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Moguénost upravljanja automobilom smatra se vaznim segmentom u zivotima ljudi. Osobe koje iz
odredenih razloga nemaju moguénost upravljanja automobilom u znanstvenoj se literaturi vrlo Cesto smatraju
prometno marginaliziranim osobama. Prometna marginaliziranost moze utjecati na pristupanje Zivotnim
prilikama i mogucnostima. Cilj ovoga rada je ispitati utjecaj prometne marginaliziranosti na svakodnevni
zivot srednjoskolske populacije Grada Zagreba. Istrazivanje se temelji na koriStenju subjektivnih pokazatelja
prometne marginaliziranosti i to putem koristenja metode vlastite procjene prometnih problema i fokus grupa.
Podaci su dobiveni anketnim ispitivanjem 826 ulenika srednjih skola Grada Zagreba te provodenjem osam
fokus grupa. Ucenici srednjih skola procjenjivali su utjecaj prometnih problema s aspekta vaznosti i stupnja
tezine kojim ih rjeSavaju. Analizom podataka dobiveni su podaci koji pokazuju statisti¢ki znacajne razlike
izmedu ucenica i uCenika Sto moze upuéivati na jacu prometnu marginaliziranost djevojaka (zena) u odnosu na
mladiée (muskarce). Dobiveni podaci potkrijepljeni su navodima proizaslim iz uporabe metode fokus grupa.

Kljuéne rijeci: metoda vlastite procjene, prometna marginaliziranost, srednjoskolci, Zagreb

The ability to drive a vehicle is seen as an important segment of human life. Individuals who do not have the
possibility to drive a vehicle — for any given number of reasons — are often considered in the scientific literature
as transport disadvantaged persons. Transport disadvantage can impact on access to many opportunities. The
objective of this paper is to examine the influence of transport disadvantage on the daily life of high school
population in the City of Zagreb. The research was based on the use of subjective indicators of transport
disadvantage and on a self-reported measure of transport issues, as well as through the work of focus groups.
The data were obtained in a survey of 826 high school students in the City of Zagreb, and with the participation
of eight focus groups. High school students assessed the influence of transport issues based on the aspects of
importance of issues in their lives and the degree of difficulty needed to overcome these issues. The analysis
indicates that there is a statistically significant difference between male and female students, which could suggest
a more prominent transport disadvantage for girls compared to boys. The collected data were also supported by
claims obtained by the focus group method.

Key words: self-reported measure, transport disadvantage, high school population, Zagreb

Uvod

Promet je fenomen danasnjice koji ima vaznu
ulogu u organizaciji i razvoju prostora te u zZivotima
ljudi. Kao djelatnost prijevoza ljudi, dobara i
energije te prijenos informacija s jednog mjesta na
drugo promet omogucuje zadovoljavanje Zivotnih
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Introduction

Transport plays an important role in the
organisation and the development of space
in human lives. As an activity of transport of
people, goods and energy and the transmission of
information from one place to another, transport
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funkcija ljudi. Zbog toga su D. Partsch i E. Schaffer
definirali promet kao jednu od osnovnih Zivotnih
funkcija (VRESK, 1997.).

Obavljanje zivotnih  funkcija, bavljenje
pojedinim aktivnostima i koristenje razlicitih
usluga briga je socijalne politike u okviru
"socijalne pravednosti" koju bi trebala provoditi
svaka drzava, omogucujuéi svakom pojedincu
barem minimum participiranja u Zivotnim
aktivnostima kako ne bi doslo do njegove
iskljucenosti (MINOGUE, 1998.). Glavnu ulogu u
promicanju socijalne pravednosti imat ¢e promet
(FoLEy, 2004.). Promet je jedan od temeljnih
¢imbenika u zivotima ljudi koji e utjecati na
pristup odnosno moguénost obavljanja razlicitih
zivotnih funkcija. Pritom ¢e dva elementa imati
presudnu ulogu. To su mobilnost (fizicka i
virtualna), kao mogucnost kretanja pojedinca,
te dostupnost, u smislu opsega u okviru kojeg
se moze doci do odredene usluge ili aktivnosti.
Primjerena mobilnost i dostupnost osnovni
su zahtjevi danasnjega globaliziranog drustva
(HoyLE, KNOowLES, 1998.).

Cilj rada je odrediti utjecaj prometne
marginaliziranosti  na  svakodnevni  Zivot
srednjoskolske  populacije  Grada Zagreba

metodom vlastite procjene. Pritom je teziste
proucavanja stavljeno na odredivanje razlika
u prometnoj marginaliziranosti ponajprije na
temelju spola. Na temelju vlastite procjene
ispitivani srednjoskolci iskazivali su svoj stav o
17 prometnih problema, iskazujuéi putem skale
vaznost problema u zivotu te stupanj poteskode s
kojim se nose pri rjeSavanju pojedinih prometnih
problema.

Zbog nedostataka dosadasnjih istrazivanja

prometne  marginaliziranosti  u  domacoj
znanstvenoj literaturi, u prvom dijelu
rada dan je teorijski okvir istrazivanja s
detaljnijim objasnjenjem fenomena prometne
marginaliziranosti te pregledom inozemne
znanstvene  literature.  Objasnjena je i

metodologija istrazivanja. U srediSnjem dijelu
rada je analiza rezultata istrazivanja pri ¢emu
je analizirano 17 prometnih problema s aspekta
vaznosti problema u Zivotu te stupnja poteskoce s
kojim se srednjoskolci nose u rjesavanju pojedinih
problema. U nastavku je provedena detaljnija
analiza s obzirom na spol srednjoskolaca.
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enables people to satisfy their daily needs and
functions. For that reason, Partsch and Schaffer
defined transport as one of the fundamental life
functions (VRESK, 1997).

The performance of life functions, carrying out
individual activities and the use of various services
are concerns of social policy, in the framework of
"social justice" which every state should provide,
enabling every individual to have at least the
minimum participation in life activities to ensure
there is no exclusion (MINOGUE, 1998). Therefore,
transport plays a crucial role in the promotion of
social justice (FOLEY, 2004). Transport is one of
the key factors in human lives that will influence
accessibility, i.e. the ability to perform various life
functions. In doing so, two elements are of critical
importance. These are mobility (both physical
and virtual) as the possibility of movement of
an individual, and accessibility as the extent to
which one may access certain services or activities.
Appropriate mobility and accessibility are among
the fundamental demands of today’s globalised
society (HoyLE, KNOWLES, 1998).

The objective of this paper was to determine the
influence of transport disadvantage on the daily life
of a high school population in the City of Zagreb
by using self-reported measures. The focus of the
research was placed on determining the differences
in transport disadvantage primarily on the basis
of gender. Based on their self-assessments, the
surveyed students expressed their opinion on 17
transport issues, expressed through a scale of the
importance of issues in their lives, and the degree
of difficulty required to overcome certain transport
issues.

Due to the lack of previous research on transport
disadvantage in the Croatian scientific literature,
the first part of the paper provides a theoretical
framework of the study, with a detailed explanation
of the phenomenon of transport disadvantage, and
an overview of the foreign scientific literature. The
research methodology is outlined. The second part
of the paper provides an analysis of the survey
results, which addresses the 17 identified transport
issues with aspects of the importance of each
problem in the students’ lives, and the degree of
difficulty required for the students to overcome
these problems. This is followed by a detailed
analysis based on the students gender.
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Teorijski okvir istrazivanja

Omogucavanje odrzivog prometa postala
je nova zadada, ali i izazov za donosioce
socijalne politike pa i prometne planere.
Mobilnost i dostupnost imaju vaznu ulogu u
omogucavanju pristupa aktivnostima i uslugama.
U slu¢aju otezane, ogranicene ili cak onemogucene
mobilnosti i dostupnosti ugrozeno je i koristenje
prometnih usluga. U takvoj situaciji nastupit e
proces prometne marginaliziranosti!. Prometna
marginaliziranost mozZe otezati ili ¢ak onemoguditi
pristupanje zivotnim funkcijama, koristenje usluga
ili sudjelovanje u zeljenim aktivnostima, $to moze
dovesti i do socijalne iskljucenosti pojedinca ili
Citave skupine ljudi (Sku, 2003.; Lucas, 2004a;
KNOWLES 1 DR., 2008.; YIGITCANLAR I DR., 2010.;
Rosier, McponNaLD, 2011.). Uz ljude, prometna
marginaliziranost moze zahvatiti i prostore
ako njegove znalajke (npr. opseg dostupnih
prometnih usluga) negativno djeluju na mobilnost
i dostupnost. Prostor se moze smatrati prometno
marginaliziranim kada stupanj dostupnosti nije
dovoljno visok da omoguéuje nesmetan pristup
Zivotnim aktivnostima.

Iako je prometna marginaliziranost tema
brojnih inozemnih istrazivanja, ne postoji njezina
jedinstvena definicija. Zajednicki element svih
definicija je viSedimenzionalnost fenomena. U
najSirem smislu, prometna marginaliziranost
moze se definirati kao nemoguénost putovanja
kada i kamo se Zeli bez poteskoéa (DENMARK,
1998.). Pritom se isticu dva osnovna elementa:
zelja za kretanjem i odredene poteskoce. Dakle,
pojedine osobe nisu u mogucnosti putovati bez
poteskoca koje se javljaju zbog osobnih, pravnih,
gospodarskih ili socijalnih razloga.

U skladu sa znacenjem mobilnosti i dostupnosti
u problematici prometne marginaliziranosti,
prometna marginaliziranost moze se definirati
kao situacija u kojoj ljudi iz odredenih razloga
dozivljavaju uskraéivanje koriStenja prometnih
moguénosti, §to ograni¢ava njihovu mobilnost
i pristup dobrima, uslugama i interakcijama.
Razlozi ograni¢avanju mobilnosti i dostupnosti
mogu biti fizicke osobine pojedinca, spol, starost,
obiteljski status, zaposlenost, imovinsko stanje,
moguénost koriStenja osobnog automobila, jezik

1'U hrvatskoj znanstvenoj terminologiji ne postoji uvrijezeni
naziv za pojam koji se u medunarodnoj terminologiji navodi
kao transport disadvantage. Autori su svjesni poteskoca u
prevodenju ovoga pojma, stoga predlazu naziv prometna
marginaliziranost.
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Theoretical framework of the study

Providing sustainable transport has become a
new task and challenge for social policy makers
and transport planners. Mobility and accessibility
play important roles in providing access to
activities and services. In the case of hindered,
limited or even disabled mobility and accessibility,
the use of transport services is threatened. In such
conditions, a transport disadvantage! will arise.
Transport disadvantage can hinder or even disable
access to life functions, the use of services or
participation in desired activities, which ultimately
can lead to social exclusion of an individual or
entire groups of people (SEu, 2003; Lucas, 2004a;
KNOWLES ET AL., 2008; YIGITCANLAR ET AL.,
2010; RoSIER, MCDONALD, 2011). In addition to
people, transport disadvantage can also encompass
specific areas, if their properties (e.g. the scope
of available transport services) negatively affect
mobility and accessibility. Space can be considered
to be at a transport disadvantage when the degree
of accessibility is not sufficiently high to provide
unhindered access to life activities.

Although transport disadvantage has been a
topic of numerous international studies, there
is no singular definition. The common element
of all definitions is the multi-dimensionality of
the phenomenon. In the broader sense, transport
disadvantage can be identified as the inability to
travel when and where one wants without difficulty
(DENMARK, 1998). In this, two basic elements
are identified: the desire for mobility and certain
difficulties in doing so. Therefore, individuals are
not able to travel without difficulties that arise due
to personal, legal, economic or social reasons.

