inferior. One of the forms of domination is control over 

access to resources. In high power distance households, parents and/or older people have better 

access to household resources than younger household members. 

In relation to transport and power distance values, Gaygisiz (2010) found that in countries with high 

levels of corruption and inefficiently governed institutions, road users are more free to deviate from 

rules because law enforcement is uncertain, while in countries with well-governed institutions the 

road users are less free to deviate from the normative behaviour described in their highway codes. 

High levels of corruption and inefficient institutions are characteristics of high power distance 

societies. The level of corruption is high in high power distance societies because citizens do not 

have opportunities to do “checks and balances” for the government. Good quality governance would 

reduce the effects of hierarchical values and would treat all citizens equally, which is a characteristic 

of low power distance societies.  

Apart from the Gaygisiz’s study, no research could be found that specifically looks into the 

relationship between power distance and travel behaviour. However, there are many transport-

related studies that used different countries as case studies that can be used as a basis for the 

development of assumptions relating to power distance and travel attitudes/perceptions. A study by 

Gwilliam (2002) in selected developing countries found that women, young people, and the elderly 

suffer from lack of transport access because they do not have the highest priority in using household 

vehicle resources. Car/vehicle use is prioritized for working people who, in high power distance 

societies, are dominated by men. The women in these developing countries do not have the same 

access as men to employment, and even in cases where there is access for women to employment, 
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they tend to engage in informal and low-paid employment. In developing countries, the patriarchal 

structure still dominates.  

Gwilliam’s findings are supported by other studies relating to transport and social exclusion. These 

studies found that women, young people, and the elderly were excluded from activities because they 

did not have access to a transport system, especially those who lived in low-income households (see 

Kenyon et al., 2003; Litman, 2003; McDonagh, 2006; Preston, 2009; Preston & Raje, 2007; Social 

Exclusion Unit, 2002). The groups that suffered most were the women, young people, and the 

elderly from minority groups. Their limited transport access was found to be caused not solely by 

economic limitations but also by cultural factors that place them as the last priority in the use of 

household resources.  

On the other hand, some researchers have found that the gap between groups, especially men and 

women, in access to cars has narrowed in the past few years (Vance, 2004; Best & Lanzendorf, 

2005). Certain factors have been proposed to explain this phenomenon. One such factor is the 

increase in women’s participation in the labour force; this means that cars have become more 

accessible and affordable for them. Unfortunately, cultural factors have not been used to explain this 

phenomenon. 

Vance (2004) and Best and Lanzendorf’s (2005) studies were based in Germany, a country that has 

a low power distance culture (see appendix a). Meanwhile, the developing countries in which 

Gwilliam conducted her study generally had high power distance cultures. In Germany, women have 

relatively equal positions to men. For example, the responsibility for household activities is 

distributed equally between men and women. This enables the high participation of women in the 

labour force. As Gwilliam’s study indicates, this phenomenon is not found in high power distance 

societies. These findings suggest that cultural values play a role in affecting access to cars or other 

vehicles.  

Assumption 1a: In high power distance societies, the top priority for use of 

vehicle resources is for older people/parents/working people; whereas, in 

low power distance societies, everyone has the same opportunity.  

Another characteristic of the power distance dimension is that, in high power distance societies, 

people tend to avoid tension with others, particularly if they are required to confront people in a 

higher position. As a result, people will try to find another way to solve problems even though it 

may require more time and resources. In relation to this characteristic, some researchers used culture 

to explain communication failure in an airplane cockpit that resulted in a plane crash (Helmreich, 

1994; Merritt, 2000). The researchers used power distance to explain the cause of a plane crash. A 
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miscommunication between the air controller and the pilot, who came from different cultural 

backgrounds, was one of the reasons given for why the plane had crashed. The pilot was originally 

from Colombia, a country that has a high power distance culture. When the New York air controller 

asked him to queue using a commanding tone of voice, the pilot followed the instruction despite the 

fact that his plane had a low fuel level. The pilot did not attempt to confront the air controller’s 

decision to put the plane on hold. In high power distance cultures, using an authoritative tone in 

communication with other people is considered impolite and represents anger. This situation caused 

the pilot to feel pressurized into accepting the air controller’s decision. He did not try to negotiate 

with the air controller, preferring to wait until the controller gave a clearance to land the plane. The 

air controller was from America, a country with low power distance culture. An authoritative tone is 

not considered impolite in low power distance societies. The controller did not realize that the tone 

of his voice would be considered by the pilot to indicate an absolute order; all air controllers assume 

that if a plane has a problem the pilot will let them know. This miscommunication because of 

cultural differences cost many lives (Gladwell, 2008). It seems that, in high power distance 

societies, people are concerned with other people’s attitudes, especially if they have a relatively 

higher position. 

Research by Syam et al. (2011), using data from the UK Department of Transport, found that people 

from minority groups were very concerned about the attitudes of officials when they reported a 

crime on public transport. Many of the people from minority groups refused to report a crime 

because of the attitudes of officials and thought that the officials would not take their report 

seriously. The minority groups in the study were dominated by South Asian groups and black 

people. South Asian countries in the Hofstede Cultural Index (HCI) have a high power distance 

culture. The authoritative attitude and commanding tone of police officers might cause members of a 

high power distance minority group to feel uncomfortable.   

Assumption 1b: People from high power distance societies are more likely to 

agree that the attitudes of public transport drivers and other staff might 

limit their use of public transport than is the case for those from low power 

distance societies.  

Another characteristic of the power distance dimension relates to status symbols. In high power 

distance societies, status is very important. On the other hand, in low power distance societies, it is 

less so. Social status can be measured in four vertical hierarchies: income, occupation, education and 

ethnicity (Lenski, 1954). Social status, however, cannot be easily seen; it has to be presented in 

symbols that can be easily recognized by other people. Status symbols can differ across societies 
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and time. In the past, obesity was a symbol of status for wealthy people. In recent times, however, 

obesity is associated more with poor people (Wilkinson, 1994). Transport modes can act as a status 

symbol. Motorized vehicles, especially cars, are often seen as a symbol of high status, and non-

motorized vehicles, such as bicycles, are often associated with lower social status.  

Studies have confirmed these phenomena. Godard (2001) found that in some developing countries, 

in particular those in Sub-Saharan Africa, the use of a bicycle has negative connotations. An image 

of rural dwelling combined with poverty causes people from these countries to place the bicycle at 

the bottom of the modal hierarchy, and to sometimes attach even less value to cycling than to 

walking. Hofstede (1991) found that the possession of a car can demonstrate people’s social status; 

the larger and more luxurious the car, the higher the perceived social status of its owner. 

Furthermore, Steg (2005) found that in different societies cars have differing functions. In some 

societies, the non-instrumental functions of the cars, such as prestige and social status, are more 

important than the instrumental functions, such as providing independence and increased 

convenience. This state of affairs may cause people to own more cars and to use them more often 

than other modes of transport.  

Some other studies have indicated that private cars provide feelings of prestige in comparison with 

other transport modes. Hiscock et al. (2002) used in-depth interviews to assess people’s perception 

of cars and public transport in selected cities and towns in Scotland. They found that “...cars were 

seen to confer prestige and other socially desirable attributes such as competence, skill and 

masculinity...” (p. 119) in comparison with public transport. Ellaway et al. (2003), using a postal 

survey in the West of Scotland, reported similar results to Hiscock et al. (2002). Around 30% of 

respondents with access to cars chose the options of “agree/strongly agree” that travel by car can 

give them prestige. The question is whether there is a difference between societies in their attitudes 

to car prestige. To date no comparative studies have been published on this issue. 

Assumption 1c: People from high power distance societies are more likely to 

agree/strongly agree that cars can give them prestige when compared with respondents 

from low power distance societies. 

Steg’s (2005) study found that the instrumental functions of the car are important factors that attract 

people to use cars. To capture attitudes towards the instrumental function of the cars, respondents 

were asked to rate their level of agreement with the statement “using a car is convenient”.  

Assumption 1d: There is no difference between societies in their attitudes 

towards the instrumental value of cars because all societies value the 

instrumental functions of cars to the same decree. 
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9.1.2 Uncertainty avoidance and transport studies 

Uncertainty avoidance deals with the level of discomfort regarding future uncertainty (Kwok & 

Uncles, 2005). Societies with strong uncertainty avoidance are characterized by being accepting of 

familiar risk, but have great fear of situations of unfamiliar risk or uncertainty (ambiguous 

situations); weak uncertainty avoidance societies are characterized as being more accepting of 

unfamiliar risk (Hofstede, 1991). There are many forms of uncertainty in everyday life that relate to 

transport, such as the uncertainty of a public transport schedule and the degree of safety in using 

public transport.  

A discussion on the uncertainty of public transport schedule cannot be separated from punctuality 

and reliability issues. Punctuality and reliability are two of the most important factors to attract 

public transport use (Auckland Regional Transport Authority, 2007). Attitudinal studies undertaken 

in Baltimore and Philadelphia found that commuters considered punctuality as the second most 

important for journeys to work, behind the issue of safety (Evans, 2004). A study conducted by 

Horowitz and Thompson (1995) found that punctuality/reliability was the second most important 

attribute of public transport following safety and security, while a survey undertaken in Los Angeles 

metropolitan areas found that punctuality was seen as more important than travel time and cost 

(Taylor et al., 2007). Because of the importance of these factors, improvements in public transport 

punctuality and reliability can increase ridership as the Auckland Regional Transport Authority 

(ARTA) reported in 2009. It found a significant increase in public transport use after improvements 

in the punctuality and reliability trains and buses (Auckland Regional Transport Agency, 2009). 

One factor that affects the punctuality and reliability of public transport is schedule delay. Delay in 

public transport services introduces uncertainty for travellers, for example not knowing exactly 

when they are likely to arrive at a destination. The concept of delay, as discussed in this section, 

refers to delay in frequency. Frequency delay is defined as the difference between ideal and actual 

departure time (Jansson, 1993) and can be caused by many factors, such as incidents on the road and 

congestion (Noland & Polak, 2002). In some cases it can be caused by the technology used, for 

example manual payments on buses.  

With regard to the issue of delay, different societies show varying levels of tolerance. Studies show 

that overall acceptable bus/train delays range from 5 minutes to 10 minutes (see Disney, 1999). 

Goodwin and Lewis’ (2001) study found that average public transport delay was approximately ten 

minutes in the United States. This finding was supported by a survey in California that demonstrated 

students’ perceived average waiting time for a bus was 11 minutes (Hess et al., 2004). In the United 
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Kingdom, the average public transport delay was around 9–10 minutes (Disney, 1999; Rietveld et 

al., 2001); in Spain it was 5 minutes (Disney, 1999); and in France less than 3 minutes (Rietveld et 

al., 2001).  A report from Japan shows that buses and trains are very punctual there; the average 

delay for trains was 0.6 seconds (Takagi, 2005). The high demand for punctuality forces public 

transport in Japan to be on schedule.  

Unfortunately, the aforementioned studies failed to directly demonstrate just how many minutes 

people would tolerate for public transport delay. However, we can use average delay data to predict 

the degree of tolerance for public transport delay. For example, the public transport system in the 

United Kingdom has an average delay of 9–10 minutes; this could be interpreted as meaning that 

British people’s tolerance is also around this range. This assumption is supported by Disney (1999), 

who found the British perceived 1–10 minutes’ delay as late and more than 10 minutes as extremely 

late. The use of “late” might mean that such delay is acceptable, and the use of “extremely late” 

might imply that degree of delay is unacceptable.  

 
Figure 9.1 Relationship between cultural values and minutes of delay tolerance 

Sources: (Disney, 1999; Rietveld et al., 2001; Takagi, 2005) 

Figure 9.1 shows the relationship between uncertainty avoidance value and minutes of delay 

tolerance across five countries. It indicates that strong uncertainty avoidance societies are less 

tolerant to delay than weak uncertainty avoidance societies. According to the HCI, Japan, France 

and Spain have strong uncertainty avoidance cultures. On the other hand, the America and Britain 

have relatively weak uncertainty avoidance cultures (see Appendix a). 

Assumption 2a: People from strong uncertainty avoidance societies will have 

lower waiting time tolerance for public transport delay than people from weak 

uncertainty avoidance societies. 

Assumption 2b: People from strong uncertainty avoidance societies will be 

more likely to agree that uncertainty in public transport schedule will affect 
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their use of public transport compared to people from weak uncertainty 

avoidance societies. 

Another uncertainty in the transport system is that of security and safety. Evans (2004) and 

Horowitz and Thompson (1995) identified that security and safety are the most important factors to 

consider when people choose to travel. Security and safety issues in transport is a very broad topic. 

In this study, the focus is on the exploration of security relating to crime in public transport issues. 

Few studies, if any, have been undertaken to examine ethnic differences in the perception of security 

on public transport. The majority of studies in this field have examined gender differences in 

security perceptions. Researchers have found that women have a greater fear of being a victim of 

crime compared to men. According to these studies, women will avoid travelling at night20 if they 

cannot get an assurance of their safety (Pain & Townshend, 2002; Pain, 1997; Trench et al., 1992; 

Valentine, 1989). There are two conditions that can trigger crimes on public transport: overcrowding 

during peak periods and lack of supervision from staff on vehicles and in stations. Overcrowding 

and lack of supervision can trigger many crimes, including pick-pocketing and sexual assault 

(touching and rubbing) of passengers (Smith & Clarke, 2000). 

A survey by the UK Department for Transport found that minority groups, particularly those from 

South Asia, such as Bangladeshis and Pakistanis, have a strong awareness when using public 

transport (Department for Transport, 2004b). Past experiences are assumed to play a role in affecting 

this phenomenon. This assumption is supported by the results from a survey by Clancy et al. (2001) 

who found that minority groups in the United Kingdom were more at risk than others of being 

victims of crimes. They were also much more likely to perceive a racial dimension in the crimes 

they experienced. Past experience causes people to have greater awareness when using public 

transport (Department for Transport, 2004a, 2004b). From a cultural values perspective, according 

to the HCI, members of the previously mentioned groups have a strong uncertainty avoidance value. 

Strong uncertainty avoidance societies tend to avoid uncertain situations. Past experience and strong 

uncertainty avoidance values increase the awareness of these groups when using public transport.  

Assumption 2c: People from strong uncertainty avoidance societies are more 

likely to agree that the personal safety issue in using public transport at night 

limits their public transport use. 

                                                             
20 A survey in the United Kingdom found that night-time was perceived as more dangerous than daytime, not only for 
women but also for men. 
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Hofstede (1991, 2001) states that people can avoid uncertainty by using technology and law to assist 

in defending themselves from the uncertainties caused by nature and other people. It is believed that 

information can reduce uncertainties. The provision of complete information can assist people in 

calculating the risk of an action in order to reduce uncertainty. 

Surveillance technology is a form of technology that can be used to reduce people’s uncertainty. The 

surveillance technology such as used in Closed Circuit Television (CCTV) is often used to increase 

security levels and reduce crime21 (Sivarajasingam & Shepherd, 1999). The use of CCTV as an 

additional tool to improve security was supported by the majority of people surveyed in the United 

Kingdom by Spriggs et al. (2005). They found that around 82% of respondents were happy with the 

use of CCTV.  There are five assumptions as to why CCTV is important in the reduction of crime: 

(1) deterrence due to the fact that the potential offender becomes aware of the presence of CCTV, 

(2) efficient deployment: CCTV allows those monitoring the scene to determine whether police 

assistance is required, (3) self-discipline, both for potential victims and potential offenders, (4) 

presence of a capable guardian, and (5) detection.  

Regarding ethnic groups’ differences with regard to security issues, a study in the United Kingdom 

indicated that people from minority groups, particularly those from South Asian countries (relatively 

strong uncertainty avoidance countries), tended to see CCTV as an additional security measure 

(DfT, 2004a, 2004b; Syam et al., 2011). The South Asian respondents believed that CCTV could 

provide them with physical evidence and greater uncertainty if they were to become a victim of a 

crime. According to Transparency International (2012), South Asian countries have a high 

corruption index. In this type of society, law and punishment are not the same for everyone but 

depend on personal socio-economic status and social networks. People from these societies prefer 

physical evidence, pictures or video recordings, to feel more secure. On the other hand, white people 

prefer additional staff over CCTV because they believe staff would treat them fairly and equally, 

which is sufficient to give them certainty (Syam et al., 2011).  

Another way to reduce uncertainty is by the provision of complete transport information. Two 

studies, one in Japan and one in the United Kingdom, have demonstrated the effect of additional 

transport information on changes in travel behaviour. Fujii and Taniguchi (2006) indicated that after 

Japanese respondents were given adequate information about public transport schedules and routes, 

there were significant increases on public transport use (for example in Kanazawa, there were 30% 

                                                             
21 The effectiveness of CCTV in reducing crime is still debatable. A review of CCTV’s effectiveness suggests that it has 
no effect on the committing of violent crimes but significant effect on vehicle crimes, and that it is most effective when 
used in car parks (Armitage, 2002; Welsh & Farrington, 2003).   
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increase in bus use and 100% increase in Obhiro) . In the United Kingdom, however, only about 6% 

respondents changed their travel behaviour, especially their travel mode choices between cars and 

public transport (Brög et al., 2009). Japanese respondents demonstrated the importance of 

information to them. Japan is a country that has a strong uncertainty avoidance value. On the other 

hand, British respondents indicated that additional information did not affect them to the same 

degree that it affected the Japanese. According to the HCI, the United Kingdom is categorized as a 

weak uncertainty avoidance society.  

Assumption 2d: People from strong uncertainty avoidance societies tend to 

choose CCTV as an additional security tool on public transport.  

Assumption2e: People from these societies will use public transport more often 

if bus schedules and route information is easy to access. 

Another characteristic from the uncertainty avoidance dimension relates to stress. Stress is a 

hypothetical state of imbalance between environmental demands and the response capabilities of the 

person or system to cope with these demands (McGrath, 1970). People from strong uncertainty 

avoidance societies have a higher level of stress than those from weak uncertainty avoidance 

societies. This characteristic is supported by a study in Japan that found Japanese have higher level 

of work-related stress than their European counterparts (see McLinton & Dollard, 2010). The 

Japanese and groups from European countries had differing uncertainty avoidance values; Japan has 

a strong uncertainty avoidance value, whereas European countries have a relatively weak 

uncertainty avoidance value.  

In relation to transport, the number of private automobiles used in cities on a daily basis has been 

steadily multiplying, with little increase in the number of public roads and highways (Taylor, 1997). 

As a result, competition for space, congestion levels, and potential sources of frustration, irritation, 

and stress have escalated. Daily driving, particularly in highly congested conditions, can be viewed 

as a frequent source of stress (Hennessy & Wiesenthal, 1997).  

A recent literature review on commuting stress showed that many factors can affect levels of stress 

(Evans & Wener, 2006). Socio-demographics, the built environment, and the behaviour of other 

road users are some of those factors (Novaco & Gonzalez, 2009). Furthermore, three qualitative 

studies in a variety of countries have recognized that commuting stress is mainly experienced by 

those who use cars for commuting. The first study was conducted in Auckland, New Zealand, and 

found that respondents felt stress when commuting by a car. The stress was found to be caused by 

the condition of isolation when driving a car alone (Witten et al., 2005). The second study was 

conducted in Porto, Portugal, and found that one of the reasons why people use public transport is 
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because they want to avoid stress due to traffic congestion (Beirão & Sarsfield Cabral, 2007). The 

third study was conducted in Western Scotland (Hiscock et al., 2002). The researchers found that the 

stress of driving is a factor that detracts from the attractiveness of using cars. Unfortunately, 

ethnicity and cultural values have not been taken into account in explaining commuting stress. 

The studies surveyed above indicate that, even though Auckland and Western Scotland (including 

Glasgow) are cities that have congestion problems, the respondents did not necessarily identify 

congestion as a main source of commuting stress. Only the study in Portugal has identified 

congestion as a source of commuting stress. Unfortunately, these qualitative studies do not reveal 

the level of the stress experienced; this means that the results of the studies are incomparable. From 

the point of view of cultural values, Portugal has a relatively stronger uncertainty avoidance value 

than either New Zealand or Scotland.  

A recent study by McLinton and Dollard (2010) on commuting stress indicated that Japanese and 

Australian drivers did not differ significantly with regard to driving stress. Japan is a strong 

uncertainty avoidance society and Australia is a relatively weak uncertainty avoidance society. This 

provides strong evidence that there is no difference between strong and weak uncertainty avoidance 

societies with regard to their level of stress when using a private car for commuting. Population 

growth in metropolitan areas worldwide has clearly exacerbated traffic congestion as an 

international problem (Jones, 2002). Overall, it is clear that traffic congestion and the strain of 

commuting through it is a worldwide problem. People who live in cities around the world may 

experience similar problems and develop similar levels of stress in relation to congestion.  

Even though studies on work-related stress have indicated that people from strong uncertainty 

avoidance societies have higher stress level than those from weak uncertainty avoidance societies, 

studies on transport-related stress have indicated that such differences do not exist between different 

cultures.  

Assumption 2f: People from strong and weak uncertainty avoidance cultures 

will have no differences regarding the statement that stress due to congestion 

forces them to use public transport more often. 

