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Executive Summary
Public transit systems in Canadian midsized cities frequently struggle with low ridership for a
variety of reasons (Collins & Agarwal, 2015), including low population densities that do not
support efficient transit services (Turcotte, 2011), as well as limited traffic congestion and ample
parking in the central business district (Shoup, 2011). Despite these barriers, research suggests
that improvements to transit services have the potential to encourage people to shift to public
transit for their daily commutes (Shannon et al., 2006; Brown and Werner, 2007). Canadian midsized cities such as Kingston, Ontario are making substantial investments in improving their
public transportation services, from $14.2 million in 2016 to $20.9 million in 2021 once all of
the service recommendations are in place (Kingston Transit, 2016). Additionally, it was recently
announced there is over 78$ million of federal and provincial funding available for local public
transit projects in Kingston (City of Kingston, 2018). Kingston had the highest proportion of
commuters using active transportation and public transit (30.4%) in its group of census
metropolitan areas (Statistics Canada, 2017b). Thus, having a fulsome understanding of the
factors that influence transit use can ensure that these investments are maximized to promote
public transportation use in mid-sized cities.
Previous longitudinal research has shown that, since the introduction of express bus service in
Kingston Ontario in 2013, a significant number (5% of the sample data) of Queen’s employees
have shifted to using public transit for their commute to work (MacFarlane, 2017). Yet, we have
little insight as to why some employees have shifted their modes, while others have not.
This report addresses the following two questions:
1. What factors have encouraged and deterred Queen’s University employees to make the
switch to public transit for their daily commute to work and why?
2. How are the commute modes and the transit-related attitudes of Queen’s University
employees spatially distributed in Kingston, particularly with respect to the location of
Kingston Transit’s express routes?
To address these questions, a mixed method approach utilizing a concurrent triangulation design
was employed (Creswell & Plano, 2007). Through focus groups, qualitative methods were
employed to explore transit shifting among three groups of employees: those who have become
iii

year-round riders since 2013 (i.e., “full shifters”); those who have switched to transit on a
seasonal basis since 2013 (i.e., “partial shifters”); and those who have not changed their level of
transit use since 2013 (i.e., “non-shifters”). The focus group questions were designed to create
discussion on the factors that promote or hinder employees’ use of public transit for their regular
commute to Queen’s. Through GIS mapping, the spatial distribution of commute modes, shifter
status, and attitudes towards transit was examined in relation to proximity to the express routes.
The findings from the focus group indicated that the three factors that were most influential at
encouraging employees to switch to using Kingston Transit for their daily commute were: the
introduction of the express routes; the implementation of the TransPass program; and the high
cost of parking on and near to campus. Factors that discouraged employees from using Kingston
Transit to commute to work, included parking policies, TransPass registration issues, preference
for other travel modes, and having young children.
The spatial analysis results suggest that the implementation of express transit in Kingston has
influenced and encouraged transit ridership among Queen’s employees living within close
proximity to the express routes. There were some clear patterns in the spatial distribution of
commute mode. Employees who live within close proximity to campus primarily used active
transportation, while exclusively passive commuters tended to live the furthest from campus.
This trend was further highlighted by the spatial distribution of seasonal and year-round shifters:
91% of seasonal shifters and 86% of year-round shifters live within 800m of an express route bus
stop.
To conclude this report makes four recommendations to offer guidance to Queen’s University
and Kingston Transit:
1. Queen’s University should develop occasional parking options
Queen’s current parking permit system does not encourage passive commuters to give up
their parking permits. An occasional parking program for transit users would allow
employees with a TransPass the ability to purchase a certain number of single use day
passes, to provide assurance that they have an affordable parking option on the occasions
that they need to drive to campus. This would address the eventualities of regular transit
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riders and enable drivers to give up their parking permits and switch to using Kingston
Transit.
2. Simplification of the TransPass Program registration
Queen’s University and Kingston Transit should work together to create a sign up
process that can be completed efficiently on campus. Furthermore, the TransPass
program should continue to be marketed on a regular basis to improve awareness of the
program and promote transit ridership.
3. Marketing of Short Term Transit Passes
Passive commuters who are not ready to commit to the TransPass program should be
encouraged to increase their use of Kingston Transit by selling short term bus passes on
Queen’s campus. This could be achieved with a permanent or temporary booth for
Kingston Transit on campus. Parking pass holders could be targeted directly with this
information by email through the Queen’s parking office. Additionally, marketing shortterm transit pass options should take place any time a marketing campaign is taking place
on campus for the TransPass.
4. Kingston Transit Service Improvements
Kingston Transit is continuing to improve service with significant funding and the
addition of new express routes in accordance with Kingston Transits 2017 – 2021 5 Year
Business Plan. The improved service of Kingston Transit implemented through the
express routes was essential for increasing ridership and for shifting employees’ opinions
of public transit as a reliable commute mode. Frequent users’ experience with public
transit could always be improved, which is important for maintaining existing ridership
levels. Increasing the frequency of service during busy commute times, extending the
service time period, adding express route stops to the center of Queen’s main campus,
and improving connections to local services in the evening, were identified as key areas
for improvement to current transit service in Kingston.
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1. Introduction
1.1.

Overview

Public transit systems in Canadian midsized cities frequently struggle with low ridership for a
variety of reasons (Collins & Agarwal, 2015), including low population densities that do not
support efficient transit services (Turcotte, 2011), as well as limited traffic congestion and ample
parking in the central business district (Shoup, 2011). Despite these barriers, research suggests
that improvements to transit services have the potential to encourage people to shift to public
transit for their daily commutes (Shannon et al., 2006; Brown and Werner, 2007). Indeed, the
midsized city of Kingston Ontario has recently revamped its transit system and, over a five year
span, has gone from very low levels of transit ridership in 2011, (5.1%) (Statistics Canada, 2015)
to earning the title for the highest level of transit ridership in 2016 (6.8%) among small census
metropolitan areas in Canada (Statistics Canada, 2017b). One recent study, however, found that
the majority (57%) of employees at one of Kingston’s major downtown employers continue to
commute by private automobile (Macfarlane, 2017), thus raising the question of why some
employees choose to commute by public transit while others do not.

1.2.

Study Context

The focus of this report is on the commuting patterns among those living within the urban
boundary of the city of Kingston, Ontario (see Figure 1). Situated between the major urban
centers of Toronto, Montreal, and Ottawa, Kingston is a mid-sized city (pop’n 123,798) with a
notably low population density of 274.4 people/km2 (Statistics Canada, 2017). This low density
has fostered a heavy reliance on the private automobile in Kingston (Statistics Canada, 2017),
and has posed challenges for Kingston Transit’s delivery of efficient and effective transit
services.
In response to these challenges, the City introduced a Transit Redevelopment Plan for 2011–
2015 (Kingston, 2011), which focused on making critical improvements to the transit system to
increase ridership, including the introduction of three express transit routes that cross the most
common commuter routes in the city. The three express routes were gradually implemented
(between 2013 and 2015), and have fundamentally changed the KT route structure and service
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levels (Kingston Transit, 2016). As a result, KT has achieved a record year in 2016 for transit
ridership, with an 11.4% increase in the number of riders from 2015 (City of Kingston, 2017a).
Additionally, a large contribution to the increase in ridership is attributed to the increase of adult
riders using KT to commute to work. The amount of rides taken by employees under the
employer-subsidized Transpass program increased by 20% from 2015 to 2016 (City of Kingston,
2017a).
With the recent and successful service improvements to Kingston Transit, there is a unique
research opportunity to study the impacts of public transit improvements on ridership, attitudes,
and commute behaviour. In this research, Queen’s University faculty and staff were used as the
study population, since Queen’s is one of the largest employers in Kingston (KEDCO 2017), its
main campus location is a major transit hub in the city, and because Queen’s offers its employees
subsidized monthly bus passes in partnership with Kingston Transit’s TransPass program.

Figure 1-1: City of Kingston (City of Kingston, 2017b)
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Figure 1-2: Kingston Transit Express Routes (City of Kingston, 2018b)

1.3.

Study Purpose and Research Questions

Previous longitudinal research has shown that, since the introduction of express bus service in
Kingston Ontario in 2013, a significant number of Queen’s employees have shifted to using
public transit for their commute to work (MacFarlane, 2017). Yet, we have little insight as to
why some employees have shifted their modes, while others have not. Thus, the purpose of this
study was to qualitatively and spatially examine the factors that have encouraged and deterred
public transit-based commuting amongst Queen’s University employees in Kingston, Ontario, as
guided by the following research questions.
1. What factors have encouraged and deterred Queen’s University employees to make the
switch to public transit for their daily commute to work and why?
2. How are the commute modes and the transit-related attitudes of Queen’s University
employees spatially distributed in Kingston, particularly with respect to the location of
Kingston Transit’s express routes?
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1.4.

Study Methods

This study employed a concurrent triangulation design, which involves the concurrent but
independent collection and analysis of qualitative and quantitative data (Creswell & Plano 2007).
Through focus groups, qualitative methods were employed to explore transit shifting among
three groups of employees: those who have become year-round riders since 2013 (i.e., “full
shifters”); those who have switched to transit on a seasonal basis since 2013 (i.e., “partial
shifters”); and those who have not changed their level of transit use since 2013 (i.e., “nonshifters”). Through GIS mapping, the spatial distribution of commute modes, shifter status, and
attitudes towards transit was examined in relation to proximity to the express routes. Unlike most
studies in this field that are strictly quantitative in scope, this mixed method research will aid in
addressing the gap of knowledge regarding the factors that influence transit ridership in medium
sized cities in North America.

1.5.

Report Structure

This report has been divided into five main chapters: Introduction; Literature Review;
Methodology; Findings and Analysis; and Recommendations. Chapter Two provides a review of
existing literature pertaining to the topic of transit, including the factors that influence transit
ridership, the importance of increasing public transit ridership, the determinants of transit use,
the case study of Kingston Ontario, and precedents for the research. Chapter Three outlines the
data collection and analysis methods employed in the research, as well as the limitations of the
study findings. Chapter Four presents the findings and analysis from the focus groups and spatial
analysis, and Chapter Five provides a commentary on the results, as well as recommendations for
policy and future research.
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2. Literature Review
2.1.

Chapter Overview

This chapter reviews existing literature regarding transportation and transportation behaviour. To
begin, the value of increasing public transit ridership is described, on the basis of environmental
impacts, public health influences, and the future of sustainable transportation. Then, the
importance of research on journey to work is highlighted, followed by an analysis of the
challenges of promoting transit ridership in mid-sized cities. Next, the determinants of transit use
are reviewed using a framework of six major categories of influence. To support the basis of this
research, the transportation case study of Kingston, Ontario is identified and described. Finally,
this chapter concludes with a summary of knowledge gaps and precedents guiding this research.

2.2.

The importance of increased public transit ridership

2.2.1. Environmental Impacts
The negative environmental effects of automobile reliance are creating an urgent need for more
sustainable modes of travel within cities. Automobile transportation emits a range of pollutants,
including carbon dioxide, methane, nitrous oxide, carbon monoxide, nitrogen oxide, ammonia,
sulfur oxides, volatile organic compounds, chloroflurocarbons and various forms of particulate
matter (Delucchi & McCubbin, 2010). Also known as Greenhouse Gases (GHG), it is well
documented that these pollutants are contributing to global climate change (Delucchi &
McCubbin, 2010). A large proportion of a household’s carbon footprint is a result of personal
and work related transportation (Davis & Hale, 2007). From 1990 to 2003, transportation
greenhouse gas emissions in Canada rose by 25%, and 48% of these emissions are from gaspowered cars and light trucks that are mainly used for personal transportation (CUTA, 2005).
Thus, one of the most significant actions that an individual can do to reduce their carbon
footprint is to use public transportation on a daily basis (Davis & Hale, 2007). A transit rider
creates 65% fewer GHG emissions than an automobile user for the same trip, and commuters
who replace an automobile commute for public transit just twice a week can reduce their
personal emissions by 25% (CUTA, 2005).
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2.2.2. Public Transit and Public Health
Physical inactivity due to an automobile dependent lifestyle is a significant contributor to the
prevalence of chronic diseases such as diabetes, obesity, cancer, respiratory issues, and
cardiovascular illness (Williams & Wright, 2007). There is a positive association between the
use of public transit and meeting the daily physical activity recommendation (Lachapelle &
Frank, 2009). Taking public transit increases physical activity because it usually involves some
amount of walking at both ends of the journey (Shannon et al. 2006; Ewing & Cervero, 2010;
Besser & Dannenberg, 2005). Thus, commute mode can significantly influence the amount of
daily physical activity of a commuter (Wener & Evans 2007), and Lachapelle & Frank (2009)
found that transportation incentives supporting transit use may offer a synergistic means of
improving population health through active lifestyles. Indeed, research by Collins & Agarwal
(2015) observed higher overall physical activity levels among university employees who had
switched from entirely passive commuting to commuting by public transit. These studies suggest
that strategies that encourage individuals to commute using public transportation will lead to
health improvements on a population scale.
2.2.3. Shifting to Sustainable Transportation
Travel preferences are changing, leading more people to adopt public transit over the car. Recent
research, for instance, has found that the attitudes of the millennial generation towards public
transit differ considerably from previous generations. According to McDonald (2015), millenials
are more inclined to live in dense cities where transit and walking is more accessible. The
growing preference for public transportation is supported by Canada’s latest 2016 census; the
number of commuters taking public transportation since 1996 grew by 59.5% while those using a
car increased by 28.3% (Statistics Canada, 2018). These changing preferences are promising
given that shared mobility is the transportation revolution of the future. Fulton et al.(2017)
created 3 scenarios for alternative futures for urban transport: vehicle electrification, automation,
and widespread shared mobility. A main emphasis of this study was to understand if achieving
environmental goals, such as reducing CO2 emissions, could be achieved by changing the way
we travel rather, as opposed to just changing vehicle technologies. The researchers concluded
that shared mobility, which includes public transportation, was the best way forward as it can
lead to more efficient use of urban space, reduce traffic congestions, enable more walking and
cycling, reduce energy use and emissions, and improve overall livability (Fulton et al. 2017.).
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2.3.