In line with the significance of mobility and
accessibility within the framework of the issue of
transport disadvantage, transport disadvantage
can be defined as a situation in which people
experience, for whatever reason, a limitation
in the use of transport options, which restricts
their mobility and access to goods, services and
interactions. The reasons for the restriction of
mobility and accessibility can be the physical traits
of an individual, such as gender, age, family status,
employment status, financial status, ability to use a
personal vehicle, language or education (STANLEY,

!In Croatian terminology there is no conventional term for
transport disadvantage.
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i obrazovanje (STANLEY, STANLEY, 2004.). Moze
se zakljuditi da ¢e osobe kojima je u nekoj mjeri
uskradena mobilnost, imati ogranien pristup
odnosno dostupnost zivotnim aktivnostima, $to u
odredenom vremenskom razdoblju moze dovesti i
do socijalnog pada odnosno socijalne iskljucenosti.

Unato¢ znacenju automobila kao neizostavnog
elementa suvremene civilizacije, javni prijevoz
nacelno bi trebao biti dostupan svima. Stoga se
prometna marginaliziranost moze odrediti kao
situacija u kojoj ljudi nisu u mogucnosti sluziti
se javnim prijevozom ili prema njemu nemaju
pristupa (BATTELINO, 2009.).

Visoke cijene goriva i odrzavanja automobila
mogu izazvati odredene poteskoce kod ljudi koji
ih koriste. U odnosu na tu tvrdnju prometna
marginaliziranost moze se definirati i kao situacija
u kojoj se javljaju poteskoe u dostupnosti
prijevoza i u okviru koristenja vlastitog prijevoza
(CURRIE I DR., 2009.).

Prometna marginaliziranost moze se pojaviti na
tri razine: na razini kucanstva, na lokalnoj razini i
na metropolitanskoj razini. Na razini kuéanstva,
osobe mogu dozivjeti prometnu marginaliziranost
kao ograniCenje mobilnosti. Na lokalnoj razini
ljudi ¢e dozivjeti prometnu marginaliziranost
ovisno o stupnju dostupnosti. Na metropolitanskoj
razini ljudi mogu biti prometno marginalizirani
jer prostor u kojem zive ima loSiju povezanost
prema nekim specifiénim aktivnostima koje imaju
znacenje za Sire, metropolitansko podrudje (npr.
zrac¢na luka, sveuciliste i slicno) (HURNI, 2006.).

S obzirom na opseg usluga i aktivnosti na
nekom prostoru te dostupnosti tih aktivnosti i
usluga putem razli¢itih oblika prijevoza kojim
se koriste razli¢ite drustvene skupine da bi dosle
do tih aktivnosti i usluga, proucavati se moze
prometno marginaliziran prostor (npr. dio grada
ili ruralni prostor) ili prometno marginalizirane
skupine drustva.

Prometna marginaliziranost moze se odredivati
1 mjeriti na mnogo nacina (DODSON I DR., 2004.)
te ne postoji neki univerzalni odnosno jedinstveni
nacin za odredivanje prometne marginaliziranosti.
Metodologija odredivanja ovisit e, ponajprije, o
ciljevima istrazivanja, ali i o objektu istrazivanja.
S obzirom na to da je prometna marginaliziranost
multidimenzionalni fenomen, pri istrazivanju
prometne marginaliziranosti koristi se Citav niz
metoda. Metode koje se koriste mogu se oplenito
svrstati u Cetiri glavne skupine: modeliranje,
metode socio-prostorne analize, statisticke metode
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STANLEY, 2004). It can be concluded that persons
for whom mobility is somewhat limited will have
limited access to life activities, which can lead to
social decline or social exclusion over a certain
period of time.

In spite of the significance of the automobile
as an unavoidable element of contemporary
civilisation, public transport should, in principle,
be equally accessible to all. Therefore, transport
disadvantage can be defined as a situation where
people are not able to use public transport or have
no access to it (BATTELINO, 2009).

The high fuel and automobile maintenance
costs can cause certain difficulties for people who
use them. In relation to that claim, transport
disadvantage can be defined as a situation in
which difficulties arise concerning the accessibility
of transport options, and in the framework of the
use of one’s own transport (CURRIE ET AL., 2009).

Transport disadvantage can arise at three levels:
household level, local level and metropolitan level.
At the household level, persons can experience
transport disadvantage as a restriction of
mobility. At the local level, people can experience
transport disadvantage depending on the degree of
accessibility. At the metropolitan level, people can
experience transport disadvantage because the area
in which they live has poorer connections towards
certain specific activities that have significance for
broader, metropolitan areas (i.e. airport, university,
etc.) (Hurni, 2006).

Considering the scope of services and activities
in an area, and the accessibility of those activities
and services via various forms of transport used by
different social groups to reach those activities and
services, transport disadvantaged areas (e.g. part
of a city or rural area) or transport disadvantaged
groups of society can be studied.

Transport disadvantage can be determined
and measured in many ways (DODSON ET AL.,
2004) and there is no universal or uniform way
for determining transport disadvantage. The
determination methodology will depend, above
all, on the objectives of the research and on the
actual subjects of the research. Considering that
transport disadvantage is a multi-dimensional
phenomenon, a series of methods can be employed
inresearching transport disadvantage. The methods
used can generally be categorised into four main
groups: modelling, socio-spatial analysis methods,
statistical methods and qualitative methods. A
number of other methods are also known, such
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i kvalitativne metode. Uz njih se koristi niz
drugih metoda. Tako se pri istrazivanju prometne
marginaliziranosti prostora koriste lokacijski
uvjetovana mjerila. Ona ukljucuju pokazatelje kao
§to su vrijeme putovanja do odredenih aktivnosti,
udaljenost do odredenih aktivnosti i slicno (npr.
Dijst, 1999.). Mobilno$éu uvjetovana mijerila
odnose se na istrazivanja kao s$to su utvrdivanje
razvijenosti  prometnih  usluga na nekom
prostoru ili posjedovanje automobila (npr. HINE,
MircHELL, 2003.). Navedene dvije skupine
mjerila mogu se prema nacinu prikupljanja uvrstiti
u skupinu objektivnih pokazatelja. Utvrdivanje
prometne marginaliziranosti pojedinih socijalnih
skupina Cesto se obavalja primjenom kvalitativnih
metoda istrazivanja (npr. fokus grupe), metodom
vlastite procjene (utjecaja prometnih problema)?,
odredivanjem  problema  kod  pristupanja
aktivnostima kao i posljedicama koje iz toga
proizlaze i sli¢no. Prethodno navedene metode
mogu se ubrojiti u skupinu subjektivnih pokazatelja
(npr. SEU, 2003.; Hurn1, 2007.; CURRIE, DELBOSC,
2011a). Uz navedene pokazatelje, istrazivanja se
provode kombinirajuéi pojedine aspekte koristeéi
time u istom trenutku viSe razli¢itih mjerila, u
okviru objektivnih ili subjektivnih pokazatelja.

Prometna marginaliziranost moze se javiti u svim
skupinama stanovnistva. No ipak postoje skupine
koje su osjetljivije na pojavu marginaliziranosti.
Kada su je rije¢ o drustvenim skupinama, prometna
marginaliziranost moze se najopéenitije definirati
kao situacija u kojoj ljudi stalno imaju problem
s mobilnoscu ili dostupnos$éu (TRAVERs, 1992.).
Cimbenici koji tome pridonose mogu biti razliciti.
Ne postoji konacni i strogo definirani popis
¢imbenika. Ipak, dosadasnja istrazivanja izdvajaju
neke zajednicke ¢imbenike. Hurni (2006.) izdvaja
sljedece c¢imbenike: prihodi (imovinsko stanje),
posjedovanje automobila i moguénost upravljanja
njime, spol, starost, fizicke karakteristike pojedinca,
obiljezja kucanstva, (ne)zaposlenost, znanje jezika i
pismenost, etnicitet i migracije.

Tako spol moze biti ¢imbenik koji pridonosi
prometnoj marginaliziranosti, pojedini autori o
njemu imaju razli¢ito misljenje. Dok npr. Hine
i Mitchell (2003.) smatraju kako je spol vazan
¢imbenik prometne marginaliziranosti, izdvajajudi
pri tome Zzene kao prometno marginaliziranu
skupinu drustva, drugi autori smatraju kako se spol
u ovoj problematici ne moze uzeti jednoznac¢no

2 U engleskoj znanstvenoj terminologiji ovaj se pojam
navodi kao self-reported measures odnosno self-reported

difficulties.
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as the use of location-dependent measures. These
include indicators such as travel time to certain
activities, distance to certain activities, and the
like (e.g., Diyst, 1999). Mobility-dependent
measures pertain to research such as determining
the development of transport services in an area,
or owning an automobile (e.g. HINE, MITCHELL,
2003). Depending on the collection methods, these
two groups of measures can be grouped by their
objective indicators. Determining the transport
disadvantage of individual social groups is often
carried out by using qualitative research methods
(such as focus groups), self-reported measures (or
self-reported difficulties)?, determining problems
in accessing activities and the consequences
ensuing from those. Previously listed measures can
be included in the group of subjective indicators
(e.g. SEU, 2003; Hurni, 2007; CUrRIE, DELBOSC,
2011a). In addition to these indicators, research is
carried out by combining individual aspects, using
multiple measures simultaneously, either within the
framework of objective or subjective indicators.

Transport disadvantage can appear in all
groups of population. However, there are certain
groups that are more vulnerable to the appearance
of this disadvantage. With regard to social groups,
transport disadvantage can most generally be
defined as a situation in which people constantly
have problems with mobility or accessibility
(TRAVERS, 1992). The contributing factors may
vary. There does not exist an ultimate or strictly
defined list of factors. However, the research up
to date has pointed out several common factors.
Hurni (2006) isolated the following factors:
earnings (financial status), ownership of a vehicle
and the ability to drive, gender, age, physical
properties of an individual, characteristics of
the household, unemployment, knowledge of a
language and literacy, ethnicity and migration.

Though gender may be a factor that contributes
to transport disadvantage, some authors have
varying opinions on this matter. For example,
while Hine and Mitchell (2003) consider gender to
be an important factor of transport disadvantage,
pointing to women as a transport disadvantaged
group in society, other authors believe that in this
issue, gender cannot be considered unequivocally,
and instead should be viewed from the standpoint
of employment, characteristics of the household,
number of children, etc. (HUrNI, 2006). Regardless

2 In Croatian terminology there is no conventional term for
self-reported measures or self-reported difficulties.
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nego ga treba sagledati s aspekta zaposlenosti,
obiljezja kuéanstva, broja djece i sli¢no (HURNI,
2006.). Bez obzira na nasa miSljenja i iskustva,
ostaje ¢injenica kako je u Republici Hrvatskoj jo$
uvijek daleko veci broj muskaraca s vozackom
dozvolom od Zena®, §to moZe Zene staviti ovisno
o voznji od strane muskarca ili potrebu koristenja
nekog drugog oblika prometa. Svakako je vazna
i Cinjenica kako Ce zena biti izlozenija nasilju u
javnom prijevozu sto daje dodatni argument njenoj
prometnoj marginaliziranosti.

U skladu s cinjenicom da ne postoje strogo
definirani ¢imbenici koji odreduju prometno
marginalizirane skupine ljudi, pojedini autori
na temelju razliCith ¢imbenika izdvajaju
prometno marginalizirane socijalne skupine.
Tako Hurni (2006.) izdvaja sljedeée potencijalne
prometno marginalizirane skupine ljudi: osobe
s invaliditetom, starije Zene koje zive same,
samohrani roditelji s djecom, nezaposlene mlade
osobe, urodenici, izbjeglice i azilanti. Kao $to
je vidljivo, njezina klasifikacija prilagodena je
njezinu socijalnom okruzenju i mjestu stanovanja.
Nesto drugaciju klasifikaciju predlazu Dodson i
dr. (2004.) koji izdvajaju sljedeée marginalizirane
skupine: osobe s niskim novCanim primanjima,
nezaposlene osobe, djeca i mladi, Zene, stariji ljudi,
osobe s invaliditetom, stanovnici izvangradskih
prostora i etni¢ke manjine. Kao $to mozemo vidjeti,
prema Dodsonu i dr., prometna marginaliziranost
ne pogada samo gradsko stanovni$tvo nego se
moZe javiti i u ruralnim prostorima.