9.1.3 Individualism-collectivism and transport studies 

The individualism-collectivism dimension refers to the tendency of members of a particular culture 

to emphasize either individual self-interest or group relationships (Alrawi & Jaber, 2008). A 

characteristic of collective societies is that members tend to share their resources with other 
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members of their group. The relationship between the members of a collective society is very close; 

this makes people willing to share their resources with others. On the other hand, individualist 

societies allow individual ownership of resources and value the privacy of their members. Sharing 

resources with other group members is not compulsory (Hofstede, 1991).  

With regard to this characteristic, the researcher was able to find no transport study that explores the 

relationship between people’s willingness to share their vehicle(s) and collectivist values. However, 

a study on people’s travel behaviour and attitudes in non-metropolitan regions in New Zealand 

found that a high percentage of people (more than 70%) were willing to share their car with other 

people (Cheyne & Imran, 2010). The finding is surprising from a cultural perspective. New Zealand 

is an individualist society (see appendix A) and it is therefore expected that people from this society 

would be less likely to share their vehicle. The fact that the study was conducted in non-

metropolitan areas might explain the phenomenon. As Bhagat, Triandis, and McDevitt (2012) 

identified, a society that has a homogenous population that has lived in the same place for a long 

time is more collectivist that societies with opposing characteristics. The non-metropolitan areas in 

Cheyne and Imran’s (2010) study had relatively homogenous populations (ethnicity in all areas was 

dominated by European, around 70% of population) that were dominated by local people or people 

who have resided there for ten years or more (Statistics New Zealand, 2007). Theses condition make 

them display collectivist characteristics. In their conclusion, Cheyne and Imran suggest car-pooling 

or a car-sharing program as a tool to decrease the use of single-occupant cars.  

With regard to car-sharing, many studies have investigated the effectiveness of car-sharing programs 

in various countries, including the United States. Researchers are interested in car-sharing programs 

because such programs can help us to assess people’s willingness to share cars with other people. 

An extensive literature review on car-sharing was carried out by Ferguson (1997). The review shows 

that car-sharing programs in the United States were unsuccessful. Some factors, including socio-

economic-demographics, are offered here to explain this phenomenon. Unfortunately, cultural 

factors were not recognized as a factor affecting car-sharing programs. However, it is suggested that 

individualist values may have a role in affecting the unsuccessful car-sharing programs in the United 

States. According to the HCI the United States is an individualist country. In this kind of society, 

people tend to value privacy more highly than do the members of a collective society. The sharing 

of a car with other people may be perceived as an intrusion of privacy. Results from a survey in 

Scotland support this assumption. The majority of the Scots surveyed stated that using a private car 

or van gave them privacy. Scotland, as part of the Great Britain, has individualistic values.  
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On the other hand, a study in Thailand found that students who did not have a vehicle – neither a car 

nor a motorcycle – rode with their friends or borrowed their friends’ vehicles to travel to and from 

university. This phenomenon shows that the respondents in this study were not reluctant to share 

their vehicles with other people (Limanond et al., 2010). According to the HCI, Thailand has a 

collective culture.  

Assumption 3a: Members of collective societies are more likely to share their 

cars with other people than those from individualist societies. 

In collective societies, members of the group are emotionally attached to one another and this causes 

them have close relationships (Hofstede, 2001). To maintain such relationships, regular interactions 

with other members of the group are compulsory. Furthermore, collective societies are also 

characterized as being less suspicious of new people than is the case in individualistic societies 

(Hofstede, 1991). Members of a collective society are open and not afraid to interact with new 

people. On the other hand, the members of an individualist society are less attached to other 

members of society. Avoiding interaction is considered not as deviant behaviour but normal in 

individualist societies. The cult of individual privacy makes people appreciate avoidance behaviour. 

“Do not talk to strangers” is an attitude that is taught from early childhood in individualist societies. 

This attitude indicates that individualist societies are more suspicious of new people or people from 

outside their community. These individualistic characteristics can limit social interaction.   

The findings of studies relating to transport and social interaction indicate that transport modes have 

a role in the social interaction process. A qualitative study in Auckland found that people perceived 

that walking and cycling are more likely to enhance social interaction than car travel. Walking and 

cycling can give people the opportunity to meet with people and interact with them (Witten et al., 

2005). Research by Beirão and Sarsfield Cabral (2007) in Portugal found that one of the reasons 

why people use public transport is because they wish to interact with other people on the bus/train. 

A study in Scotland, by contrast, demonstrated that sitting with people they did not know is a main 

reason why people do not use public transport. If they were forced to use public transport, coping 

strategies were used to provide privacy, such as hiding behind a newspaper, playing music, avoiding 

eye contact, and travelling outside rush hours (Hiscock et al., 2002). The results of a study 

conducted in Australia show that an increase in population heterogeneity caused people to avoid 

using public transport (Parolin, 1992). The appearance of unfamiliar people made them feel 

uncomfortable when using public transport and the respondents tended to avoid interaction with 

such people.
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The studies in Australia and Scotland reported almost the same findings, that is, people avoid using 

public transport because of lack of privacy. Meanwhile, the study in Portugal identified that the 

opportunity to interact with other people is one of the reasons why people use public transport. 

These contradictory findings may be caused by differences in cultural values. Australia and 

Scotland, according to the HCI, have individualist cultural values, whereas Portugal has collective 

values. 

Assumption 3b: People from collective societies are more likely to agree that 

interaction with other passengers22 is one of the reasons why they use public 

transport more often than those from individualist societies.  

Assumption 3c: People from individualist societies will be more likely to agree 

that a lack of privacy when using public transport limits their use of public 

transport. 

9.1.4 Femininity-masculinity and transport studies 

The femininity-masculinity dimension refers to the tendency of a culture to value stereotypical 

masculine or feminine values (Alrawi & Jaber, 2008). Some characteristics of the femininity-

masculinity dimension can be used in explaining travel behaviour and attitudes. One of those 

characteristics concerns the appropriateness of body contact between males and females. In feminine 

societies, body contact between males and females who do not know each other is considered 

inappropriate. This causes unwanted touching to be considered as serious sexual harassment. Sexual 

harassment or sexual assault (including touching and rubbing) is one of the crime types that can 

occur on public transport due to of lack of supervision and overcrowded conditions on buses or 

trains (Smith & Clarke, 2000). 

With regard to people’s reactions in overcrowded conditions when using public transport, studies 

demonstrate mixed results. A study in Australia shows that people’s reactions to crowdedness on 

public transport varied according to age, previous experience, and the built environment (Hirsch & 

Thompson, 2011). Unfortunately, they did not use ethnicity and cultural values as variables to 

explain the differences in people’s reactions. An interesting finding from the study is that 

respondents in Australia were more accepting of crowdedness than those from less individualistic 

                                                             
22 Bus drivers are perceived as individuals that have the authority on buses and can do what is necessary to ensure that 
everyone is safe. Passengers have to follow the instructions from the drivers. If the relationship between passengers and 
bus driver is more like a hierarchical relationship, relationships between passengers are more equal. This makes 
interactions with other passengers different to interaction with bus drivers or train ticketing staff. 
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societies. There is no information that can be used to determine whether or not respondents were 

more tolerant to body contact with other passengers however. It is assumed that because respondents 

were less concerned about crowdedness they were more accepting of the risks of crowdedness such 

as unwanted touching. According to the HCI, Australia is categorized as a feminine country.  

On the other hand, a study in Egypt (De Koning, 2009), demonstrated that respondents, especially 

female respondents, tended to avoid using public transport due to the overcrowding on low-cost 

public buses. The crowded conditions on such buses increase the chances of unwanted contact with 

other people that passengers may not wish to know. It was found that female passengers tended to 

use subways or air-conditioned buses that provide special compartments for female passengers. In 

Egypt, and in almost all Arab countries, the provision of separate compartments for male and female 

passengers is common. Egypt is a country that has relatively masculine values, like most Arab 

countries. 

Assumption 4a: People from masculine societies will be more likely to avoid 

using public transport with crowded conditions than those from a feminine 

society.  

Crowded conditions provide a chance for unwanted physical contact. In a masculine 

society, physical contact between men and women is avoided.  

Assumption 4b: People from masculine societies are more likely to agree that 

separate compartments for males and females would persuade them to use 

public transport more often. 

Cultural values have been used widely to explain environmental behaviour and attitudes (see Schultz 

& Zelezny, 1999; Stern, 2000). Rokeach’s (1973) and Schwartz’s (1994) cultural value scales have 

been successfully used for explaining general environmental concerns. Karp (1996) used Schwarz’s 

values scale and found that values were significantly correlated to various self-reported behaviours 

such as recycling behaviour, consumer behaviour, and political behaviour to protect the 

environment. A study by Stern and Dietz (1994), which also used Schwartz’s framework, found that 

people’s awareness of environmental protection issues was related to their values.  

On the other hand, Hofstede’s values scale has hardly been used in previous studies to explain 

environmental issues. Nevertheless, one of the dimensions in Hofstede’s work does cover the 

environmental issue: the femininity-masculinity dimension. Hofstede states that one of the 

characteristics of feminine societies is that they emphasize the quality of life and preserve the 

environment. People from a feminine culture are very concerned with the environment. Masculine 
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societies, however, are more concerned with achievement and this makes them less concerned about 

environmental issues. At country level for example, masculine countries tend to pursue economic 

growth and sacrifice the environment, whereas in feminine countries the situation is reversed. Strong 

concern for environmental issues may be one of the reasons why people from a feminine society use 

public transport more often. 

Carbon dioxide (CO2) pollution is one of the major threats to the environment and one of the main 

sources of CO2 pollution is motorized-vehicles. Among all transport modes, private cars are the 

main contributor of CO2. According to Transport Direct (Line et al, 2010), private cars are the 

biggest carbon emission producer per passenger kilometre, followed by buses and then trains. 

Meanwhile, non-motorized modes such as walking and cycling are the most environmentally safe 

transport modes.  

Beirão and Sarsfield Cabral (2007), in their research in Portugal, found that one of the reasons why 

people use public transport is because they are concerned about the environment. A study in Sweden 

showed that around 50% respondents would accept car restrictions based on environmental issues 

(Nilsson & Küller, 2000). This is in line with results from another survey in the same country that 

indicated 60% of Swedes perceive transport pollution as a serious environmental problem (Gooch, 

1995 cited in Nilsson & Kuller, 2000). Another study in the Netherlands reported a similar finding. 

The study found that members of the Dutch population were very concerned about the deterioration 

of the environment (Tertoolen et al., 1998). Sweden and the Netherlands are two countries that have 

a feminine culture.  

On the other hand, a study of people’s attitudes towards transport modes for shopping purposes in 

Singapore found that Singaporeans still have positive perceptions with regard to the environmental 

friendliness of the car and motorcycle. This implies that the respondents seemed to be ignoring or 

were oblivious of the wider consequences relating to the environmental effects of these private 

transport modes (Ibrahim, 2003). The result was not surprising because Singapore is a country that 

has a relatively masculine society compared to the European countries mentioned earlier.   

Assumption 4c: People from feminine societies are more likely to agree that 

environmental issues cause them to use public transport more often than those 

from masculine societies. 

9.1.5 Short- and long-term orientation 

This dimension is a recent addition to Hofstede’s work, added as the fifth dimension in the second 

edition of Culture’s Consequences (Hofstede, 2001). This dimension refers to the tendency of a 
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culture to emphasize values associated with the future, such as thrift and persistence, or values that 

focus largely on the present (Alrawi & Jaber, 2008). As mentioned in chapter 3, many short- and 

long-term orientation characteristics are covered in the other dimensions. For example, the 

characteristic of long-term orientation societies to be concerned about social status is similar to a 

characteristic of high power distance societies. One of the characteristics of short-term orientation 

societies is concern for the environment. This characteristic is also shown in feminine societies. 

Based on these correspondences, the fifth dimension is not used in this research to explain ethnic 

groups’ attitudes towards transport modes. 

 

9.2 Data Analysis: The Ethnic Group and Individual Levels 

There were 13 questions in the survey administered in this study that aimed to test whether cultural 

values affect people’s attitudes and perceptions towards transport modes. Data analysis was 

conducted at two levels, the ethnic group and individual levels. At the ethnic group level, cultural 

values and travel attitudes data were aggregated into four ethnic groups: Asian, European, New 

Zealander and Pacific Islander. At individual level, respondents were divided into two groups in 

each of the cultural value dimensions. The Statistics Package for Social Science (SPSS) was used to 

determine the cut-off points of cultural values and categorized respondents into two groups based on 

the cut-off points (high and low power distance, weak and strong uncertainty avoidance, masculinity 

and femininity, and individualist and collectivist). To test the assumptions, chi-square and cross-

tabulation analyses were conducted. Correlation tests were also used to determine the relationships 

between two variables. 

9.2.1 Power distance 

In this section, Asian and Pacific Islander groups are categorized as high power distance groups. 

Meanwhile, the New Zealander and European ethnic groups are perceived as low power distance 

values. Three variables were assessed to determine the relationship between power distance values 

and people’s attitudes.  
Table 9.1 Top priority in using vehicle 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Low PD 

(%) 
High PD 

(%) 
Top priority 
in using 
vehicle 

Everyone has the same 
opportunity 

53.9% 68.5% 59.3% 57.9% 62.1% 57.8% 

Parents/Older People 46.1% 31.5% 40.7% 42.1% 37.9% 42.2% 
Total 100% 100% 100% 100% 100% 100% 

Chi-Square 8.208 (p = 0.042) 1.236 (p = 0.266) 
                Source: Own surveys (2011)
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The first variable is respondents’ perception as to who has top priority in using the vehicle(s) in their 

household. Table 9.1 shows that the ethnic groups have statistically significant different preferences 

about who has top priority in using vehicles in their households (chi-square value = 8.208, p-value = 

0.042).23 The Asian ethnic group had the highest percentage of people who stated that parents and/or 

older people have top priority in the use of household vehicles, followed by the Pacific Islander, 

New Zealander and European ethnic groups. As assumed earlier, people from high power distance 

societies tend to give parents/older people top priority in vehicle usage (assumption 1a). The 

findings from Table 9.1 confirm assumption 1a. At an individual level, the differences between 

groups were statistically insignificant (p-value = 0.266). This means at an individual level, people 

who have low power distance show no differences with people who have high power distance values 

on their perception on who has the top priority in households.     

The second variable is respondents’ attitudes to driver and other staff attitudes when they use public 

transport. According to the chi-square test, ethnic groups have significantly different perceptions on 

the attitude of drivers and other transport staff (chi-square = 29.156, p-value = 0.004). Cross-

tabulation (see Table 9.2) shows that more than 33% of Pacific Islander respondents agreed or 

strongly agreed that driver and other staff attitudes limit their use of public transport, followed by 

Asian (24.2%) and New Zealander respondents (22.3%). The European group was the last with only 

13.9%. These findings confirm assumption 1b. The results at individual level also confirm the 

assumption (chi-square = 20.950, p = 0.000). Around 25% of high power distance respondents 

stated they agreed or strongly agreed that driver attitudes affect their public transport use compared 

to just 19.4% of respondents from low power distance cultures. 
Table 9.2 To what extent does “driver and other staff attitudes” limit  

respondents’ use of public transport? 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Low PD 

(%) 
High PD 

(%) 
Driver and 
other staff 
attitudes 

Strongly disagree 6.9% 18.3% 13.6% 9.5% 17.6% 7.5% 
disagree 30.7% 32.2% 29.3% 20.6% 30.8% 27.7% 
Neither agree or disagree 38.1% 34.7% 34.8% 36.5% 32.1% 40.3% 
Agree 18.3% 11.9% 20.1% 23.8% 15.5% 20.2% 
Strongly agree 5.9% 3.0% 2.2% 9.5% 3.9% 4.3% 

Total 100% 100% 100% 100% 100% 100% 
Chi-Square 29.156 (p = 0.004) 20.950 (p = 0.000) 

           Source: Own surveys (2011) 

The third variable is respondents’ attitudes towards a car’s prestige (see Table 9.3). At ethnic group 

level, chi-square test indicated that ethnic groups have significantly different attitudes with regard to 

car prestige (chi-square = 52.276, p = 0.000). Pacific Islander (28.1%) and Asian (26.1%) were the 

                                                             
23 If a p-value < 0.05, the difference between groups is statistically significant.   
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two groups with the highest percentage of respondents stating that they either agreed or strongly 

agreed that owning and driving cars gives them prestige. On the other hand, the two ethnic groups 

(New Zealander and European) that have relatively low power distance values had only 15.8% and 

9.7% of their members respectively stating that they either agreed or strongly agreed with the same 

statement. High power distance societies are very concerned with social status. They feel that 

owning and driving a car will afford them higher social status. This value affects their attitude to car 

status. The above findings confirm assumption 1c. At individual level, the chi-square test also shows 

significant differences between low power distance and high power distance respondents (chi-square 

= 84.759, p-value = 0.000). Cross-tabulation demonstrates that 27.6% of high power distance 

respondents agreed/strongly agreed about the prestige provided by owning or driving a car 

compared to only 10% of low power distance respondents. 

Table 9.3 Respondents’ attitudes on car prestige 

  

Ethnic Group Level Individual Level 
Asian 
(%) 

European 
(%) 

New 
Zealander (%) 

Pacific 
Islander (%) 

Low PD 
(%) 

High PD 
(%) 

Car's prestige Strongly disagree 16.1% 38.8% 30.1% 9.4% 39.2% 13.1% 
disagree 20.1% 25.0% 20.6% 23.4% 23.4% 20.3% 
Neither agree/disagree 37.7% 25.5% 33.5% 39.1% 27.4% 39.0% 
Agree 19.6% 7.1% 10.7% 20.3% 6.8% 19.8% 
Strongly agree 6.5% 3.6% 5.1% 7.8% 3.2% 7.8% 
Total 100% 100% 100% 100% 100% 100% 

Chi-square 52.276 (p = 0.000) 84.759 (p = 0.000) 
       Source: Own surveys (2011) 

The previous variable tested respondents’ attitudes on the non-instrumental functions of cars, while 

the next variable tested respondents’ attitudes on the instrumental value of cars. The instrumental 

function of cars in this study is represented by the convenience that a car provides for its users. As 

expected, there was no difference between groups, both at ethnic group and individual level, on 

respondents’ attitudes towards the convenience of a car (p-value > 0.05). The majority of the 

respondents agreed or strongly agreed that cars could provide them with convenience (see Table 

9.4). This finding supports assumption 1d that the non-instrumental functions of cars are affected by 

cultural values, whereas the instrumental functions of cars are not.  

Table 9.4 Respondents’ attitudes towards the instrumental functions of cars (convenience) 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Low PD 

(%) 
High PD 

(%) 
Convenient Strongly disagree 1.6% 1.5% 1.4% 1.5% 1.9% 1.2% 

disagree .8% .5% 2.8% 1.5% 1.1% 1.7% 
Neither agree or disagree 3.6% 4.5% 5.0% 6.2% 2.7% 6.7% 
Agree 35.2% 40.4% 39.4% 41.5% 37.7% 39.1% 
Strongly agree 58.7% 53.0% 51.4% 49.2% 56.8% 51.3% 

Total 100% 100.0% 100.0% 100.0% 100.0% 100.0% 
Chi-square (p-value) 8.345 (0.758) 8.688 (0.069) 

             Source: Own surveys (2011)
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Attitude variables can also be analysed as continuous variables by using MANOVA. Table 9.5 

shows the statistical means of the attitudes of the respondents with regard to bus drivers’ attitudes. 

The results indicate that the Asian and Pacific Islander groups had higher scores for the variable 

“Driver and other staff attitudes limit use of public transport” than did the European and New 

Zealander groups. The difference between groups was significant on this variable. At an individual 

level, the high power distance group recorded a higher score than the low power distance group and 

the differences were significant. For the variable “Cars provide prestige”, the differences were also 

significant at ethnic group and individual levels. The Asian, Pacific Islander and other high power 

distance groups were more likely to have higher scores than the other groups. For the variable that 

tested differences in attitudes towards the convenience of cars, the differences between groups were 

found to be insignificant. The results from the MANOVA analysis mirror the results from the cross-

tabulations and chi-square analyses.  

Table 9.5 MANOVA results for relationships between power distance and attitudes 
Ethnic Group Level Individual Level 

  Asian European New 
Zealander 

Pacific 
Islander 

F-
values Low PD High PD F-

values 
Driver and other 

staff attitudes 
M 2.85 2.47 2.64 3.06 8,172* 2.56 2.86 14,855* SD .974 1.015 .999 1.091 1.071 .955 

Car prestige M 2.80 2.10 2.37 2.92 16,922* 2.11 2.90 90,001* SD 1.096 1.116 1.200 1.067 1.105 1.105 

Convenience M 4.48 4.42 4.35 4.35 1.179 4.47 4.37 2.593 SD 0.761 0.752 0.824 0.806 0.772 0.788 
            *Significant at 0.05 level                Source: Own surveys (2011) 

 

9.2.2 Uncertainty avoidance 

The data presented in chapter 8 indicated that the Asian and Pacific Islander groups have strong 

uncertainty avoidance values while the New Zealander and European groups have weak uncertainty 

avoidance (UA) values. 