The importance of mode for the journey-to-work

For the working Canadian, commuting is a daily routine. From 1996 to 2016, the number of
commuters in Canada has grown by 30.3% (Statistics Canada, 2018). The commute trip is ideal
for transportation research for three main reasons. Firstly, commute trips account for the largest
proportion of trip purposes for which people travel (Hanson, 2017). Secondly, work trips have
become concentrated in the morning and evening, resulting in peak loads putting the greatest
strain on transportation systems (Hanson, 2017). Due to the association between concentrated
commute trips and congestions, the daily commute remains a core urban transportation problem
(Horner, 2004). Lastly, people are generally willing to travel longer distances regularly for work
compared to other purposes (Hanson, 2017). In 2016, Canadian’s spent an average of 26.2
minutes travelling to work, which has increased 0.8 minutes from 2011 (Statistics Canada,
2018).

2.4.

Challenges of promoting transit in mid-sized cities

The majority of the research on the determinants of public transit use has derived from studies of
large metropolitan areas (for example, Taylor et al. 2009, Cervero 1998). However, it is
reasonable to assume the travel patterns in midsize cities are unique. Midsized cities, which
range in size from 50,000 to 550, 000 population, are home to more than 37% of Canadians, and
face a number of challenges in terms of transportation and land use (Toop & Miller, 2014).
Common characteristics of midsized cities include low population and land use density,
dispersed travel patterns, and high rates of automobile ownership and use (Bunting et al., 2007).
While large cities are able to passively promote sustainable travel modes through high
population density and severe roadway congestion, that approach is not applicable to midsized
cities (Toop, 2013). Public transit systems in Canadian midsized cities frequently struggle with
low ridership, caused by low population densities that do not support efficient transit services
(Turcotte, 2011). An examination of travel behaviour in Kamloops, a midsize city in British
Columbia, found that public transit use was extremely low and that city residents were extremely
automobile dependent (Toop, 2013). Similarly, a study of commute patterns of university staff
and students in Albany, a midsized city in upstate New York, found that the private automobile
was the dominant mode choice for commute trips (Lawson et al., 2012). Key barriers to public
transit ridership observed by Lawson et al. (2012) included limited transit routes, low transit
frequency, and distrust regarding the reliability of transit schedules. These challenges are
7

compounded by the tendency of mid-sized cities to have limited traffic congestion on major
corridors during peak hours and ample parking supply in their central business districts (Shoup,
2017).
Despite these barriers, research suggests that improvements to transit services have potential to
encourage people to shift to public transit for their daily commutes (Shannon et al., 2006; Brown
and Werner, 2007). Canadian mid-sized cities such as Kingston, Ontario are making substantial
investments in improving their public transportation services, from $14.2 million in 2016 to
$20.9 million in 2021 once all of the service recommendations are in place (Kingston Transit,
2016). This investment represents all capital expenditures from 2017-2021, including new and
replacement buses as well as infrastructure and technology (Kingston Transit, 2016).
Additionally, it was recently announced there is over 78$ million of federal and provincial
funding available for local public transit projects in Kingston (City of Kingston, 2018a).
Statistics Canada census figures suggest these investments are having the intended impact;
Kingston had the highest proportion of commuters using active transportation and public transit
(30.4%) in its group of census metropolitan areas (Statistics Canada, 2017b). Thus, having a
fulsome understanding of the factors that influence transit use can ensure that these investments
are maximized to promote public transportation use in mid-sized cities.

2.5.

Determinants of transit use

Research by Brown and Werner (2007) demonstrated that convenient access to transit is
beneficial, both to individuals and broader society. They examined non-riders’, new riders’, and
continuing riders’ behaviours and attitudes towards transit after a new light rail stop was
implemented. They found that continuing riders had, on average, the largest number of moderate
physical activity bouts, reported the highest place attachment, had the greatest neighborhood
satisfaction, the most favorable attitudes toward transit orientated development, took the fewest
car rides, and had the least pro-suburban attitudes (Brown and Werner, 2007). Their findings
highlight the importance of research to further understand modal choice to improve access and
use of public transportation.
To improve utilization of a transit system, it is essential to understand the decision-making
factors associated with selecting public transportation (Scott et al 2016), and various frameworks
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have been developed to identify the complexity of factors influencing mode choice. In his
research on mode choice of university students, Zhou (2012) identified six critical factors: 1)
built form variables such as density and land use; 2) mode specific factors including access,
convenience, or cost; 3) attributes and demographics such as marital status, age, or gender; 4)
characteristics of the trips, for example purpose or distance; 5) travel demand management
measures which include transit subsidies or parking costs; 6) and psychological factors that can
include habits, attitudes, or health concerns. These factors are described briefly in turn below. It
is important to note that these factors are not mutually exclusive, and cannot be treated in
isolation from each other or from many other direct and indirect influences (Balcombe et al.
2004).
2.5.1. Group 1: Built Form Variables
The relationship between built environment and travel has been one of the most studied topics in
urban planning (Ewing and Cervero, 2001, 2010; Badoe & Miller, 2000). Ewing and Cervero’s
(2010) have identified seven (mostly) built environment variables – density, design, destination
accessibility, diversity, distance to transit, demand management and demographics – that are
consistently acknowledged as determinants of travel behaviour. A study by Chen et al. (2008)
emphasized the importance of employment density in shaping people’s commute mode choice.
Accoridng to Zhou (2012), built form variables that influence mode choice include population
density, land use mixture, topography, availability of infrastructure, and multimodal network’s
connectivity. However, Zhou (2012) also notes that none of these factors on their own are
significant predictors of mode choice; they only become significant when grouped together.
2.5.2. Group 2: Mode Specific Factors
According to Zhou (2012), mode-specific factors include availability, access, convenience,
comfort, privacy, freedom, safety, travel time, and cost. For example, public transit ridership will
improve with accessibility as longer waiting times and walking distances discourage use (Eluru
et al. 2012). Similarly, passengers who have to wait for busses or trains prefer to do so in
conditions of comfort, cleanliness, safety and protection from the weather (Paulley et al. 2006).
Fair price is also a significant factor in a consumer’s decision-making process, and supports the
idea that price is related to satisfaction and attitude (Scott et al. 2016). Thus, when transit fares
are increased, ridership generally decreases (Paulley et al. 2006). However, since fares are
fundamental to the successfully operating public transit system, Johansson et al. (2006) suggests
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that non-economic incentives for encouraging the use of pubic transportation need to be
explored.
Another barrier to public transit ridership is the associated disutility of time cost, resulting from
multiple stops and the lower overall speed (Balcombe et al., 2004). For example, during peakhour traffic, where there are no bus lanes, or on a winding journey through suburbia with
multiple stops, public transportation can be much slower than a private automobile and be
perceived as a waste of time (Beirão & Cabral, 2007). In addition to on-board travel time,
disutility of time-cost includes time spent getting from the origin to the first transit stop, time
spent waiting at the transit stop, time spent making transfers if required, and time spent getting to
the destination from the last stop. The influence of time is reinforced by the finding that a
reduction in travel times by transit mode will result in an increase in the proportion of riders
using transit (Eluru et al. 2012).
Reliability is also a decisive factor, with the uncertainty of knowing when transportation will
arrive being more influential than having to wait (Konig, 2002). The widespread dissemination
of the Internet and personal mobile devices in addition to automatic vehicle location technology
has allowed riders to have access to real-time transit vehicle locations and arrival times (Tang &
Thakuriah, 2012). A case study of the Chicago Transit Authority’s bus tracker, from January
2002 to December 2010, demonstrated that the technology resulted in increased ridership (Tang
& Thakuriah, 2012).
2.5.3. Group 3: Attributes and Demographics
Attributes and demographics includes trip maker’s personal attributes such as occupation,
marriage status, gender, age, income, daycare responsibilities, car ownership, and possession of a
driver’s license (Zhou 2012). For example, according to the 2016 Canadian Census, women were
more likely than men to use sustainable transportation (33.8% versus 29.1%), which was
primarily due to women’s greater use of public transit (Statistics Canada, 2018). Additionally,
the highest rate of sustainable commuting was among 15 to 24 year olds, which was attributed to
youth being less likely to own or have a regular access to a car (Statistics Canada, 2018). These
trends were mirrored in a study conducted by Collins and Agarwal (2015), where it was found
that those who shifted to using public transit were more likely to be women and have fewer
opportunities to support driving to work such as a driver’s license, car ownership, or access to a
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car for commute. Income is also a commonly observed determinant of transit use. Research by
Belmonte (2014) as well as Collins and Agarwal (2015) have found higher levels of transit
ridership among the lowest and highest income commuters; a possible explanation for this trend
is that high and low income residents are concentrated in urban areas or along major corridors
where transit is more accessible, whereas middle-income residents are more concentrated in lowdensity suburbs that are less well served by public transit.
2.5.4. Group 4: Characteristics of the Trip
Characteristics of the trip include time of travel, trip purpose, trip distance, trip origin, and
destination (Zhou, 2012). For example, previous research has found that the purpose of a trip can
influence attitudes and perceptions of the mode (Habib, Kattan, & Islam, 2011). Specifically,
individuals are generally willing to travel at a higher cost in time and price if it is for work, as
opposed to other purposes (Hanson, 2017). Thompson, Brown & Bhattacharaya (2012), studied
transit demand in sprawling Broward Country. The researchers found that the county’s highly
successful transit system could be best explained by its multi-destination route structure
connecting residential areas with dispersed jobs. As demonstrated by this example, easy access
to employment proved more important than land use characteristics.
2.5.5. Group 5: Travel Demand Management
Travel demand management (TDM) is any activity or program that reduces vehicle trips,
resulting in more efficient use of transportation resources (Dorsey, 2005). University campuses
have demonstrated to be well suited for TDM, improving transportation choices and providing
cost-effective solutions to parking problems (Dorsey, 2005). A commonly employed approach to
TDM on university campuses is the provision of unlimited transit passes, based on partnerships
between universities and public transit agencies that enable the universities to purchase
discounted transit passes (Dorsey, 2005). Analysis of an Eco Pass program in California, for
example, shows that reducing fares demonstrate a shift away from increasing parking supply to
reducing parking demand (Shoup, 1999).
Indeed, parking policy is a strong determinant of travel behaviour (Shoup and Pickrell 1980;
Shoup and Willson 1992). In general, and especially in mid-sized cities, parking is frequently
oversupplied and underpriced (Shoup 2017). A generous parking supply in central business
districts, couple with limited traffic congestion on major corridors during peak hours, encourages
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driving behaviour and discourages more sustainable modes of travel, like walking, cycling, or
riding public transit (Shoup 2017). As such, increasing the price of parking has been found to be
an effective approach to getting more commuters to use public transit, carpool, bike, or walk to
destinations (Shoup, 2017).
2.5.6. Group 6: Psychological Factors
Psychological factors influencing mode choice include habit, attitude, concerns over health and
the environment, familiarity with alternative modes to driving, and unconscious attachment to
car usage (Zhou, 2012). Accordingly, attitudes towards public transit are important factors
influencing mode choice in automobile dependent North American cities (Habib, Kattan &
Islam, 2011), and changes in these psychological factors may alter travel mode choice, even if
the level of transit service remains constant (Fujii & Kitamura, 2003). Habib, Kattan & Islam
(2011) examined the reasons for using transit in Calgary among riders, and found that increasing
perceptions of reliability and convenience were significantly associated with increased transit
ridership. Similarly, Collins and Agarwal (2015) found that commuters who had shifted to using
public transportation responded more favorably to service improvements and transit pass
programs, and were more willing to spend a minimum of 30 minutes on their commute to work.
Thus, favourable attitudes towards transit are associated with, and may even help predict, transit
ridership.

2.6.