Automobil kao glavno prijevozno sredstvo
danasnjice ima i znacajnu ulogu kao ¢imbenik koji
utjeCe na definiranje prometne marginaliziranosti
na individualnoj razini. Taj ¢imbenik éesto sluzi kao
kriterij za odredivanje prometne marginaliziranosti
pojedinih skupina populacije (CURrIE, DELBOSC,
2011b). Neimanje ili nemoguénost voznje
automobila ¢esto se navodi glavnim ¢imbenikom
koji dovodi do pojave prometne marginaliziranosti
(CurrroN, Lucas, 2004.). Struktura naselja,
posebice gradova, u velikoj se mjeri prilagodila
automobilskom prometu. Njihov prostorni rast i
razvoj, posebice proces suburbanizacije, utjecali su
na koristenje automobila kao prometnog sredstva
koji omogucuje laksu dostupnost pojedinih
lokacija te znatno udobniji i efikasniji nacin
koristenja u odnosu na ostale oblike prometa,
posebice javni promet. U skladu s tim u drustvu

3 Prema Biltenu o sigurnosti, 2012. godine u Republici
Hrvatskoj bilo je registrirano 1 369 665 vozaca i 898 227
vozacica (MUP, 2013.).
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of our opinion and experience, the fact remains
that in the Republic of Croatia, the number of men
holding a driver’s license far exceeds the number
of women,? which can place women in a position
of dependence on men for driving, or for the need
to use other forms of transport. The fact that
women can be more exposed to violence in public
transport is certainly another important fact,
which further supports the argument of greater
transport disadvantage for this group.

In line with the fact that there are no
strictly defined factors that determine transport
disadvantaged groups of people, certain
authors have created classifications of transport
disadvantaged social groups based on various
factors. Hurni (2006) pointed out the following
potentially transport disadvantaged groups of
people: persons with disabilities, elderly women
living alone, single parents with children,
unemployed young people, natives, refugees and
asylum seekers. This classification is adapted
to the author’s social environment and place of
residence. A somewhat different classification
was proposed by Dodson et al. (2004), who
singled out the following disadvantaged groups:
persons with low income, unemployed persons,
children and youth, women, the elderly, persons
with disabilities, residents of suburban areas and
ethnic minorities. It is evident that according to
Dodson et al., transport disadvantage does not
affect only the urban population, but can also
arise in rural areas.

Automobile as the primarily mean of transport
today also has a significant role as the factor that
influences the definition of transport disadvantage
at an individual level. This factor is often used as
a criterion for determining transport disadvantage
of certain population groups (CURRIE, DELBOSC,
2011b). Not having a vehicle or not being able to
drive is often listed as the main factor that leads
to the rise of transport disadvantage (CLIFTON,
Lucas, 2004). The structure of settlements,
particularly cities, is largely adapted to automobile
traffic. The spatial growth and development
of settlements, particularly in the process of
suburbanisation, have influenced the use of
automobile as a means of transport that enables
one to have easier access to certain locations, and a
substantially more comfortable and efficient means
of use in comparison to other forms of transport,

3 According to the 2012 Safety Bulletin, in the Republic of
Croatia there were 1,369,665 male drivers and 898,227
female drivers holding licences (MUP, 2013).
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se mogu izdvojiti odredene socijalne skupine
koje iz odredenih razloga nemaju ili imaju
vrlo ograni¢en pristup automobilu odnosno
mogucnost upravljanja automobilom i koje su
prema tome prometno marginalizirane (HINE,
MircHELL, 2003.). Ti se razlozi uglavnom svode
na nemoguénost upravljanja automobilom zbog
zakonskih ograniCenja, fizickih nemoguénosti
te situaciju u kojoj si osoba ne moze priustiti
automobil. Osnovna je posljedica toga ovisnost o
drugim osobama §to se tice voznje i dostupnosti
pojedinim zZivotnim aktivnostima. Iako se mnogi
autori slazu kako je neposjedovanje automobila
jedan od najvaznijih ¢imbenika koji ée pridonijeti
pojavi prometne marginaliziranosti, ipak razliciti
autori i prema tom kriteriju izdvajaju razliCite
marginalizirane skupine stanovnistva. Tako
Kroen (2011.) navodi kako je J. Morris jo$ 1981.
godine izdvojio sljedeée prometno marginalizirane
skupine ljudi: mlade, starije ljude, ljude s niskim
nov€anim primanjima i osobe s invaliditetom.
U novije vrijeme mogu se istaknuti Hine i
Mitchell (2001.) koji definiraju sljedeée prometno
marginalizirane socijalne skupine: ljude s niskim
nov¢anim primanjima, Zene, starije ljude, osobe s
invaliditetom i djecu.

Mozemo primijetiti da svi autori kao prometno
marginalizirane skupine ljudi smatraju djecu
i mlade. Iako mladi obuhvacaju populaciju
od nula do 19 godina, nisu sve dobne skupine
mladih jednako izloZene problemu prometne
marginaliziranosti. Srednjoskolci u dobi od 15 do
18 godina smatraju se najizlozenijima. Mala djeca
i osnovnoskolci nemaju ni priblizno toliku potrebu
za kretanjem kao $to to imaju srednjoskolci $to je
povezano s udaljenos¢u od skole, izvanskolskim
aktivnostima i provodenjem slobodnog vremena
(posebice vecernjim izlascima) (Hoprkins 2010.;
HORTON 1 DR., 2011.). Osnovnoskolci i vrticka
populacija posljedice prometne marginaliziranosti
mogu osjeati u okviru sigurnosti u prometu
I s njima povezanim prometnim nesreama te
zdravstvenim posljedicama, $to se moze ocitovati
u prekomjernoj tezini djece zbog slabije fizicke
aktivnosti odnosno Cestog prevozenja automobilom
od roditelja (SCHOEPPE I DR., 2013.).

Tako je nemoguénost upravljanja automobilom
glavni ¢imbenik koji izdvaja mlade kao prometno
marginaliziranu skupinu drustva, svakako treba
uzeti u obzir i druge ¢imbenike koji utjeCu na
tu pojavu. Vrlo bitni ¢imbenici koji e utjecati
na zivot mladih su veé spomenuti parametri
dostupnosti. Pri tome ée posebnu vaznost imati
prostorni parametar te, u odredenoj mjeri, i
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particularly public transport. Pursuant to these
facts, certain groups in a society can be identified
that, for any given reason, do not have or have only
very limited access to an automobile or the ability
of driving an automobile, and are thus accordingly
disadvantaged (HINE, MITCHELL, 2003).

These reasons are primarily based on the inability
to drive an automobile due to legal restrictions,
physical inability, or situations in which a person is
not able to afford an automobile. The fundamental
consequence of this is dependence on other people
for driving, and reduced accessibility to certain life
activities. Though many authors would agree that
the non-ownership of an automobile is one of the
most important factors that will contribute to the
appearance of a transport disadvantage, different
authors tend to isolate different disadvantaged
population groups based on that criterion. As such,
Kroen (2011) stated that even in 1981, Morris had
isolated the following transport disadvantaged
groups of people: youth, the elderly, persons with
low incomes and persons with disabilities. In more
recent times, Hine and Mitchell (2001) defined the
following transport disadvantaged social groups:
persons with low income, women, the elderly,
persons with disabilities and children.

It can be observed that all authors deem children
and youth to be among the transport disadvantaged
groups. Though youth comprise the population from
0 to 19 years, not all groups of youth are equally
subjected to the issue of transport disadvantage.
High school students from the age of 15 to 18
are considered most affected. Small children and
primarily school children have a much lower need
for mobility in comparison to high school students,
which is associated with distance from school,
extracurricular activities and leisure time (particularly
evening outings) (Horkins, 2010; HorTON ET
AL., 2011). The primary school and preschool
populations can experience the consequences of
transport disadvantage within the framework of
transport security and associated traffic accidents,
as well as health consequences. This can be seen
in excessive body weight in children due to fewer
physical activities and frequently being driven around
by their parents (SCHOEPPE ET AL., 2013).

Though the inability to drive an automobile is
the main factor that isolates youth as a transport
disadvantaged group of society, other factors
affecting this should also be considered. Very
important factors that influence the lives of young
people are the previously mentioned accessibility
parameters. Particular significance is seen in the
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vremenski parametar. Naime mladi koji zive daleko
od gradskog sredista, npr. na gradskoj periferiji, u
gradskoj regiji odnosno u ruralnim prostorima,
bit ¢e u znatno nepovoljnijoj situaciji u odnosu na
mlade koji Zive bliZe sredi$tu grada. Uzevsi u obzir
potrebu oslanjanja na druge osobe radi prijevoza
te, u pravilu, loije razvijene mreZe javnog prometa,
mladi koji zive u tim prostorima najcese Ce se
susretati s problemom duljine odnosno vremena
putovanja do odredenih aktivnosti (WINTER, 1994).
Taj e problem zahvatiti ne samo mlade ljude koji
Zive u tim prostorima nego i osobe koje ih moraju
prevoziti. U tom Ce segmentu mladi koji Zive u ili
blize gradskom srediStu biti u prednosti, unato¢
tome $to nisu u moguénosti voziti automobil, no
javni prijevoz je bolje razvijen u tim prostorima, a
mogu koristiti i pjesacenje ili biciklisti¢ki promet s
obzirom na manje udaljenosti do to¢aka odvijanja
zeljenih aktivnosti. Vazan ¢imbenik predstavlja
i frekvencija javnog prijevoza. U pravilu se broj
polazaka smanjuje prema vecernjim satima i u dane
vikenda. Takoder autobusi imaju nizu frekvenciju
polazaka od tramvajskog prometa $to ponovno u
povoljniji polozaj stavlja mlade koji zive u sredistu
grada ili u zoni tramvajskog prometa.

Osim parametara dostupnosti, na prometnu
marginaliziranost mladih utjecat ¢e ¢&imbenici
koji utjecu na prometnu marginaliziranost
ostalih skupina ljudi. Vazan ¢imbenik predstavlja
imovinsko stanje obitelji. Imovinsko stanje
svakako valja sagledati s aspekta medusobne
ovisnosti s parametrima dostupnosti. Mladi koji
zive u obitelji boljega imovinskog statusa lakse
¢e podnositi troskove javnog prijevoza te ostale
troskove koji nastaju kao posljedica prevozenja
mladih od roditelja za potrebe izvanskolskih
aktivnosti ili veCernjih izlazaka odnosno koristenja
taksija. U tom ¢e segmentu mladi iz obitelji s losijim
imovinskim statusom biti dodatno prometno
marginalizirani, posebice ako zive na gradskoj
periferiji ili izvan grada.

Cimbenik spola posebno ée doéi do izrazaja
u segmentu osobne sigurnosti u prometu. Naime
mozemo pretpostaviti da ¢e, po pitanju sigurnosti,
djevojke imati vise problema u javnom prijevozu
od djecaka. Osjecaj straha bit ée vise izrazen
kod djevojaka posebno pri voznji noénim javnim
prijevozom (HiNE, MitcHELL, 2003.; CURRIE,
2007.). U tom ¢e dijelu svakodnevnog zivota
djevoijke biti u nepovoljnijem poloZaju u odnosu
na djecake.