Table 9.6 Minutes of delay tolerance 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Weak UA 

(%) 
Strong UA 

(%) 
Minutes of 
delay 

None, public transport 
must be on time 

16.7% 17.5% 13.7% 18.8% 17.7% 13.5% 

1 – 8 minutes 53.9% 49.0% 55.0% 40.6% 50.5% 53.1% 
9– 15 minutes 23.0% 23.3% 20.9% 29.7% 22.6% 23.9% 
More than 15 minutes 6.4% 10.2% 10.4% 10.9% 9.2% 9.4% 

Total 100% 100% 100% 100% 100% 100% 
Chi-square 8.602 (p = 0.475) 2.370 (p = 0.499) 

             Source: Own surveys (2011) 

In this study there are six variables measuring the relationship between UA values and people’s 

preferences and attitudes towards public transport. The first variable is respondents’ tolerance to 
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public transport delay. The chi-square tests at ethnic group and individual levels demonstrated 

insignificant differences between groups (Table 9.6) and rejected assumption 2a. Overall, the 

majority of respondents in all ethnic groups stated that their delay tolerance was 1–8 minutes, with 

9–15 minutes being the next highest percentage.  

Table 9.7 To what extent does “uncertainty of public transport schedule” limit  
respondents’ use of public transport? 

  

Ethnic Groups Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Weak UA 

(%) 
Strong UA 

(%) 
Uncertainty 
in PT 
schedule 

Strongly disagree 3.5% 6.5% 6.3% 6.3% 5.5% 5.4% 
Disagree 14.7% 17.6% 17.6% 12.5% 15.8% 16.7% 
Neither agree or disagree 16.3% 11.6% 15.4% 14.1% 15.6% 13.6% 
Agree 42.6% 38.7% 39.4% 39.1% 38.8% 41.6% 
Strongly agree 22.9% 25.6% 21.3% 28.1% 24.4% 22.7% 

Total 100% 100% 100% 100% 100% 100% 
Chi-Square 7.967 (p = 0.788) 1.179 (p = 0.882) 

           Source: Own surveys (2011) 

Table 9.7 shows that there was no difference between groups in their attitudes towards uncertainty 

in public transport schedules (chi-square = 7.967, p = 0.788 at ethnic group level and chi-square = 

1.179, p = 0.882 at individual level). The majority of respondents, regardless of ethnicity and 

cultural values, agreed or strongly agreed that the uncertainty of public transport schedules limited 

their use of public transport. These findings therefore reject assumption 2b. 

Table 9.8 To what extent does “personal safety” limit the use of public transport 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Weak UA 

(%) 
Strong UA 

(%) 
Personal 
safety 

Strongly disagree 5.5% 14.4% 11.4% 4.8% 12.1% 7.6% 
disagree 16.0% 31.3% 27.6% 21.0% 27.1% 21.9% 
Neither agree or 
disagree 

22.0% 21.9% 24.6% 25.8% 25.2% 20.6% 

Agree 34.5% 26.4% 26.1% 22.6% 26.6% 30.5% 
Strongly agree 22.0% 6.0% 10.3% 25.8% 9.0% 19.4% 
Total 100% 100% 100% 100% 100% 100% 

Chi-square 53.798 (p = 0.000) 22.393 (p = 0.000) 
                 Source: Own surveys (2011) 

The third variable is personal safety. This variable investigated the willingness of people to use 

public transport with their personal safety in mind, especially at night. The chi-square test indicated 

that ethnic groups have significantly differences in attitude with regard to personal safety (see Table 

9.8). Results from the survey demonstrated that more than 56% of Asian respondents and around 

48% of Pacific Islander respondents either agreed or strongly agreed that concern for their personal 

safety, particularly at night, limits their public transport use. The New Zealander and European 

respondents recorded lower percentages. At individual level almost 50% of the strong UA 

respondents agreed or strongly agreed that concern for personal safety could affect their public 
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transport use compared to just 35% of weak UA respondents. The chi-square test also indicated 

significant differences at this level (p-value = 0.000). These findings support assumption 2c.  

The results from Table 9.9 support the assumption that strong UA groups would have greater 

concern for their safety than the respondents from the weak UA groups. The table indicates that 

there are significant differences between groups, both at ethnic group level (chi-square = 60.998, p = 

0.000) and individual level (chi-square = 46.732, p = 0.000). The Asian and Pacific Islander groups 

were more likely to agree or strongly agree that the use of a car can make them feel safe when 

compared to the European and New Zealander groups. Meanwhile, at individual level, members of 

the strong UA group were more likely to agree or strongly agree using a car makes them feel safer 

when compared to weak UA groups.    
Table 9.9 Respondents’ attitudes towards “Feeling safe in a car” 

  

Ethnic Groups  Individual Level 

Asian European 
New 

Zealander 
Pacific 
Islander Weak UA Strong UA 

Safe in 
the car 

Strongly disagree 4.7% 10.8% 11.0% 3.1% 11.4% 3.5% 
Disagree 5.9% 14.9% 11.0% 12.6% 12.6% 7.6% 
Neither agree or disagree 22.7% 34.0% 35.2% 26.2% 34.2% 23.6% 
Agree 49.0% 35.1% 37.0% 36.9% 34.5% 49.4% 
Strongly agree 17.6% 5.2% 5.9% 21.5% 7.3% 15.9% 

Total 100% 100% 100% 100% 100% 100% 
Chi-Square 60.998 (p = 0.000) 46.732 (p = 0.000) 

         Source: Own surveys (2011) 

The fourth variable is “Additional security choice”. It was assumed that people from strong UA 

countries would prefer CCTV as a form of additional security surveillance on public transport. The 

chi-square test at ethnic group level indicated that the groups had significant differences in their 

choice of additional security (chi-square = 16.710, p-value = 0.001). The Asian and Pacific Islander 

groups had higher percentages of people who preferred CCTV as an additional security tool when 

compared with the New Zealander and European groups (see Table 9.10). This finding was expected 

since the Asian and Pacific Islander groups have strong UA values and the results from the other 

two groups showed the reverse of this. People from strong UA societies need greater certainty and 

CCTV provides this. At individual level, the differences between the weak and strong UA groups 

were also statistically significant (chi-square = 12.275, p-values = 0.000). These findings confirm 

assumption 2d. 

Table 9.10 Respondents perception on the use of CCTV as an additional security tool 

  

Ethnic Group Level Individual Level 
Asian 
(%) 

European 
(%) 

New Zealander 
(%) 

Pacific Islander 
(%) Weak UA (%) Strong UA (%) 

CCTV as an 
additional security 

No 52.0% 69.0% 68.1% 65.6% 69.1% 56.5% 
Yes 48.0% 31.0% 31.9% 34.4% 30.9% 43.5% 

Total 100% 100% 100% 100% 100% 100% 
Chi-square 16.710 (p = 0.001) 12.275 (p = 0.000) 

  Source: Own surveys (2011) 
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Ease of access to information is the fifth variable. One of the characteristics of the strong UA value 

is the use of information to reduce uncertainties. The first chi-square test indicated that some cells 

had less than five cases that violated the general assumptions made in the chi-square. To deal with 

that situation, the responses were reduced from five responses (strongly disagree, disagree, neither 

agree nor disagree, agree, strongly agree) to three (disagree, neither agree nor disagree, agree). The 

“strongly agree” responses were merged to form part of the “agree” responses and the “strongly 

disagree” responses were included in the “disagree” responses. After the merger, at ethnic group 

level, the chi-square results indicated insignificant differences between ethnic groups (p = 0.066). 

Table 9.11 illustrates that the Asian and Pacific Islander groups were the two groups with the 

highest percentages of people who agreed that ease of getting information would make them use 

public transport more often, while the New Zealander group had the lowest percentage. On the other 

hand, at the individual level, the differences between weak and strong UA respondents were 

significant (p = 0.003). Strong UA respondents had a higher percentage of those who agreed 

(67.6%) that ease of access to information would persuade them to using public transport more often 

than did the weak UA respondents (57.4%). The results at individual level therefore confirm 

assumption 2e. 
Table 9.11 To what extent does “Ease of access to information” reflect why respondents  

are likely to use public transport more frequently? 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Weak UA 

(%) 
Strong UA 

(%) 
Easiness to 
get 
information 

Disagree 8.0% 13.4% 17.6% 7.8% 16.3% 8.6% 
Neither agree or disagree 27.9% 24.3% 24.5% 23.4% 26.3% 23.8% 
Agree 64.2% 62.4% 57.9% 68.8% 57.4% 67.6% 

Total 100% 100% 100% 100% 100% 100% 
Chi-square 11.837 (0.066) 11.683 (p = 0.003) 

         Source: Own surveys (2011) 
The sixth variable  measuring the relationship between UA value and travel attitude is “Stress due to 

traffic congestion”. At ethnic group and individual levels, the chi-square analysis indicated 

insignificant differences between groups (see Table 9.12). Overall, the majority of respondents, 

regardless of ethnicity or cultural values, agreed or strongly agreed that “no stress because of 

congestion” would persuade them to use public transport more often. Traffic congestion is a 

problem that faces the residents of all major cities around the world. The increase in the populations 

of cities, urban sprawl, and inadequate public transport forces increases in car use. On the other 

hand, the expansion of roads has occurred at a much slower pace than the increase in the use of 

motorized vehicles. Cars and other motorized vehicles compete to use roads, resulting in traffic 

congestion. High stress levels due to traffic congestion have long been a symptom of city 

inhabitants. The majority of the respondents in this research had come from countries that have 
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congestion problems (China, India, Malaysia, the United Kingdom and New Zealand). The same 

experiences with traffic congestion caused them to share similar perceptions in relation to this 

problem. This result confirms assumption 2f. 

Table 9.12 To what extent does “No stress because of congestion” reflect why respondents 
 would use public transport more often?   

                  

Source: Own surveys (2011)  

Results from the cross-tabulation and chi-square analysis on attitudes were supported by the results 

from the MANOVA analysis. Table 9.13 demonstrates that differences between groups were found 

for “personal safety” and “feeling safe in the car” at ethnic group level. At individual level, besides 

the two variables mentioned previously, significant differences were also found between groups on 

the “ease of access to information” variable. The Asian, Pacific Islander and strong UA groups had 

the highest scores for these three variables. This indicates that the respondents in these groups have 

more positive attitudes than those in the other groups towards the three variables.   
Table 9.13 MANOVA results for relationships between uncertainty avoidance and attitudes 

  
Ethnic Group Level Individual Level 

  Asian European New 
Zealander 

Pacific 
Islander 

F-
values Weak UA Strong 

UA 
F-
values 

Uncertainty in PT 
schedule 

M 3.70 3.57 3.54 3.75 1.09 3.60 3.62 0.02 SD 1.062 1.237 1.182 1.150 1.172 1.150 
Personal safety M 3.59 2.75 2.75 3.48 28,804* 2.93 3.33 19,284* SD 1.155 1.159 1.109 1.229 1.178 1.223 

Feeling Safe in a car M 3.69 3.07 3.16 3.60 16,426* 3.14 3.67 46,673* SD .993 1.057 1.071 1.071 1.092 .949 
Ease of access to 

information 
M 3.66 3.63 3.52 3.70 1.15 3.48 3.78 18,658* SD .897 .895 .984 .927 .955 .861 

No stress M 3.56 3.63 3.55 3.41 0.84 3.52 3.60 1.04 SD .961 .959 .912 .944 .931 .950 
*Significant at 0.05 level                Source: Own surveys (2011) 

9.2.3 Individualism-collectivism 

Based on the data presented in the chapter 8, the Asian and Pacific Islander groups have relatively 

collective values and the New Zealander and European groups demonstrated individualist values.  

 
 

 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Weak UA 

(%) 
Strong 

UA (%) 
No stress Strongly disagree 4.5% 3.9% 3.3% 3.1% 3.8% 3.8% 

Disagree 8.9% 7.8% 7.0% 9.4% 8.6% 7.3% 
Neither agree or 
disagree 

30.7% 25.0% 31.4% 43.8% 30.4% 31.0% 

Agree 39.1% 49.5% 48.3% 32.8% 46.4% 42.4% 
Strongly agree 16.8% 13.7% 10.0% 10.9% 10.8% 15.5% 
Total 100% 100% 100% 100% 100% 100% 

 Chi-square 16.746 (p = 0.159) 4.227 (p = 0.376) 
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Table 9.14 Willingness to share transport mode 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Individualist 

(%) 
Collectivist 

(%) 
Share Transport 
mode 

No 33.8% 26.5% 21.7% 25.0% 27.1% 26.0% 
Yes 66.2% 73.5% 78.3% 75.0% 72.9% 74.0% 

Total 100% 100% 100% 100% 100% 100% 
Chi-square 9.005 (p = 0.029) 0.106 (p = 0.745) 

                  Source: Own surveys (2011) 

Three variables tested the relationship between individualist-collectivist values and travel attitudes. 

The first variable is the sharing of vehicles with other people. The chi-square test indicated that the 

difference between ethnic groups was significant (p-value = 0.029). The cross-tabulation (see Table 

9.14) shows that the New Zealander group had the highest percentage of respondents that wanted to 

share their vehicles with others (78.3%), followed by the Pacific Islander group (75%) and the 

European group (73.5%). The least willing to share was the Asian group, with 66.2%. These 

findings were surprising because it was expected that Asians along with Pacific Islanders 

(collectivist societies) would have the highest percentages of people who were willing to share their 

vehicle. This finding therefore rejects assumption 3a.  
Table 9.15 To what extent does “interaction with other passengers” reflect the reason why  

respondents would be willing to use public transport more often? 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Individualist 

(%) 
Collectivist 

(%) 
Interaction 
with other 
passenger 

Disagree 32.7% 49.3% 44.1% 34.4% 43.3% 39.7% 
Neither agree or disagree 52.0% 40.8% 44.1% 56.3% 47.8% 45.6% 
Agree 15.3% 10.0% 11.8% 9.4% 8.9% 14.7% 

Total 100% 100% 100% 100% 100% 100% 
Chi Square 15.243 (0.018) 5.808 (0.055) 

            Source: Own surveys (2011) 

The second variable is attitude towards interaction with other passengers. The preliminary test 

indicated that some cells had fewer than five cases which violated the chi-square general 

assumptions. To address this situation, the responses were reduced from five responses to three 

responses, as described above. Table 9.15 demonstrated that the chi-square test at ethnic group level 

showed significant differences between the ethnic groups (p = 0.018). Asian respondents were more 

likely to agree that an opportunity to interact with other passengers is a factor that would encourage 

them to use public transport more often. The Pacific Islander group, however, showed the lowest 

percentage. This was surprising because the Pacific Islander group was also a group with collective 

values. Of those who disagreed, the Asian and Pacific groups had lower percentages in comparison 

with the New Zealander and European groups. An interesting finding from the cross-tabulation 

analysis was the high percentage of respondents from all ethnic groups that chose a neutral response. 

At individual level, the chi-square test indicated insignificant differences (p-value = 0.055) but the 
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cross-tabulation demonstrated that the collective group had a higher percentage of people who 

agreed or strongly agreed (60.3%) that interaction with other passengers would persuade them to use 

public transport more often than collectivist individuals (56.7%). The findings from the individual 

level analysis confirm assumption 3b.   
Table 9.16 To what extent does “lack of private space” limit respondents’ use  

of public transport? 

  

Ethnic Groups Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Individualist 

(%) 
Collectivist 

(%) 
Lack of 
private 
space 

Strongly disagree 11.7% 19.7% 12.2% 7.8% 13.1% 14.4% 
Disagree 21.9% 33.8% 32.6% 21.9% 29.5% 26.8% 
Neither agree or disagree 36.7% 26.8% 26.7% 35.9% 32.7% 29.8% 
Agree 21.9% 15.7% 24.9% 26.6% 19.3% 23.2% 
Strongly agree 7.8% 4.0% 3.6% 7.8% 5.4% 5.8% 

Total 100% 100% 100% 100% 100% 100% 
Chi-Square 32.192 (p = 0.001) 2.545 (p = 0.637) 

            Source: Own surveys (2011) 

The third variable tested whether individualist societies value the need for private space more than 

collectivist societies. At ethnic group level, the chi-square test indicated that there were significant 

differences between ethnic groups (chi-square = 32.192, p = 0.001) on their attitudes to lack of 

private space limiting their use of public transport (see Table 9.16). The Asian, New Zealander, and 

Pacific Islander groups had a higher percentage of respondents than the European group who agreed 

or strongly agreed that lack of private space on public transport limits their public transport use. This 

was an unexpected result; the assumption was that individualist societies would be likely to value 

private space more than people from collectivist societies. The Asian and Pacific Islander groups 

have more collectivist values than the New Zealander or European groups. At individual level, there 

was no difference between the groups. Based on these results, assumption 3c was rejected.  

The results from the MANOVA analysis mirrored the results from the cross-tabulation and chi-

square tests (see Table 9.17). For attitudes on interaction with other passengers, the differences 

between groups were significant, both at ethnic group and individual levels. The mean scores 

indicated that the Asian and Pacific Islander groups had higher scores than the European and New 

Zealander groups regarding their willingness to interact with other passengers. Meanwhile, 

regarding lack of private space, differences between the groups were found only at ethnic group 

level. The Asian and Pacific Islander groups had higher scores than the New Zealander and 

European groups with regard to this attitude. At individual level, the differences between groups 

were insignificant. 



9.2.4 Masculinity-femininity 

182 
 

Table 9.17 MANOVA results for relationships between individualism-collectivism and attitudes 
Ethnic Group Level Individual Level 

  Asian European New 
Zealander 

Pacific 
Islander 

F-
values Individualist Collectivist F-

values 
Interaction with 
other passengers 

M 2.69 2.46 2.49 2.59 2,879* 2.49 2.63 4,107* SD .906 .867 .939 .891 .879 .921 
Lack of private 

space 
M 2.95 2.48 2.77 3.08 8,202* 2.75 2.78 0.15 SD 1.118 1.092 1.060 1.036 1.077 1.125 

         *Significant at 0.05 level                Source: Own surveys (2011) 

9.2.4 Masculinity-femininity 

Three variables measure the relationships between femininity-masculinity values and travel 

attitudes. Avoiding the use of public transport in peak hours was the first variable. In peak hours, 

public transport is very crowded, especially buses. For some groups, crowded conditions are 

avoided. Based on previous transport studies, it was assumed that people from masculine societies 

would avoid the use of public transport in peak hours. Using a chi-square test (see Table 9.18), it 

was found that there were significant differences between the ethnic groups with regard to their 

responses to crowdedness (p = 0.004). From the cross-tabulation analysis, almost 55% of Pacific 

Islander respondents avoided using public transport during peak hours, followed by 48% of the 

Asian group, 38% of the European group, and 35.7% of the New Zealander group.  

At individual level, the results were not surprising. Significant differences were found between 

feminine and masculine groups (p = 0.009). The masculine group revealed that a higher percentage 

of people avoided using public transport in peak hours (46.5%) compared with the feminine group 

(37%). These findings confirm assumption 4a.    
Table 9.18 Avoid using public transport at peak hours 

  

Ethnic Group Level Individual Level 

Asian  
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Feminine 

(%) 
Masculine 

(%) 
Avoiding using public 
transport at peak hours 

No 51.7% 62.0% 64.3% 45.3% 63.0% 53.5% 
Yes 48.3% 38.0% 35.7% 54.7% 37.0% 46.5% 

Total 100% 100% 100% 100% 100% 100% 
 Chi-square 13.221 (p = 0.004) 6.782 (p = 0.009) 

           Source: Own surveys (2011) 

Table 9.18 shows that people from a masculine society would be more likely to avoid using public 

transport in crowded peak hours. One of the reasons why people avoid using public transport in 

crowded conditions is that they wish to avoid unwanted physical contact, especially between males 

and females, with other people whom they do not know. It was therefore assumed that people from 

masculine societies, especially women, would tend to avoid unwanted physical contact with other 

people whom they do not know. Table 9.19 demonstrates that at aggregate level, ethnic group 

attitudes on separation areas between male and female passengers on public transport differed 

significantly (p-value = 0.000). Asian people were shown to be more likely to agree that separate 
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compartments for males and females on public transport would encourage them to use public 

transport more often. Separate compartments would decrease the chance of unwanted physical 

contact between genders. An analysis at individual level also indicated that respondents from 

masculine groups would be more likely to agree that separate compartments would encourage them 

use public transport more often. The chi-square test showed that the differences between feminine 

and masculine respondents were significant. These findings confirm assumption 4b. 
Table 9.19 To what extent does “separate areas between male and female” reflect  

why respondents would use public transport more often? 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Feminine 

(%) 
Masculine 

(%) 
Separate Areas 
for Males and 
Females 

Disagree 49.3% 79.7% 80.5% 57.8% 80.6% 57.1% 
Neither agree or disagree 38.3% 18.3% 18.0% 35.9% 17.4% 34.4% 
Agree 12.4% 2.0% 1.5% 6.3% 2.0% 8.5% 
Total 100% 100% 100% 100% 100% 100% 

Chi-square  79.670 (0.000) 50.348 (0.000) 
           Source: Own surveys (2011) 

The third variable is environmental concerns. One of the feminine culture characteristics is a high 

level of concern for the environment. It was assumed that respondents from feminine cultures would 

tend to have greater environmental concern than people from masculine societies. The chi-square 

analysis at ethnic group level showed insignificant differences between ethnic groups (p-value = 

0.207) on their willingness to use public transport more often based on environmental considerations 

(Table 9.20). At individual level, the differences between masculine and feminine respondents were 

significant (p-value = 0.006), however. People from feminine societies were more likely to agree or 

strongly agree that environmental concerns would encourage them to use public transport more 

often. For the masculine society respondents, the highest percentage was for people who chose a 

neutral answer. The finding from the individual level confirms assumption 4c.       