The transportation case study of Kingston, Ontario

The City of Kingston is located in Ontario, between the major urban centers of Toronto,
Montreal and Ottawa. Kingston is a midsized city with a population of 123,798 people, is
451.19km2, and has a population density of 274.4 people/km2 (Statistics Canada, 2017a). The
average age of the population is 42.3 years with 66% of the population between 15 to 64 years
(Statistics Canada, 2017a). Kingston hosts several large public institution employers including
the Royal Military College, Corrections Canada, St. Lawrence College, Kingston General
Hospital and Queen’s University. Historically, Kingston has experienced low levels of transit
ridership and is an automobile dependent community. From the 2016 Canadian Census, the
majority of Kingston residents commuted to work by automobile (71.5%), while only 8.3%
commuted using public transit (Statistics Canada, 2017a). Examining Queen’s university faculty
and staff travel patterns in 2016; McFarlane (2017) found that passive commuting remained the
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primary method of commuting (57.4%) among the sample population. Owing to its large area
and low population density, Kingston Transit (KT) has faced serious challenges of balancing
efficiency and effectiveness of transit services in an automobile dominated city.
To reduce Kingstonians’ heavy reliance on private automobiles, the City introduced a Transit
Redevelopment Plan for 2011–2015 (Kingston, 2011), and a 5 Year Business Plan for 2017-2021
(Kingston, 2016). The Redevelopment Plan focused on making critical improvements to the
transit system to increase ridership, including the introduction of the three express transit routes
that cross the most common commuter routes in the city. Providing more frequent service to
Queen's University was identified as a top priority in the Redevelopment Plan (Kingston, 2011).
The three express routes were gradually implemented; one in September 2013 and the remaining
two in May 2015 (Kingston Transit, 2011). A fourth express route, servicing Montreal Street and
including a stop at Queen’s University, will be added in May 2018 (Kingston Transit, 2016).
The express routes have fundamentally changed the KT route structure and service levels
(Kingston Transit, 2016), by running along key commuter corridors, and stopping at key
destinations such as Queen’s University. They service the urban and suburban areas of Kingston,
operating at minimum 10-minute intervals during weekday peak periods. The previous system
without express service suffered five important flaws: limited route capacity; system delays;
infrequent service and hours of operation; inadequate infrastructure and accessibility; and noncompetitive travel times (Kingston Transit, 2011). The new transit system has been tremendously
successful, generating record high levels of transit ridership and is the highest of small census
metropolitan areas in the country based on the most recent census numbers (Statistics Canada,
2017b).
A variety of polices and programs have also been introduced to support and promote the use of
public transportation in Kingston. One such initiative is the Transpass Program, which is run in
partnership with local employers. Queen’s University began participating in March 2014. The
program allows participants to benefit from a discounted rate on a monthly pass, payroll
deduction payments, unlimited monthly bus rides, and eligibility for a 15% federal public transit
tax credit (Queen’s PPS, n.d.). Since Queen’s University has reached the baseline of over 250
participating employees, its employees receive the maximum discount of 26%, resulting in a
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TransPass rate per month of $53.00. Participation in the Transpass program in Kingston has
experienced significant growth between 2012 and 2015, which KT attributes to the introduction
of Express service, increase in service frequency, and pricing and marketing strategies (Kingston
Transit, 2017a). Additional programs to promote public transit use include allowing children
under 14 to travel for free, providing free bus passes to high school students, and provision of
five park-and-ride locations across the city. With the recent and successful service
improvements, Kingston Transit provides a unique research opportunity to study the impacts of
public transit improvements on ridership, attitudes, and commute behaviour. Kingston’s recent
heavy investments in its transit system, and the resulting changes in ridership, presents a unique
opportunity to explore in greater depth the factors that have influenced people’s modes of travel
to work.

2.7.

Knowledge gaps and precedents guiding this research

2.7.1. Qualitative transportation research
Most studies in the field of transportation research are quantitative, which has triggered calls for
more qualitative research to facilitate a deeper understanding of the determinants of transit use
(Clifton and Handy 2001; Gaber and Gaber 1999; Handy et al. 1998; Poulenez-Donovan and
Ulberg 1994). By design, qualitative methods can offer a deeper and more nuanced
understanding of the complexities of commute mode decisions by enabling individuals to explain
their behavior and attitudes in their own words (Patton, 1990; Clifton and Handy, 2001). The
majority of research on mode choice uses researcher-selected variables and focuses on just a few
attributes, whereas qualitative methods allow participants to indicate the factors that are most
important to them (Clifton and Handy, 2001). Clifton and Handy (2001) found that focus groups
were useful to support survey results and that they aided in explaining travel choice factors that
were not included in the survey. Thus, qualitative research has a valuable role in transportation
research and will be vital to further understanding travel behaviour and commuter mode choice.
2.7.2. Spatial analysis of travel behaviour and attitudes
Using GIS to evaluate travel behaviour and mode choice is a valuable technique to increase our
understanding of the spatial patterns of mode choice. For instance, Delmelle & Delemelle (2012)
used spatial analysis to examine the temporal and gender differences in transportation modal
choice among student commuters. Similarly, Kamruzzaman et al. (2011) used spatial analysis to
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understand the relationship between accessibility and transport demand by examining student
travel behaviour. There is limited research, however, examining where commuters live relative
to transit service and their place of work.
2.7.3. Research Precedents
Research led by Collins (see Collins and Agarwal (2015), Agarwal and Collins (2016)) provides
the foundation for this report. She has surveyed the commuting habits of over 3000 Queen’s
University non-student employees yearly, since 2013. The surveys consisted of approximately 50
questions and covered various topics, including mode of travel to campus, commute-related
characteristics, use of and attitudes towards Kingston Transit, health and well-being, and
demographic information. In their analysis of the 2013-2014 longitudinal dataset, Collins and
Agarwal (2015) found that employees who shifted to transit had fewer household-level
opportunities to drive to work and had more positive attitudes toward transit. Additionally, their
findings suggested that shifting to transit from entirely passive commutes generated higher
overall physical activity levels (Collins & Agarwal, 2015). This research builds on the
longitudinal work led by Collins, by using qualitative methods to develop a richer understanding
of the factors that motivate transit use among the Queen’s University employee population.
Macfarlane (2017) drew from Collins’ commute data to examine the factors and attitudes
affecting transit ridership by Queen’s University employees, by comparing the responses from
employees in 2013 and 2016. Macfarlane (2017) employed descriptive statistics and logistic
regression to identify the factors that best predict transit shifting over the 4 year timeframe. One
of the key findings from his analysis was that access to transit close to one’s home was the
strongest predictor of shifting to transit. His findings provide the foundation for the GIS mapping
analysis that will be used in this research. By drawing from the same longitudinal dataset, this
research expands on Macfarlane’s work, which identified what factors influence ridership, by
bringing clarity to understanding why these factors are influential.
2.7.4. Research Gaps and Opportunities
This literature review, while only representing a small portion of transportation literature, has
highlighted a variety of knowledge gaps in transportation research that this report aimed to
address. In order for cities, especially midsized cities, to improve their public transit ridership, a
deeper understanding of travel behaviour is essential to ensure their investments are successful.
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This study contributed to the limited research available on public transportation in midsized
North American cities, using a mixed methods approach that combined qualitative and spatial
analyses. Specifically, this study employed focus groups to enable a deeper understanding of the
commute mode decisions, and GIS to understand the spatial patterns of mode choice among
Queen’s employees in Kingston. The findings from this research provided valuable insights for
Kingston Transit, Queen’s University, and the field of transportation research.
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3. Methods
3.1.

Chapter Overview

The purpose of this mixed methods study was twofold: to explore the factors that encouraged,
and deterred, Queen’s University employees’ to switch to public transit for their commute to
work; and to identify how commute modes and transit-related attitudes of Queen’s University
employees are spatially distributed, particularly in relation to the Kingston Transit express
routes. The study was guided by the following research questions:
1. What factors have encouraged and deterred Queen’s University employees to make the
switch to public transit for their daily commute to work and why?
2. How are the commute modes and the transit-related attitudes of Queen’s University
employees spatially distributed in Kingston, particularly with respect to the location of
Kingston Transit’s express routes?
This chapter describes the specific methods that were employed in each component of the study,
as well as the limitations of those methods.

3.2.

Methodology

The study employed a concurrent triangulation design, which involves the concurrent but
independent collection and analysis of qualitative and quantitative data (Creswell & Plano 2007).
Using a mixed methods approach provided a deeper understanding of the research than if either
approach was used alone (Creswell & Plano 2007). The methodology began with a literature
review regarding transportation and transportation behaviour. Qualitative methods, vis-à-vis
focus groups, were used to address the first research question, while quantitative methods, vis-àvis GIS analysis, were used to address the second research question. This research method
proved useful in a study where the data had previously undergone statistical analysis, to draw
high-level conclusions on Queen’s staff opinions and attitudes of Kingston Transit using
qualitative evidence and spatial data.

3.3.

Connection to Previous Research

This study draws from a quantitative longitudinal dataset designed to capture changes in
commute patterns of Queen’s University employees since the introduction of express bus service
in Kingston (Agarwal & Collins 2016; Collins & Agarwal 2015). Specifically, in October 2013,
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2014, 2015, and 2016, an online survey was administered to over 3000 non-student Queen’s
employees (response rates ranging from 38% to 48%), with hundreds of respondents completing
the survey over multiple years. Drawing from the 2013-2016 repeat respondents dataset,
MacFarlane (2017) used statistical techniques to identify the factors that best predict the
likelihood that an employee would shift from some other travel mode to using public transit for
their daily commute. While MacFarlane’s research generated valuable insights about predictors
of transit shifting, the precise reasons for these mode shifts (or lack thereof), as well as the
spatial relationship between mode and transit service, remained unclear. Thus, this study builds
on the work by MacFarlane, and draws from the longitudinal commute survey dataset to identify
three categories of repeat respondents that warrant further study: year-round transit shifters;
seasonal transit shifters; and non-shifters.

3.4.

Literature Review Methods

The literature review was conducted to identify and highlight the factors that influence the
uptake of public transit in a small to mid-sized cities in Canada, and to identify precedents and
gaps in current research. The review was conducted using Queen’s University’s online library
using databases including but not limited to: Transportation Research International
Documentation, Public Affairs Information Service, and Urban Planning @ ProQuest. Search
terms for the literature review includes: public transit/transportation AND midsized/mediumsized cities; public transit/transportation AND small cities; public transit AND attitudes; public
transportation AND attitudes; etc. The review focused on articles published after the year 2000.
The references of those articles were also examined for additionally relevant sources. The
literature review focused primarily on Canadian research, but the scope was North America wide
to ensure an adequate amount of sources. The literature review findings are summarized in
section 2.

3.5.

Focus Group Methods

3.5.1. Rationale
While considerable quantitative data has been gathered to date to explore the commuting patterns
of Queen’s employees, this study was the first time that qualitative methods were employed.
Given the three categories of employees from which input was being sought (as described in
section 3.3), it was determined that focus groups would be the preferred mode of qualitative data
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collection, as it would create opportunities for participants to interact with one another
(Cameron, 2016). This is described as a synergistic effect of focus groups, which can generate
richer and more detailed responses and allows more information to be generated than in other
qualitative research methods (Cameron, 2016). Additionally, due to the time constraints of the
study and the large number of potential participants in the sample pool, focus groups enabled the
greatest number of survey respondents to provide more detailed, qualitative input.
3.5.2. Participant Selection and Recruitment
Queen’s employees who constituted the 2013-2016 repeat responders dataset were divided into
one of three groups – year-round shifters (N=45), seasonal shifters (N=36), and non-shifters
(N=207) – forming the pools from which participants were sampled for three focus groups. Yearround shifters were those who were commuting by public transit on a year-round basis in 2016,
and were using some other mode in 2013. Seasonal shifters were those respondents who used
transit on a seasonal basis in 2016 and either did not use transit at all in 2013, or used it less
frequently. All other respondents were coded as non-shifters.
Due to the small sizes of the sample pools, all survey participants who fit the category of full
shifters (N=45) and seasonal shifters (N=36) were invited to ensure there would be an adequate
number of participants who would be able to attend the focus groups. Since the non-shifters were
a much larger sample pool (N=207), potential participants for the non-shifter focus group were
selected using a set of eligibility criteria that were based on their responses to the survey: live
between 3km and 20km from Queen’s campus; live within walking distance to a bus stop; and
commute to Queen’s campus 4 or 5 days a week. After applying these criteria, a range of
demographic characteristics (i.e., age, gender, household income, children under 14) were
analyzed for the remaining pool of non-shifters (N=X). The frequency distributions of these
variables were then used to select a socio-demographically representative sample group of 50
non-shifters to invite to the focus group. Additionally, using Google Maps, non-shifters’ postal
codes were plotted to ensure there was adequate representation of geographical locations from
across Kingston.
Once potential participants were identified for each focus group, invitation emails were sent to
their Queen’s email account in September 2017. Individuals who responded positively to the
invitation were then sent logistical details about the focus group to which they were invited (see
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Appendix A). Additionally, demographic profiles of focus group participants contained within
the dataset were analyzed in aggregate to provide a general description of the composition of the
focus groups.
3.5.3. Focus Group Facilitation
The three focus groups – with full shifters, seasonal shifters, and non-shifters – were conducted
on the 1st, 2nd, and 3rd of November 2017. The sessions took place on Queen’s main campus, in a
boardroom located in Mackintosh-Corry Hall. To maximize potential participants’ availability
and willingness to come, the focus groups took place from noon until 1pm, with lunch and
refreshments provided. The sessions were audio-recorded and transcribed. To facilitate accurate
attribution of comments, each participant was assigned a number, which was recorded each time
they spoke and was used to code participant feedback in the transcriptions.
The focus group questions were designed to create discussion on the factors that promote or
hinder employees’ use of public transit for their regular commute to Queen’s (see Appendix A).
While the survey posed a series of questions about the extent to which various factors act as
facilitators and barriers to using transit, it remained unclear as to why those factors were
facilitators and barriers. The focus groups provided the opportunity explore the why question in
depth, and to discuss strategies for overcoming the barriers to transit use.
3.5.4. Ethics Approval
As the focus groups involved research with human subjects, ethics approval was required. An
application was submitted in July 2017, and the Queen’s University General Research Ethics
Board granted approval on August 10th, 2017. In compliance with the conditions submitted as
part of the ethics approval, each participant was issued a letter of information and consent form
prior to involvement in the research by email (see Appendix A). These documents outlined the
purpose of the study, their contribution to the research, that their participation is voluntary
without compensation, the process to withdraw participation, assurance of confidentiality, and
expected duration of participation.