Mladi najéesce koriste prijevozna sredstva radi
odlaska u skolu (obrazovne potrebe), odlaska
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spatial parameters and, to a certain extent, in time
parameters. Namely, youth that live far from the
town centre, i.e. at the town periphery, in the rural
areas of the town region, will be in a significantly
less favourable situation in relation to those young
people living nearer the town centre. Considering
the need to rely on others for transport and,
as a rule, the less developed network of public
transport, youth living in these areas most often face
problems with the length of time it takes to travel
to a certain activity (WINTER, 1994). This problem
affects not only young people living in these areas,
but also the persons they rely on to drive them.
In that segment, youth living in or near the city
centre will be at an advantage, despite the fact that
they are not able to drive, as public transport is
better developed in those areas, and they can also
walk or cycle due to the shorter distance to the
desired activities. An important factor is also the
frequency of public transportation. As a rule, the
frequency of public transport decreases towards
the evening hours and on the weekends. Buses also
have a lower frequency than trams, which again
places those young persons living in the city centre
or in the tram zone in a more favourable position.

In addition to accessibility parameters, the
transport disadvantage of youth will also be
affected by the same factors affecting other
groups of people. An important factor is the
family financial status. The financial status should
certainly be viewed from the aspect of mutual
dependence on accessibility parameters. Youth
living in families with a higher financial status will
more easily bear the costs of public transport and
other costs that arise as a consequence of parents
driving their children around for extracurricular
activities or evening outings, or the cost of taxis.
In that segment, youth from families with a
lower financial status will be further transport
disadvantaged, particularly if they live at the city
periphery or outside the city limits.

The factor of gender is particularly pronounced
in the segment of personal safety in transport.
Namely, it can be assumed that girls will
experience greater issues regarding safety in public
transport than boys. The feeling of fear will be
more pronounced for girls, particularly when
using public transport at night (HINE, MITCHELL,
2003; CURRIE, 2007). In this segment of daily life,
girls will certainly be in a less favourable position
in comparison to boys.

The young are most often using some means
of transport for going to school (educational
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na neku izvanskolsku aktivnost (npr. trening
sporta i sli¢no) te izlazak i druzenje s prijateljima
(socijalna funkcija). U segmentu obrazovnih
aktivnosti, s problemom dostupnosti pretezito
Ce se susretati mladi koji zive na rubu grada
ili u ruralnim prostorima. S obzirom na to da
se obrazovne institucije uglavnom nalaze blize
gradskom sredistu, problem moze nastati zbog
udaljenosti mjesta stanovanja od gradskog sredista
i s time povezanim vremenom putovanja, kao i s
poveéanim prijevoznim troSkovima koje moraju
podmirivati. Ti se problemi mogu reflektirati na
losiji Skolski uspjeh u odnosu na djecu koja zive u
gradu, odnosno blize gradskom sredistu (LIN 1 DR.,
2013.), kao i na nizi udio mladih koji pohadaju
srednjoskolsko obrazovanje (npr. u Ujedinjenom
Kraljevstvu, vidi SEU, 2003.; za Australiju vidi
CurrIig, 2007.). Isti problemi prisutni su i u
segmentu slobodnog vremena i rekreacije. S najvise
problema susrest ¢e se mladi koji zive na rubu
grada ili u ruralnim prostorima. Problemi ce se
oditovati u smanjenim mogucnostima provodenja
slobodnog vremena i druzenja s prijateljima,
posebice u vecernjim izlascima. Takvi ¢e problemi
imati izravan utjecaj na ogranicenje socijalne
interakcije. Problemi e se javiti i u segmentu
nemogucnosti bavljenja nekom aktivnoséu (npr.
trening, teCajevi i sli¢no). Razlozi prethodno
navedenim problemima su, kao i kod obrazovnih
aktivnosti, losija usluga javnog prijevoza (posebice
noc¢u), podmirivanje prijevoznih troskova te
udaljenost lokacije Zivljenja od tih aktivnosti koje
su Cesto smjestene blize gradskim sredistima (SEu,

2003.; CURRIE, 2007.).

Brojnesuposljediceprometnemarginaliziranosti.
Osobe zahvacdene prometnom marginaliziranoscéu,
u bilo kojem obliku, bit ¢ée u nepovoljnijem
polozaju u odnosu na prometno nemarginalizirane
osobe. Taj nepovoljniji polozaj reflektirat e se
u odredenim socioekonomskim posljedicama s
kojima e se prometno marginalizirane osobe
morati nositi. Socijalne posljedice uglavnom
se odnose na prepreke ili isklju¢enost spram
sudjelovanja u nekim aktivnostima ili koriStenja
odredenih usluga.

Mladi ée posebno biti pogodeni ograni¢enjem
sudjelovanja u obrazovnim aktivnostima. Naime
mladi koji zive na gradskoj periferiji ili izvan
grada, posebice u udaljenijim ruralnim prostorima,
zbog veée udaljenosti koju moraju prijeéi te
slabije razvijenih prometnih usluga imat ¢e manje
mogucnosti  za sudjelovanje u izvanskolskim
aktivnostima, poput teCajeva stranih jezika ili
nekih drugih izvanskolskih obrazovnih aktivnosti.
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purposes), going to extracurricular activities
(e.g. sports, etc.) and for going out with friends
(social function). In the segment of educational
activities, accessibility issues will primarily be
faced by young people living at the city periphery
or in rural areas. Considering that educational
institutions are primarily found near the city
centre, this problem can arise due to the distance
between home and the town centre and with that
associated increased travel time, and the increased
transport costs involved. These problems can be
reflected in poor academic results compared to
children living in the city, or nearer to the city
centre (LIN et al., 2013), and on the lower share
of youth attending high schools (e.g. in the UK
see SEU, 2003; for Australia see CURRIE, 2007).
The same problems are also present in the segment
of leisure time and recreation. The most difficult
problems will be faced by the youth living at the
city periphery or in rural areas. These problems
mostly involve the reduced possibilities of ways
to spend free time and socialising with friends,
particularly in evening outings. Such problems can
have a more direct influence on restricting social
interactions. Furthermore, problems will arise in
the segment of the inability to participate in certain
activities (e.g. sports, courses, etc.). The reasons
for the previously listed problems are, as in the
case of educational activities, the poorer service
of public transport (particularly at night), the cost
of transport, and the distance from home to those
activities, which are most often situated near the
city centre (SEu, 2003; CURRIE, 2007).

There are numerous consequences of transport
disadvantage. Persons affected by transport
disadvantage (in any form) will be in a less
favourable position in comparison to persons not
so disadvantaged. This less favourable position is
reflected in certain socioeconomic consequences
that the transport disadvantaged person must bear.
These primarily pertain to limitations or exclusion
concerning participation in activities or the use of
certain services.

Young persons are most affected by limitations
to participate in educational activities. Namely,
young people living at the city periphery or
outside the city limits (particularly in remote rural
areas) have fewer opportunities to participate in
extracurricular activities, such as foreign language
courses or other educational activities, due to
the greater distance and poorer organisation of
transport services. For that reason, these young
people lose opportunities for additional education.
The selection of a high school to attend also
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Samim time, mladi mogu propustiti moguc¢nost
za dodatnim moguénostima obrazovanja. Odabir
srednje skole koju treba pohadati takoder donekle
ovisi i o razini prometnih usluga odnosno o
udaljenostiod $kole. Upojedinim drzavama uocava
se razlika u postotku pohadanja srednje skole
izmedu mladih koji Zive na rubu grada i mladih
iz grada. Putovanje do skole i obrnuto utjecat
¢e na raspolozivo vrijeme za ucenje i slobodno
vrijeme u smislu da ée mladi koji zive daleko od
Skole imati manje vremena za ucenje i posljedi¢no
manje slobodnog vremena od mladih koji trose
malo vremena na put do i od skole. Valja istaknuti
kako razina prometnih usluga na prostoru gdje
zive i udaljenost utjecu na odluku o nastavljanju
visokoskolskog obrazovanja. Mladi iz urbanih
podrucja cesée Ce upisati fakultet od mladih
iz ruralnih krajeva. Probleme s ograni¢enjem
sudjelovanja u obrazovnim aktivnostima iskusit
Ce i ostale prometno marginalizirane skupine
ljude, posebice osobe s invaliditetom (WINTER,
1994.; Currig, 2007.; Hurni, 2007.).

Osim ogranicenja u sudjelovanju u obrazovnim
aktivnostima, mladi e biti izloZeni i problemu
ograniCenja pristupa aktivnostima slobodnog
vremena (npr. rekreacija ili velernji izlasci).
Nemogucnost upravljanja automobilom, pojacana
s eventualnom loSijom razinom prometnih usluga
te udaljenost prebivalista, utjecat ¢e na ogranicenje
prilika za fizickom aktivnoséu i ostalim koristima
koje donosi bavljenje rekreacijom. Ogranicena
moguénost vecernjih izlazaka, ali i odlaska u
kino, kazaliste ili muzeje negativno ¢e utjecati
na socijalne interakcije mladih odnosno na
njihov cjelokupni drustveni zivot. Pritom Ce
veéa ograniCenja dozivjeti osobe koje Zive na
gradskom rubu ili u ruralnim prostorima. Kao
i kod problema ograni¢enja u sudjelovanju u
obrazovnim aktivnostima, i ovdje ¢e se ¢ak i u
veCem obimu s istim problemima susresti i ostale
prometno marginalizirane socijalne skupine
(WINTER, 1994.; HUrn 2006.).

Prethodna istrazivanja

Unato¢ danasnjoj vaznosti mobilnosti 1
dostupnosti, njihova uloga u proslosti ¢esto je bila
zanemarivana te se znaCajkama i posljedicama
kretanja ljudi (i roba) u okviru drustvenih
znanosti (pa i geografije) nije posvecivala
dovoljna paznja. Posljednjih godina mobilnost i
dostupnost postaju Cesta tema interdisciplinarnih
istrazivanja, naglaSavajuéi pritom postojanje i
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somewhat depends on the level of transport services
and the distance from home to school. In some
countries, there are differences in the percentages
of high school attendees between youth living at the
city periphery and youth living in the city. Travel to
and from school impacts on the available time for
learning and free time, in the sense that youth living
far from school will have less time for studying and
less free time than those young people who spend
little time travelling to and from school. It should
also be noted that the level of transport services in
the area where they live, and distance to schools,
affect the decision to continue higher education.
Youth from urban areas are more likely to enrol
in university than youth from rural regions. It is
also necessary to emphasise that the problems
concerning limited participation in educational
activities will also be experienced by other transport
disadvantaged groups, particularly the persons
with disabilities (WINTER, 1994; Currig, 2007;
Hurni, 2007).

In addition to limitations to participation in
educational activities, youth will be subjected to the
problem of limited access to leisure time activities
(e.g. recreation or evening outings). The inability to
drive an automobile, increased with a poorer level
of transport services and the distance from one’s
home, will limit the opportunities for physical
activities and other benefits that recreational
activities bring about. Furthermore, the limited
opportunities for evening outings, and outings to
the cinema, theatre or museums, will negatively
impact on social interactions among young people,
i.e. on their overall social life. Therefore, there are
greater limitations faced by persons living at the city
periphery or in rural areas. As with the problems of
limitations to participate in educational activities,
all other transport disadvantaged social groups will
face the same issues concerning social problems,
perhaps even to a larger extent (WINTER, 1994;
Hurn1 2006).