Table 9.20 To what extent does “environmental concerns” reflect why respondents  
would be likely to use public transport more often? 

  

Ethnic Group Level Individual Level 

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 
Feminine 

(%) 
Masculine 

(%) 
Environmental 
concerns 

Strongly disagree 5.4% 7.4% 7.0% 4.7% 5.3% 7.9% 
Disagree 7.4% 6.9% 10.6% 12.5% 6.8% 11.1% 
Neither agree or disagree 33.0% 27.5% 35.5% 40.6% 30.1% 36.7% 
Agree 36.0% 42.6% 35.2% 34.4% 42.0% 32.0% 
Strongly agree 18.2% 15.7% 11.7% 7.8% 15.7% 12.3% 
Total 100% 100% 100% 100% 100% 100% 

Chi-square  15.660 (p = 0.207) 14.536 (p = 0.006) 
          Source: Own surveys (2011) 

The results from the MANOVA analysis examining the relationship between masculine-feminine 

values and attitudes can be seen in Table 9.21. There was no difference between the results of the 
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MANOVA analysis and the previous analyses. Differences between groups were found for attitudes 

towards provision of separate areas that would persuade group members to use public transport 

more often, both at ethnic group and individual level. For the environmental concerns variable, the 

differences were found only at individual level.   

Table 9.21 MANOVA results for relationships between  
masculinity-femininity values and attitudes 

  Ethnic Group Level Individual Level 

  Asian European New 
Zealander 

Pacific 
Islander 

F-
values Feminine Masculine F-

values 
Separate areas M 2.26 1.68 1.67 2.30 22,759* 1.69 2.22 58.580* SD 1.078 .880 .809 .944 .857 1.043 
Environmental 

concerns 
M 3.51 3.52 3.30 3.25 2.52 3.55 3.29 11,208* SD 1.006 1.072 1.077 .967 1.009 1.076 

             *Significant at 0.05 level                Source: Own surveys (2011) 

 

9.2.5 Discussion 

Ten out of 16 assumptions were confirmed (62.5%); those rejected were mainly ones that tested the 

relationship between uncertainty avoidance (two out of six assumptions) and individualism-

collectivism values (two out of three assumptions) and attitudes/preferences towards transport 

modes. For the uncertainty avoidance dimension, the two rejected assumptions relate to time and 

punctuality: waiting time tolerance and uncertainty about public transport schedules.   

With regard to tolerance levels towards public transport delay, it was found that there were no 

differences between respondents from countries with varying cultural values. The data from Table 

9.6 indicates that both students and staff members had a low tolerance to public transport delay. The 

majority of respondents had 0–8 minute’s tolerance for public transport delay. These findings are 

supported by respondents’ attitudes towards uncertainty with regard to public transport schedules. 

The majority of respondents agreed or strongly agreed that uncertainty about public transport 

schedules limits their use of it. This data shows that the respondents, regardless of their cultural 

values, respected punctuality and were concerned about the reliability of public transport. These 

findings are similar to those from Basu and Weibull’s (2002) study, which found that attitudes to 

punctuality do not reflect people’s cultural values; they were more a response by individuals to what 

they expected others to do and what was expected of them. Punctuality is a very important issue in 

education, particularly in educational institutions. The pressure to complete a syllabus before the end 

of a semester and to allow for revision for examinations is great. If teachers/lecturers and students 

cannot keep to a timeframe, the goals that have been set are unachievable. This condition requires 
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students and staff to be punctual. This may have affected the reasons as to why respondents have 

similar attitudes towards punctuality. 

An interesting finding emerged with regard to respondents’ attitudes towards the effect of lack of 

private space on public transport use. At ethnic group level, the groups showed significant 

differences in attitude with regard to this issue. However, at individual level, the differences were 

insignificant. These results indicate that individualism-collectivism values do not affect respondents’ 

attitudes towards the lack of private space when using public transport. At ethnic group level two 

groups, Asian and Pacific Islander, were shown to have the highest percentages of respondents who 

agreed or strongly agreed that lack of private space when using public transport limits personal use 

of public transport. These two groups are immigrant minorities in New Zealand. Being surrounded 

by other passengers that come from majority groups may cause them to feel a lack of private space. 

This situation is often found in ethnically diverse societies (Hooghe et al., 2006). In ethnically 

diverse societies where interpersonal trust is lower than in less diverse societies (Rustenbach, 2010), 

there is a possibility that lack of private space on public transport relates to safety issues. This means 

that attitudes towards the lack of private space relate rather to uncertainty avoidance values than to 

individualism-collectivism values. A test using the ANOVA was performed to demonstrate the 

relationship and it was found that the differences between strong and weak uncertainty avoidance 

societies were significant (F-value = 5.545, p-value = 0.019).    

Another interesting finding relates to the environmental concerns variable. The results from the data 

analysis (Table 9.20) indicate that, at individual level, feminine respondents were more likely to 

agree or strongly agree that environmental concerns would persuade them to use public transport 

more often. On the other hand, at ethnic group level, the Asian group (a masculine society) had a 

higher percentage of people who agreed or strongly agreed that environmental concerns would 

encourage them use public transport more often when compared to the New Zealander and Pacific 

Islander groups (feminine societies). The high dependency of the New Zealander and Pacific 

Islander groups on private cars was suspected of affecting their willingness to use public transport, 

even though they had a high concern for environmental issues. Two separate studies support this 

assumption. A qualitative study by Witten et al. (2005) found that New Zealanders were deeply 

attached to their cars. From childhood, New Zealanders have been spent time in cars and become 

even more attached to them when they have grown up. The National Research Bureau (NRB) study 

(2012) found that Pacific Islanders were very dependent on cars for their activities. The deep 

attachment to cars makes them still use them, despite the recognition that the use of cars is less 

environmental friendly when compared to the use of public transport. Stradling et al. (1999) support 
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this assumption by stating that the respondents who were most strongly attached to their cars were 

less inclined to reduce their car use. The fact that many of the New Zealanders and Pacific Islanders 

selected “either agree or disagree” provides evidence that, even though these groups had enough 

knowledge of the negative impact of using cars on their environment, their attachment to the cars 

prevented them from using public transport often. A neutral choice can represent a situation in 

which people agree on an issue, although their behaviour may not reflect their attitude.  

An unexpected finding was generated by the “share transport” variable. It was expected that Asians 

and Pacific Islanders would have the highest percentage of respondents who would want to share 

their vehicle with others compared to Europeans and New Zealanders, since the first two groups 

mentioned have collectivist values. In fact, New Zealander group had the highest percentage of 

people who wanted to share their vehicle with other people and the Asian group had the lowest. The 

fact that many of Asian respondents were newly arrived in Auckland (28.8%) might have had a role 

in explaining this phenomenon. These new arrivals might not have felt familiar with situations and 

conditions in Auckland yet. This might cause them to be more selective in sharing vehicles with 

others. This argument is supported by the fact that Asian group represents a strong uncertainty 

avoidance society. Avoiding risks in unfamiliar situations is one of the characteristics of strong 

uncertainty avoidance values. Data from the survey also indicated that around 92% of Asian 

respondents wanted to share vehicles only with people they knew. On the other hand, around 16% of 

New Zealanders and 20.5% of European respondents did not mind if they had to share cars with 

people they barely knew. The sharing of vehicles only with people who are known to one is a coping 

strategy to reduce the risk of encountering unfamiliar situations. 

Fear can also be used to explain this phenomenon. The Asian and Pacific Islander ethnic groups are 

minorities in Auckland. Pain (2008) argues that fear can be a factor that limits people’s behaviour in 

public spaces. Minority groups often face fear with regard to their difference from the majority. 

Racist comments and behaviour are often mentioned as activities that cause people to perceive 

public spaces as unsafe places (Longdill and Associates Ltd, 2012). This situation may cause them 

to take precautions by avoiding the sharing of a vehicle with someone they do not know. 

Another interesting finding from the data analysis is the high percentage of Pacific Islander 

respondents who stated that they avoided public transport during peak traffic hours. This result was 

not expected because this group has feminine values. Based on the characteristics of the femininity-

masculinity dimension, it was expected that Asian respondents would show a higher resistance to 

crowdedness than the members of the Pacific Islander group. This finding suggests that, even 

though Pacific Islanders have feminine values, they still have attitudinal similarities to Asian people. 
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The ultimate origin of such similarities could be that they share similar cultural and ancestral roots. 

Furthermore, this finding also suggests that there is a need to re-evaluate the questions in the 

CVSCALE, especially the questions that have been designed to measure femininity-masculinity 

values. 

In some questions, many of the participants responded “either agree or disagree”. The questions that 

received many neutral responses generally related to issues that respondents theoretically agreed 

with; however, in practice they did not adhere to their beliefs. In some of those questions, neutral 

choice had the highest percentage compared to other response choices. This phenomenon affects 

data analysis because it can lead to a less precise analysis. The use of neutral choice in future 

research has to be carefully considered to avoid meaningless results. This research also found that, 

in some cases, the chi-square results at ethnic group level differed from the results at an individual 

level (see for example Table 9.1). This implies that members within an ethnic group have differing 

attitudes and also have differing cultural values, as suggested in chapter 8. 
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CHAPTER 10 

TRAVEL BEHAVIOUR OF A MULTICULTURAL SOCIETY 

 

The previous chapter revealed the ways in which cultural values affect the respondents to this 

study’s attitudes and perceptions towards transport modes. In this chapter, the effect of culture and 

other factors on travel behaviour is discussed in greater depth. In this research, travel behaviour 

refers to mode choice, car ownership, and number of trips. The first section of the chapter 

demonstrates the relationships between car–ownership and mode choice and cultural values. The 

second section discusses the relationship between numbers of trips and cultural values. 

 

10.1 Car Ownership and Mode Choice 

Studies on car ownership indicate that socio-demographic variables affect car ownership. However, 

in this study the focus is on examining the relationship between car ownership and cultural values. 

Car ownership is one of the characteristics that Hofstede (1991) directly addresses in his work, 

stating that in masculine societies, “couples need two cars” and in feminine societies “couples share 

one car” (p. 142). If the term ”couples” is translated to “households”, the assumption is that, in 

masculine societies, households would have a greater tendency to own more than one car per 

household than in feminine societies. In masculine societies, men tend to perceive ownership of a 

car as a symbol of masculinity, and the ownership of a car with a powerful engine is preferable. On 

the other hand, in the same societies women are more likely to use small or medium-sized cars 

because they are perceived as being easier to drive and more convenient to park. These differences 

cause couples to prefer to have two or more different cars. In feminine societies, men are less likely 

to have a marked preference for high-powered cars. Using a small car has a similar value to using a 

powerful car. This leads to couples to tend to have only one car and to share the use of it between 

them. In addition, the data analysis in section 9.2.1 also showed that respondents from feminine 

societies were more likely to have more environmentally friendly attitudes towards transport modes 

than respondents from masculine societies. This environmentally friendly attitude might limit their 

level of car ownership because the use of cars leads to the production of CO2, thus deteriorating the 

environment. It was anticipated that respondents from feminine societies would have a lower level 

of car ownership and use private cars less often than respondents from masculine societies. 

Furthermore, the data from chapter 9 showed that respondents from high power distance societies 

were more likely to agree that ownership of a car could give them prestige and that ownership of one 



10.1.1 Bivariate analysis: cross-tabulation and chi-square for car ownership 
 

189 
 

car or more could symbolize their level of achievement. It was anticipated that people from high 

power distance societies would be likely to have a higher percentage of car ownership and use 

private cars more often than people from low power distance societies.  

Another important variable is aspiration for possessing cars in the future. Similar to car ownership, 

aspiration for possessing car in the future is assumed to be affected by power distance and 

masculinity-femininity values. It was assumed that people from high power distance and feminine 

societies would have strong aspirations for having car in the future. 

10.1.1 Bivariate analysis: Cross-tabulation and chi-square for car ownership 

At ethnic group level (see Table 10.1), the Asian ethnic group was shown to have the highest 

percentage of respondents living in households without a car (16.6%). Meanwhile, the European 

group had the highest percentage of respondents who lived in households with only one car 

available (almost 32%). The New Zealander group had the highest percentage of respondents who 

lived in households with two or more cars (74.5%). The Pacific Islander group also showed a high 

percentage of respondents who lived in households with two or more cars.  

Table 10.1 Number of cars available of ethnic groups 

                           
Ethnic Group 

Asian (%) 
n = 260 

European (%) 
n = 204 

New Zealander (%) 
n = 227 

Pacific Islander (%) 
n = 66 

None 16.6% 6.8% 5.4% 6.2% 
1 car 21.0% 31.9% 20.1% 21.5% 
2 or more cars 62.4% 61.4% 74.5% 72.3% 

Total 100% 100% 100% 100% 
Chi-square (sig.) 31.368 (0.000) 

     Source: Own surveys (2011) 

Furthermore, when power distance values are controlled for, respondents from high power distance 

societies were more likely to live in households with two or more available cars (70%) than 

respondents from low power distance societies (65.1%). Furthermore, 27.5% of respondents from 

low power distance societies lived in households with only 1 available car, far above the percentage 

for high power distance respondents (19.7%). The chi-square test indicated that the differences 

between the groups were significant (p-value = 0.028). The results from chi-square indicate that 

power distance values have a relationship to car ownership (Table 10.2).  
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Table 10.2 Power distance and car availability 

 
Low Power 

Distance (%) 
High Power 

Distance (%) 
None 7.4% 10.3% 
1 car 27.5% 19.7% 
2 or more cars 65.1% 70.0% 
Total 100% 100% 
Chi-square (sig.) 7.124 (0.028) 

                                           Source: Own surveys (2011) 

When looking at femininity-masculinity values (see Table 10.3), the differences between car 

ownership are significant (p-value = 0.022). Respondents from masculine societies were more likely 

to live in households with two cars or more (69.4%) when compared to respondents from feminine 

societies (65.8%). In addition, 27.3% of respondents from feminine societies reported that they lived 

in a one-car household, a higher percentage than for respondents from masculine societies (19.8%).   

Table 10.3 Feminine-masculine societies and car availability 

 Feminine (%) Masculine (%) 
None 7.0% 10.8% 
1 car 27.3% 19.8% 
2 or more cars 65.8% 69.4% 
Total 100% 100% 
Chi-square (sig.) 7.663 (0.022) 

                                          Source: Own surveys (2011) 

The findings provide evidence that high power distance societies have more cars per household than 

those of low power distance societies. In addition, feminine societies have the highest percentage of 

those who have only one car in their households. With regard to aspiration towards having car in the 

future, if ethnicity is controlled for (Table 10.4), it was found that the Asian and Pacific Islander 

groups had the highest percentage of respondents who stated that they wanted to have cars in the 

future (49% and 55.4%). Meanwhile, the European and New Zealander groups had the lowest 

percentage of respondents that stated the same (18.6% and 26.2%). The Asian and Pacific Islander 

groups represent high power distance societies and the European and New Zealander groups 

represent low power distance societies. 

Table 10.4 Willingness to own a car of ethnic groups and power distance values 

  

Ethnic Groups Power Distance  

Asian 
(%) 

European 
(%) 

New 
Zealander 

(%) 

Pacific 
Islander 

(%) 

Low Power 
Distance (%) 

High Power 
Distance (%) 

Willingness to 
own a car 

No 51% 81.40% 73.80% 44.60% 69% 61.60% 
Yes 49% 18.60% 26.20% 55.40% 31% 38.40% 

Total 100% 100% 100% 100% 100% 100% 
Chi-square 65.368 (0.000) 4.464 (0.035) 

             Source: Own surveys (2011) 

When looking at power distance values (Table 10.4), it was found that respondents that had high 

power distance values were more likely to want to own a car in the future than respondents that had 
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low power distance values. The differences between groups were statistically significant, as shown 

by the chi-square test (p-value < 0.05). High power distance respondents were more likely to have 

strong aspirations of owning a car in the future.  

In relation to feminine-masculine values and willingness to own a car in the future, Table 10.5 

indicates that 40.2% of respondents with masculine values stated that would be willing to have a car 

in the future compared to just 29.4% of respondents with feminine values. The differences were 

statistically significant (p = 0.002). These results provide evidence that members of a masculine 

society would have strong aspirations to own a car in the future. 

Table 10.5 Willingness to own a car * femininity-masculinity cross-tabulation 

 

Femininity-masculinity  
Feminine (%) Masculine (%) 

Willingness to own a car No 70.6% 59.8% 
Yes 29.4% 40.2% 

Total 100% 100% 
Chi-square 9.539 (0.002) 

                               Source: Own surveys (2011) 

10.1.2 Bivariate analysis: Cross-tabulation and chi-square for mode choice 

For the purposes of this analysis, only three transport modes were examined: public transport, 

private car, and active mode. Active mode included walking, bicycling, skateboarding, and other 

modes that involve physical activity. The analysis was conducted at an individual level that involved 

two dimensions. Table 10.6 shows that respondents from high power distance societies were more 

likely to use public transport (63.7%) than those from low power distance societies (56.4%). On the 

other hand, low power distance individuals were more likely to use private cars compared to high 

power distance respondents. The differences between groups in the use of public transport or private 

car use were significant (p-value < 0.05). This finding was surprising because it was expected that 

low power distance societies were less likely to use private cars than high power distance societies; 

the assumption was therefore rejected.  

Table 10.6 Power distance and mode choice 

 
Low Power 

Distance 
High Power 

Distance 
Chi Square/df 
(p-value) 

Public Transport 56.4% (n=221) 63.7% (n=223) 4.142/1 
(0.042) 

Private car 37.2% (n=146) 30.0% (n=105) 4.336/1 
(0.037) 

Active transport mode 14.8% (n=58) 16.3% (n=57) 0.313/1 
(0.576) 

          Source: Own surveys (2011) 

With regard to masculinity-femininity values and mode choice, the chi-square tests (see Table 10.7) 

indicated that there were significant differences between the groups in private car and active 
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transport mode use (p-values < 0.05), but that differences were insignificant for public transport use. 

Individuals with feminine values were more likely to use private cars (37.3%) than those with 

masculine values (29.8). On the other hand, respondents with masculine values used active mode 

more often (18.4%) than respondents that have feminine values (13%). This finding was unexpected 

as it had been assumed that feminine societies would use private cars less often than masculine 

societies.  

Table 10.7 Femininity-masculinity and mode choice 

 Feminine Masculine 
Chi Square/df 
(p-value) 

Public Transport 59.8% (n=239) 59.9% (n=205) 0.003/1 
(0.958) 

Private car 37.3% (n=149) 29.8% (n=102) 4.541/1 
(0.033) 

Active transport mode 13.0% (n=52) 18.4% (n=63) 4.137/1 
(0.042) 

                                     Source: Own surveys (2011) 

At an aggregate level, the four ethnic groups were used as independent variables. Table 10.8 

indicates that the Pacific Islander (69.7%) and New Zealander (65.6%) groups showed the highest 

percentage of public transport use. The European group had the highest percentage in private car use 

(37.7%) and the Asian group had the highest percentage for active mode (18.8%) use. The findings 

from Table 10.5 may have been influenced by other factors. For example, Asian respondents were 

shown to have the highest percentage for active mode use because there were a significant number 

of Asian respondents who were living within walking and cycling distance of the city campus of the 

University of Auckland (UoA) (see Figure 7.1). In addition, the European group had the highest 

percentage of respondents who used private cars because this is the group with the highest 

percentage of staff respondents. In order to control for other factors, the next analysis included other 

factors that have been identified in the literature that can affect mode choice. 

Table 10.8 Ethnic groups and mode choice  

  
Ethnic Groups 

Asian European New Zealander Pacific Islander 
Public Transport 58.5% (n=152) 52.0% (n=106) 65.6% (n=147) 69.7% (n=46) 
Private Car 30.8% (n=80) 37.7% (n=77) 33.5% (n=75) 33.3% (n=22) 
Active mode 18.8% (n=49) 15.7% (n=32) 13.4% (n=30) 9.1% (n=6) 

                          Source: Own surveys (2011) 

10.1.3 Bivariate analysis: Correlation  

It was realized that even though the chi-square tests show that there were significant differences 

between groups with different values on car ownership and private car use, there is a need to control 

for socio-demographic and distance characteristics in order to prove that cultural values really do 
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affect car ownership. The next two analyses provide more comprehensive information by taking 

socio-demographic and distance variables into account. 

Table 10.9 Correlation for dependent and independent variables  

  

Public 
Transport 
Use 

Private 
Car Use 

Active 
transport 
mode 

Car 
availability 

Willingness 
to have a 
car 

Power Distance  .075* -.076* .021 .037 .078* 
Masculine-feminine  .002 -.078* .075* .022 .114** 
Distance .379** .140** -.543** .392** .020 
Acculturation .143** .129** -.275** .319** -.024 
Activity Status  .241** -.230** .008 .122** .202** 
Gender -.021 -.036 .050 .032 -.058 
Age -.273** .265** -.015 -.077* -.184** 
Educational Level -.326** .169** .155** -.233** -.152** 
No. People in HH .197** -.033 -.185** .390** .180** 
Income Group -.295** .239** .050 -.152** -.204** 
** Correlation is significant at the 0.01 level (2-tailed). 
* Correlation is significant at the 0.05 level (2-tailed). 