3.6.

Geographic Information Systems Spatial Analysis

A spatial analysis was conducted to identify how the commute modes and the transit-related
attitudes of Queen’s University employees are spatially distributed in Kingston, particularly with
respect to the location of Kingston Transit’s express routes. The maps drew from the 2013 and
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2016 Queen’s Faculty and Staff commute surveys dataset, described in section 3.3. This dataset
provided essential data points on postal code, mode of travel, shifter status and attitudes towards
Kingston Transit. Shape files of city of Kingston roads, postal codes, and waterbodies were
obtained from the City of Kingston website. The Kingston Transit express routes and stops were
digitized using an express route map obtained from the City of Kingston website. The spatial
analysis was conducted using ArcGIS to create dot density maps, where each dot represents a
single survey respondent in that postal code area. The resulting maps where used to examine the
distribution of survey respondents’ residential locations, within the city of Kingston’s urban
boundary, based on their commute mode, shifter status, and increased willingness and increased
usage of Kingston Transit after the implementation of the express routes.
The spatial relationship between seasonal and year round shifters was further explored by
examining their distance from express route stops. Using buffering, the distance of seasonal and
year round shifters from express routes was represented using 400m, 600m, and 800m radiuses
around stop locations. The distance of 400m is the standard measure of walking distance to a
transit bus stop (Gutiérrez & García-Palomares, 2008; Hsiao, Lu, Sterling, & Weatherford, 1997;
Kimpel et al., 2007; Murray & Wu, 2003; Neilson & Fowler, 1972; O'Neill et al., 1992; Zhao et
al., 2003). Additional service area buffers of 600m and 800m were also examined, since research
has shown that riders are willing to walk further for express service (El-Geneidy et al. 2014).
Examining larger service area buffers also addresses the uncertainty of residential location within
the postal code areas. To analyze the results, the number of seasonal and year round shifters
present in each buffer area was manually counted.

3.7.

Limitations

Existing limitations of the study methods must be acknowledged. First, it is likely that those who
were motivated enough to participate in the focus groups held stronger opinions about public
transit than those who declined to participate. Specifically, full shifter participants may have had
more positive opinions towards transit, while non-shifters may have had more negative views
towards transit. Any bias presented by these two groups was balanced out by having a third focus
group with seasonal shifters, whose commute patterns likely foster more mixed opinions towards
transit. There was a lack of focus group participants representing the neighbourhoods of Rideau
Heights, CFB Kingston, and the area surrounding St. Lawrence College. The low representation
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from these neighborhoods might be attributable to lower rates of employment at Queen’s
University among residents from these areas.
Another limitation was that the 2013 and 2016 Queen’s employee commute survey only
provided participants’ postal codes and not exact addresses, which limited the accuracy of the
spatial analysis to the postal code areas that vary in size. This limited the researcher’s ability to
assess the exact distances between residential locations and the express bus routes. Time and
resources were other limiting factors in terms of depth and scope of data collection. With more
time and resources, the researcher could have conducted more focus groups, particularly with
non-shifters who were under-represented compared to the other two groups. Finally, this study is
specific to the mid-sized Canadian city of Kingston. The recent transformation of Kingston’s
public transit system is unparalleled in Canada, thereby limiting the generalizability of the
study’s findings.
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4. Findings and Analysis
4.1.1.

Focus Group Analysis Overview

Focus groups were conducted to clarify the factors that have facilitated and posed barriers for
Queen’s University employees to make the switch to public transit for their daily commute to
work. A total of three focus groups were conducted; one focus group for each of the ‘Full
Shifter’, ‘Seasonal Shifter’, and ‘Non-Shifter’ employee groups (see Appendix A for focus group
guides). This chapter first provides a brief description of the demographics of participants,
followed by a detailed analysis of the focus group findings, highlighted using key themes.

4.1.2.

Focus Groups Demographics

The characteristics of the focus group participants in terms of age, gender, household income,
and children under 14 were analyzed using descriptive statistics and are summarized in Table 1.
The full-shifters focus group was primarily female, while the seasonal shifters were primarily
male. The non-shifter focus group has the highest proportion of participants with children under
14 (50%). All three groups had participants representing a wide range of household incomes,
though the full shifter group had more participants with lower household incomes, while the nonshifter group had more participants with higher household incomes. Additionally, residents
across the city of Kingston were captured in the focus groups as exemplified in Figure 1.
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Table 1: Demographic Profiles of the Participants for Each Focus Group
Full Shifters,
Seasonal
Non-Shifters,
n=11
Shifters, n=9
n=8
2 (22%)
Gender
Females
10 (91%)
5 (63%)
1 (9%)
0
1 (13%)
Age
20-29
2 (18%)
1 (11%)
3 (38%)
30-39
5 (45%)
2 (22%)
0
40-49
2 (18%)
4 (44%)
3 (38%)
50-59
1 (9%)
2 (22%)
1 (13%)
60+
1
(11%)
Children <14 Yes/No
2 (18%)
4 (50%)
2 (18%)
1 (11%)
0
Household
Less than $60,000
1 (9%)
2 (22%)
1 (13%)
Income
$60,000 to $74,999
1 (9%)
1 (11%)
0
$75,000 to $89,999
2 (18%)
0
0
$90,000 to $104,999
1 (9%)
1 (11%)
1 (13%)
$105,000 to $119,999
2 (18%)
1 (11%)
3 (38%)
$120,000 to $134,999
1 (9%)
0
0
$135,000 to $149,999
0
0
1 (13%)
$150,000 to $164,999
0
0
1 (13%)
$165,000 to $179,999
0
2(22%)
1 (13%)
$180,000 or more
4
(36%)
2
(22%)
0
2013 Mode
Active
1 (9%)
2 (22%)
0
Somewhat Passive
4
(36%)
0
3
(38%)
Entirely Passive
1 (9%)
0
0
Transit
1
(9%)
5
(55%)
5
(63%)
Varies by season
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Figure 4-1: Spatial distribution of focus group participants in Kingston, mapped
using postal codes on Google maps with each colour representing a corresponding
focus group. (Orange: Seasonal shifters, Purple: Non-shifters, Blue: Full shifters)

4.2.