Previous research

In spite of the high significance of mobility
and accessibility, their role in the past was often
neglected, and the properties and consequences
of the movement of people (and goods) in the
framework of social sciences (including geography)
did not pay enough attention to this area. In recent
years, mobility and accessibility have become
very common topics in interdisciplinary research,
emphasizing the existence and importance of the
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vaznost "paradigme mobilnosti" (KNOWLES 1
DR., 2008.). Vaznosti mobilnosti i dostupnosti
pridonijela je i upotreba kvalitativnih metoda
znanstvenog istrazivanja. Unato¢ velikom utjecaju
kvantitativnih metoda pri istrazivanju prometne
problematike jos od vremena "kvantitativne
revolucije" iz 60-ih i pocetka 70-ih godina 20.
stoljeCa, ta metodologija uzrokovala je i neke,
uvjetno receno, pogresne odluke u prometnom
planiranju. Ne ulazeéi u ono "specificno" i
"subjektivno" kod mobilnosti i dostupnosti,
na temelju agregiranih podataka i upotrebom
kvantitativnih metoda, prometni planeri su
pod utjecajem rastuée automobilizacije zeljeli
povedati mobilnost ljudi. Posljedica toga bilo je
poboljsanje mobilnosti i dostupnosti ljudi koji
imaju pristup automobilu, a zanemarene su ostale
skupine drustva koje nemaju pristup automobilu,
nemaju automobil ili ga ne mogu koristiti zbog
zakonskih ogranicenja. U mnogim gradovima u
svijetu nastupila je izgradnja novih i obnova veé
postojecih cesta te, u isto vrijeme, pogorsavanje
javnog prometa.

Upotreba kvalitativnih metoda, kao $to su
dnevnici putovanja, dubinski intervjui i fokus
grupe, pridonijeli su jacanju svijesti o potrebi
omogucéavanja dostatne razine mobilnosti i
dostupnosti za sve skupine drustva. Pritom se
teziste stavlja na proucavanje prometne potraznje
i jaCanje prometne ponude u javnom prijevozu,
pjesackom i biciklistickom prometu. U srediste
pozornosti stavlja se pojdinac odnosno subjekt,
dok se fokus istrazivanja pomice s agregiranog i
opcenitog na specifi¢no, pri Cemu se Zele ustanoviti
osobni stavovi i problemi pojedinaca i pojedinih
socijalnih  skupina prema prometu (HOYLE,
KNOWwLES, 1998; KNOWLES 1 DR., 2008.).

Unato¢ destom izdvajanju mladih  kao
prometno marginalizirane skupine ljudi, ta
problematika nije esta tema znanstvenih
istrazivanja. Relativno rijetki radovi proucavaju
prometnu marginaliziranost mladih s razli¢itih
aspekata. Schaeffer i Sclar (1975.) bave se
problematikom negativnih utjecaja na osobnu
samostalnost i drustveni razvoj zbog ovisnosti
o osobama s vozackom dozvolom u kontekstu
njihova prevozenja u automobilu radi razli¢itih
aktivnosti (Cesto i na roditeljsku inicijativu zbog
njihove zabrinutosti za djetetovu sigurnost).

Hurni se u svojem radu iz 2006. bavi utjecajem
neposjedovanja vozacke dozvole na pokretljivost i
ovisnost mladih o stariijima. Brownlee i McDonald
(1992.) bave se utjecajem mjesta stanovanja na

71

Geoadria 19/1 (2014) 61-99

"mobility paradigm" (KNOWLES ET AL., 2008).
The significance of mobility and accessibility
is also related to the use of qualitative research
methods. In spite of the great influence of
quantitative methods on researching transport
issues since the period of the "quantitative
revolution" of the 1960s and early 1970s, this
methodology has been a cause, so to say, for
some erroneous decisions in transport planning.
Without more detailed examination of ‘specificity’
and ‘subjectivity’ in mobility and accessibility,
transport planners, who were under the influence
of growing automobilisation, wanted to increase
human mobility on the basis of aggregate data and
the use of quantitative methods. The result was
improved mobility and accessibility for those with
access to automobiles, while other groups in a
society without access to an automobile, without
an automobile or unable to use one due to legal
restrictions, were neglected. In many global cities,
new roads were constructed and existing roads
repaired while, at the same time, public transport
stagnated.

The use of qualitative methods, such as travel
diaries, in-depth interviews and focus groups,
contributed to raising awareness of the need to
provide a sufficient level of mobility and accessibility
for all groups in a society. In doing so, the focus
is placed on studying transport demand and
strengthening transport supply in terms of public
transport, pedestrian and cycling transport. The
individual is placed in the centre of attention, while
the focus of research is shifted from the aggregated
and general to the specific, with the aim to obtain
personal attitudes and problems of individuals and
individual social groups in regards to transport
(HoyLe, KNOWLES, 1998; KNOWLES ET AL., 2008).

Notwithstanding the fact that youth have been
frequently singled out as a transport disadvantaged
group of people, this issue has not been a common
topic in scientific research. Few papers have
examined the issue of transport disadvantage with
youth, from various aspects. Schaeffer & Sclar
(1975) addressed the issue of negative influence on
personal independence and social development due
to the dependence on persons with a driver’s license,
in the context of their transport in automobiles for
various activities (often at the parents’ initiative,
because of their concern for their children’s safety).

Hurni (2006) addressed the influence of not
possessing a driver’s licence on mobility and the
dependence of youth on older persons. Brownlee
& McDonald (1992) investigated the influence of
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putovanje u sSkolu te na provodenje slobodnog
vremena. Mjestom stanovanja 1 njegovom
ulogom u ograni¢avanju obrazovnih i socijalnih
mogucnosti i prilika bavi se i Winnter (1994.) te
Ridgewell i drugi (2005.). Kegerris (1993.) se bavio
utjecajem automobila na smanjenje pokretljivosti
mladih te utjecajem na intelektualni i psiholoski
razvoj. Morris (1981.) istrazuje problematiku
utjecaja prometa na socijalnu jednakost gradskog
stanovniStva Australije. Pritom istrazuje u kojoj
mjeri organiziranost javnoga gradskog prometa
omoguéuje socijalnu jednakost, s posebnim
osvrtom na drustvene skupine podlozne kako
socijalnoj tako i prometnoj marginaliziranosti. U
tom je istrazivanju ukljucio i mlade te je ustanovio
da oni, uz ljude s niskim nov¢anim primanjima,
ljude s invaliditetom i starije ljude Cesto nailaze
na problem dostupnosti i koriStenja prometa.
Iako je javni prijevoz omogucen, on ne mora
nuzno zadovoljavati prijevozne potrebe ljudi.
Tako Hurni (2007.) isti¢e nepodudarnost izmedu
rasirenosti mreze javnog prijevoza na prostoru
zapadnog dijela Sydneyja i nezaposlenih mladih
ljudi koji imaju problem s visokom cijenom
prijevozne karte, osjeCajem straha i nesigurnosti
pri njegovu koristenju, probleme s frekvencijama
prometovanja i slicno.

Iako se prometna marginaliziranost pretezito
proucava u kontekstu urbanih i suburbanih
prostora, niz je istrazivanja provedeno i u ruralnim
prostorima. Utjecajem prometa na ogranicenje
pristupa obrazovanju u ruralnim krajevima bave
se Burkhardt i dr. (1998.) te Fletcher i dr. (2010.),
istiCudi pritom presudni znacaj prometa kao glavnog
¢imbenika za nedostatan pristup obrazovnim
moguénostima i zaposljavanju. Iste teze potvrduju i
Rugg i Jones (1999.) ustvrdivsi da je mladim ljudima
iz ruralnih prostora potreban osobni prijevoz
kako bi mogli ostvariti pristup zaposljavanju. Da
je promet presudni ¢imbenik koji onemogucuje
mladima iz ruralnih krajeva dostup obrazovnim
prilikama, izvanskolskim aktivnostima, slobodnom
vremenu i socijalnim interakcijama naglasavaju
Cullinane i Stokes (1998.) te SEU (2003.). O
prometnim problemima u ruralnim prostorima pisu
i Schaeffer i Sclar (1975.) koji fenomenu pristupaju
s aspekta meduodnosa slabije ponude prometnih
usluga te potrebe mladih za oslanjanjem na druge
radi prijevoza (uglavnom na roditelje).

Sveobuhvatnu studiju o problemima s kojima
se susreCu mladi zbog prometa izradio je Currie
(2007.). Pritom se bavio problemom mladih i
njihove rastuée Zelje za neovisnoséu te nedostatka
prometnih mogucnosti kojima bitu zeljuzadovoljili.
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the place of residence on travels to school and on
how children spend their free time. The place of
residence and its role in restricting educational
and social opportunities was addressed by Winter
(1994) and Ridgewell et al. (2005). Kegerris
(1993) considered the influence of the automobile
on reducing mobility of youth and the impacts on
their intellectual and psychological development.
Morris (1981) researched the issue of how
transport affected social equality of the urban
population in Australia. The author examined
the extent to which the organisation of city public
transport enables social equality, with an emphasis
on social groups inclined to be at a social and
transport disadvantage. That study also included
youth, and it was established that this group,
alongside those with low earnings, the disabled
and elderly, often face issues of accessibility and
use of transport. Hurni (2007) stressed the lack of
correlation between the distribution of the public
transport network in the western part of the city of
Sydney and unemployed youth who face problems
such as the high price of transport, feelings of fear
and insecurity while using transport, the issue of
transport frequency, and others.

Though transport disadvantage has been
primarily examined in the context of urban and
suburban areas, a number of studies have also been
carried out in rural areas. The influence of transport
on limiting access to education in rural areas was
carried out by Burkhardt et al. (1998) and Fletcher
et al. (2010), who stressed the critical influence of
transport as the main factor for the lack of access
to educational and employment opportunities.
The same hypothesis was confirmed by Rugg &
Jones (1999), who stated that young people from
rural areas require personal transport in order
to achieve access to employment. Transport was
highlighted as a key factor that disables the youth
from rural areas in having access to educational
opportunities, extracurricular activities, free time
and social interactions by Cullinane & Stokes
(1998) and SEU (2003). Schaeffer & Sclar (1975)
addressed the transport issues in rural areas: they
approached the topic from the perspective of the
relationship between poor transport service offer
and the need for young people to rely on others for
transport (primarily their parents).

A comprehensive study on the transport issues
faced by youth was conducted by Currie (2007).
This study addressed the issues of youth and their
growing desire for independence and the lack
of transport options that would allow them to
meet this desire. They stressed that the problems



S. Gasparovié, M. Jakov¢ié

U okviru toga istice kako se s problemom pristupa
obrazovnim aktivnostima, mogucnostima
zaposljavanja, aktivnostima vezanim sa slobodno
vrijeme i socijalnim interakcijama najteze nose
mladi koji zive na rubu grada, odnosno u $iroj
gradskoj regiji te u ruralnim prostorima.

U  hrvatskoj  znanstvenoj  bibliografiji
problematika prometne marginaliziranosti do sada
nije obradivana. Pregledom relevantne znanstvene
i strucne literature uoCava se kako je utjecaj
prometa na zivot mladih obradivan iskljuéivo s
aspekta sigurnosti u prometu, ali ne u kontekstu
prometne marginaliziranosti. Tek se rijetki radovi
posredno dotiCu prometne marginaliziranosti.
Tako Sakaja i Visni¢ (2011.) istrazuju kako mladi
percipiraju Karlovac kao dnevni okolis, spominjudi
pritom problem nedostatka adekvatne prometne
infrastrukture i javnog prijevoza $to se odrzava
na poteskoce tijekom provodenja slobodnog
vremena. Spevec (2011.) razmatra promet
(odnosno dostupnost i prometnu povezanost)
kao ¢imbenik koji utjeCe na procese migracije i
cirkulacije stanovniStva sjeverozapadnog dijela
Republike Hrvatske. Osim toga, u "Nacionalnom
programu za mlade" (2009.) promet se navodi
kao jedan od ¢&imbenika zbog kojih mladi ne
zavr$avaju Skolu ili ne upisuju srednju skolu.
Takoder, u dokumentu UNDP-a (2006.) promet
se navodi kao ¢imbenik koji moze utjecati na
socijalnu isklju¢enost nacionalnih manjina i osoba
s tjelesnim o$tedenjima.