In the bivariate correlation analysis, seven socio-demographic variables and distance variable were 

included, along with power distance and masculinity-femininity values. The socio-demographic 

variables were household size, acculturation, gender, age, educational qualification, activity status, 

and income group. Table 10.9 indicates that car availability does not correlate with power distance 

or masculinity-femininity values but correlates with socio-demographic variables, with the 

exception of the gender variable. However, the correlations were relatively small, except for number 

of people in household and car availability (coefficient was 0.390, which indicated medium 

correlation). Table 10.9 indicates that the larger the household size and the longer respondents had 

lived in Auckland, the more cars there were available in their households. In addition, younger and 

lower income people tended to live in households with more cars available compared to older and 

higher income respondents. This can be explained by the fact that younger, lower-income, and 

student respondents were mainly still living with their parents or family, giving them access to the 

greater number of cars. It was not necessary for respondents to own the cars that were available for 

them. The cars might be owned by their parents or other family members. From a different 

perspective, generally speaking, the higher-income and older respondents worked as staff members 

of the university and tended to live in the small-size households. This means that the number of cars 

available in each of these small households was also small. The correlation table demonstrates 

different patterns from the chi-square analysis, which showed a relationship to car ownership; in the 

correlation analysis cultural values did not correlate to car ownership.  

Regarding the level of willingness to own a car in the future, this correlates weakly to cultural 

values, both in power distance and masculinity-femininity values. Willingness to own a car also 

weakly correlates to age and income variables. Table 10.9 indicates that the higher the respondents’ 
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power distance values, the more likely they were to be willing to own a car in the future. 

Furthermore, the higher the respondents’ masculine values, the more likely they were to state “yes” 

for willingness to have a car. The table also demonstrates that the younger the respondents were, the 

more likely they were to have the willingness to own a car in the future. 

Mode choice is not just affected by cultural values. In the bivariate correlation analysis, all the 

factors that have been identified as affecting mode choice were included. With regard to cultural 

values, the results from the bivariate correlation analysis have demonstrated that power distance and 

masculinity-femininity values correlate with private car use. However, the correlation magnitudes 

were very weak (-0.076 and -0.078). Table 10.6 indicates that the further away that people lived 

from the UoA, the more likely they were to use a motorized vehicle (public transport or private car); 

whereas the closer their residential location to the UoA, the more likely they were to use an active 

transport mode.  

With regard to the time in Auckland variable, the results from the surveys demonstrate that the 

longer people have lived in Auckland, the more likely they were to use a private car or public 

transport frequently. On the other hand, the use of an active transport mode was likely to decrease as 

respondents lived in Auckland for longer periods of time. This finding was expected considering car 

use and car possession in Auckland is very high. This condition forces people who have lived longer 

in Auckland to adapt to high car use. Gender was not a good predictor of mode choice in this 

research. No correlation was found between gender and mode choice, indicating that male and 

female respondents had almost the similar mode choices. In feminine societies, such as New 

Zealand, where gender equality is a principal value, these findings are acceptable. With regard to 

activity status, students selected more environmentally friendly transport mode choices than staff 

members. This is reflected in the high percentage of students using public transport as their main 

mode for travelling from home to the UoA. On the other hand, more than half of total staff 

respondents used private cars. Similar percentages for students and staff respondents were shown for 

active transport modes.  

Some studies have found that income affects car ownership. People who have a high level of income 

have been shown to have the ability to purchase cars, and thus to use them more often than their 

lower-income counterparts. This finding is supported by this research: higher-income respondents 

were more likely to use private cars than the lower-income respondents. With regard to age, Table 

10.9 shows that young people were more likely to use public transport and active transport modes 

than older people. Older people, however, were more likely to use private cars. The older people in 
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this research were dominated by staff members with substantial incomes and thus they were able to 

afford to buy a car and to pay for the expense of running it.  

Another interesting finding came from the educational level variable. Those with a high educational 

level used private cars more often than those with a lower educational level. Meanwhile, 

respondents with a lower educational level used public transport more often. This is expected 

because the majority of people who had a Master’s/PhD degree were staff members who had the 

ability to afford a car. On the other hand, some respondents with a high level of education also used 

active transport modes. The awareness of the environmental impact of using motorized vehicles 

might have caused these highly educated respondents to use active modes more often than 

respondents with lower education levels. 

10.1.4 Multivariate analysis: Regression 

For the purposes of the multivariate analysis, linear regression was used to analyse the relationship 

between the independent and dependent variables. In this section, the independent variables are 

divided into two broad categories: cultural values variables and socio-demographic variables. The 

cultural values variables were power distance and masculinity-femininity values. The socio-

demographic variables were number of people per household, time in Auckland, gender, age, 

educational level, and income. As in other sections, groups of variables were added sequentially to 

help to trace any changes in magnitude, significance, and signs.  

For the first regression analysis, the dependent variable was car ownership. Household size, 

acculturation, gender and income variables were added to the model along with cultural values 

variables. The time in Auckland variable was added to model for the reason that Auckland is a city 

that has a high ratio of car ownership. People who have lived in Auckland for long time might 

perceive that having more than one car is a necessity, simply because other people do the same. 

Gender and income variables were also added because some (but not all) previous studies have 

shown that men and higher-income people are more likely to own cars. Groups of variables were 

added sequentially to help to trace changes in the magnitude of significance of coefficients and 

signs. This exercise was undertaken to detect any omitted variable bias and multicollinearity 

(Buehler, 2008). 
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Table 10.10 Linear regression for car availability  

Model 

Unstandardized 
Coefficients 

Standardized 
Coefficients 

t Sig. R2 F-Value B Std. Error Beta 
1 (Constant) 2.847 .117   24.255 .000 

0.10% 0.749 Total Power Distance .018 .059 .012 .303 .762 
Total Masculine-feminism .021 .041 .021 .521 .603 

2 (Constant) .582 .182   3.205 .001 

34.80% 0.000 

Total Power Distance -.010 .048 -.007 -.205 .837 
Total Masculine-feminism .019 .035 .019 .553 .580 
No. of people  .278 .022 .406 12.598 .000 
Time in Auckland .266 .021 .382 12.496 .000 
Gender .080 .060 .042 1.345 .179 
Income -.011 .014 -.025 -.740 .459 

a. Dependent variable: Car available                                    Source: Own surveys (2011) 
   

Table 10.10 shows that power distance and masculinity-femininity values are not significant 

predictors for car availability. The first model, which only includes power distance and masculinity-

femininity values, shows a very low percentage of Pseudo-R2 (0.1%). Model 2 is the best model; 

this included socio-demographic characteristics. The Pseudo-R2 for model 2 is 34.8%. The “number 

of people in households” and “time in Auckland” are two significant predictors. Meanwhile, gender 

and income variable are not significant predictors.  

The second multivariate analysis used logistic regression. The dependent variable is willingness to 

have a car in the future (see Table 10.11). The dependent variable was coded 0, for the “no” option, 

and 1 for the “yes” option. Meanwhile, the independent variables were also divided into two groups; 

this is similar to the treatment of the previous regression analysis. The cultural values variables were 

power distance and masculinity-femininity values: the socio-demographic variables were car 

availability, time in Auckland, gender, income, and age. The groups of independent variables were 

added into the model sequentially.  

Nagelkerke’s R2 for Model 1 was 0.037, which indicated a weak relationship between prediction 

and grouping. The overall successful prediction for Model 1 was 66.3%, an increase of 1% from 

Model 0. The sig. values indicated that cultural values are significant predictors for willingness to 

have a car in the future. Exp(B) values demonstrated that respondents with high power distance 

values were 35% more likely to state they were willing to have a car in the future. Meanwhile, 

people with higher masculinity-femininity values were 36% more likely to state the same.  

For Model 2, a group of socio-demographic variables was added into model. A change was found 

for the power distance variable. Controlling for selected socio-demographic characteristics causes 

the power distance variable to become an insignificant predictor. Model 2 shows that only two 

socio-demographic variables, gender and income, contributed significantly to predict people’s 
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willingness to have a car in the future. The Exp(B) values indicated that female respondents were 

31% more likely to state “yes” for willingness to have a car in the future. Furthermore, the Exp(B) 

values also showed that low-income people were more likely to state “yes” for this aspiration.  

Table 10.11 Logistic regression for willingness to own a car in the future 
  Model 1 Model 2 
  B Exp(B) B Exp(B) 
PD .300 1.350 .197 1.217 
MAS .308 1.360 .298 1.346 
TB_4a     -.180 .835 
BI_3     .058 1.059 
Gender     -.368 .692 
DI_4     -.141 .868 
DI_2     -.166 .847 
Constant -1.915 .147 -.607 .545 
Cox & Snell R2 3.7% 8.2% 
Negelkerke R2 5.1% 11.3% 
Chi-square/df (sig.) 27.014 (0.000) 61.513 (0.000) 

                                   *Bolded fonts indicate significant relationship           Source: Own surveys (2011) 

With regard to mode choice, the dependent variables chosen were cultural values (power distance 

and masculinity-femininity values), socio-demographic characteristics (time in Auckland, activity 

status, gender, age, educational level, and income) and urban form (distance from home to the UoA). 

The independent variables were public transport use, private car use, and active mode use.  
Table 10.12 Logistic regression for public transport use 

  Model 1 Model 2 Model 3 
  B Exp(B) B Exp(B) B Exp(B) 
PD .186 1.204 -.006 .994 .033 1.033 
MAS -.123 .884 -.245 .783 -.232 .793 
Accult     .336 1.399 .093 1.098 
Activity     -.342 .710 -.365 .694 
Gender     -.069 .934 -.059 .943 
Age     -.401 .670 -.691 .501 
Edu     -.572 .564 -.480 .619 
Income     -.383 .682 -.312 .732 
Dist         .094 1.098 
Constant .354 1.425 2.774 16.024 2.188 8.920 
Cox & Snell R2 0.40% 14% 22.40% 
Negelkerke R2 0.60% 18.90% 30.30% 
Chi-square/df (sig.) 2.952/2 (0.229) 105.477/6 (0.000) 74.192/1 (0.000) 

                      * Bolded fonts indicate significant relationship                               Source: Own surveys (2011) 

For public transport use (see Table 10.12), Pseudo-R2 tests showed a very low percentage in Model 

1 but this increased each time a group of variables was entered into the model. Model 3 was the 

most efficient model and achieved the highest score in the Pseudo-R2 tests (22.4% to 30.3%). Power 

distance values were not significant predictors of public transport use in all three models. In Model 

1, power distance and masculinity-femininity values were insignificant predictors of public transport 

use. The percentage of correct predictions only increased 0.2% from Model 0 (60.2%). In Model 2, 

masculinity-femininity values, time in Auckland, educational level, and income variables were 

significant predictors. The percentage of predictions correct increased from 60.4% to 68.7%. Model 

2 was an improvement on Model 1. When distance from home to the UoA was entered in the model, 
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only masculinity-femininity, age, educational level, and distance variables were significant 

predictors (Model 3). The percentage of predictions correct increased to 73%. The Exp(B) values 

demonstrate that masculine respondents were 21.7% more likely to use public transport. While 

power distance values were an insignificant predictor for public transport use, masculinity-

femininity values were significant predictors. Model 3 is the preferred model, as it includes all 

theoretically relevant variables and has the highest percentage of explained variance (30%). 
Table 10.13 Logistic regression for private car use 

  Model 1 Model 2 Model 3 
B Exp(B) B Exp(B) B Exp(B) 

PD -.281 .755 -.075 .928 -.070 .932 
MAS .016 1.016 .193 1.212 .216 1.241 
Accult     .519 1.681 .463 1.588 
Activity    .149 1.160 .166 1.181 
Gender   -.311 .732 -.309 .734 
Age   .775 2.172 .716 2.047 
Edu   .063 1.065 .125 1.134 
Income   .360 1.433 .408 1.503 
Dist         .031 1.031 
Constant -.203 .817 -3.821 .022 -4.297 .014 
Cox & Snell R2 0.70% 10% 11.80% 
Negelkerke R2 1.00% 14.20% 16.30% 
Chi-square/df (sig.) 5.006/2 (0.082) 72.562/6 (0.000) 12.312/1 (0.000) 

                         * Bolded fonts indicate significant relationship                               Source: Own surveys (2011) 

A logistic regression analysis was also conducted to predict private car use using cultural values, 

socio-demographic characteristics and urban form variables (see Table 10.13). The Negelkerke’s R2 

of 0.029 for Model 1 indicated a weak relationship between prediction and grouping. Prediction 

success overall for Model 1 was 66.3%; there was no difference between it and Model 0. The Wald 

criterions demonstrated that only power distance values made a significant contribution to prediction 

(p-value < 0.005). The Exp(B) value indicated that low power distance respondents were 24.45% 

more likely to use private cars than high power distance respondents. The chi-square test showed 

that the predictors were unreliable in predicting those who used private cars and those who did not. 

For Model 2, Negelkerke’s R2 of 0.142 indicated a moderate relationship between predictors and 

private car use. The percentage of prediction correct overall was 71.1%, an increase of about 4% 

from Model 1. Time in Auckland, age, and income variables were significant contributors to 

prediction. The chi-square test also showed significant differences between respondents who used 

private cars and those who did not. 

Model 3 was the most appropriate model for predicting private car use. Nagelkerke’s R2 indicated a 

moderate relationship between independent and dependent variables (0.163). Five predictors were 

found as contributing significantly to private car use: masculinity-femininity values, distance from 

home to the UoA, and the three other variables used in Model 2. The Exp(B) value showed that 
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people with feminine values were 24% more likely to use private cars than people with masculine 

values.   

For active mode use (see Table 10.14), in Model 1 masculinity-femininity values were a significant 

predictor. In Model 2, time in Auckland, gender, age and educational level variables were significant 

predictors for active mode use. Nagelkerke’s R2 shows a moderate value for Model 2 (0.215). After 

entering the distance variable in Model 3, only two variables were found to contribute significantly 

to the model: gender and distance. Exp(B) values indicated that male respondents were 119.5% 

more likely to use active transport modes. Meanwhile, the closer respondents live to the city campus 

they were 42% more likely to use active transport modes. Negelkerke’s R2 showed a strong 

relationship between prediction and grouping (0.650). 

Table 10.14 Logistic regression for active mode use 
  Model 1 Model 2 Model 3 
  B Exp(B) B Exp(B) B Exp(B) 
PD .081 1.085 .061 1.063 -.080 .923 
MAS .261 1.298 .169 1.184 .065 1.068 
Accult     -1.091 .336 -.291 .748 
Activity     .388 1.474 .427 1.532 
Gender     .496 1.642 .786 2.195 
Age     -.709 .492 -.476 .621 
Edu     .674 1.962 .296 1.344 
Income     .184 1.202 .356 1.427 
Dist         -.548 .578 
Constant -2.459 .086 -1.334 .263 .766 2.151 
Cox & Snell R2 1.00% 12% 37.50% 
Negelkerke R2 1.70% 20.90% 64.70% 
Chi-square/df (sig.) 7.060/2 (0.029) 85.620/6 (0.000) 244.828/1 (0.000) 

                         * Bolded fonts indicate significant relationship                           Source: Own surveys (2011) 

 

10.1.5 Discussion 

Car availability 

The bivariate analyses have provided evidence that power distance and masculinity-femininity 

values are linked to car availability/willingness to own a car in the future. Respondents from 

feminine societies lived in households with fewer cars available and were also less likely to own 

cars in the future. Their concern for environmental issues limited their car ownership and aspirations 

to own cars in the future. This supports Hofstede’s (2001) theory that couples in feminine societies 

tend to share a car so they do not have to own more than one car. By contrast, people from high 

power distance societies were more likely to have two or more cars in their households and also had 

strong aspirations for car ownership because of the mind-set that a car can give them prestige.  

In the ethnic group level analysis, there was an interesting finding. The Asian group (high power 

distance) showed the highest percentage of respondents living in households without cars. This 
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might have been caused by their residential choice. A high percentage of Asian respondents lived in 

the CBD, which means they did not need a car for their means of transport.24 In addition, parking 

charges are very expensive in the CBD, and car prices and car maintenance costs are very high.25   

In the multivariate analysis, it was found that the “number of people in a household” and “time in 

Auckland” variables were two significant predictors. Larger-sized households tended to have more 

cars available. This finding is in line with those of Blumenberg’s (2008) study in California. 

Blumenberg found that larger household size affects car availability. She argues that having more 

people in a household means they have a higher average income and that enables them to afford 

cars. With regard to time in Auckland, the longer people had lived in Auckland, the more likely they 

were to have more cars in the household. Auckland is the city with the highest proportion of car 

ownership, along with Southern California (1.6 cars per household) (New Zealand Transport 

Agency, 2010). People who have lived in Auckland for a long time are likely to start to adapt to the 

behaviour of the locals (Handy, 2009; Tal & Handy, 2010). They depend more on cars and the 

possession of more than one car per household has become commonplace. Meanwhile, the gender 

and income variables were not significant predictors. This was surprising because it was expected 

that these variables would be significant predictors, based on the literature. The nature of the sample, 

which is dominated by young student respondents, might have caused this phenomenon. Young 

students generally still live with their parents. Even though they have lower incomes, they still have 

cars available to them in their households because their parents or other family members own them. 

This means that the income variable does not have an impact on this model. The same explanation 

also can be given for the gender variable. New Zealand is a feminine country that shows high gender 

equality. This means that gender differences in car ownership are almost zero. 

In addition, the results from the multivariate analysis for willingness to own cars in the future 

indicate that female respondents have a stronger aspiration to own cars in the future, compared to 

male respondents. This result was surprising because it was expected that male respondents would 

be more likely to state “yes” for car ownership aspiration in the future (Cullinane, 2002). The 

expectation was based on the assumption that men are more likely to perceive cars as a status 

symbol. This result may have been caused by the high percentage of female respondents in the 

Asian and Pacific Islander groups. In these societies, women do not usually have top priority in the 

use of cars (see explanation in section 9.1.1). This leads them to have a strong aspiration to own a 

                                                             
24 As shown in Figure 7.1, the Asian group has the highest percentage of people who live near the UoA (zone 1).  

25 As shown in Figure 7.11, the Asian and Pacific groups had the highest percentage of respondents with incomes less 
than $5,000 per year. 
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car in the future so they can use it freely. The logistic regression also indicated that lower-income 

respondents had a stronger aspiration to own cars in the future than higher-income respondents. This 

can be explained by the fact that lower-income respondents did not own cars when the surveys were 

conducted because they could not afford them. This causes them to tend to have a strong willingness 

to own a car in the future. 

Mode choice 

With regard to mode choice, especially private car use, this study found evidence that power 

distance values linked to mode choice, especially the use of public transport and private cars. The 

analysis shows that people from high power distance societies tend to use public transport and active 

modes more often than people from low power distance societies, and low power distance people 

used private car more often than high power distance people. This finding was unexpected because, 

according to Hofstede, high power distance societies perceive a car as a symbol of social status that 

might encourage them to use it more often than low power distance societies. The fact that majority 

of high power distance respondents had low incomes might explain the results. They could not 

afford to buy a car, or the high maintenance costs. On the other hand, low power distance societies 

have higher levels of income that enable people to buy a car and use it. Furthermore, even though 

high power distance respondents have more cars available in their household, they were not the top 

priority in using the cars. Parents/older people have the top priority in the use of a household 

vehicle. Young people have to give older people top priority if they need to use a vehicle at the same 

time.  Young students formed the majority of respondents in this study and those who came from 

high power distance societies did not have top priority in the use of a household vehicle. This meant 

that they had to use other transport modes. On the other hand, in low power distance societies, 

everyone has the same opportunity to use the vehicles in the household. This enables individuals 

from these societies to use private cars more often.    

With regard to masculinity-femininity values, differences between groups were found for private car 

and active mode use. The feminine group used private cars more often than the masculine group and 

use the active mode less often than the masculine group. This was surprising considering feminine 

societies tend to have higher environmental awareness than masculine societies (see section 9.2.4). 

It was expected that feminine respondents would use private cars less often than masculine 

respondents. This result might be affected by people’s attachment to the cars (Beirão & Sarsfield 

Cabral, 2007; Witten et al., 2005). Feminine respondents in this study had mainly lived for more 

than four years in Auckland or were born and grew up there (see Figure 7.4). They have been 

acclimatized to high use of private cars. Their attachment to cars encourages them to use private 



 10.1.5 Discussion 
 

202 
 

cars, despite knowing that cars are less environmental friendly than other transport modes (see also 

section 9.2.6). Meanwhile, in relation to active modes, the residential locations of ethnic groups that 

had feminine values (European, New Zealander and Pacific Islander) were far from the UoA and 

this may have affected their use of active modes.  

Even though the chi-square analysis indicated that power distance and masculinity-femininity values 

linked to particular transport modes, further analysis using logistic regression demonstrated that 

when socio-demographic variables were controlled for, the relationships that were shown between 

cultural values (power distance and masculinity-femininity values) and mode choice disappeared. 