Key Findings from Each Focus Group

The following section summarizes the unique themes from each focus group. This includes
examining specific opportunities and barriers that each group faced in their commute mode
decision-making process. Additionally, the suggestions that were made from each group to
improve transit ridership are highlighted.
4.2.1. Full Shifter Focus Group Findings
Three main factors were commonly identified that influenced full shifters to start using Kingston
Transit for their daily commute. The most commonly identified factor was the introduction of
express service: “When they introduced the express lines and it was close enough to my house
and I knew it wasn’t going to take me an hour on the bus from the west end to Queen’s then we
stopped driving in” (P14, FG1). Another key factor that facilitated switching to transit was the
opportunity to save money given the high costs of parking on campus (P9, FG1). A third, and
complementary, facilitator of switching to transit was the implementation of the TransPass
program, which simplified the process of paying for public transit for their commute: “I switched
over when the TransPass program came to Queen’s” (P9, FG1).
Full shifters also identified a few other reasons for adopting transit, including reducing their
environmental footprint (P14, FG1), not having a drivers license (P8, FG1), and living too far to
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use active transportation (P7, FG1). The convenience of the express service, in terms of bus stop
locations and service frequency, were identified as factors that enabled them to adopt transit on a
year-round basis.
Most people I talk to who take the express bus are within a 5 minute walk to the stop so in
winter you don’t want to be walking more than that to get to transit. (P7, FG1)
One of the factors for me was how often the bus is running during peak times. (P9, FG1)
Full shifters appeared to be very satisfied with their commute, which can be attributed to reduced
commuting costs, convenience of transit, and the ability to use their TransPass outside of their
commute: “It is convenient, it is a lot cheaper and I use it even not for going to work” (P13,
FG1). Despite their satisfaction, however, full shifters also articulated some challenges of relying
on transit to commute, such as the infrequency of local routes and limited evening service:
I can take a local suburb I think it is the 15 and it only picks up every half an hour, if you
miss it at one point you are pretty much guaranteed to be late for work because it is half
hour process which means it is about 45 minutes to get to work. (P9, FG1)
The getting home wasn’t as good and I ended up taking my car again so I am not taking
the bus right now. (P12, FG1)
Given these challenges, full shifters had a variety of suggestions on how Queen’s University
could further encourage employees to use Kingston Transit. One suggestion was to have express
routes run along University Avenue, to make them more accessible for employees (P8, FG1).
Improvements to the TransPass program were also heavily discussed and recommended.
Specifically, participants felt the university should place more emphasis on promoting the
TransPass program to new employees, as well as to employees who are on the waiting list for a
parking spot:
There are new hires all the time and they might hear about it once for 5 minutes at their
orientation and they forget about it because there is so much information to take in. (P9,
FG1)
Having to sign up for the TransPass off campus was also identified as a major barrier:
I know of a couple people who are like “oh so I have to go to parking and then go to city hall and
then go back to parking, forget it, I will just drive” (P8, FG1). This issue led numerous
participants to suggest that the university offer TransPass sign-up events on an annual basis,
similar to the launch of the program that took place in March 2014.
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Full shifters also identified ways that Kingston Transit could encourage residents to increase
their use of public transit. Having sidewalks, and ensuring those sidewalks are clear in the
wintertime, was identified as an especially important measure to improve access to transit (P7,
FG1). Sidewalk and bus stop accessibility was emphasized by one participant, who shared her
experience of using transit after she had broken her ankle:
There are some [bus stops] that don’t have benches in them…there was a lot of time
when I was going through physio that I would have to sit down because it was too long to
stand and wait. (P9, FG1)
Participants also expressed frustration regarding the poor bus etiquette among students, such as
not moving to the back of the bus (P14, FG1), putting their backpacks on empty seats (P13,
FG1), and failing to give up their seats for priority populations: “they really need to teach the
younger people etiquette for school for getting up for people coming on the bus with strollers,
elderly, people with crutches” (P13, FG1). To address these issues, it was suggested that
Kingston Transit provide education for high school and university students on proper bus
etiquette.
The group also identified and discussed the implementation of more park’n’ride locations,
specifically in the west end: “There have been a number of times I have driven to Centre 70 and
then it was full and its like okay so where do I leave my car now?” (P9, FG1). It was suggested
that regular transit users could obtain a park’n’ride pass that would allow them to park in various
locations, such as the Cataraqui Mall, the Kingston Centre, or at Bayridge and Taylor Kidd:
Maybe there could be like a secondary piece of ID that you get when you get your pass
that you scan that is like one of those little hanger things that you could use to identify
your car in a parking lot to identify you are a transit pass holder and I am parking here
during the day. (P14, FG1)
To summarize, the introduction of express service and the TransPass program, coupled with the
high costs of parking on campus were three key factors that motivated participants to become
full shifters. There is notably high satisfaction among full shifters regarding their daily commute,
primarily due to the reduced cost and convenience of the TransPass and its ability to be more
than just a commuter pass. Challenges full shifters face in their daily commute include the low
service frequency of connecting local busses to express routes and a lack of satisfaction with
after work service. To improve Queen’s employees’ use of Kingston Transit, it was suggested
that more express routes run through University Avenue; that employees be made more aware of,
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and be given more convenient opportunities to sign up for, the TransPass program; and that
transit riders be given more flexible parking options. To encourage more Kingston residents to
use transit, full shifters recommended improving sidewalk conditions, especially in the winter,
improving servicing to important cultural locations, improving accessibility of bus stop
infrastructure, providing bus stop etiquette education directed at students, and increasing
park’n’ride locations in the west end. The findings from Full Shifters provide a unique
perspective on incentives and challenges to daily transit use as well as specific suggestion to
improve transit ridership from the perspective of regular users.
4.2.2. Seasonal Shifter Focus Group Findings
Unlike full shifters, seasonal shifters used a variety of travel modes in 2016. Weather conditions
emerged as a unanimously important factor in seasonal-shifters’ decision to use public transit to
commute, with most relying on transit in the winter months when the road conditions were less
suitable for other modes:
[My mode decision is] weather dependent, it might not be by season it might be a day like
today with heavy rain, it makes frequent service very convenient to jump on the bus that
runs every 10 minutes. (P8, FG2)
I usually ride as long as the roads are clear, I used to ride all year round at one time but
I find when it gets too cold in the winter I just won’t anymore so I’ll take the bus. (P9,
FG2)
Since they use a variety of commute modes throughout the year, a defining feature of the
seasonal shifters was that they were able to reflect on their preferred mode of travel. Many of the
seasonal shifters favoured cycling to work, because it was quicker, cheaper, more physically
active, and more sustainable.
It takes me 20 minutes to bike and an hour to walk and 40 minutes with the bus so it is
obvious. (P7, FG2)
Cost is huge, it is next to free. (P6, FG2)
I think I like riding the bike anyways, it saves me from buying a membership with the
fitness club, I get fitness everyday. (P5, FG2)
I think it is a good example to set, especially on a campus, in terms of sustainable ways to
get there. (P8, FG2)
Meanwhile, some participants preferred walking over biking because they felt it was safer and
more relaxing:
I have a vote for walking, I really like biking too but I find it stressful on the busier streets
and the fact you have bike lanes and then they disappear and it says road sharing and I
just don’t enjoy that so much. (P1, FG2)
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I really enjoy the walk as well. I listen to music. I wind down much better. In the fiveminute bike ride, work doesn’t have the time to come out of me. Walking, yes it does. It is
30 minutes and it’s enough to and it is really therapeutic. (P4, FG2)
Like the full shifters, seasonal shifters also identified the introduction of express bus service and
the TransPass program as the biggest facilitators of their use of transit on a seasonal basis.
Seasonal shifters were unique, however, in that they also identified the increased cost of street
parking as a key facilitator, primarily because it acts as a deterrent for driving to work. This
approach by the City to reduce residents driving downtown was a contentious issue, with some
participants arguing that it was unfair and others feeling it was a progressive decision:
It is absolutely ridiculous that Toronto Street sits empty all day long and people aren’t
allowed to park on it. We used to be able to do that and we can’t now so that’s somewhat
pushing us on to the bus. I am very bitter about it with the City. (P6, FG2)
I feel the opposite, I am actually grateful for the city, they want to push us on the bus and
I think that’s a good idea. (P7, FG2)
In the end it did kind of work out even though it seems kind of like a negative thing at the
same point in time, it has a positive effect to it as well. (P3, FG2)
As some of the seasonal shifters reside on streets that now have parking constraints, they
articulated the benefits of the program from a resident’s perspective:
I don’t want people parked on my street, I don’t want the daily commuters to come. They
don’t come because they can’t. (P4, FG2)
A benefit of people not parking is that roads remain two lanes and the traffic becomes
much better. (P3, FG2)
Since seasonal shifters have chosen to only use Kingston Transit on a seasonal basis, the factors
that influence their decision to not use transit on a year-round basis were explored in the focus
group. A common reason for not using transit year-round was due to their preference for cycling,
as noted above. Indeed, if it wasn’t for inclement weather, some of the seasonal shifters noted
that they would cycle to Queen’s on a year-round basis: “I really enjoy biking and I would bike
more during the year if perhaps the particular commute I had wasn’t so unpleasant when it gets
cold” (P2, FG2). Furthermore, cycling was also noted for providing flexibility that Kingston
Transit currently doesn’t match, particularly in the evenings past peak hours:
[With] the freedom [of biking], I can leave and go anytime. I often have evening sessions
for tutorials for students or review sessions, or exams with big classes you can only
schedule them on evenings and I find it frustrating when I have just missed the bus and I
know I am going to have to wait 30 minutes to get the next one. (P5, FG2)
This highlights how low off-peak service frequency poses a barrier to fully adopting transit.
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Seasonal shifters expressed frustration with their sense that Queen’s placed greater emphasis on
discouraging driving than promoting transit:
It’s more the discouragement of the obvious way to get here, which would be to drive
then the encouragement to do the other things. (P1, FG2)
They aren’t doing anything to encourage me to take the bus other than making it hard to
park. (P2, FG2)
While the implementation of the TransPass program was recognized as an effective method to
promote transit, it wasn’t utilized by all seasonal shifters. One participant found that their mode
choice didn’t follow the calendar month and found it more valuable to use a transit card that
could be loaded with a number of bus rides:
I don’t necessarily want to start taking transit at the beginning of the month. I used to
ride until the middle of November, and then I’m not going to get a monthly pass for
November and then I’m not going to get a monthly pass for December because then I stop
using it partly through the month. (P2, FG2)
An attractive feature of the TransPass program for seasonal shifters is the ability to activate and
deactivate it on a monthly basis:
I found the monthly pass was useful for me. I take it when I am sure, so in January I will
be getting my monies worth for it… the monthly pass is just an email away to
activate/deactivate and I found it is very convenient” (P5, FG2)
The reduced cost of the TransPass program was also indicated as a favorable incentive to use
transit: “I am not sure what else Queen’s can do beyond what they did with the lower price” (P3,
FG2). The high cost and lack of available parking were identified as key methods Queen’s uses
to discourage private automobiles, and while the TransPass program isn’t an attractive option for
all seasonal shifters, its month to month sign up and lower price point make it an encouraging
tool to use Kingston Transit for some.
Nearly all of the suggestions made by seasonal shifters for Kingston Transit to improve service
were the same as those suggested by full shifters, including providing express route stops in the
middle of campus, increasing the frequency of service during peak hours to reduce
overcrowding, improving the connections between express and local routes, and improving the
TransPass sign-up process. A unique concern that emerged from the seasonal shifter group,
however, was that the per-ride cost of public transit was too high, especially for those who are
not eligible for the TransPass:
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The pass is a great deal and that’s why I have it, if I had to pay 6$ a day during the
winter I would find another way and my son is looking at that if he wants to take the bus.
(P6, FG2)
Indeed, one participant went so far as to suggest that transit should be made free to attract more
users (P4, FG2).
In summary, seasonal shifters used a variety of modes to commute to Queen’s, including cycling,
walking, driving, and public transit, with weather being a significant factor in deciding when to
switch modes. Cycling was the majority of participants’ preferred commute mode due to factors
such as cost, time, flexibility, physical activity and environmental consciousness. Seasonal
shifters were discouraged to drive due to lack of parking availability and the high cost of parking
on and off campus. While the TransPass program did not meet all participants’ transportation
needs, it was praised for reducing the costs of transit and for the convenience of
activation/deactivation as needed. Strategies for Kingston Transit to promote ridership were
similar to those suggested by full shifters, including more central campus express bus stops,
increased service and frequency outside of off-peak hours, and improving the TransPass sign up
process.
4.2.3. Non-Shifter Focus Group Findings
Non-shifters were employees who had not increased their use of Kingston Transit from 2013 to
2016. As such, understanding their commute preferences and current barriers to using Kingston
Transit was particularly important. When asked what mode of transportation they used in 2016,
more than half of the participants either drove or carpooled, and a couple were seasonal transit
riders. When asked to share their favourite commute mode, there were a variety of answers:
Walking allows me to leave when I want and lets me enjoy being outside. (P8, FG3)
[Cycling] is faster than walking, it gives me flexibility on when I leave and I like being
outside. (P5, FG3)
I actually like taking the bus the best because its 20-30 minutes a day I can just space
out, read a book, relax and not have to worry about anything really. (P9, FG3)
Those who drive all indicated that it wasn’t their ideal commute mode, but that it was currently
the most cost effective and convenient, particularly for those with young children:
I don’t know that I enjoy driving to work at all, I kind of dislike it significantly but it’s a
variable that works right now for us so I have a child in day care, so it is the day care
drop off that kind of kills me with the timing. (P4, FG3)
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While some non-shifters indicated an interest in increasing their use of Kingston Transit, they
noted that having a pass to park on campus is a significant barrier, since taking the bus is an
additional cost: “right now if I take transit it costs me more money because I am already paying
for parking” (P1, FG3). Additionally, there is concern that once they cancel their pass, they
won’t be able to change their mind because there is no certainty on if, or when, they would be
able to obtain another one: “I keep thinking should I [cancel my parking pass?]…And the thing
that stops me is will I get another parking permit once I cancel it” (P1, FG3). With a lack of
flexible parking options, this sentiment was shared throughout the group:
I was really nervous about giving up the parking permit because I wasn’t sure what I was
going to do on like this afternoon we have got a doctors appointment and I’ve got to go
off campus… I wasn’t willing to commit the consistency of not being able to park on
campus without paying 18$ or 20$ a day for something, or the stress of trying to find a
spot randomly. (P4, FG3)
Participants in the non-shifter group who did not have a TransPass found the payment system
difficult and discouraging as casual riders. Finding the correct change was described as a hassle:
“It was the fact that I always had to scrounge around, do I have the right change that really
annoyed me every single time” (P9, FG3). There was also a lack of clarity on where one could
purchase single use bus passes (“I never know where I can buy bus tickets” (P8, FG3)), and a
lack of awareness of pay as you go cards and transit day passes (“I have never known anyone
who has used a day pass because it is so hard to get” (P2, FG3)).
Like full and seasonal shifters, non-shifters identified the implementation of the TransPass
program through payroll deduction as positive steps Queen’s has made to promote transit use
among employees: “I think having the program has been great, I know it has certainly
encouraged a lot of coworkers to start taking the bus” (P2, FG3). Non-shifters also appreciated
the ability to activate and deactivate the TransPass throughout the year: “I tend to keep my
monthly pass maybe 5 months of the year but then the other remainder of the year I can cancel”
(P2, FG3). However, non-shifters also spoke about the challenges with signing up for the
TransPass program:
I remember when the TransPass program started at Queens, there was a big blitz and it
was so easy but I have heard from several people that it is a real pain to get it now, I
think they could improve that. (P2, FG3)
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Beyond increasing access to the TransPass, non-shifters also suggested that Queen’s sell flexible
transportation passes such as single use or day passes: “the idea of being able to purchase a day
pass, or the tickets or single use passes on campus would be really nice” (P4, FG3). Kingston
Transit’s reloadable bus pass was also praised as a flexible option for using transit. It was noted
as something that Queen’s could promote along with the TransPass, and that the City could
promote to Kingston residents more broadly:
I have a plasticized pass and I load 12 on it because I hardly ever take the bus anymore
and it lasts forever… It’s a little cheaper that way too then buying them one at a time.
(P5, FG3)
I think if they did one of those blitzes for the [TransPass], they could do the same blitz at
the same time for the casual pass. (P9, FG3)
The city could mail everyone a casual pass with nothing on it. (P3, FG3)
In the same vein, there was a strong emphasis on improving flexible day parking options to
encourage transit use. As previously discussed, the fear of cancelling parking permits stems from
the lack of reliable and affordable day parking options: “there is very few places where you can
do day parking reliably, and if there were more, then more people could use transit” (P3, FG3).
In terms of Kingston Transit’s efforts, non-shifters identified the introduction of express routes,
and the high service frequency of express routes, as the most important facilitators of transit use
among Queen’s employees:
The express routes are number one on my list of things the city has done right for sure.
(P3, FG3)
In my express bus they just increased it to every 5 minutes between 7:30 and 8 pick up.
Which to me is amazing you don’t even need to know what time the bus comes at. (P1,
FG3)
One unique theme that non-shifters raised was the improved technology for trip planning, both
on the website as well as external apps that track buses in real time:
I commend them for the Google maps website change, it is way easier to use then their
old system for looking up where to go. (P4, FG3)
Transit app for the phone…it is linked into Kingston Transit and it is pretty amazing it
tells you exactly where your bus is right now. (P3, FG3)
In summary, non-shifters were those who had not increased their use of Kingston Transit
between 2013 and 2016. Barriers to using Kingston Transit included the logistical problems of
having young children, the added cost on top of a parking pass, the fear of giving up their
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parking pass without flexible day pass options, and a dissatisfaction with the transit payment
system for casual rides. Non-shifters felt Queen’s University could further encourage transit
ridership by hosting an annual sign-up blitz for the TransPass, as well as using this opportunity
to promote casual reloadable bus passes. Additionally, it was emphasized that Queen’s needs to
provide flexible day parking options to reduce fear of giving up a parking pass. The express
routes were identified as a key factor in Kingston Transit’s effort to encourage transit ridership
as well as the improvement to trip planning and tracking technologies. Suggestions for Kingston
Transit to improve ridership included increasing express service to the west end, specifically
Amherstview as well as sending residents a free empty loadable transit card for casual rides.

4.3.