Metodologija istrazivanja

Pri izradi ovoga rada koristena je metodologija
karakteristicna za istrazivanje problematike
prometne marginaliziranosti. Kako bi se ispitali
stavovi srednjoSkolaca o problemima u prometu
s kojima se svakodnevno ili povremeno susrecu,
koristene su metode anketnog istrazivanja i
intervjuiranja.

Metoda anketiranja koristena je kako bi se
prikupili stavovi i miSljenja srednjoskolaca o
problemima prometne marginaliziranosti i njezina
utjecaja na njihov svakodnevni zivot. S obzirom na
slozenost anketnog upitnika, kvalitetu provodenja
anketiranja te potrebu da anketno ispitivanje bude
provedeno u $to kradem roku kako bi prometni
uvjeti u Gradu Zagrebu bili $to sli¢niji, kao
metoda uzorkovanja koristen je prigodni uzorak.
Anketno ispitivanje provedeno je u sedam srednjih
skola u Zagrebu (X. gimnaziji, XI. gimnaziji,
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of access to educational activities, possibilities
of employment, leisure time activities and social
interactions were most difficult for the youth living
at the city periphery, or in the broader urban area,
and in rural areas.

In the Croatian scientific literature, the issue
of transport disadvantage has not been previously
addressed. A review of the relevant scientific and
expertliteratureshowsthattheinfluence of transport
on the lives of young people has been examined
exclusively in the context of traffic safety, but not
from the perspective of transport disadvantage.
Only a few papers have directly touched upon the
issue of transport disadvantage. Sakaja & Vi$ni¢
(2011) examined how the youth perceive the city
of Karlovac as a daytime environment, mentioning
the lack of adequate transport infrastructure and
public transport, which hinders quality leisure
time. Spevec (2011) considered transport (i.e.
accessibility and transport connections) as a
factor that influences the processes of migration
and circulation of the population in the North-
western Croatia. Furthermore, the National Youth
Programme (2009) has listed transport as one
of the factors that causes youth to leave school
earlier and completing it, or to not enrol in high
school. Furthermore, the UNDP (2006) has listed
transport as a factor that can influence social
exclusion of national minorities and persons with
physical disabilities.

Research methodology

In this study, the methodology was used that is
characteristic of researching the issue of transport
disadvantage. A survey and interview methods
were used in order to examine the attitudes of high
school students about the issues of transport that
they face daily or occasionally.

The survey method was employed to compile
the opinions of high school students on the issues
of transport disadvantage and its influence on
their daily lives. Considering the complexity of the
survey questionnaire, the quality of conducting the
survey and the need for the survey to be carried out
in the shortest possible time so that the transport
conditions in the City of Zagreb would be as similar
as possible, convenience sampling was selected as
a method of sampling. The survey was conducted
in seven high schools in the City of Zagreb (10®
Grammar School, 11% Grammar School, 18"
Grammar School, 1% School of Economics, The
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XVIIL. gimnaziji, I. ekonomskoj $koli, Srednjoj
Skoli "Tesla", Skoli za medicinske sestre Vrapce
i Hotelijersko-turistickoj skoli). Izbor skola u
kojima Ce biti izvr$eno anketiranje obavljen je po
nacelu heterogenosti ucenika s obzirom na njihovo
mjesto stanovanja kako bi se dobili $to raznolikiji
podaci. Ukupno je anketirano 1053 ucenika, sto
¢ini nesto vise od 3% ukupne srednjoskolske
populacije Grada Zagreba (30 970 ucenika*).
Anketno istrazivanje u 44 razreda provedeno je
od 2. travnja do 12. travnja 2013. (devet radnih
dana), dok je anketno ispitivanje u preostala
dva razreda provedeno 19. travnja 2013. (zbog
organizacije). Nakon obrade anketnih upitnika
ostalo je 826 ucenika, s obzirom na to da su u
obzir uzeti samo ucenici koji imaju prebivaliste
na prostoru Grada Zagreba (151 ucenik nije bio
s teritorija Grada Zagreba), 68 anketa je bilo
nevazeéih, a osam ulenika ima vozacku dozvolu
pa samim time ne pripadaju istrazivanoj skupini
prometno  marginaliziranih  srednjoskolaca.
S obzirom na sastav prema spolu, u anketi je
sudjelovalo 429 (51,9%) uclenica i 397 (48,1%)
uCenika. S obzirom na razred koji pohadaju,
u anketnom ispitivanju sudjelovalo je po 186
ucenika (22,5%) prvog i Cetvrtog razreda, 220
(26,6%) ucenika drugog razreda i 234 (28,3%)
ucenika treéeg razreda.

Anketni upitnik sastojao se od ukupno 46
pitanja podijeljenih u tri skupine. Prva skupina
pitanja obuhvaéa pitanja vezana uz opée podatke
o sudioniku anketnog ispitivanja. Druga skupina
odnosi se na ispitivanje fizicke mobilnosti i
dostupnosti aktivnostima. U toj skupini pitanja
ucenici su ispitivani o stavovima i mi$ljenjima
spram dostupnosti $kolskim i izvanskolskim
aktivnostima te veCernjim izlascima, kao i o
problemima s kojima se eventualno susrecu pri
dostupnosti tim aktivnostima.® Ucenici su iznosili
i podatke o nacinu pristupa tim aktivnostima
te vremenskoj udaljenosti do tih aktivnosti. U
toj skupini pitanja ucenici su iznosili i stavove
o 25 prometnih problema (17 iz podrudja
fizicke mobilnosti i osam iz podrudja virtualne
mobilnosti) i to na naclelu Likertove skale,
ocjenjujuci svaki prometni problem ocjenama

*Prema podacima Gradskog ureda za obrazovanje, kulturu
i sport Grada Zagreba.

5 Ovo istrazivanje dio je istrazivanja u sklopu doktorske
disertacije "Utjecaj prometne marginaliziranosti na
svakodnevni Zivot srednjoskolske populacije Grada
Zagreba" pri ¢emu je ovdje interpretiran samo dio rezultata
koristenjem metode vlastite procjene koja do sada nije
koriStena u hrvatskoj prometno-geografskoj literaturi.
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Tesla High School, Vrapée High School for Nurses
and the Hotel-Tourism High School). The selection
of schools in which the survey would be conducted
was done on the principle of heterogeneity of
students with regard to their place of residence,
in order to obtain diverse results. A total of 1053
students were surveyed, which is just over 3% of the
total high school population in the City of Zagreb
(30,970 students*). The survey was conducted in
44 classrooms in the period from 2 to 12 April
2013 (9 working days), while in the remaining
two classes it was conducted on 19 April 2013 (for
organisational reasons). After the processing of the
questionnaire, 826 students remained, considering
that only those students with permanent residence
within the boundaries of the City of Zagreb could
be included (151 students had residence outside the
city limits), 68 questionnaires were invalid, and 8
students possessed a driver’s licence and therefore
did not belong to the survey group of transport
disadvantaged high school students. Regarding the
gender ratio in the survey, there were 429 females
(51.9%) and 397 males (48.1%). With regard to
the school level the surveyed students were enrolled
in, 186 students (22.5%) were in the first year of
high school, 220 (26.6%) in the second year, 234
(28.3%) in the third year, and 186 (22.5%) in the
fourth year.

The questionnaire consisted of a total of 46
questions divided into three groups. The first group
of questions included the questions related to
general information about the students. The second
group of questions were related to examining the
physical mobility and access to activities. Within
these questions, the students were asked about
their attitudes and opinions relating to the access
to school activities, to extracurricular activities and
evening outings, as well as on problems they might
face in regards to the access to these activities.’
Furthermore, students also provided data on how
they access these activities, and the length of time it
takestoreach theseactivities. Within these questions,
students were asked to give their opinions about 25
transport issues (17 pertaining to physical mobility,
8 to virtual mobility), according to the Likert scale,
in which each transport issue was assessed from 1

4 According to the data of the City office for Education,
Culture and Sport of the City of Zagreb.

5 This research is part of the study conducted in the doctoral
dissertation "Impact of transport disadvantage on everyday
life of high school population of the City of Zagreb", in
which only a portion of the results are interpreted here,
based on a self-reported measures, which has not previously
been used in the Croatian transport-geographic literature.
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od 1 do 5. Te su prometne probleme ocjenjivali
iz perspektive njegove vaznosti za samog ucenika
(ocjena 1 — nema vaznosti/vrlo slaba vaznost;
ocjena 5 — vrlo znacajna vaznost) te iz perspektive
iskustva odnosno stupnja poteskoce s kojim
rjesavaju pojedini prometni problem (ocjena
1 - vrlo lako; ocjena 5 - vrlo tesko). Treéu
skupinu pitanja ¢inila su pitanja o stavovima i
misljenjima o utjecaju virtualne mobilnosti na
svakodnevni zivot uéenika. Pritom su pitanja bila
usmjerena na oblike i nacdine koristenja mobilne
i internetske tehnologije, koristenje drustvenih
mreZa te probleme s kojima se eventualno susrecu
pri koristenju navedenih tehnologija. Radi boljeg
uvida u meduodnos utjecaja interneta i mobilne
tehnologije te socijalnih interakcija, pitanja su bila
usmjerena i na ispitivanje broja dobrih prijatelja,
kao i na komunikaciju (virtualnu i fizi¢ku) s njima.

Kako bi se dobili dubinski podaci® o
problemima s prometnom marginaliziranoséu
kod srednjoskolske populacije, istrazivanje je
ukljucivalo i provodenje ispitivanja putem fokus
grupa’. Istrazivanja na temelju fokus grupe
provedena su 16. i 17. prosinca 2013. u XVIIIL.
gimnaziji 1 22., 23., 24. 1 27. sijecnja 2014. u X.
gimnaziji. Skole u kojima su odabrani ucenici koji
su sudjelovali u fokus grupama odabrane su, kao
i kod anketnog upitnika, na temelju heterogenosti
ucenika. Uéenici su u svakoj skoli bili podijeljeni
u Cetiri skupine prema starosti i spolu. Tako su
I. grupu dCinile ucenice 1. i 2. razreda, II. grupu
ucenici 1. i 2. razreda, III. grupu ucenice 3. i 4.
razreda i IV. grupu ucenici 3. i 4. razreda. U svakoj
skupini izrazena je dihotomija ucenika s obzirom
na njihovo mjesto stanovanja (pola ucenika koji
zivi blize sredistu grada i pola ucenika koji zivi
blize periferiji grada). Teme su bile podijeljene
u dvije skupine. Prva skupina obuhvacala je
ispitivanje fizicke mobilnosti i dostupnosti
aktivnostima. U tom segmentu ucenici su ispitivani
o stavovima i misljenjima spram problema s
kojima se eventualno susre¢u u dostupnosti
skolskim i izvanskolskim aktivnostima te
veCernjim izlascima. Drugu skupinu pitanja ¢inila
su pitanja usmjerena na oblike i nacin koristenja
mobilne i internetske tehnologije. Pritom su

¢ Milas, 2005.