Focusing on private car use, masculinity-femininity values were a significant predictor and power 

distance values were not.  

Distance from respondents’ home to the UoA was the strongest predictor of mode choice, especially 

for active mode use (see Table 10.9). This variable was also a significant predictor for the three 

transport modes that were examined in this study. This indicates that urban sprawl in Auckland 

strongly affected respondents’ mode choice. Another important result from the multivariate analysis 

is that the time in Auckland variable significantly affected the predictions for private car use. This 

means that people who had lived for a long period of time in Auckland were more likely to use 

private cars. This finding confirms the findings of previous studies. Tal and Handy (2010) states that 

people who have lived for more than five years are more likely to adapt to travel behaviour of the 

local people, especially with regard to mode choice. In Auckland, according to the 2006 census, use 

of private cars was shown to be extensive. More than 80% of Aucklanders used private cars for 

commuting. It is thus assumed that the longer people have lived in Auckland, the more likely they 

are to travel by private car. 

Another interesting finding is related to active mode use. The multivariate analysis indicated that 

male respondents would be more likely to use an active travel mode as their main mode for trips for 

educational purposes compared to female respondents. This finding is not consistent with previous 

studies on gender difference in walking behaviour. Clifton and Livi (2004), for example, found that 

the female respondents in their study were more likely to use active modes (walking and bicycling 

combined together) than male respondents. The sample choice may have affected the findings in this 

study. Clifton and Livi’s study used a more general sample in the United States, with a wider variety 

of socio-demographic characteristics. Female respondents from the US sample might have had low 

incomes that forced them to use active modes which are less expensive then private cars or even 

public transport. This study used a very specific sample: students and staff members of the UoA. 

Students and staff members showed more homogenous socio-demographic characteristics than the 
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more general sample. Students and staff members are usually middle-class. Female respondents in 

this study have similar incomes to male respondents, and this characteristic may also have affected 

the findings.  

 

10.2 Numbers of Trips 

Travel behaviour can also be measured by the number of trips. In relation to cultural values, this 

study measured people’s numbers of trips for five different purposes. The first purpose chosen was 

trips to accompany children to activities, such as school, play, or other social activities. The second 

purpose was escorting older people to their activities, such as medical check-ups. The third purpose 

was shopping for household needs. The fourth and five purposes were visiting relatives/friends and 

community activities respectively. The first three purposes were aimed at testing the relationship 

between travel behaviour and masculinity-femininity values; the last two purposes were for testing 

the relationship between travel behaviour and individualism-collectivism values.  

Masculine societies are characterized by inequality between genders. In masculine societies, women 

are more likely to engage in domestic activities such as shopping, accompanying children or the 

elderly than are men. Millet (1990) stated that in masculine-patriarchal societies, a stereotype for a 

woman is as a domestic worker (domestic service) and for a man is as a breadwinner, who is 

perceived to be of higher value than a woman. It was assumed that there would be a significant 

difference in the number of journeys taken between males and females in masculine societies for 

such purposes as accompanying children, escorting elderly, and for shopping. It was anticipated that 

female respondents would travel more for the three purposes mentioned than male respondents in 

masculine societies. 

One of the characteristics of collective societies is the willingness of members to maintain their 

associations with other members of their group. This is achieved by regular visits between members. 

In developing countries, visiting relatives or friends is part of the social safety net, especially for 

low-income people. In Hofstede Cultural Index (HCI), the majority of developing countries have 

collective values. Conversely, in developed countries, the term “visiting relatives or friends” is more 

likely to be associated with tourism or recreational journeys, which are done very rarely. It was 

assumed that people from collective societies would be more likely to travel at least once a week to 

visit friend/relatives and to engage in community activities than those from individualist societies.
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10.2.1 Bivariate analysis: Cross-tabulation and chi-square 
In this study, it was assumed that women from masculine societies would tend to have more 

responsibility for maintaining household work such as accompanying children or elderly to their 

activities and also for shopping for household needs. For the purpose of accompanying children, 

only data from respondents that had at least one child in their household was used; those without 

household responsibility for children were excluded from the analysis. Only 179 respondents out of 

the total of 740 respondents (24.2%) had children in their households. At ethnic group level (see 

Table 10.15), some cells had less than five cases which meant the results were unstable. Meanwhile, 

at individual level (Table 10.16), the differences between males and females for the same travel 

purposes were insignificant, in both masculine and feminine societies (p-value > 0.05). 

Table 10.15 Gender differences within ethnic groups on 
trip frequency for accompanying children 

Ethnic Groups 
Gender 

Female Male 
Asian None 47.6% (n=20) 42.3% (n=11) 

Once or more 52.4% (n=22) 57.7% (n=15) 
Chi-square/df (p-value) 0.183/1 (0.669) 

European None 18.8% (n=3) 40.7% (n=11) 
Once or more 81.3% (n=13) 59.3% (n=16) 

Chi-square/df (p-value) 2.213/1 (0.137) 
New 
Zealander 

None 66.7% (n=8) 46.2% (n=12) 
Once or more 33.3% (n=4) 53.8% (n=14) 

Chi-square/df (p-value) 1.386/1 (0.239) 
Pacific 
Islander 

None 27.3% (n=6) 41.7% (n=5) 
Once or more 72.7% (n=16) 58.3% (n=7) 

Chi-square/df (p-value) 0.735/1 (0.391) 
                                         Source: Own surveys (2011) 
 

 
Table 10.16 Gender differences within feminine-

masculine groups on trip frequency for accompanying 
children  

Masculine-feminine 
Gender 

Female Male 
Feminine None 33.3% (n=19) 36.4% (n=16) 

Once or more 66.7% (n=38) 63.6% (n=28) 
Chi-square/df (p-value) 0.101/1 (0.751) 

Masculine None 56.3% (n=18) 47.8% (n=22) 
Once or more 43.8% (n=14) 52.2% (n=24) 

Chi-square/df (p-value) 0. 536/1 (0.464) 
                                        Source: Own surveys (2011) 

With regard to the purpose of accompanying elderly people, only the data from respondents that had 

elderly people (age 61 or over) in their household were analysed (only 129 out of 756 respondents or 

17.1%). Table 10.17 shows that some cells have less than five cases. This suggests that the results 

are unreliable. Meanwhile, at individual level, all cells had a minimum of five cases, as shown in 

Table 10.18. This indicates that the differences between female and male respondents in escorting 
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the elderly to their activities were significant for both masculine and feminine groups (p-value for 

the feminine group was 0.035 and for the masculine group, 0.016). For both groups, the female 

respondents showed a higher percentage of accompanying elderly than male respondents. These 

findings were unexpected because, it was assumed that for the feminine group the differences 

between males and females would be insignificant.  

Table 10.17 Gender differences within ethnic groups on 
trip frequency for accompanying older people 

Ethnic Group 
Gender 

Female Male 
Asian None 43.3% (n=13) 75.0% (n=15) 

Once or more 56.7% (n=17) 25.0% (n=5) 
Chi-square/df (p-value) 4.884/1 (0.027) 

European None 71.4% (n=5) 95.0% (n=19) 
Once or more 28.6% (n=2) 5.0% (n=1) 

Chi-square/df (p-value) 2.917/1 (0.088) 
New 
Zealander 

None 82.4% (n=14) 83.3% (n=15) 
Once or more 17.6% (n=3) 16.7% (n=3) 

Chi-square/df (p-value) 0.006/1 (0.939) 
Pacific 
Islander 

None 45.5% (n=5) 66.7% (n=4) 
Once or more 54.5% (n=6) 33.3% (n=2) 

Chi-square/df (p-value) 0.701/1 (0.402) 
                                        Source: Own surveys (2011) 

 
Table 10.18 Gender differences within feminine-masculine 

groups on trip frequency for accompanying older people 

Masculine-Feminine  
Gender 

Female Male 
Feminine None 55.3% (n=21) 80.8% (n=21) 

Once or more 44.7% (n=17) 19.2% (n=5) 
Chi-square/df (p-value) 4.452/1 (0.035) 

Masculine None 56.0% (n=14) 83.8% (n=31) 
Once or more 44.0% (n=11) 16.2% (n=6) 

Chi-square/df (p-value) 5.787/1 (0.016) 
                                       Source: Own surveys (2011) 

With regard to the purpose of shopping (see Table 10.19), the Asian, European and New Zealander 

groups showed significant differences between the male and female respondents. The female 

respondents in these three ethnic groups were more likely to travel at least once in a typical week for 

shopping purposes than were their male counterparts. Meanwhile, the Pacific Islander group showed 

insignificant differences between males and females on trips for shopping purposes. Significant 

differences were also found between male and female respondents at an individual level, in both 

masculine and feminine groups (see Table 10.20). Almost 92% of female respondents from the 

feminine group said that they went shopping at least once in a week and around 82% of male 

respondents said the same. On the other hand, almost 90% of female respondents from the 

masculine group went shopping at least once in a week and more than 79% of male respondents did 

the same. These results were unexpected, as in masculine societies women tend to engage more in 
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household maintenance activities, such as shopping. It was expected that in feminine societies men 

and women would have insignificant differences and that in masculine societies the differences 

would be significant.  

Table 10.19 Gender differences within ethnic groups on trip 
frequency for shopping 

Ethnic Groups 
Gender 

Female Male 
Asian None 9.9% (n=15) 23.4% (n=25) 

Once or more 90.1% (n=137) 76.6% (n=82) 
Chi-square/df (p-value) 8.759/1 (0.003) 

European None 5.8%  (n=5) 15.4% (n=18) 
Once or more 94.2% (n=81) 84.6% (n=99) 

Chi-square/df (p-value) 4.519/1 (0.034) 
New 
Zealander 

None 8.8% (n=8) 18.7% (n=25) 
Once or more 91.2% (n=83) 81.3% 

(n=109) 
Chi-square/df (p-value) 4.215/1 (0.040) 

Pacific 
Islander 

None 11.6% (n=5) 21.7% (n=5) 
Once or more 88.4% (n=38) 78.3% (n=18) 

Chi-square/df (p-value) 1.192/1 (0.275) 
                                    Source: Own surveys (2011) 
 
 

Table 10.20 Gender differences within feminine-masculine 
groups on trip frequency for shopping  

Masculine-Feminine  
Gender 

Female Male 
Feminine None 8.3% (n=19) 18.1% (n=31) 

Once or more 91.7% (n=210) 81.9% (n=140) 
Chi-square/df (p-value) 8.652/1 (0.003) 

Masculine None 10.1% (n=14) 20.6% (n=42) 
Once or more 89.9% (n=124) 79.4% (n=162) 

Chi-square/df (p-value) 6.556/1 (0.010) 
                                   Source: Own surveys (2011) 

One of the characteristics of collective societies is that their members endeavour to maintain their 

bonds with other in-group members (Hofstede, 2001). Visiting other members regularly is one of the 

means of maintaining the bond. It was assumed that respondents from the Asian and Pacific Islander 

groups would make more trips when compared to the respondents for the European and New 

Zealander groups. Table 10.21 shows that respondents from the Pacific Islander ethnic group were 

more likely to travel for the purpose of visiting relatives and friends than the respondents from other 

groups. Only 12% of respondents in the Pacific Islander group did not travel, at least once, for 

visiting relatives/friends in a typical week.  The Asian group had the highest percentage (almost 

30%) of respondents who did not travel for the purpose of visiting relatives or friends in a typical 

week. This finding is surprising because it was expected that the Asian and Pacific Islander groups 

would have the lowest percentage of people who did not travel for visiting relatives/friends purpose. 

At individual level, the differences between the individualist and collective groups were 
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insignificant with regard to the number of trips for the purpose of visiting relatives and friends (p-

value = 0.583). Table 10.21 shows that respondents with collective values were less likely to travel 

for the purpose of visiting relatives/friends. 

Table 10.21 Number of trips for the purpose of visiting relatives/friends  
and individualism-collectivism 

  

Ethnic Groups Individual Level 

Asian European 
New 

Zealander 
Pacific 

Islander Individualist Collectivist 
None 29.7% 15.0% 13.1% 12.1% 17.9% 20.4% 
Once-twice 52.0% 58.5% 51.8% 54.5% 53.6% 53.8% 
More than twice 18.4% 26.5% 35.1% 33.3% 28.6% 25.9% 

Chi-square/df  
(p-value) 

37.282/6  
(0.000) 

1.079/2  
(0.583) 

              Source: Own surveys (2011) 

With regard to journeys for attending community activities such as sport and spiritual gatherings, at 

individual level collectivist respondents were more likely to travel for the purpose of community 

activities than were the respondents from individualist societies (see Table 10.22). At individual 

level, the differences between the groups were significant (p-value < 0.05). Based on data from the 

individual level it was anticipated that the Asian and Pacific groups would be those with collective 

values and would be likely to attend community activities more often than the members of the 

European and New Zealander groups. The results from the surveys show that the Pacific Islander 

group showed the highest percentage for attending community activities, more than twice in a 

typical week (46.2%), followed by the New Zealander (23.8%) and European (21.9%) groups. The 

Asian group recorded the lowest percentage (16.3%). Furthermore, the Asian group showed the 

highest percentage for attending community activities once or twice in a typical week (49.6%), 

followed by the European, New Zealander and Pacific Island groups. The differences between 

ethnic groups were also significant (p-value < 0.05). 

Table 10.22 Number of trips for attending community activities  
and individualism-collectivism 

  

Ethnic Group Level Individual Level  

Asian European 
New 

Zealander 
Pacific 

Islander Individualist Collectivist 
None 34.1% 32.3% 31.4% 15.4% 35.7% 26.9% 
Once-twice 49.6% 45.8% 44.8% 38.5% 44.2% 48.2% 
More than twice 16.3% 21.9% 23.8% 46.2% 20.1% 24.9% 

Chi-square/df  
(p-value) 

28.263/6  
(0.000) 

7.094/2  
(0.029) 

              Source: Own surveys (2011) 

10.2.2 Bivariate analysis: Correlations 

The literature suggests that many other factors can affect trip frequency, including income, age, and 

acculturation. For the next analysis, these variables were included. Table 10.23 presents the bivariate 
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correlations among all variables included in the multivariate analysis. The correlation table shows 

that travel for accompanying children has a significant but weak correlation to age, income, and 

strong correlation to presence of children. The signs of the correlation coefficient indicate that older 

people, and respondents with higher income levels travelled more often than young people, and low-

income people for the purpose of accompanying children. In addition, travelling for the purpose of 

accompanying elderly people had a significant but weak correlation with the variables of gender and 

the presence of the elderly. The sign of correlation coefficients show that women were more likely 

to travel for accompanying the elderly than men. Respondents with elderly people in their household 

also travelled more often for that purpose than respondents without elderly people in their 

households. 

Travelling for shopping shows a significant correlation with gender, age, income, and masculinity-

femininity values. However, the correlations were weak. The signs of the coefficients indicate that 

women, older people, higher-income respondents, and respondents with feminine values travelled 

more often for shopping purpose than men, younger people, lower-income respondents, and 

respondents with masculine values. The travelling for visiting friend/relatives purpose correlates to 

time in Auckland, activity status, and age. Travelling for community activities correlates with the 

time in Auckland and individualism-collectivism variables. 

Table 10.23 Correlations between dependent and independent variables 
 Accompany 

children 
Accompany 

elderly Shopping 
Visit 

relatives/friends 
Community 

activities 
Time in Auckland n.a n.a n.a .165** .110** 
Activity Status  n.a n.a n.a .123** -0.009 
Gender -0.041 -.126** -.111** n.a n.a 
Age .212** -0.001 .204** -.146** -0.013 
Income .168** 0.005 .234** -0.033 0.028 
Presence of children .535** n.a n.a n.a n.a 
Presence of elderly n.a .290** n.a n.a n.a 
Masculine-feminine -0.043 -0.004 -.080* n.a n.a 
Individualism-
Collectivism n.a n.a n.a 0.02 .138** 

** Correlation is significant at the 0.01 level (2-tailed).                   Source: Own Surveys (2011) 
* Correlation is significant at the 0.05 level (2-tailed). 

10.2.3 Multivariate analysis 

Linear regression was used for the multivariate analysis because originally all the dependent 

variables were measured as continuous data. The dependent variables were the frequency of trips for 

five different purposes. The independent variables were time in Auckland (acclt), age, gender, 

income, activity status (activity), presence of children (pres_chld), and presence of elderly 

(pres_eld), and masculinity-femininity (mas) and individualism-collectivism (idv) values.  
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With regard to travel for the purpose of accompanying children, only presence of children, gender, 

age, income, and masculinity-femininity values were included. Age and income variables were 

included because other studies have shown that older people are more likely to responsible for 

accompanying children than are younger people. Furthermore, the majority of studies show that 

people with higher levels of income travel more often than people with lower levels of income.  

The independent variables were entered sequentially into the model. Model 5 was the preferred 

model, as it includes all the theoretically relevant variables (see Table 10.24). The R2 values 

increased every time an independent variable was entered into the model. The R2 values were 

relatively low. Model 5 explains 31% of variance, similar to Model 4. Based on the sequential 

changes in R2 for the various independent variables, the variance explained was distributed as 

follows: 84% of the total variance explained could be attributed to the presence of the children 

(0.258 of 0.306 of variability explained), 1% to the gender variable (0.003 of 0.306), 9% to the age 

variable (0.028 of 0.306), 5% to the income variable and 0% to masculinity-femininity values (0.306 

of 0.306). This interpretation depends on the order in which the variables were entered and this may 

have an impact on the magnitude of explanatory power attributed to each group of variables. 

As expected, the presence of children in households causes people to travel more often to 

accompany them than people who have no children in households. The results from the regression 

also confirmed that higher-income respondents travelled more often for that purpose. Gender, age 

and masculinity-femininity values did not contribute significantly to the model. 

Table 10.24 Dependent variable: Number of trips for the purpose of accompanying children 

Model 

Unstandardized 
Coefficients 

Standardized 
Coefficients 

t Sig. R2 P-value B Std. Error Beta 
1 (Constant) .468 .082   5.727 .000 26.0% 0.000 pres_chld .795 .050 .508 15.801 .000 
2 (Constant) .533 .091   5.838 .000 

26.0% 0.000 pres_chld .797 .050 .509 15.847 .000 
Gender -.133 .084 -.051 -1.594 .111 

3 (Constant) .247 .104   2.371 .018 

29.0% 0.000 pres_chld .786 .049 .502 15.918 .000 
Gender -.159 .082 -.061 -1.934 .054 
Age .192 .036 .170 5.382 .000 

4 (Constant) .164 .105   1.560 .119 

31.0% 0.000 
pres_chld .790 .049 .505 16.192 .000 
Gender -.160 .081 -.061 -1.962 .050 
Age .023 .054 .020 .426 .671 
Income .118 .028 .198 4.144 .000 

5 (Constant) .138 .152   .906 .365 

31.0% 0.000 

pres_chld .791 .049 .505 16.183 .000 
Gender -.164 .084 -.063 -1.963 .050 
Age .023 .054 .021 .429 .668 
Income .119 .029 .199 4.127 .000 
mas .011 .045 .008 .236 .814 
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With regard to the purpose of travel for accompanying elderly people, the same procedure was 

undertaken as that for the travel purpose for accompanying children. The only difference was in 

presence of the elderly variable. The preferred model was Model 5 since this model includes all the 

relevant variables and has the highest R2 value (see Table 10.25). All independent variables were 

significant with the exception of masculinity-femininity values. Respondents who had elderly 

people living in their household travelled more often to accompany them than did members of other 

groups. Female respondents were found to travel more often for the purpose of accompanying the 

elderly than did their male counterparts. Younger respondents were also shown to travel more often 

than older people for the purpose of accompanying elderly. Higher-income people were also 

travelled more often for accompanying elderly than people with relatively low incomes. The R2 for 

the full model (Model 5) shows a low value; only 14% of the variances were explained. The 

presence of the elderly variable contributes 71%, the gender variable 9%, the age variable 15%, the 

income variable contributes 4% and masculinity-femininity values 1% to the variance explained in 

the model.    

Table 10.25 Dependent variable: Number of journeys for the purpose of accompanying the elderly 

Model 

Unstandardized 
Coefficients 

Standardized 
Coefficients 

t Sig. R2 F-value B 
Std. 

Error Beta 
1 (Constant) .706 .061   11.584 .000 9.7% 0.000 pres_eld .397 .046 .311 8.714 .000 
2 (Constant) .783 .065   11.958 .000 

10.9% 0.000 pres_eld .395 .045 .310 8.735 .000 
Gender -.149 .048 -.110 -3.102 .002 

3 (Constant) .841 .066   12.697 .000 

13.0% 0.000 pres_eld .465 .048 .364 9.730 .000 
Gender -.135 .048 -.100 -2.835 .005 
Age -.093 .022 -.156 -4.156 .000 

4 (Constant) .810 .068   11.930 .000 

13.5% 0.000 
pres_eld .474 .048 .372 9.899 .000 
Gender -.135 .048 -.099 -2.831 .005 
Age -.141 .033 -.237 -4.248 .000 
Income .033 .017 .105 1.964 .050 

5 (Constant) .747 .091   8.197 .000 

13.6% 0.000 

pres_eld .471 .048 .370 9.823 .000 
Gender -.146 .049 -.108 -2.989 .003 
Age -.140 .033 -.236 -4.215 .000 
Income .035 .017 .113 2.093 .037 
mas .027 .026 .038 1.027 .305 

Source: Own surveys (2011)   

With regard to the purpose of shopping, gender, age, income and masculinity-femininity values 

variables were added to the model (see Table 10.26). The gender variable was included because 

previous studies have demonstrated that women are more likely to travel for the purpose of shopping 
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compared to men. Age was also included because shopping for household needs is usually done by 

older household members/parents. Previous studies suggest that people with higher income levels 

travel for shopping purposes more often than those with lower income levels. The multivariate 

analysis found that only the gender and income variables were significant predictors (Model 4). 