Common Themes Across Groups

Recurring themes were discussed across the three focus groups, thereby emphasizing their
importance as commute mode choice factors. Firstly, the availability and cost of parking, both on
and off campus, was seen as a deterrent to driving by all groups. Meanwhile, strict and inflexible
parking pass policies were found to encourage passive commuters to continue to drive to work.
The implementation of the TransPass program was a key motivator for many shifters and
seasonal-shifters to use transit, although suggestions were made to further improve the program.
The implementation of Kingston Transit express routes was found to be a very influential factor
for shifters and seasonal shifters to switch to commuting with Kingston Transit, as were related
elements of Kingston Transit’s service, such as stop locations, service timing and frequency, and
travel time. Finally, personal reasons such as having young children and wanting physical
activity were acknowledged as key factors in participants’ mode choice decision-making
processes. The following section will further discuss these themes that were common across the
three focus groups.
4.3.1. The Availability and Cost of Parking, On and Off Campus
The availability and cost of parking emerged as influential factors in mode choice. Specifically,
the high cost of parking on campus (i.e., $103.75/month for surface parking (Queen’s University,
2017)), the long wait time to receive a campus parking pass, and the City’s decision to regulate
parking in near campus neighbourhoods (City of Kingston By-law Number 2010-128; 2010202), were identified as methods used by the City and Queen’s University to discourage driving.
Full shifters identified the high costs associated with parking as an influential factor to switch to
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commuting using public transit, and noted that using park’n’rides and public transit allowed
them to not have to worry about finding parking: “My parking spot got very expensive so I
decided to give it up and start parking and taking the bus”(P10, FG1). Some seasonal shifters
also noted that the change in the City’s parking policies worked to discourage them from driving
to Queen’s and increased their use of public transit: “I used to drive more and park on Victoria,
or if you were early enough you could get a good parking spot” (P7, FG2).
Non-shifters, on the other hand, noted that these policies have had the opposite effect, by
reinforcing their driving habits and discouraging them from using transit. For instance, the long
wait list for a parking pass acts a deterrent for drivers looking to try transit for their commute,
out of concerns that they wouldn’t be able to get parking pass again if they decided to switch
back to driving. This barrier is reinforced by the high cost of day parking on campus (i.e.,
$14.00/day (Queen’s University, 2017)), which makes it difficult for commuters who only
occasionally need their vehicle to justify giving up the convenience of having their vehicle on
campus every day. Interestingly, full shifters and non-shifters both identified the need for more
affordable and flexible parking options. For example, a non-shifter spoke about being hesitant to
give up their parking pass because occasionally they need to complete errands after work and
day parking is too expensive. This sentiment was echoed by another non-shifter:
There needs to be availability of parking on those occasions when you are forced to use
an automobile, there are occasions for everyone that happens. Otherwise for those rare
occasions it becomes impractical to be committing to transit 100%. (P3, FG3)
Participants from the full-shifter group also suggested that it would be helpful if transit riders
were able to purchase parking tokens or a number of parking days from the parking office:
It would be helpful if the parking office could offer the bus riders the opportunity to buy a
few tokens for parking underground for days when they absolutely have to take their car.
(P9, FG1)
This would encourage faculty and staff to give up their parking space by ensuring they would
have somewhere to park on a day with errands or appointments. Improving flexible parking
options was also favoured by non-shifters and was seen as a key move the University could make
to promote transit use: “there [are] very few places where you can do day parking reliably, and if
there were more, then more people could use transit” (P3, FG3).
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4.3.2. The TransPass Program and Transit Payment Options
Participants from both the full and seasonal shifter groups identified the TransPass program as a
significant motivating factor to switch to commuting by public transit. In particular, participants
indicated that having the monthly pass deducted from payroll made the process of taking public
transit much more convenient: “Not having to worry about paying for it every time you went on
the bus, it was automatically deducted from your pay it wasn’t even a thought” (P10, FG1).
Furthermore, multiple full shifters and seasonal shifters noted that the TransPass program
increased their use of public transit outside of their daily commute:
I find that on weekends I use the bus a lot more because I have it, its not just for a
commute into work anymore, the car stays in the driveway. (P3, FG1)
I ended up getting it when I was still walking regularly basically as a convenience tool
because I didn’t have a car so I treated it as my treat for the month so I didn’t have to
walk places I had the option of going further. (P7, FG1)
Even a non-shifter, who uses transit in the winter, found the TransPass to be convenient because
they were able to easily cancel the pass part-way through the year: “I tend to keep my monthly
pass maybe 5 months of the year but then the other remainder of the year I can cancel” (P2,
FG3).
Despite its utility, a number of participants did identify some issues with the TransPass program.
For instance, many seasonal shifters who cycle in the warmer months and switch to transit
according to weather and road conditions found that the monthly pay period didn’t necessarily
align with their weather dependent travel pattern. Additionally, participants from all three groups
commonly expressed frustration with the TransPass signup process: “I don’t have Queen’s transit
pass and the reason I don’t is because they are such a pain in the derrière to get” (P3, FG3).
Many suggested that employees should be able to obtain the TransPass on campus, as opposed to
City Hall, and that an annual promotional sign-up event would encourage increased participation
in the program:
I would also say if Queens could make it so all the sign up for the TransPass could be
done on campus, because I know of a couple people who are like “oh so I have to go to
parking and then go to city hall and then go back to parking, forget it, I will just drive”
(P8, FG1)
Thus, while the TransPass Program has simplified and reduced the cost of transit, the ease with
which employees obtain the TransPass could be improved.
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4.3.3. Kingston Transit System and Service Features
The introduction of express routes was identified as a factor influencing the convenience of using
public transit to commute. Indeed, most of the full shifters identified the express bus as a key
reason for their switch to transit for their daily commute: “The express lines are a godsend” (P11,
FG1). Placement of the bus stops in relation to home was also identified as a key facilitator to
using transit: “I found the placement of the bus stops really convenient” (P7, FG1). For full
shifters living in the west end, the express routes and convenient bus stop locations combined to
ensure their commute time was reasonable:
When they introduced the express lines and it was close enough to my house and I knew it
wasn’t going to take me an hour on the bus from the west end to Queen’s, then we
stopped driving in. (P14, FG1)
However, full and seasonal shifters suggested changing the routes to provide closer service to the
center of Queen’s University’s main campus: “It’s amazing there isn’t a big bus station right in
the middle of campus when you think about it” (P4, FG2).
The frequency of service is an important element of the express routes, and enabled full shifters
to take transit on a year-round basis. Increased frequency allowed participants to use transit
without having to consult a schedule. When asked about how the City has encouraged use of
public transit, high service frequency was repeatedly mentioned:
I have a choice of four busses to get to work in the morning…I can catch 10 after 7, 20
after 7, 25 after 7, 7:30 and always get to work by 8 even if they are late. (P4, FG1)
I don’t really pay attention to when I leave work anymore because I know there is a bus
in ten minutes tops. (P2, FG3)
Despite the high level of service that already exists, multiple participants expressed interest in
further increasing service frequency and expanding off-peak service beyond the current hours.
For instance, a seasonal shifter wanted to see higher frequency service: “more ten minute service,
longer hours for ten minute service” (P8, FG2). Having more off-peak service later into the
evening, on Sundays, and at lunchtime to accommodate varying schedules, was recommended by
a number of seasonal shifters and full shifters:
Maybe [increasing service] during lunch hour if people work a half day, go home at
lunch hour or come in a noon it would be nice to have during that period. (P6, FG2)
Increasing bus frequency was also cited as a way to decrease the amount of overcrowding on
busses, particularly for those busses coming from the west end:
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In 2013 when I was living close enough to walk or bus, I literally could not get home by
bus because the busses were full with students going to west campus. (P7, FG1)
The first thing the city can do is make another express bus route that goes to
Amherstview, this would make an enormous difference. (P3, FG3).
Commute time was a key consideration in a number of participants’ mode choice. A number of
participants noted that the express routes offered an acceptable travel time that encouraged them
to commute by public transit:
Transit is relatively fast. I can take an express bus usually faster then driving the car as
well, if I park off campus. (P6, FG2).
I will say that in the past year I have changed completely to using Kingston Transit
because the express routes make that possible and I can get to work almost the same
amount of time total as I do driving at this point. (P8, FG3)
The express route] actually makes it about the same amount of time to drive now as it
does to take the bus because before it was a long rambling journey around the base. (P4,
FG3)
And yet, for other participants, public transit was still slower than other modes of travel. For
instance, one participant spoke about cycling being the fastest mode of travel while offering the
additional benefit of taking them right to the door of their building: “It is the fastest that is the
thing…and also it is door to door” (P9, FG2). Another participant indicated their commute times
were similar lengths, whether they bussed, biked, or drove, and thus transit offered no benefit: “I
don’t find the time difference is worth considering for me” (P2, FG2). Interestingly, one full
shifter switched back to driving in 2017, after she found her commute time was often lengthened
at the end of the day because of missed connections: “I did like taking the bus, but getting home,
if it was almost an hour it wasn’t worth it for me” (P12, FG1).
Indeed, participants from both the full shifter and seasonal shifter focus groups felt that bus
connections could be improved to reduce travel time. They indicated that local busses connecting
to express routes have infrequent service and the connections don’t always align, resulting in
increased travel time: “[The schedule is] designed to leave at the time that one is arriving it just
doesn’t make sense to me, clearly most people are connecting busses especially at a transfer
point.” (P8, FG1). Thus, transfer connections was an area that was highlighted by participants
for Kingston Transit to improve service.
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4.3.4. Personal Reasons
Participants in all three groups indicated that having young children creates a barrier for many
parents to commit to using public transit regularly, particularly because of the logistics
surrounding drop-offs and pick-ups. One full shifter, for instance, uses a park’n’ ride facility, as
opposed to taking transit for the entire trip, in order to be able to pick up their kids after work: “I
park at the park and ride, because after work almost every single day I have to go grab kids and
go somewhere” (P11, FG1). While multiple non-shifters would like to start using transit, the
logistics of having young children was a significant barrier: “I have a child in day care, so it is
the day care drop off that kind of kills me” (P4, FG3). Additionally, one participant noted that it
would be less costly for them to purchase a parking pass than to pay for before school care to
enable them to take transit: “I drop my kids off at school and it is cheaper for me to pay for
parking here which I hate doing than to put two kids in before care and come in at an earlier
time” (P7, FG3). Indeed, the barriers young children pose to transit use was reinforced by the
experience of a seasonal shifter who used to drive and was able to increase their use of transit
now that their children are older:
I am also in a position now, one of my kids is in university and the other is in high school
and it was really a time factor that I took the car so I have a little bit more time and it
isn’t as long as a commute anymore. (P7, FG2)
While physical activity was not a major determinant of mode choice, it was a consideration for
some participants. One full shifter, who previously used active transportation, was disappointed
with how much their physical activity levels had decreased after switching to transit: “my shift
from walking in 2013 to only taking the bus in 2016 I am dissatisfied with because my overall
fitness level has gone down” (P7, FG1). In contrast, another participant, who had switched to
transit from driving, happily observed an increase in their physical activity: “I get off [of the
bus] downtown and I walk the rest of the way which I never did when I was driving so [taking
the bus] added to my activity” (P13, FG1). While the switch to transit increased the activity of
some participants, multiple seasonal shifters felt that cycling offered the greatest physical
activity benefits: “it builds the fitness to my day, I’m not one for a fitness club, this does it and it
is wonderful” (P7, FG2).
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4.4.

Focus Group Analysis Summary

The three focus groups revealed distinct and common determinants of mode choice, particularly
with respect to uptake of Kingston Transit between 2013 and 2016. Recurring factors influencing
travel behaviour were costs, travel time, convenience (service frequency and location of bus
stops), having young children and physical activity. A number of suggestions were also
identified for improving Queen’s University’s transportation policies and Kingston Transit’s
service to enable more employees to switch to transit, including flexible parking options on
campus, allowing TransPass program sign-up on-campus, and improving connections between
express and local routes. The data collected from these focus groups will be used to provide the
basis of subsequent recommendations for Queen’s University and Kingston Transit to promote
transit ridership and improve existing service.

4.5.

Spatial Analysis Overview

The following section presents the GIS analyses of the results from the 2013 and 2016 commute
surveys of Queen’s University employees. The spatial distribution of respondents was examined
within the context of the Kingston Transit (KT) express routes and Queen’s University main
campus (Agarwal & Collins 2016; Collins & Agarwal 2015). Survey respondents’ residential
locations were mapped using the postal codes they provided in the survey. Figure 4-2 illustrates
the postal code boundaries within the KT service area in Kingston, while Figure 4-3 illustrates
the residential locations of all Queen’s employees living within the KT service area who
completed the survey in both 2013 and 2016. While a large proportion of survey respondents live
within 5km of main campus, the map also illustrates the geographic range of respondents
throughout the city, with the exception of the neighbourhoods of Rideau Heights, CFB Kingston,
and the area surrounding St. Lawrence College. The low representation from these latter
neighbourhoods, however, may be attributable to lower levels of employment at Queen’s among
residents from these communities.
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Figure 4-2: Postal code boundaries within the city of Kingston's urban area

Figure 4-3: 2016 Queen's employee travel survey respondents within the city of
Kingston's urban area
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4.6.