7 Istrazivanje putem fokus grupa jedno je od oblika
intervjuiranja. Intervjuiranje je kvalitativni  oblik
istrazivanja, a odnosi se na razgovor kojim se nastoje
prikupiti odredeni podaci i informacije, Cesto i u znanstvene
svrhe. Provodenje fokus grupa oznacava intervjuiranje vise
ispitanika odjeddanput kako bi se dobili podaci o Zeljenoj
problematici (ZELENIKA, 2000.).
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to 5. These transport issues were assessed from the
perspective of their importance for the student (on
the scale: 1 — no importance/very little importance;
5 — very high importance), and from the perspective
of experiences of the degree of difficulty required to
overcome certain transport issues (scale: 1 — very
easy, 5 — very difficult). The third group of questions
were made up of questions regarding the attitudes
and opinions on the influence of virtual mobility
on the students’ daily life. These questions were
related to the form and manner of using mobile and
internet technology, the use of social networking
and the problems the students face in using these
technologies. In order to get a better insight into the
relationships of the internet and mobile technology,
with social interactions, the questions were also
directed at an examination of the numbers of good
friends, and at communication with these friends
(i.e. virtual and physical).

In order to obtain more in-depth information®
on the issues with transport disadvantage in the
high school population, the research also included
an examination using a focus group method.” The
focus group was conducted on 16-17 December
2013 at the 18" Grammar School and on 22-24
January and 27 January 2014 at the 10" Grammar
School. The schools in which the selected students
participated in focus groups were chosen on the
basis of student heterogeneity, similarly to the
survey part. Students in each school were divided
into four groups based on their age and gender.
Group I included female students of the 1% and 2™
grades, Group II male students of the 1% and 2"
grades, Group III female students of the 3 and
4t orades, and Group IV male students of the 3%
and 4™ grades. Within each group, there was an
evident dichotomy among the students with regard
to their place of residence (e.g. half of the students
lived near the city centre and half lived nearer to the
city periphery). The topics were divided into two
groups. The first group included an examination of
physical mobility and access to activities. In that
segment, students were asked about their attitudes
and opinions on the issues that they might meet
concerning the access to school and extracurricular
activities, and evening outings. The second set of

¢ Milas, 2005

7 Focus group research is a form of interviewing. Interviewing
is a type of qualitative research, in which the participants’
answers are used to collect certain data and information,
often for scientific purposes. Conducting focus groups
means interviewing multiple subjects simultaneously so as to
obtain data on the topic (ZELENIKA, 2000).
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ucenici ispitivani o stavovima i misljenjima u
vezi s problemima s kojima se eventualno susre¢u
pri koriStenju navedenih tehnologija, kao i o
utjecaju tih tehnologija na njihov svakodnevni
zivot (posebice na socijalnu interakciju). U fokus
grupama sudjelovalo je 37 (51,4%) ulenica i 35
(48,6%) ucenika.

Podaci prikupljeni anketiranjem obradeni
su koristenjem programa SPSS Statistics 20.0
primjenom razlicitih statistickih metoda.

U ovom radu koriSteni su dijelovi anketnog
upitnika i intervju provedenog u fokus grupama
koji su se odnosili na evaluaciju prometnih
problema i poteskoca s kojima se ulenici susrecu
prigodom njihova rjesavanja.

Za razliku od puno ¢esce koristenih objektivnih
pokazatelja, istrazivanje subjektivnih dCinitelja
omoguéuje dublje istrazivanje problematike
prometne marginaliziranosti. Posebice se to
odnosi na bolje razumijevanje problema s kojima
se pojedinci ili socijalne grupe susre¢u u prometnoj
marginaliziranosti. Kako bi se ti problemi bolje
apsolvirali, jedna od metoda istrazivanja je i
metoda vlastite procjene (prometnih problema). Ta
se vrsta istrazivanja moze pronaci u istrazivanjima
problematike prometne marginaliziranosti. Tako
se npr. u izvjes¢u SEU moze pronadi niz razli¢itih
prometnih problema i njihovih posljedica na
svakodnevni zivot ljudi koje su u subjektivnoj
skupini pokazatelja definirali mladi, hendikepirani
ili oni koji ne posjeduju automobil (SEU, 2003.).

Subjektivno odredivanje prometne
marginaliziranosti

Prigodom razmatranja problematike prometne
marginaliziranosti osobito je vazno utvrditi
prometne potrebe istrazivane skupine ljudi.
Istrazivanja su pokazala kako su osobni ¢imbenici
koji utje¢u na ostvarivanje nekog putovanja
medusobno povezani s parametrima dostupnosti
koji utjeCu na prometnu marginaliziranost (pritom
se posebice istiCu prostorni i vremenski parametar)
(Hing, MiTCHELL, 2001.; HUrNI, 2007.).

Prometne potrebe mogu se definirati s dva
aspekta. Jedan se odnosi na putnicke potrebe
srednjoskolaca kao i na modus prijevoza koji
se koriste pri zadovoljavanju tih potreba (Tab.
1.). U istrazivanju prometne marginaliziranosti
putni¢ke potrebe srednjoskolaca razmatrat Ce
se u segmentima u kojima su te potrebe izrazito

76

Geoadria 19/1 (2014) 61-99

questions addressed the form and manner of using
mobile and internet technology. The students were
asked about their attitude and opinions on issues
they might face when using this technology, and
the influence of this technology on their daily life
(particularly on social interactions). The focus
groups included the participation of 37 female
students (51.4%) and 35 male students (48.6%).

The data collected in the survey were processed
using the SPSS Statistics 20.0 software package,
applying a variety of statistical models.

This paper is based on the parts of the survey
questionnaire and the interviews conducted in
the focus group pertaining to the evaluation of
transport issues and difficulties that students face
to resolve these issues.

Unlike the more commonly used objective
indicators, the research of subjective factors enables
a researcher to obtain a deeper look into the issue of
transport disadvantage. In particular, this relates to
better understanding of the issues that individuals
or social groups face when being at a transport
disadvantage. In order to better understand these
issues, one of the research methods employed
was a self-reported measure (for transport issues).
This type of research can be found in research on
transport disadvantage. For example, the SEU
report (2003) has outlined a number of different
transport problems and their consequences for the
daily life of people, that were defined within the
framework of subjective group of indicators by
young, disabled or those who are not in possession
of an automobile.

Subjective determination of transport disadvantage

In considering the issues of transport
disadvantage, it is particularly important to
determine the transport needs of the investigated
group of people. Research has shown that personal
factors influencing the realisation of travel are
mutually associated with the parameters of
accessibility that impact on transport disadvantage
(in particularly, this pertains to the spatial and
temporal parameters) (HINE, MiTcHELL, 2001;
Hurni, 2007).

Transport needs can be defined from two
perspectives. The first relates to the travel needs
of high school students and the mode of transport
used to satisfy those needs (Tab. 1). Within the
frame of research on transport disadvantage,
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Tablica 1. Putnicke potrebe srednjoskolske populacije Grada Zagreba
Table 1 Travel needs of high school population in the City of Zagreb

Skola Izvanskolske Vecernji izlasci
aktivnosti
Dolazak Povratak
School | Extracurricular Evening outings
activities - -
Going out | Returning
home

Pjeske, biciklom, rolama, skateboardom, romobilom... 71 123 27 33
On foot, by bicycle, rollerblades, skateboard, etc. 8,6% 32,4% 3,8% 4,6%
Taksijem zbog udobnosti i jednostavnosti - 1 69 117
Taxi due to comfort and simplicity - 0,3% 9,7% 16,4%
Autom, iako imam moguénost javnog gradskog 4 33 86 93
prijevoza, ali me vozi netko drugi 0,5% 8,7% 12,0% 13,0%
Vebhicle, though I have the possibility of using public
transport, but someone else drives me
Javnim gradskim prijevozom 750 222 513 261
Public transport 90,8% 58,4% 71,8% 36,6%
Autom ili taksijem jer nemam moguénosti javnim - 1 19 208
gradskim prijevozom - 0,3% 2,7% 29,1%
Vebhicle or taxi because I have no possibility of using
public transport
Na neki drugi nacin 1 - - 2
Some other way 0,1% - - 0,3%

N =826 N =380 N =714 N =714

Izvor: anketno istrazivanje, 2013.
Source: Survey, 2013

izrazene: Skolske aktivnosti i slobodno vrijeme
(izvanskolske aktivnosti i velernji izlasci).
Drugi aspekt se odnosi na prijevozne potrebe
ljudi odnosno na njihova prijevozna iskustva u
kontekstu problema s mobilno$c¢u i dostupnoscéu
(tj. s prometnom marginalizirano$¢u) s kojima se
mladi susrecu.

Nacin dolaska u i odlaska iz skole izravno ce
ovisiti o udaljenosti doma od skole. Ucenici ée u
skolu i¢i pjeske (ili npr. biciklom) ako Zive nesto
blize skoli, dok ¢e javni gradski prijevoz koristiti
ako stanuju na vecoj udaljenosti od Skole. U
Gradu Zagrebu su to tramvaj, autobus i vlak.

Situacija pri koriStenju oblika prijevoza za
pohadanje izvanskolskih aktivnosti relativno je
sli¢na situaciji kod skolskih aktivnosti. Ucenici
kojima su izvanskolske aktivnosti blize njihovu
mjestu stanovanja do njih ée dolaziti pjeske (ili
biciklom, rolama, skateboardom...). I u ovom
sluaju prednjaci koriStenje javnoga gradskog
prijevoza, iako ne u tolikoj mjeri kao u slucaju
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the travel needs of high school students will be
considered in those segments in which these needs
are most pronounced: school activities and leisure
time (extracurricular activity and evening outings).
The second aspect pertains to the transport needs
of people or to their transport experiences in the
context of problems with mobility and accessibility
(i.e. with transport disadvantage) that young people
face.

The manner of going to and returning from
school will directly depend on the distance of the
student’s residence from the school. Students living
near the school will travel on foot (or by bicycle)
while those living farther from the school will use
public transport. In the City of Zagreb, public
transport includes trams, buses and trains.

The situation concerning the means of
transport used for attending extracurricular
activities is relatively similar to those attending
school activities. Students attending activities near
their home primarily go on foot (or by bicycle,
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pohadanja skole. Za razliku od pristupa
skolskim aktivnostima, prigodom pohadanja
izvanskolskih aktivnosti ucenici u nesto vecoj
mjeri koriste prijevoz automobilom kada ih netko
vozi, iako imaju moguénost javnoga gradskog
prijevoza. Najéesée su to roditelji koji voznjom
automobila omogucuju djeci nesto brzi dolazak
na izvanskolske aktivnosti u odnosu na javni
gradski prijevoz.

Kao i u slucaju skolskih i izvanskolskih
aktivnosti, i kod vecernjih izlazaka ¢e ucenici koji
zive blize mjestu izlaska do njega dolaziti pjeske.
Ucenici koji zive dalje od mjesta njihova veCernjeg
izlaska koristit ¢e ponajvise javni gradski prijevoz.
Za razliku od Skolskih i izvanskolskih aktivnosti,
u slu¢aju putovanja na mjesto veCernjeg izlaska u
nesto znatnijoj mjeri koristi se i taksi (i to u svrhu
udobnosti, jednostavnosti koristenja te brzine
putovanja, iako kod takvih ucenika postoji i
mogucnostkoristenja javnoga gradskog prijevoza).
Osim taksija, koriStenje prijevoza automobilom
od roditelja ili neke druge osobe takoder je vece
nego u slucaju skolskih i izvanskolskih aktivnosti.
U nes$to manjoj mjeri uenici koriste i automobilski
prijevoz od roditelja ili neke druge osobe ili taksi
prijevoz, i to u slu¢aju da nemaju odgovarajucéu
mogucnost koristenja javnoga gradskog prijevoza
(predaleko je, neodgovarajuca frekvencija islicno).
Putnicke potrebe srednjoskolaca na povratku kudi
s mjesta vecCernjeg izlaska u odredenoj ¢e se mjeri
razlikovati od putnickih potreba koje srednjoskolci
imaju prigodom dolaska na to mjesto. lako ce
ucenici koristiti iste oblike prijevoza, potreba za
odredenim oblicima bit ée nesto drukcija. Ucenici
koji su pjeske dolazili do mjesta vecernjeg izlaska
u gotovo istoj Ce se mjeri i vradati kudi s obzirom
na prihvatljivu udaljenost za pjeSacenje. Najveca
se promjena dogada kod koriStenja javnoga
gradskog prijevoza gdje su zbog nocénog rezima
njegova funkcioniranja ucenici u vecoj mjeri
prisiljeni koristiti druge oblike prometa. Stoga se
znatno povecava koriStenje automobila ili taksija
(u slucaju kada je noé¢ni javni gradski prijevoz
neodgovarajuéi za koristenje jer je predaleko od
mjesta stanovanja ucenika ili ga uopée nema u
njihovoj $iroj okolici) te taksija radi udobnosti
i jednostavnosti (iako ucenici imaju moguénost
koristenja noénoga javnog gradskog prijevoza).
Zbog nocnog rezima rada javnoga gradskog
prijevoza, neki se ucenici odlucuju i na pjesacenje
stoga je maksimalno vrijeme pjeSacenja nesto vece
u odnosu na dolazak na mjesto veCernjeg izlaska.
Dio ucenika i dalje koristi moguénost prijevoza
automobilom od roditelja ili neke druge osobe,
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rollerblades, skateboard, etc.). In this case, the use
of public transport is predominant, although to
a lesser extent than for attending school. Unlike
the access to school activities, for attending
extracurricular activities students use automobile
transport to a greater extent, i.e. somebody drives
them, though they have the possibility of using
public transport. Most often, these are parents who
drive their children to enable them to return home
from extracurricular activities faster in comparison
to public transport.