People on higher incomes were shown to travel for shopping purposes more frequently than those on 

lower incomes. Furthermore, women were more likely to travel for shopping purposes than men. 

Age and masculinity-femininity values were not significant in this model. R2 for Model 4 was 

relatively low, explaining 5.1% of variances. 

Table 10.26 Dependent variable: Number of trips for shopping purposes 

Model 

Unstandardized 
Coefficients 

Standardized 
Coefficients 

t Sig. R2 F-value B 
Std. 

Error Beta 
1 (Constant) 2.753 .063   43.863 .000 0.80% 0.015 Gender -.216 .088 -.090 -2.444 .015 
2 (Constant) 2.381 .117   20.381 .000 

2.7% 0.000 Gender -.248 .088 -.104 -2.821 .005 
Age .312 .083 .139 3.772 .000 

3 (Constant) 2.421 .116   20.893 .000 

5.0% 0.000 Gender -.240 .087 -.100 -2.760 .006 
Age .006 .109 .003 .057 .954 
Income .111 .026 .204 4.219 .000 

4 (Constant) 2.331 .165   14.111 .000 

5.1% 0.000 
Gender -.255 .089 -.107 -2.860 .004 
Age .008 .109 .003 .072 .943 
Income .114 .027 .211 4.287 .000 
mas .037 .048 .029 .767 .443 

             Source: Own surveys (2011) 
With regard to the number of trips for visiting relatives/friends purpose, age, income, activity status, 

time in Auckland and individualism-collectivism values variables were included in the analysis 

(Table 10.27). The age variable was included because the findings from chapter 8 indicated that 

young people have more collectivist values than do older people. This may cause them to travel 

more often for social purposes in order to maintain bonds with friends/relatives. Activity status was 

included because it was assumed that staff respondents usually spend much of their time with their 

nuclear family and have limited opportunity to visit their friends/relatives. In addition, staff 

respondents were generally occupied with academic responsibilities and had less time for leisure 

activities than student respondents. This caused them to travel less frequently than the student 

respondents to visit their friends/relatives. The acculturation variable was added because studies 

indicate that the longer people have lived in an area, the more likely they are to adapt to the customs 

of the host country and thus, over time, to gain an increasing number of friends they wish to visit.  
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The analysis found that the age, income, activity status, and time in Auckland variables were 

significant in affecting the number of trips made for visiting relatives/friends purposes (see Table 

10.27). On the other hand, the individualism-collectivism value did not make a significant 

contribution to predicting the number of trips/journeys. The R2 values for the preferred Model 5, and 

for Model 4 were exactly the same (5.1%). This means that when the individualism-collectivism 

category was added to the model, the variable had no effect. The signs of the B values indicated that 

younger students who had a relatively high income and had lived in Auckland for a longer period of 

time travelled more frequently for the purpose of visiting relatives/friends. This finding confirms the 

assumption that people who have lived longer in Auckland would be likely to travel more often 

because they know more people (friends or relatives) compared to those who are newcomers. 

Table 10.27 Dependent variable: Number of trips for the purpose of visiting relatives/friends  

Model 

Unstandardized 
Coefficients 

Standardized 
Coefficients 

t Sig. R2 F-value B 
Std. 

Error Beta 
1 (Constant) 3.357 .136   24.653 .000 2.6% 0.000 Age -.447 .101 -.163 -4.422 .000 
2 (Constant) 3.371 .137   24.658 .000 

2.8% 0.000 Age -.549 .134 -.200 -4.089 .000 
Income .037 .032 .056 1.151 .250 

3 (Constant) 2.612 .327   7.980 .000 

3.7% 0.000 Age -.452 .139 -.165 -3.256 .001 
Income .117 .045 .178 2.613 .009 
Activity  .557 .218 .174 2.553 .011 

4 (Constant) 2.069 .366   5.650 .000 

5.1% 0.000 
Age -.482 .138 -.175 -3.486 .001 
Income .117 .044 .178 2.638 .009 
Activity  .541 .217 .169 2.494 .013 
Acclt .122 .038 .117 3.221 .001 

5 (Constant) 1.978 .447   4.427 .000 

5.1% 0.000 

Age -.485 .139 -.176 -3.497 .000 
Income .118 .045 .180 2.653 .008 
Activity  .536 .217 .168 2.464 .014 
Acclt .122 .038 .118 3.222 .001 
idv .028 .079 .013 .354 .723 

           Source: Own surveys (2011) 
A similar process to that for visiting friends/relatives was undertaken to predict the number of 

trips/journeys made for the purpose of engaging in community activities. The variable for 

individualism-collectivism values was significant in affecting the number of trips for the purpose of 

engaging in community activities (Table 10.28). Collectivist respondents were more likely to travel 

for the purpose of engaging in community activities than were the individualist respondents. 

Acculturation also plays a role in affecting the number of trips/journeys. The longer people had 

lived in Auckland, the more likely they were to travel for the purpose of engaging in community 



10.2.4 Discussion 

213 
 

activities. Other variables did not contribute significantly to the model. The R2 of the preferred 

model 5 was very low, explaining only 2.5% of variances. 

Table 10.28 Dependent variable: Number of trips the purpose of participating 
 in community activities  

Model 

Unstandardized 
Coefficients 

Standardized 
Coefficients 

t Sig. R2 F-value B 
Std. 

Error Beta 
1 (Constant) 2.567 .142   18.091 .000 0.0% 0.644 Age -.049 .105 -.017 -.463 .644 
2 (Constant) 2.580 .143   18.093 .000 

0.1% 0.593 Age -.133 .140 -.047 -.949 .343 
Income .030 .033 .045 .911 .362 

3 (Constant) 2.562 .344   7.447 .000 

0.1% 0.790 Age -.131 .146 -.046 -.896 .370 
Income .032 .047 .048 .688 .492 
Activity   .013 .229 .004 .056 .955 

4 (Constant) 2.161 .386   5.603 .000 

0.9% 0.183 
Age -.154 .146 -.054 -1.058 .290 
Income .033 .047 .048 .699 .485 
Activity  .002 .229 .001 .008 .993 
Acclt .091 .040 .085 2.277 .023 

5 (Constant) 1.237 .466   2.654 .008 

2.5% 0.003 

Age -.183 .145 -.065 -1.268 .205 
Income .043 .047 .064 .928 .354 
Activity  -.051 .227 -.016 -.226 .821 
Acclt .092 .039 .086 2.332 .020 
idv .288 .083 .130 3.478 .001 

             Source: Own surveys (2011) 

10.2.4 Discussion 

For the purpose of accompanying children, the chi-square analysis indicated that, at individual level, 

the differences between males and females in both the masculine and feminine groups were 

insignificant. This can be explained by the fact that this study was conducted in New Zealand. Steel 

and Varas (2010) argues that the gender variable can function as a moderation variable. In their 

study, they found that the effect of gender is strong in societies that have high gender inequality, 

whereas it is negligible in societies characterized by high gender equality. Furthermore, according to 

Handy et al. (2009), the longer people have lived in a particular society, the higher the possibility 

that they have adapted the host society’s values. Auckland, in particular, and New Zealand in 

general, has a high gender-equality value. People who have lived in Auckland for more than four 

years will be more likely than those who have lived there for a shorter period of time to show 

characteristics that are similar to values of the New Zealander group. The majority of respondents in 

this study had lived in Auckland for more than four years. This is the reason why the differences 

between ethnic groups were insignificant in terms of gender difference in travelling for the purpose 

of accompanying children. The findings were in contrast to those of other studies, such as those 
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mentioned in section 4.3.7. These studies found that women travelled more often for the purposes of 

accompanying children to their activities. 

An interesting finding related to the purpose of accompanying elderly people. At individual level, 

the differences between males and females in both masculine and feminine groups were significant. 

The female respondents tended to engage in the practice of accompanying elderly people to a greater 

degree than the male respondents in both groups. The fact that women tend to have a closer 

relationship with their elderly relations than men may have caused this phenomenon (Brody, 1981). 

It is also important to consider sample size when conducting data analysis for the purpose of 

accompanying children and the elderly. This is due to the fact that included respondents whose 

households included children and elderly people were included in the analysis. Small sample size 

may therefore have affected the robustness of data analysis.  

With regard to the number of trips for shopping purposes, the chi-square analysis demonstrated that 

female respondents were more likely to make shopping trips than the male respondents. These 

findings support the results on gender difference in shopping from other studies. Lunt and 

Livingstone (1992) found that shopping seemed to be much more part of the woman’s domain, 

whereas the man’s role is to take care of monetary issues. The finding is also supported by Miller 

(1998) and Campbell (1997), who found women are likely to be more interested in shopping than 

men. The findings from Tables 10.19 and 10.20 reveal that the percentage of male respondents who 

travelled for the purpose of shopping is very high. This finding may have been affected by the fact 

that many of the respondents in this study were living on their own, requiring them to have to shop 

for their weekly or monthly needs. Although the respondents stated that they lived in multi-person 

households, the majority of them were living as individuals, not as part of a family; other people in 

their household may have been their flatmates. This means that all respondents, regardless of gender 

or age, may have had to shop for their own, individual, needs. 

Another surprising result was found with regard to the number of trips taken to visit friends or 

relatives. The chi-square analysis indicated there was no difference between groups at an individual 

level. At ethnic group level, the Asian group as a collectivist group showed the highest percentage 

of respondents that did not travel at least once in a typical week. It was anticipated that the Asian 

group, along with the Pacific Islander group, would have the lowest percentage of respondents that 

did not travel for the purpose of visiting friends or relatives. Respondents from the Asian group, as 

one of the ethnic groups with collective values, were mainly international students. Only 22.7% of 

the Asian respondents were born, or spent their childhood, in New Zealand. The majority of them 

came from Malaysia, India and China. There is a possibility that these international students may 
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have had few relatives or friends in Auckland and even if they did, they may have shared houses or 

flats with others. If so, there may not have been any necessity for them to travel to visit relatives or 

friends. This assumption is supported by data on the reasons why respondents chose to live in 

particular residential location. Asian respondents were the second highest among those who stated 

that closeness to relatives or friends caused them choose to live in the area. 

It was also found that the Asian group had the highest percentage of respondents who did not travel 

at least once per week for the purpose of engaging in community activities. Visiting or being 

involved in community activities may have been affected by social integration. Integration is 

influenced by many factors, such as length of time living in the host country, language proficiency, 

and employment/activity status. The fact that the Asian group had the highest percentage of 

respondents who had lived in Auckland for less than four years may have affected their social 

integration. The literature suggests that a four-year period is the ideal period for proper 

acculturation. The lack of English language, especially spoken with a Kiwi accent, may also have 

affected their integration. It is therefore not surprising that the Asian group of respondents was one 

with the lowest level of number of journeys undertaken for the purpose of attending community 

activities. 

In the multivariate analysis, only individualism-collectivism values had a small but significant effect 

on the number of trips taken for a purpose of participate in community activities. Socio-

demographic variables were shown to be better predictors for the number of trips for different 

purposes. As suggested in other studies, people with higher income levels are likely to travel more 

often than people with lower income levels; the income variable was a significant travel frequency 

predictor for almost all purposes. The higher-income respondents travelled more often than the 

lower-income respondents for almost all purposes, with the exception of the purpose of participating 

in community activities. It seems that getting involved in community activities is a basic need for 

the majority of people, even those on low incomes. Respondents on low incomes were found to 

travel at least once a week to participate in community activities.  

There is another variable that can affect number of journeys taken which has been mentioned in 

many studies: the variable of age. In the multivariate analysis, the age variable was only found to be 

significant in visiting friends/relatives and accompanying the elderly to their activities. Young 

respondents were more likely to visit their friends/relatives and to accompany elderly people than 

the older respondents. With regard to accompanying elderly people, young respondents, especially 

students, generally had a more flexible timetable than older, working people. Activities for the 

elderly were also found to have greater time flexibility in order that they could fit in around the 
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activities of the younger respondents. This enabled younger respondents to accompany elderly 

relatives to their activities. A similar relationship was not found between age and accompanying 

children. Children’s activities generally took place in the morning when they went to school. This 

time period could conflict with activities of young respondents because they were required to attend 

the UoA at the same time. This made them less available for accompanying children to their 

activities than older people. 

The acculturation variable also plays an important role in predicting the number of journeys/trips for 

social purposes (visiting friends and engaging in community activities). Respondents who had lived 

in Auckland for a greater length of time than relative newcomers were found to also travel more 

often for social purposes. Once newcomers had gained friends and adapted more comfortably to the 

host society, they were shown to travel more often for social purposes. 

Results from multivariate analyses indicated that car ownership, mode choice and number of trips 

are less likely to be affected by cultural values. These results are different from the chapter 9 results 

that indicated cultural values affect people attitudes. Discussion about these differences will be 

deeper in the next chapter.  
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CHAPTER 11 

SUMMARY AND CONCLUSIONS 

 

In this last chapter, the key findings of this study are summarized and conclusions are drawn. In the 

first section, a summary of the reasons for the choice of the theoretical framework of the study is 

given, followed by sub-sections that present the aims of the study and the study’s main findings. The 

second section presents the conclusions of the study, addressing the implications of the research, 

both in academic and practice fields, its limitations, and future research questions. 

 

11.1 Summary 

11.1.1 The basis of the theoretical framework of this study 

This study adapted Hofstede’s cultural framework in order to analyse the differences in people’s 

travel behaviour. There are two main reasons why Hofstede’s framework was adapted. First, 

Hofstede’s work provides a coherent framework for cultural classifications. It consists of five 

Cultural Dimensions that are easy to understand and are applicable to a variety of fields of study. 

Psychologists, cultural anthropologists, and international business and marketing scholars have used 

Hofstede’s framework for their research. The positive experiences of those studies in using 

Hofstede’s theory gave the researcher confidence that the framework could also be applied for travel 

behaviour studies. Second, Hofstede provided a set of extensive empirical data that could be used to 

develop the hypotheses for this study. In this study, Hofstede’s Cultural Index (HCI) was used as a 

cross-reference to legitimate findings on ethnic groups’ cultural values. As far as can be established, 

Hofstede’s cultural framework has never been used to explain people’s behaviour and attitudes in a 

transport context. It continues to be widely used in other fields such as marketing and consumer 

behaviour, psychology, education, management, and international business.  

11.1.2 Aims of this study 

This research assesses the validity of Hofstede’s cultural framework in explaining the differences in 

travel behaviour between different cultural groups. The ultimate aim of this study can be broken 

down into three main goals. The first goal was to understand the meaning of culture and the role of 

culture in travel behaviour. In order to achieve this goal, this study needed to establish whether 

people from different groups have different cultural values. The second goal was to test and 

understand the role of Hofstede’s Cultural Dimensions in explaining people’s attitudes and 
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perceptions, and in particular to test the validity of a tool (the CVSCALE) that is used to measure 

cultural values. To achieve this goal, this study needed to determine whether people from different 

cultural backgrounds have different attitudes and perceptions towards transport modes. The third 

goal was to explain the travel behaviour differences between people with differing cultural values 

using a cultural framework.  

11.1.3 Findings of this study 

This study found that the ethnic groups formed for the purposed of the study do have different 

cultural values. The minority groups in the study, the Asians and the Pacific Islanders, had relatively 

high power distance, strong uncertainty avoidance, were collectivist, and had long-term orientation 

values. Meanwhile the study’s majority groups, the Europeans and the New Zealanders, had 

relatively low power distance, weak uncertainty avoidance, were individualist, and had short-term 

orientation values. With regard to masculinity-femininity values; the Asian group had masculine 

values and the three other groups surveyed had feminine values. The findings mainly reflect the 

HCI, as discussed in the beginning of chapter 8.  

This study also found that the differences between ethnic groups within the University of Auckland 

(UoA) were much smaller compared to the cross-national differences found in the HCI (see Table 

8.1). This finding is supported by other studies that assess the cultural values of different groups 

within a society/country. A study by Kwok and Uncles (2005) found that Korean Americans and 

Americans have slightly different cultural values. Carter (1991) also found that American-

Vietnamese and Anglo-Americans have slightly different cultural values. Inglehart and Baker (2000) 

found that the differences between the values held by members of different groups within given 

societies are much smaller than are cross-national differences. Early (2006) confirmed Inglehart and 

Baker’s theory by finding that the differences between cultural values within society are less 

extreme than they are cross-nationally.  

The small differences in values within a society may be moderated by socio-demographic 

characteristics such as acculturation. The longer people have lived in a host country, the more likely 

they are to adapt to the host country’s cultural values. This condition was seen in this study, which 

also found that socio-demographic characteristics play a role in affecting cultural values, as Taras et 

al. (2010) suggested. This means that, even within a group, members could have values that differed 

slightly between members. This finding provides evidence that cultural assessments should avoid 

over-generalization and pay more attention to the variation in cultural differences within a society; 

in so doing the tension between the pros and the cons of the concept of culture may be eased.  
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The findings of this research demonstrate that ethnic groups have different attitudes and perceptions 

towards transport modes. The statistical tests confirmed that ethnic groups have significantly 

different attitudes and perceptions towards transport modes. However, not all the attitudes and 

perceptions that were initially proposed were statistically significant. For example, all ethnic groups 

had similar attitudes on delay tolerance and uncertainty of public transport schedule. The majority of 

the members of all ethnic groups gave 1–15 minutes as their delay tolerance and their public 

transport use was limited by the uncertainty on public transport schedules.  

Furthermore, this study shows that minority groups have attitudes and preferences towards transport 

modes that differ from those of the majority. For example, the Asian and Pacific Islander groups 

were found to be more concerned about the attitude of drivers when using public transport than did 

the members of the majority groups surveyed. The Asian and Pacific Islander groups also had a high 

percentage of respondents who avoided using public transport in rush hours and would prefer 

separate areas for males and females on public transport. The information above gives an insight 

into what those groups desire. Their needs and desires are different to those of the majority groups. 

In mainstream planning where aggregate data are still the main source for developing a plan, the 

needs of the minority will be forgotten. Incomplete understanding of people’s transport needs gives 

rise to transport planning that can limit the accessibility of minority groups to transport, which then 

limits their mobility and sense of social inclusion.  

To ensure that cultural values did actually influence attitudes and perceptions and were not just 

random patterns, data analyses were also conducted at individual level. The findings from the 

individual level analyses strongly support the findings from the ethnic group level analysis. 

However, there were some variations. In relation to some issues, the data analysis at ethnic group 

level showed significant differences, whereas at individual level the differences were insignificant or 

vice versa. For example, people’s perception on interaction with other passengers: at the ethnic 

group level the differences between groups were significant but at the individual level people from 

individualist and collectivist groups had almost the same perception. This finding demonstrates that 

members of a particular group do not have exactly the same attitudes and perceptions. Some of the 

group members may reflect the attitudes and behaviours that are generally assumed to be the 

specific attitudes and perceptions pertaining to another group. However, despite the fact that a few 

attitude and perception variables indicated some variations at the ethnic group and individual levels, 

this study shows that cultural values strongly affect people’s attitudes and perceptions. However, 

travel behaviour is less affected by cultural values. This finding confirms the assumptions of Taras 
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et al. (2010). They argued that cultural values are more closely related to attitudes and perception 

than to behaviour.  

This study also demonstrated that Hofstede’s Cultural Dimensions are useful in explaining the 

differences in people’s attitudes and perceptions towards transport modes. For example, the results 

of this study show that the high power distance dimension can be used to explain people’s attitudes 

towards cars. Members of high power distance societies were more likely to agree or strongly agree 

that cars can give them prestige than were members of low power distance societies. However, there 

is less evidence to show that Hofstede’s Cultural Dimensions can be effectively used to explain 

travel behaviour.  

 

11.2 Conclusion 

Blumenberg (2009) identified some factors that affect immigrant travel behaviour and one of those 

factors is culture. Blumenberg argues that culture is difficult to measure with any certainty, and this 

means that culture is often treated as a residual factor (Joh, 2009). While other factors that can affect 

travel behaviour have gained attention from scholars, culture remains generally unexplored. The 

findings of this study begin to give us a better understanding of the role of culture. 

This study shows that culture does not affect travel behaviour directly. Culture is more likely to 

affect people’s perceptions and attitudes than their behaviour. Culture affects the way people 

perceive a situation, including what is good or appropriate, and what is not, in a particular situation. 