Mode Maps

Four maps were created to examine the spatial distribution of mode choice among survey
respondents within the city of Kingston’s urban area. Commute mode was examined using four
categories: active (N=198), transit (N=69), entirely passive (N=436), and somewhat passive
(N=73). The spatial distributions of entirely passive and active commuters were the starkest; as
expected, active commuters were heavily concentrated within close proximity to Queen’s
University main campus (Figure 4-4), while entirely passive commuters were the most dispersed
across the city, including in more rural areas (Figure 4-5). In contrast, the spatial distributions of
transit (Figure 4-6) and somewhat passive commuters (Figure 4-7) were quite similar, though
transit commuters were greater in number in the west end of the city.
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Figure 4-4: Location of 2016 Queen's employee travel survey respondents who
commuted using active transportation

Figure 4-5: Location of 2016 Queen's employee travel survey respondents who
commuted using entirely passive transportation
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Figure 4-6: Location of 2016 Queen's employee travel survey respondents who
commuted using Kingston Transit

Figure 4-7: Location of 2016 Queen's employee travel survey respondents who
commuted somewhat passively

44

Increase Use & Willingness to Use
In 2013 and 2016, survey participants were asked about how their willingness to use KT, and
their actual use of KT, for their commute to Queen’s had changed since the introduction of
express routes. Figure 4-8 illustrates the locations of those employees who indicated, in 2013,
that their willingness to use Kingston transit had increased since the introduction of express
service, while Figure 4-9 illustrates the locations of those employees who indicated, in 2016, that
their use of KT had increased since the introduction of express service. Figure 4-10 combines the
spatial results for both variables.
It is clear from all three of these figures that proximity to express routes plays a key role
in stimulating KT ridership. Additionally, the high degree of correspondence between the
locations of dots in Figures 4-8 and 4-9 demonstrate that the introduction of the express routes
between 2013 and 2016 did, in fact, encourage employees to use KT. The exception to this
finding is in the east end along the express route 601/602, where there are many who increased
their use in 2016 and relatively few whose willingness increased in 2013. This is likely a result
of the 601/602 not being introduced until May 2015.
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Figure 4-8: Willingness to increase

Figure 4-9: Location of 2016 Queen's employee survey respondents who indicated an
increase in use of Kingston Transit after transit improvements
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Figure 4-10:
Location of 2016 Queen's employee survey respondents who indicated an increase in
willingness to use of Kingston Transit in 2013 and those who indicated an increase
use of Kingston Transit in 2016, after transit improvements

4.7.

Shifter Status

Survey participants were classified as a full shifters, seasonal shifters, and non-shifters, described
in section 1.2 Study Methods, based on their 2013 and 2016 commute modes. Figure 4-11 shows
that non-shifters are dispersed across the city, as well as being concentrated around Queen’s
University’s main campus. Non-shifters, therefore, are constituted primarily by both entirely
passive and active commuters. Seasonal and full shifters are generally located farther away from
Queen’s main campus, and within close proximity to the express routes.
The spatial relationship between seasonal and year round shifters was further explored by
examining their distance from express route stops (Table 1). The distance of seasonal and year
round shifters from, and thus ease of access to, express routes was represented using 400m
(Figure 4-12), 600m (Figure 4-13) and 800m (Figure 4-14) radiuses around stop locations. All
three express route radiuses are indicated on Figure 4-15. The number of seasonal and year
round shifters present within each bus stop radius are presented in Table 1. Interestingly,
seasonal shifters appear to have better proximity to express service than year-round shifters.
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However, the vast majority (over 80%) of shifters from both groups have good express service
access, residing within 800m of an express bus stop. These findings demonstrates that distance to
express route bus stops is likely an influential factor in survey participant’s decision to switch to
commuting with Kingston Transit.

Figure 4-11: 2013-2016 Repeat responder employees' residential locations, by mode
shifter status
Table 2: Seasonal and year round shifters' residential distance from express bus stop
Bus Stop Radius

Seasonal Shifters

Year Round Shifters

400m

22

63%

14

39%

600m

28

80%

26

72%

800m

32

91%

31

86%

Total Respondents
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Figure 4-12: Seasonal and year round shifter residential location in relation to 400m
express route bus stop radius

Figure 4-13: Seasonal and year round shifter residential location in relation to 600m
express route bus stop radius
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Figure 4-14: Seasonal and year round shifter residential location in relation to 800m
express route bus stop radius

Figure 4-15: Seasonal and year round shifter residential location in relation to 800m,
600m, and 400m of express route bus stop radius
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5. Summary and Recommendations
This chapter summarizes the main findings from the analysis of the research questions posed,
offers recommendations for the City of Kingston and Queen’s University, and identifies areas for
future research.

Summary of Research Question Findings
Question 1: What factors have encouraged and deterred Queen’s University employees to make
the switch to public transit for their daily commute to work and why?
The focus groups illuminated three factors that were most influential at encouraging employees
to switch to using Kingston Transit for their daily commute: the introduction of the express
routes; the implementation of the TransPass program; and the high cost of parking on and near to
campus. First and foremost, focus group participants noted the frequency of service during
commute hours, efficiency in travel time, and convenience of stops located within close
proximity to their homes as key reasons why express service encouraged them to switch to
transit for commuting. Secondly, by simplifying the payment for a transit pass and lowering the
monthly cost of having the pass, the TransPass program made riding transit an easy and
convenient option for Queen’s employees, which thereby encouraged its use on a regular basis.
Furthermore, the TransPass program even encourages employees to use transit on a seasonal
basis, by making it easy to activate and deactivate the pass in any given month. Finally, the lack
of availability of parking spots on Queen’s campus, the long waitlist to obtain a parking pass,
along with the high monthly costs to park (i.e. $103.75 / month for surface parking), all
combined to deter staff from driving to work and parking on campus. Meanwhile, the City of
Kingston’s introduction of By-law 2010-128; 2010-202, which prohibits free all-day parking in
near campus neighbourhoods, further discourages driving to work, and thereby promotes
Kingston Transit as a cost effective alternative commute mode. This finding was not surprising
given previous research that found a more reliable transit schedule, higher parking costs oncampus, and reduced availability of parking near campus were key facilitators for increased
transit use (Agarwal and Collins, 2016).
The focus groups also highlighted several factors that discourage employees from using
Kingston Transit to commute to work, including parking policies, TransPass registration issues,
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preference for other travel modes, and having young children. To begin, a number of participants
who currently have a parking pass expressed reluctance to switch to transit, given the long
waitlists for parking passes and the lack of affordable day parking options on campus. They also
pointed out that even a trial period with public transit, while also being a parking pass holder,
results in additional costs. The second deterrent that was commonly cited by study participants
was in regards to purchasing transit passes. Those who were interested in increasing their use of
Kingston Transit cited a lack of advertising about the various transit pass options and where to
buy them. Meanwhile, the sign up process for the TransPass program was identified as time
consuming and inconvenient for employees who had to travel to city hall to complete the
process. The third deterrent, which was commonly identified among seasonal transit shifters, was
a preference for bicycling over riding public transit. Specifically, participants noted that,
compared to transit, cycling is faster, more flexible, less costly, and enjoyable in favorable
weather conditions and seasons. Finally, those who had young children found the logistics of
relying on public transit to be a major barrier despite having an interest in switching their
commute. Even full shifters with young children were unable to use transit for their entire
journey and, as such, were reliant on using park and rides. Commuters with young children need
to coordinate dropping their kids off before work, picking them up afterwards, and occasionally
picking them up mid-day, posing a challenge to committing to commuting with public transit.
Identifying and understanding the factors that have encouraged and deterred Queen’s employees
from adopting public transit for their daily commute mode provides evidence to develop policies
and strategies to address barriers and promote transit use.
Question 2: How are the commute modes and the transit-related attitudes of Queen’s University
employees spatially distributed in Kingston, particularly with respect to the location of Kingston
Transit’s express routes?
The commute modes and transit related attitudes of Queen’s employees were examined by
observing the spatial distribution of employee mode choice, attitudes towards Kingston Transit,
and their status as a transit shifter. There were some clear patterns in the spatial distribution of
commute mode. Employees who live within close proximity to campus primarily used active
transportation, while exclusively passive commuters tended to live the furthest from campus.
Investigating the spatial distribution of Queen’s employees attitudes towards Kingston Transit in
2013 and increased use of Kingston Transit in 2016 demonstrated that residential proximity to
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the express routes likely stimulated increased used. This trend was further highlighted by the
spatial distribution of seasonal and year-round shifters: 91% of seasonal shifters and 86% of
year-round shifters live within 800m of an express route bus stop. Taken together, these findings
suggest that the implementation of express transit in Kingston has influenced and encouraged
transit ridership among Queen’s employees living within close proximity to the express routes.

Recommendations
To conclude this report will make four recommendations to offer guidance to Queen’s University
and Kingston Transit.
1. Queen’s University Should Develop Occasional Parking Options
Parking on university side streets is either prohibited without the purchase of a commuter permit
or limited by time restrictions, and the options for parking on campus are limited to either hourly
rates or a monthly pass. The cheapest on-campus permit option ($103.75/month) is also the most
in demand and has a long waitlist. Through these policies, employees are not encouraged to give
up their parking pass, particularly during months when they are less inclined to drive, because
the permit may not be available to them later. Queen’s University could encourage the use of
public transit by allowing occasional parking options, specifically for transit users. An occasional
parking program could allow employees with a TransPass the ability to purchase a certain
number of single use day passes, to provide assurance that they have an affordable parking
option on the occasions that they need to drive to campus. This would enable drivers to give up
their parking permits and switch to using Kingston Transit.
2. Simplification of TransPass registration
The TransPass program was identified as a key factor for encouraging increased transit use, and
thus should be utilized to its full potential. However, the current registration process for the
TransPass program was identified as inconvenient, requiring employees to travel to city hall,
rather than allowing employed to complete the process entirely on campus. Queen’s University
and Kingston Transit should work together to create a sign up process that can be completed
efficiently on campus. Furthermore, the TransPass program should continue to be marketed on
an annual or even semester basis encouraging registration to improve awareness of the program
and promote transit ridership. This could be achieved with a temporary Kingston Transit sign up
booth similar to the launch of the program.
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3. Marketing short term transit passes
A barrier for passive commuters to increase their use of Kingston Transit was a lack of
knowledge and availability of transit pass options. Kingston Transit offers smart card transit
passes such as: Weekly passes; unlimited rides on 7 consecutive days, day passes; unlimited
rides for a day, and a multi-ride pass; sold in multiples of 6 (Kingston Transit, 2018). Passive
commuters who are not ready to commit to the TransPass program could be encouraged to
increase their use of Kingston Transit by promoting the sale of these short term transit passes on
campus. This could be achieved with a permanent or temporary booth for Kingston Transit on
campus. Parking pass holders could even be targeted directly with this information by email
through the Queen’s parking office. Additionally, marketing short-term transit pass options
should take place any time a marketing campaign is taking place on campus for the TransPass.
4. Kingston Transit service improvements
Kingston Transit continues to add improvements in accordance with Kingston Transits 2017 –
2021 5 Year Business Plan. The improved service of Kingston Transit implemented through the
express routes was essential for increasing ridership and for shifting employees’ opinions of
public transit as a reliable commute mode. However, frequent users’ experience with public
transit could always be improved, which is important for maintaining existing ridership levels.
Increasing the frequency of service during busy commute times, extending the service time
period, adding express route stops to the center of Queen’s main campus, and improving
connections to local services in the evening, were identified as key areas for improvement to
current transit service in Kingston.