This condition affects people’s actions (behaviour) when they decide to do something. However, 

people’s actions are also affected by their socio-demographic characteristics and existing transport 

provisions. Even if their perceptions lead them to perform a particular action, if they do not have 

resources to perform the action, they have to alter their actions (Kirkman & Shapiro, 1997). For 

example, people from masculine cultures can perceive that body contact between males and females 

that are not families/relatives is forbidden. This makes people from masculine cultures tend to avoid 

unwanted contact. In relation to transport, this condition makes them avoid using public transport, 

especially in rush hours because the probability of unwanted contact will increase as people have to 

squeeze in a limited space. If they have enough monetary resources, their coping strategy may be to 

use private cars, and if not, they may be forced to use public transport in off-peak periods. This 

illustration demonstrates that culture has a role in affecting people’s attitudes and perceptions, but 

not necessarily their travel behaviour, since this is influenced by many factors such as income (see 

Figure 11.1). This study’s findings are supported by theories of behaviour from Brons (2005) and 
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Ajzen (1991). In those theories, perception, beliefs and attitudes are seen to be important 

determinants of behaviours (see chapter 3 for details of these theories). 

 

 

 

 

 

 

 

 

Figure 11.1 The role of culture in affecting travel behaviour  

The above illustration also shows that culture affects people’s transport needs. People from 

masculine societies may need public transport that provides separate areas for male and female 

passengers. However, because in Auckland public transport does not provide separate areas for male 

and female passengers, and they do not have other choices because of income limitations, they are 

forced to accept the conditions and use public transport. This means their travel behaviours do not 

reflect their transport needs. This condition provides evidence that transport planning cannot depend 

only on existing travel patterns to predict future demands. It is helpful for transport planners to 

understand people’s cultural backgrounds so that transport provision in the future can cater for 

different needs.  

11.2.1 Implications for Hofstede’s works and the CVSCALE 

This study shows that Hofstede’s Cultural Dimensions can be used to explain attitudes and 

perception differences between people from different cultural backgrounds. The power distance, 

individualism-collectivism and masculinity-femininity dimensions successfully explain the 

differences between people from different cultural backgrounds and their attitudes and perceptions 

towards transport modes. However, there is a flaw concerning the uncertainty avoidance dimension. 

In this study, two assumptions that examined relationships between uncertainty avoidance and 

people’s attitudes to the concept of time were rejected (waiting time tolerance and uncertainty about 

public transport schedules). This raises a question about whether the uncertainty avoidance 

dimension can be used to examine differences between cultures and their perceptions about the 

concept of time. Hofstede himself in his work did not give actual data that could be used to support 
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his claim about the time dimension of uncertainty avoidance values. It is different from the other 

dimensions that are based on actual data from other studies. For example, to determine that high 

power distance societies have higher corruption than low power distance society, he used data from 

Transparency International (Hofstede, 2001). There is a need for further investigation to test whether 

uncertainty avoidance is appropriate to examine the differences between cultures as to their 

perceptions about time dimension or not.26 This study suggests that the use of the uncertainty 

avoidance dimension is limited in relation to the time dimension.27  

This study found a lack of gender differences in relation to masculinity-femininity values and travel 

behaviour, especially the number of trips for accompanying children and the elderly, and for 

shopping. What could explain this lack of gender differences? First, the sample size was too small, 

especially for accompanying children and the elderly purposes because in this study, only 

respondents that had children and the elderly in their households were included. The relevant results 

had many cells with less than five cases, which makes the results unstable. Secondly, the 

masculinity-femininity dimension was designed only to explain gender role differences across 

societies and not within a society, as gender differences may be moderated by values of the country. 

This study was conducted in Auckland, New Zealand, a country which is known to have feminine 

values and where gender equality is prevalent. This means people from other cultures/societies have 

to adapt to these values or potentially contravene equality legislation.  

The study also demonstrated the interconnection between values. Two or more values affect 

particular attitudes and behaviour. For example, attitudes to car prestige and car ownership are not 

only affected by power distance values but also by masculine values. Schwartz (1977) argues that 

actions are affected by two or more values. This condition has to be considered when developing 

hypotheses. Often researchers only depend on one dimension to explain particular attitudes and 

behaviours, as shown by studies on international business and consumer behaviour. Meanwhile, this 

study also found that Asian respondents, even though they had collectivist values, were less likely to 

share their cars with other people compared with European and New Zealander. This could be 

                                                             
26 Furthermore, some researchers identified that attitudes on concepts of time, such as punctuality, are not affected by 
people’s cultural values and are more a response by individual to what they expected others to do and what was expected 
to them (Basu & Weibull, 2002). Further studies are also needed to test Basu and Weibull’s finding. 

27 This kind of issue is not a new issue that arises from using Hofstede’s work. Milner (2005) in her study about gender 
differences in African television advertising demonstrated that Hofstede’s taxonomy was not successful in explaining 
gender differences. Hypotheses that were developed based on Hofstede’s work were mainly rejected. Hofstede in his 
study only studied one country in Africa: South Africa, and two regions: Africa East and West. Over-generalization of 
East Africa and West Africa cultural values seems to be a major issue. When the regions’ values were used for specific 
countries within the regions, a flaw occurred in the analysis. 
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affected by the fact that they also have strong uncertainty avoidance values. Sharing cars with 

people that they do not know is considered a risky situation, which tends to be avoided in strong 

uncertainty avoidance cultures. In relation to this phenomenon, in developing hypotheses 

researchers have to be careful about contradictive relationships between characteristics of each 

dimension. 

Overall, the CVSCALE served the purpose of this study to measure cultural values at an individual 

level very well. The flexibility of the CVSCALE also allows cultural values to be aggregated at 

ethnic group level (Kwok & Uncles, 2005). The validity and reliability tests of the CVSCALE 

showed that the scale is reliable with valid constructs. However, as Hofstede has added a new 

dimension to his cultural framework recently (the indulgence-restraint dimension), there is a need to 

extend the CVSCALE to keep up with Hofstede’s recent additions, as the indulgence-restraint 

dimension may be usefully applied in cross-cultural studies. The most recently added dimension is 

about how far a society can accept freedom of expression, pursuing happiness and controlling life of 

their members. As far as the researcher is aware, none of the characteristics of the indulgence-

restraint dimension could be used to explain differences in people’s travel behaviour and attitudes 

towards transport modes.     

The New Zealand population has changed in the last two decades and will continue to become 

increasingly multicultural in the future. The fact that Hofstede developed his cultural index in the 

1970s when the New Zealand population was still dominated by Pakeha (Europeans) may have 

caused the New Zealand cultural values in the HCI to reflect the cultural values of the British or 

Europeans (see Figure 11.2). The fact that Hofstede used IBM employees as his sample also raises 

an issue about the appropriateness of using his index in the more diverse New Zealand context. In 

1986, 88% of workers were Europeans, 8% were Maoris, and 3% were Asians (Te Ara, 2013). 

There is a high possibility that IBM employees at that time were dominated by Europeans, which 

means the average cultural values mirrored European values. This study presents evidence that New 

Zealanders’ values might have changed as a result of an increasingly multicultural society. This 

finding may be used to inform other studies, especially those relating to marketing and consumer 

behaviour in order for researchers to reconsider the use of the HCI for the New Zealand context.  

Furthermore, the findings of this study also challenge Hofstede’s (2001) argument that the culture of 

a society will remain stable for a long period of time. Hofstede might not predict that advances in 

technology make people’s movements faster and cheaper than in the past. This makes cities more 

diverse in terms of cultural background and affects the variation of culture in a society. In addition, 

the internet has accelerated the spread of popular culture, especially for young people. This 
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combination of factors makes variation of culture in societies higher than 40 years ago and that at an 

aggregate country level cultures have shifted. While Hofstede’s Cultural Dimensions are still 

relevant, the HCI, which was developed in the 1970s, is being questioned. Researchers who want to 

use the HCI as a basis for cross-cultural comparison need to be careful in their analysis, especially 

when using it in countries that have had a significant population change, such as New Zealand. It is 

recommended that in these cases researchers measure the cultural values of samples directly to avoid 

a flaw in their analysis.  

 

 

 

 

 
 
 
 
 

Figure 11.2 Comparisons of cultural values between  
New Zealand and the United Kingdom from Hofstede’s surveys 

Source: Hofstede (2013) 
 

11.2.2 Implications for policy and practice 

The findings from this study provide strong support for the theory that ethnic minority groups have 

different transport attitudes and perceptions from those of the majority groups, which in turn leads to 

them having different transport needs. The cultural values of ethnic groups provide the transport 

planner with information in relation to their needs. For example, a relatively large number of 

masculine societies prefer separate areas for male and female passengers on public transport. This 

preference influences transport providers to provide special areas or seats for female passengers. 

This preference may not be captured in mainstream planning because the type of planning employed 

tends to capture the preferences of the majority. In a multicultural society, minority groups need to 

be provided with the same opportunity as the majority to access all public services. Transport 

planners should be encouraged to recognize that cultural values can provide them with 

comprehensive information with regard to people’s needs in relation to transport. In the planning 

process, taking account of cultural values in examining people’s needs would ensure that planners 

are able to develop more inclusive policies.  
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One of the recent major transport problems is the impact of the overuse of motorized vehicles on the 

environment, particularly the use of private cars. The commitment to decrease carbon dioxide (CO2) 

production has caused many governments to encourage their citizens to use public transport.  

In relation to cultural values, strong uncertainty avoidance societies have indicated that more 

accessible and complete information about routes, schedule and fares would make people use public 

transport more often. The strong uncertainty avoidance societies in this study are immigrant groups 

(Asians and Pacific Islanders) and English is generally not their first language. Information provided 

in multiple language information would be an improvement in this area. This practice has been 

applied in Singapore where the public transport information is provided in four different languages. 

The Asian and Pacific groups were also very concerned about their personal safety when using 

public transport. Auckland Transport and Auckland Council could consider expanding the use of 

CCTV to increase the feeling of safety for these groups. By advertising that public transport is safe 

the authorities can help people from strong uncertainty avoidance cultures to be more confident 

about using public transport. 

Earlier in this chapter there was a discussion pertaining to the observation that people from high 

power distance societies, Asians and Pacific Islanders, would appreciate friendly bus drivers or train 

ticketing staff. In relation to this issue, some changes could be made by Auckland Transport which 

do not cost very much and could be built into existing staff development programmes. Bus drivers 

and ticketing staff could be given more knowledge about cross-cultural understanding designed to 

improve their attitudes to passengers. Recruiting bus drivers and ticketing staff from diverse cultural 

backgrounds would also help improve cultural understanding. 

The UoA could also take advantage of the findings of this research. Collectivist societies tend to live 

closer to their friends and relatives. In the Auckland CBD, there are clusters of Asian students 

(ARC, 2006). Giving information to new students, especially from collectivist Asian countries that 

these clusters exist may encourage students to live in CBD, which is near to the city campus. This 

makes walking and cycling more likely as their main mode for their journey to study. Strong 

uncertainty avoidance respondents also indicated that they rated easiness of information highly as a 

factor that can affect their public transport use. The UoA should develop strategies to promote 

public transport and active modes, especially to new students. Providing information kiosks in 

places where students usually concentrate is important in order to provide adequate information 

about public transport, such as information about routes, schedules and fares. On Orientation Day, a 

special event that covers transport issues should be provided so the new students have immediate 

awareness of what role they play in promoting sustainable transport. This is important for new 
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students because, according to this study, the longer the students have lived in Auckland, the more 

likely they are to start using private cars. Generating the awareness in the early period of their stay 

in Auckland may prevent them from becoming highly dependent on private car use. 

At country level, Hofstede argues that the directions of government policies are determined by 

cultural values. This argument is based on the fact that people who govern a country have cultural 

values so the direction of their values will affect the policies that they produce. For example, one of 

the characteristics of feminine societies is that their citizens are more concerned about 

environmental issues than those from masculine societies. This causes the governments of feminine 

countries to tend to be more environmentally conscious than is the case for masculine countries. 

This phenomenon can be seen in New Zealand. As a feminine country, the government gives a great 

deal of attention to environmental issues. This can be seen in the policies that prohibit oil 

exploration and the strict rules with regard to forest exploration. In the opinion of this researcher, it 

is important for planners in New Zealand to emphasize environmental issues as the reason to further 

invest in improved public transport and limit the development of new roads.  

More practically, the findings from this study can be used to persuade people to change their travel 

behaviour. For example, one of the characteristics of high power distance societies is that the power 

gap is large between so-called ordinary people and those who consider themselves to be elite. In 

such societies, people tend to think that the elite are their patrons and as clients they have to follow 

their patrons. In relation to transport, this researcher predicts that if the leaders/patrons of a high 

power distance society, such as Indonesia, were to use more environmentally friendly transport 

modes than they currently do, then the majority of people would follow their example. In these 

societies, planners need to persuade the elite to change their travel behaviour to encourage the public 

to follow their example.  
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Figure 11.3 Overall findings and the gap in transport planning 
 
 

Another important issue in this study concerns acculturation. The results of this study indicate that 

the longer people have lived in Auckland, the more likely they are to adapt to local people’s travel 

behaviour. This finding could be used by the authorities to justify their actions to exclude 

immigrants’ needs from planning process, because even if they have different transport needs, at the 

end they will adapt to locals’ travel behaviour. The fact is the immigrants often do not perform the 

behaviours by choice because transport provision does not cater their needs. Transport provision is 

usually developed based on locals’ travel behaviour patterns. Immigrants may have different travel 

behaviour patterns if the provision considers their needs. Without other possible choices, immigrants 

have to sacrifice, for example, their comfort to adapt with the transport provision and because they 

are not comfortable in using existing transport they may limit their trips. If this happens, immigrants 

could be exposed to social exclusion. Authorities cannot use acculturation as a reason to ignore the 

immigrants’ transport needs. As a multicultural society, authorities have to provide the same 

opportunities to all groups.  

One of the characteristics of international/immigrant students is that the majority of them will go 

back to their home country after completing their studies. This characteristic may be used by 

authorities to treat international/immigrant students’ transport needs as a temporary phenomenon, 

which may affect 
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the willingness of authorities to incorporate their needs into transport planning. Ignoring 

international/immigrant students transport needs based on the consideration that they are temporarily 

living in Auckland is similar to ignoring the needs of the 15–20 age cohort because individuals in 

this group are only temporarily present in the group, which means ignoring the fact that the age 

group will be always be filled by the younger age group. With regard to international/immigrant 

students, according to UoA statistics there have been a constant number of international students 

coming to study there, especially from Asian countries, in the last ten years. This means that even if 

the international students are going back to their countries, they are being replaced by other students 

that have similar socio-cultural characteristics. Excluding their transport needs based on the 

consideration that their needs are temporary is unacceptable from the perspective of social justice. 

To promote mobility equity, authorities have to consider the needs of the group. 

The Asian and Pacific Islander respondents in this research are important because they represent 

immigrant minority groups. As projected by Statistics New Zealand (2004), these groups will 

continue to increase in numbers in the next few years. They will fuel the travel demand in Auckland 

in particular and New Zealand in general. Understanding their travel needs will help transport 

authorities to develop transport policies that can cater for their needs. Immigrant groups are usually 

disadvantaged groups in cities. Ignoring their needs can lead to social exclusion which causes 

poverty and other social problems.  

11.2.3 Limitations and implications for future research 

This research has developed a novel approach to addressing problems in existing transport planning 

and advanced a new methodology that uses culture to identify people’s travel behaviour and 

transport needs. This has enabled the researcher to learn a great deal about those problems and about 

the many obstacles and limitations encountered in this type of research as well. With the benefit of 

hindsight, this section discusses the main limitations of this research, issues that would have been 

tackled differently and, based on these limitations, some suggestions are also made for future 

research. 

First, the main issue was how to deal with the concept of culture in this research. Conceptually, this 

study’s roots are in the etic tradition of culture research and assume that underlying cultural 

dimensions apply to all people. Although it represents a valuable contribution to the field, the etic 

approach has shortcomings (Berry, 1999). An etic research framework was adopted because of the 

objectives of this research, which made a comparative research approach most appropriate and also 

because the etic approach made it easier to achieve the goal of presenting testable hypotheses, 

allowing the researcher to explain cultural differences in attitudes and behaviour. 
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While the researcher does not necessarily think that the alternative emic approach would be chosen 

to undertake this research, in hindsight the researcher would have given more thought to how the 

constructs of culture would be operationalized while formulating the research objectives. Studies in 

the fields of marketing, international business, education, tourism and psychology have tended to 

use the etic approach and these provided the starting point for this research. Future research in this 

field could examine the validity of the framework in this study by applying it to emic discussions, 

and for this to happen researchers would have to examine the questions that they are asking as these 

have underlying ontological and epistemological assumptions that determine “correct” scientific 

undertakings and what are “acceptable” questions to research. 

Having decided to use an etic framework, a taxonomic approach using Hofstede’s Cultural 

Dimensions was used in this research. While Hofstede’s dimensions have proven useful and reliable 

over time, alternative categorizations of culture or less explored dimensions may allow for a 

broadening of perspectives and outcomes. Combining two or more categorizations of culture is also 

possible. Schwartz’s categorization of culture has been proven to explain attitudes on environmental 

issues, and Schwartz’s framework can be used together with Hofstede’s framework to explain 

differences in environmental concerns between people who have different cultural values. It is 

important for studies in this field to develop and review all potential cultural theories when making 

hypotheses and propositions. Thus researchers could extend the research undertaken here by using 

another sets of cultural dimensions to measure the cultural construct. 

In the previous section, acculturation was identified as one of the factors that needs to be addressed 

intensively because it can cause misinformation for authorities. Even though in this research the 

acculturation variable has been proven to affect travel behaviour, more comprehensive studies are 

needed to increase our understanding of the effect of acculturation in travel behaviour. Even if 

immigrants have adapted locals’ travel behaviour, do they totally adapt or just partially because they 

want to reach certain standards? Immigrants’ acculturation to host country cultural values is also an 

interesting issue to for future research. Do immigrants adapt to host country cultural values to the 

same level for all dimensions? Maybe they adapt faster to particular values that are legislated in 

New Zealand. For example, immigrants have to adapt to feminine values, especially gender equity 

values, faster than other values because there is legislation about gender equity. 

This study used the UoA population as its sample and this results in some limitations, especially 

with regard to the generalizability of the results. The results cannot be generalized for a wider 

population such as Auckland City or for other university populations. For example, the results of 

this study could not be generalized to the population of the Victoria University of Wellington 
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because there are certain differences between the university populations of Auckland and 

Wellington. The Asian and Pacific Islander populations in Wellington are not as large as those of 

Auckland. This results in the ethnic enclaves in Wellington being less evident than in Auckland, 

which could make the Asian and Pacific Islander groups there less attached to their values than 

those who live in Auckland. Different studies with different case studies are needed to test whether 

the framework is successful in explaining other case studies or not. 

The difficulty of finding a sample frame for the UoA population meant the researcher was unable to 

apply a perfect random sampling. The period when the surveys were conducted was a busy one for 

both UoA students and staff members because it was close to the period of time when examinations 

were held. This factor is likely to have affected the response rate for the surveys. The use of a 

neutral choice in attitudinal questions is also a limitation of this study. A high percentage of 

respondents chose neutral responses and this affected the data analysis. The researcher suggests that 

strong consideration be given before using a neutral choice in attitudinal questions.  

This research is focused on public transport and private cars because these are the two main 

transport modes for the UoA students and staff members. Furthermore, the main transport issue in 

Auckland recently has been how to decrease private car use and to improve public transport 

services. Other transport modes such as walking and cycling have been mentioned in this study but 

not given much attention. However, it is suspected that cultural values also affect the choice of 

walking or cycling as people’s preferred mode of transport. This is due to the fact that in some 

cultures non-motorized vehicles, especially bicycles, are placed at the bottom of the mode of 

transport hierarchy. Cycling in those cultures is perceived as an old-fashioned mode of transport. 

With regard to future research, this researcher advocates a focus on the relationship between the use 

of non-motorized vehicles and cultural values. 

Despite these limitations, there is no doubt about the validity of the results of this study as measures 

were taken to reduce the implications of the limitations.    
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Appendix A 
Hofstede’s Cultural Index 
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Appendix B 
Participant Information Sheet, Consent Form, Advertisement and Survey Questionnaire 
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Appendix C 

Scree test of CVSCALE validity 
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Pattern matrix of the scale 

1 2 3 4 5
Uncertainty Avoidance 3 .820

Uncertainty Avoidance 2 .808

Uncertainty Avoidance 5 .793

Uncertainty Avoidance 4 .785

Uncertainty Avoidance 1 .727

Power Distance 3 .785

Power Distance 1 .778

Power Distance 2 .758

Power Distance 4 .699

Power Distance 5 .485

Individualism-Collectivism 3 .845

Individualism-Collectivism 4 .819

Individualism-Collectivism 5 .760

Individualism-Collectivism 1 .691

Individualism-Collectivism 6 .647

Individualism-Collectivism 2 .599

Short-Long Term Orientation 1 .693

Short-Long Term Orientation 3 .689

Short-Long Term Orientation 6 .670

Short-Long Term Orientation 5 .669

Short-Long Term Orientation 4 .656

Short-Long Term Orientation 2 .506

Femininity-Masculinity 3 -.849

Femininity-Masculinity 4 -.811

Femininity-Masculinity 2 -.780

Femininity-Masculinity 1 -.742

Pattern Matrixa

Component

Extraction Method: Principal Component Analysis. 
 Rotation Method: Oblimin with Kaiser Normalization.

a. Rotation converged in 6 iterations.  
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