Directions for Future Research
The City of Kingston provided a unique research context with recent and substantial investments
in public transit. Conducting focus groups with shifters, seasonal-shifters, and non-shifters
offered valuable insights that could not be gleaned from the quantitative data. These focus
groups could be repeated in future years to monitor changes in ridership as well as in the
opportunities and barriers to using Kingston Transit, to illuminate whether public transit
investments are having their intended effects. Additionally, examining spatial trends of
commuters could also be repeated with the new addition of an express route in May 2018. This
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analysis would offer interesting insights regarding commute mode choice and shifters’ locations
before and after this additional route.
Focus Group participants’ discussed cycling as a commute mode passionately and it was
preferred among season shifters due to factors such as cost, time, flexibility, physical activity and
environmental consciousness. While beyond the realm of this research, concerns regarding safe
campus bike storage and biker safety in the City of Kingston were important topics to cyclists
attending the focus groups. This highlights an area for future research to conduct survey and
conduct focus groups with Queen’s faculty and staff with an emphasis on cycling as a primary
commute mode. This research could contribute to improving sustainable transportation at
Queen’s University by developing recommendations to promote cycling as a primary commute
choice and improve cycling safety.
A key recommendation from this report was the implementation of an occasional parking
program at Queen’s for transit users. Additional research analyzing policy documents and
utilizing survey and focus group data could be used to provide specific recommendations for the
policy development and implementation of an occasional parking program designed to promote
transit use. The findings from this research could provide policy recommendations for Queen’s
to develop a sustainable transportation demand management strategy.
Furthermore, understanding the factors that influence the use of public transit is essential to
promoting ridership through policy and service improvements. However, current North
American research is based on metropolitan areas, as opposed to small and mid-sized cities.
Research on opportunities and barriers to using transit in mid-sized North American cities should
be continued beyond Kingston. Such research is essential to promoting sustainability and
ensuring public infrastructure dollars are being spent effectively.
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Appendix A
FOCUS GROUP - INITIAL RECRUITMENT EMAIL
Dear [FULL NAME],
I am Joanna Rees, a master’s student working under the supervision of Dr. Patricia Collins in the
Department of Geography and Planning at Queen’s. You completed Dr. Collins’ commute
survey in 2013 and again in 2016, and we are extremely grateful for your input. I am contacting
you today to invite you to participate in a focus group, to more deeply explore the factors that
have influenced your daily mode of travel to Queen’s. If you agree to take part, you will be
joined by 8-10 other participants for a 1-hour discussion of this topic. Lunch will be served at the
focus group.
While there may be no direct benefit to you as a participant, the study results will offer valuable
insights for Kingston Transit, Queen’s University, as well as transportation researchers regarding
the determinants of travel mode choice.
The focus group will take place [DATE] at [LOCATION]. Please note that since this is a group
event, only individuals who are willing to be audio-recorded during the session can participate in
the focus group. If you are interested in participating in the study, please RSVP to
joanna.rees@queensu.ca by [DATE]. I will follow up with you in one week if I have not heard
from you. If you have any questions about the study or the focus group, please do not hesitate to
contact me at joanna.rees@queensu.ca or my faculty supervisor, Dr. Patricia Collins at
patricia.collins@queensu.ca.
Sincerely,
Joanna Rees
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FOCUS GROUP - REMINDER EMAIL
Hello [Name],
Thanks again for agreeing to participate in the focus group to discuss your daily commute to
Queen’s. I just wanted to remind you that the focus group will be taking place this [Date] from
noon to 1pm. Please arrive by 11:45am to allow time to sign in and to get your lunch before the
discussion begins. Lunch will be provided so please let me know ASAP if you have any dietary
restrictions.
The focus group will be held in E314 of Macintosh-Corry Hall. Attached to this email is a
general map of the building, as well as a floor plan to direct you to the room in which the focus
group is taking place. I will also post signs throughout the building to direct you to the room.
Please note that upon entering the building, you will need to go up one level. If you have any
questions about how to navigate Mac-Corry Hall, or if you have any accessibility concerns,
please contact me in advance.
To expedite the sign in process please bring a printed and signed copy of the attached consent
form otherwise you can sign a consent form upon arrival. If you have any questions about the
study or the upcoming focus group, do not hesitate to contact me at joanna.rees@queensu.ca or
my faculty supervisor, Dr. Patricia Collins patricia.collins@queensu.ca.
Best Regards,
Joanna Rees
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FOCUS GROUP – CONSENT FORM
Name (please print clearly): ________________________________________
1.
I have read the Letter of Information and have had any and all questions answered to my
satisfaction. I understand that I will be participating in the study called Examining Commute
Patterns among Queen's University Employees, led by Dr. Patricia Collins.
2.
I understand that I will be participating in a focus group and that this activity will likely
take one to two hours of my time. I also understand that the focus group will be audio recorded
for transcription at a later period. In addition to informing the outcome of this research project,
my involvement will assist the student researcher to write a professional quality report and,
possibly, an article for a scholarly or professional planning journal.
3.
I understand that my participation in this study is voluntary and I may withdraw from the
study at any time. If I choose to withdraw during or after the focus group has taken place, the
researcher will retain my responses, but every effort will be made to not quote my responses in
any publications arising from this study.
4.
I understand that every reasonable effort will be made to protect my privacy and maintain
the confidentiality of my personal information now and in the future. I understand that my
responses will not be attributed to my identity. To protect my privacy and confidentiality, I
understand that only Joanna Rees and Dr. Patricia Collins will have access to the names of
participants and any other information that can link the research data to me and my answers. I
understand that this information will be stored in a secure location and that every reasonable
effort will be taken to protect my privacy and confidentiality. I understand that the participant list
will be destroyed after it is no longer needed to authenticate the study results, and that the deidentified focus group transcripts will be archived in the Queen’s University Research Data
Centre. I understand that the research data may also be published in professional journals or
presented at scientific conferences, but any such presentations will be of general findings and
will never breach individual confidentiality.
5.
I understand that I must not reveal the identities of any participants from this focus group.
I also understand that the contents of this focus group are confidential, and not to be discussed
outside of this event.
6.
I understand that there is no compensation for participation in this study (other than
refreshments at the focus group), but that a copy of the findings will be made available to me if I
so choose.
7.
I am aware that should I have further questions about the research study that I can contact
Joanna Rees at joanna.rees@queensu.ca or Dr. Patricia Collins at patricia.collins@queensu.ca.
Or if I have any ethical concerns or complaints, I may contact the Chair of the Queen’s
University General Research Ethics Board at 1-844-535-2988 or chair.GREB@queensu.ca.
I have read the above statements and freely consent to participate in this research:
Signature: ________________________________ Date: _______________________
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FOCUS GROUP - LETTER OF INFORMATION
This study is being led by Dr. Patricia Collins from the Department of Geography and Planning
at Queen’s University. The objective of the study is to explore and understand how the commute
patterns of Queen’s University employees have, or have not, changed over time. Under Dr.
Collins’ supervision, master of planning student Joanna Rees will be facilitating focus groups
with selected Queen’s employees who completed an online survey, in multiple years, about their
commute habits to Queen’s.
What is the purpose of my participation? The purpose of the focus groups is to better
understand
what factors encourage and deter the use of different transportation modes, and in particular
public transit, for your commute to Queen’s. The study will involve three focus groups that are
intended to build on, and provide context to, the Queen’s employee commute surveys that you,
and many others, have completed in previous years. The focus groups will consist of 8-10
participants, and will take one hour. The focus group will be held at the D326 Board Room in
Macintosh-Corry Hall, Queens University on Wednesday November 1st from 12pm – 1pm. The
focus group that you participate in will consist of other people who have chosen a similar mode
of travel to yourself, and it will explore the factors that influence the decisions that you and
members of your group make regarding your daily commute to Queen’s.
Is my participation voluntary? Yes. There are no known physical, psychological, economic, or
social risks associated with this study. In order to participate, however, you must agree to be
audio-recorded during the session. Although it would be greatly appreciated if you would answer
all questions as frankly as possible, you should not feel obliged to answer any material that you
find objectionable or that makes you feel uncomfortable. You can stop participating in the focus
group at any time by informing the researchers who are present. Please note that if you choose to
withdraw during or after the focus group, your responses cannot be withdrawn from the study
because it is part of the group’s data as a whole. In this scenario, every effort will be made to
ensure that your responses will not be quoted in the report. You can withdraw from the study at
any time prior and during the focus group, and up to 1 month after your participation in the focus
group, by contacting Joanna Rees (Joanna.rees@queensu.ca) or Dr. Patricia Collins
(patricia.collins@queensu.ca).
What will happen with my responses? The focus groups will be audio-recorded and later
transcribed. Excerpts from the focus group discussion may be quoted in publications and/or
presentations that arise from this research. These quotes will not be attributed to any individual
participant, since the researchers will not be able to easily decipher from the audio-recording
who made which comment. However, it is important to note that while we will ask everyone who
is participating to maintain the confidentiality within the group, the confidentiality of your
identity cannot be guaranteed.
Only Dr. Patricia Collins and Joanna Rees will have access to the names of focus group
participants. This list of names will be destroyed upon completion of this study, after it is no
longer required to authenticate study results. The focus group transcripts will be stored on Dr.
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Collins’ password protected computer for 5 years, and archived at the Queen’s University
Research Data Centre.
Any personal information that is drawn from your commute survey responses for focus group
recruitment purposes (i.e., age, gender, postal code, household composition) will be kept private
and confidential, and only Dr. Patricia Collins and Joanna Rees will have access to this
information. This information will only be reported in aggregate form in publications arising
from this work, in order to provide a general overview of the demographic composition of the
focus groups.
Will I be compensated for my participation? No monetary compensation is being offered in
exchange for your participation, but a lunch will be provided at the focus group. We greatly
appreciate you volunteering your time to help us with our research project.
Will I be able to access the study’s findings? Joanna Rees’ final report will be available
through the Queen’s University Department of Geography and Planning website at
http://www.queensu.ca/geographyandplanning/research/surp-student-theses. For copies of any
other papers or presentations developed for this project, please contact Dr. Patricia Collins
(patricia.collins@queensu.ca).
What if I have any questions or concerns? Should you have further questions about the
research study, or if you are interested in receiving a copy of the final report from this research,
please contact Joanna Rees at joanna.rees@queensu.ca or Dr. Patricia Collins at
patricia.collins@queensu.ca. If you have any ethical concerns or complaints, you may contact
the Chair of the Queen’s University General Research Ethics Board at 1-844-535-2988 or
chair.GREB@queensu.ca.
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Focus Group – Full Shifters - November 1st
Agenda and Question Guide
11:30 am - Food Delivery at Robert Sutherland Hall
11:45 am – Sign-In
12:00 pm – Introduction
- Patricia Collins
o Explain survey, shifting category, introduce Joanna
12:05 pm – Joanna leads group introductions
12:10 pm – Joanna, plan to conclude by 12:55, explain they can leave, turn on recording
device and begin Questions
According to your responses to the commute survey, you were not regularly commuting by
public transit in 2013.
• How were you commuting to Queen’s in 2013? (5 min)
• According to your survey responses, you were using Kingston Transit to commute to
Queen’s on a year-round basis in 2016. Did you make the switch to KT suddenly or
did you gradually phase in this change? (5 min)
• For what reasons did you decide to switch to public transit? What was the most
influential reason? (5 min)
• Unlike some Queen’s employees that have adopted transit on a more seasonal basis,
you adopted it on a year-round basis. What factors enabled you take Kingston
Transit on a year-round basis? (5 min)
• On the whole, would you say you are satisfied or dissatisfied with this change to
your daily commute? (5 min)
12:35 pm
The City of Kingston and the University play important roles in shaping how Queen’s
employees commute to work.
• In your mind, what has Queen’s University done to encourage you to take Kingston
Transit? What could Queen’s do more of to encourage its employees to take public
transit? (5)
• What has the City of Kingston done to encourage you to take Kingston Transit? What
could the City do more of to encourage its residents to take public transit? (5)
• If you could change one thing to improve your daily commute by Kingston Transit,
what would it be? (5)
• We recognize your mode of travel may have changed since you completed the
survey in 2016 if it has please explain how and why (5)
12:55 pm – Thank you for coming
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Focus Group – Seasonal Shifters - November 2nd
Agenda and Question Guide
11:30 am - Food Delivery at Robert Sutherland Hall
11:45 am – Sign-In
12:00 pm – Introduction
- Patricia Collins
o Explain survey, shifting category, base answers on 2016, role during
focus group, introduce Joanna
12:05 pm – Joanna leads group introductions
12:10 pm – Joanna ground rules, turn on recording device and begin Questions
Please tell us about your commute.
• What modes of transportation did you use to commute to Queen’s in 2016?
• In which season(s) do you commute by Kingston Transit, and why?
• 10 minutes What is your favourite commute mode, and why?
12:15 pm According to your responses to the commute survey, you were either not
commuting by public transit at all or you were using it less frequently in 2013.
• For what reasons did you decide to start taking, or increase your use of, Kingston
Transit for your commute in 2016? What was the most influential reason?
• Unlike some Queen’s employees that have adopted transit on a year-round basis,
you have adopted it on a seasonal basis in 2016. What factors inhibited you from
taking Kingston Transit on a year-round basis in 2016?
12: 30 pm The City of Kingston and the University play important roles in shaping how
Queen’s employees commute to work.
• In your mind, what has Queen’s University done to encourage you to take Kingston
Transit? What could Queen’s do more of to encourage you and other employees to
take public transit?
• What has the City of Kingston done to encourage you to take Kingston Transit? What
could the City do more of to encourage its residents to take public transit?
• If you could change one thing to improve your daily commute by Kingston Transit,
what would it be?
• We recognize your mode of travel may have changed since you completed the
survey in 2016 if it has please explain how and why
12:55 pm – Thank you for coming
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Focus Group – Non-Shifters - November 3rd
Agenda and Question Guide
11:30 am - Food Delivery at Robert Sutherland Hall
11:45 am – Sign-In
12:00 pm – Introduction
- Patricia Collins
o Explain survey, shifting category, base answers on 2016, role during
focus group, introduce Joanna
12:05 pm – Joanna leads group introductions
12:10 pm – Joanna ground rules, turn on recording device and begin Questions
Please tell us about your commute.
• What modes of transportation do you use?
• For those of you that use different modes, what is your favourite commute mode,
and why?
12:15 pm - According to your responses to the commute survey, your use of
Kingston
Transit to commute to Queen’s did not increase from 2013 to 2016.
• Has your method of commuting changed at all since 2013?
• If so, how and why has it changed?
• Have you considered taking Kingston Transit or increasing your use of Kingston
Transit, to commute to Queen’s?
• What are the biggest barriers to using Kingston Transit for your commute to
Queen’s?
12: 30 pm The City of Kingston and the University play important roles in shaping how
Queen’s employees commute to work.
• In your mind, what has Queen’s University done to encourage its employees to take
Kingston Transit? What could Queen’s do more of to encourage you and other
employees to take public transit?
• What has the City of Kingston done to encourage its residents to take Kingston
Transit? What could the City do more of to encourage its residents to take public
transit?
• If you could change one thing to improve your daily commute to Queen’s, what
would it be?
• We recognize your mode of travel may have changed since you completed the
survey in 2016if it has please explain how and why
• Is there anything else you would like to discuss about your commute to Queen’s
12:55 pm – Thank you for coming
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