As in the case of school and extracurricular
activities, the students living near the venue for
evening outings go on foot. The students who live
farther from the outing venue most often use public
transport. Unlike the school and extracurricular
activities, in the case of travelling to the venue
for an evening outing, taxis are used to a greater
extent (for the purpose of comfort, simplicity and
speed of transport, even though these students
also have the possibility of using public transport).
Apart from taxis, the use of automobile transport,
i.e. being driven by parents or someone else,
is also higher than in the case of school and
extracurricular activities. To a lesser extent, the
students use automobile transport, i.e. are driven
by parents or someone else, or use taxi transport,
in the case where they do not have an adequate
possibility to use public transport (due to the
distance, inadequate travel frequency, etc.). The
travel needs of high school students for the return
home after an evening outing differ somewhat
from their needs when going out. Though the
students use the same forms of transport, the need
for certain forms varies. The students who go out
on foot in the evening return home the same way
in virtually the same ratio, given the acceptable
walking distance. The major changes are observed
in the use of public transport, due to the night-
time regime, the students are more often forced to
use other forms of transport. Therefore, the use
of automobiles or taxis increases significantly (in
the case when the night-time public transport is
inadequate for use as it is too far from the student’s
place of residence or not present in their wider
areas) and taxies due to simplicity (even though
the students have the possibility of using night-
time public transport). Due to the sparser night-
time schedule of public transport, some students
decide to walk home, and therefore, the maximum
walking time is somewhat higher in comparison
to that of going out for the evening. A share of
students still uses the possibility of automobile
transport, i.e. they are driven by parents or
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iako imaju mogucnost koriStenja noénoga javnog
gradskog prijevoza.

Kako bi se dublje istrazila problematika
utjecaja prometne marginaliziranosti na Zzivot
srednjoskolskih  ucenika  Grada  Zagreba,
primijenjena je metoda vlastite procjene
(prometnih problema). U okviru toga odredeno je
17 prometnih problema za koje je procijenjeno da
bi mogliimatiutjecajna svakodnevnizivot ucenika.
Ti su prometni problemi odredeni na temelju
proucavanja relevantne inozemne znanstvene
literature i sli¢nih znanstvenih istrazivanja (npr.
Seu, 2003.; Currig, DELBOSC, 2010.; CURRIE,
DeLBosc, 2011a; DeLBOsc, CURRIE, 2011a;
DeLBosc, CURRIE, 2011b). Definirani prometni
problemi artikulirani su u segmentima javnog
gradskog prijevoza, pjesackog (i biciklistickog)
prometa, taksi prijevoza i osobnog prijevoza kako
slijedi:

a) podmirivanje prometnih  troskova (npr
cijena prijevozne karte, cijena goriva, cijena
taksija...),

b) brzi dolazak na odrediste,

¢) izbor moguénosti prijevoza,

d) mogucnost putovanja kad god zelite,

e) potreba oslanjanja na druge radi prijevoza,

f) guZva u prometu,

g) prilagodenost vozila javnoga gradskog
prijevoza  lakSsem  ulasku/izlasku  (npr.
niskopodni tramvaji),

h) nocni javni gradski prijevoz,

javni gradski prijevoz vikendom,

j) Ceste linije javnoga gradskog prijevoza,
moguénost dobivanja informacija na stanicama
o prometovanju javnoga gradskog prijevoza
(displeji),

mogucnost dobivanja informacija u vozilima
javnoga gradskog prijevoza (npr. naziv
stanice...),

m) sigurnost u dnevnom javnom gradskom

prijevozu,

n) sigurnost u noénom javnom gradskom
prijevozu,

o) sigurnost u pjeSackom ili biciklistickom
prometu,

p) gradska prometna infrastruktura (semafori,
nogostupi, biciklisti¢ke staze...),

r) odnos drugih sudionika u prometu prema

vama.
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someone else, though they have the possibility of
using night-time public transport.

In order to examine in more detail the issues
of the influence of transport disadvantage on the
life of high school students in the City of Zagreb,
the method of self-reported measure was applied
(transport issues). In this process, 17 transport
issues were assessed to have a possible impact on
the daily life of students. These transport issues
were determined on the basis of relevant scientific
literature in the world and similar studies (e.g.
SeEu, 2003; Currik, DELBOSsC, 2010; CURRIE,
DeLBosc, 2011a; DerBosc, CURRIE, 2011a;
DerBosc, CURRIE, 2011b). The transport issues
were determined within the frame of the segment
of public transport, pedestrian (and cycling)
transport, taxi transport and personal transport,
as follows:

Covering transportation costs (e.g. public
transport costs, fuel costs, taxi costs, etc.);
Reaching the destination quickly;

Choice of various transport modes;

Ability to travel whenever you want to;

Relying on others for transport;

Traffic congestions;

Vehicle adapted for easy entrance/exit (i.e. low-
floor trams);

Public transport at night;
Public transport at weekends;
High frequency of public transport;

Availability of information about transportation
at public transport stations (digital displays);

Being able to get information on public transport
vehicles (i.e. name of station);

m) Safety in the daily public transport;

n) Safety in public transport at night;

o) Safety in pedestrian or bicycle traffic;

p) Urban transport infrastructure (traffic lights,
sidewalks, cycling trails, etc.), and

r) Relationship with other participants in

transportation system.
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Podmirivanje prometnih troskova (npr. cijena
prijevozne karte, cijena goriva, cijena taxija...) kao
prometni problem izravno je vezan za mogucnost
putovanja pojedinca. Pristupanje odredenoj
aktivnosti i njezino kvalitetno obavljanje ovisit
¢e o brzini dolaska na odrediste. Brzi dolazak na
odrediSte omogudéit ée manji gubitak vremena u
prometu te bolje iskoristeno vrijeme za obavljanje
ostalih  predvidenih aktivnosti. Dostup do
odredenih aktivnosti izravno ée ovisiti i o razlicitim
oblicima prijevoza koji su pojedincu omoguéeni.
Naime, ako pojedinac ima vise oblika prijevoza
na izbor, svakako ée odabrati sebi najefikasniji
odnosno najpovoljniji u tom trenutku. S time
je usko povezan i problem Zzelje za putovanjem.
Mobilnost kao osnovna ljudska aktivnost i potreba
oznaCava 1 zelju za kretanjem. Ogranicavanje
potrebe odnosno Zelje za putovanjem oznadit
Ce i ograniCenje pristupa zeljenim aktivnostima.
Kod mladih ljudi, a posebice kod srednjoskolaca,
posebno je izrazena Zelja za mobilno$¢u. No zbog
nemogucnosti upravljanja automobilom njihova
je mobilnost u odredenoj mjeri ogranicena.
Samim time, srednjoskolski ucenici imaju potrebu
oslanjati se na druge radi prijevoza. Taj je problem
posebice izrazen pri veCernjim izlascima, o Cemu Ce
viSe rijeci biti u nastavku. Guzva u prometu gotovo
je nepresusna tema kada se govori o gradskom
prometu. Cesti zastoji i zaguSenja izravno e
utjecati na pristup odredenim aktivnostima. Osobe
s invaliditetom (a katkad i ljudi bez razvojnih
poteskoca) imaju problema s koriStenjem javnoga
gradskog prijevoza. Posebice se ti problemi odnose
na ulazak u vozilo i izlazak iz vozila. Danas se
takvi problemi pokusSavaju ublaziti uvodenjem
tzv. niskopodnih oblika javnoga gradskog
prijevoza u promet. Pritom valja i kod osoba
koje nisu hendikepirane razvijati svijest o potrebi
olaksavanja koristenja razli¢itih oblika prometa
osobama s invaliditetom. No¢ni javni gradski
prijevoz obi¢no je posebno organiziran u smislu
izmijenjenih trasa ili frekvencija odvijanja. Sli¢ni
problemi postoje i kod javnoga gradskog prijevoza
vikendom. Radnim danima obi¢no su frekvencije
polazaka pojedinih oblika javnoga gradskog
prijevoza znatno ¢e$ée u odnosu na one vikendom
ili po noéi. S time je usko povezan i problem
frekvencija javnoga gradskog prijevoza s obzirom
na to da Ce pojedine linije funkcionirati znatno
¢esée od drugih, sto moze dovesti do problema
kod korisnika linija s malom frekvencijom.
Obavijest o prometovanju odnosno vremenu
polaska nekog oblika javnog gradskog prijevoza,
bilo s terminala, bilo s neke stanice, dobivena
putem displeja, utjecat ¢e na organizaciju puta
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The settlement of transport costs (e.g. ticket
price, fuel price, taxi price) as a transport problem
is directly linked to the possibility of travel for
an individual. Accessing a certain activity and
quality participation therein will depend on the
speed of arriving at the destination. A fast arrival
at the destination will ensure less time lost in
transport, and better use of time for performing
other planned activities. Access to certain
activities will directly depend on the various
forms of transport which are made possible for
an individual. In other words, if an individual
has multiple forms of transport available to him
or her, he or she will certain to choose the most
efficient or least expensive means of transport
that is available at that time. This is closely
associated with the desire to travel. Mobility as a
fundamental human activity and need is marked
by a desire for movement. Limitations to the need
or desire for travelling also mean limitations to
access to the one’s desired activities. For young
people, particularly for high school students,
there is a marked desire for mobility. However,
due to the inability to drive an automobile, their
mobility is restricted to a certain extent. In this
respect, high school students need to rely on
others for transport. This problem is particularly
pronounced as regards the evening outings, which
will be later discussed in more detail. Traffic
congestion is an almost inexhaustible topic when
discussing city transport. Frequent stopping and
congestion will also directly impact on access to
certain activities. Persons with disabilities (and
occasionally those without) have difficulties using
public transport. This is particularly the case
when entering and exiting the vehicle. Nowadays,
efforts have been made to mitigate this problem
through the introduction of low-floor forms of
public city transport. It is also necessary to raise
awareness among able-bodied persons of the
need to facilitate the use of different types of
transport for disabled persons. Public transport
at night is usually specially organised in the
sense of changed routes or frequencies of routes.
Similar problems arise for public transport on the
weekends. During the weekdays, the frequency
of trips of individual forms of public transport
is significantly higher than on weekends or at
night. This is closely associated with the issue of
frequency of public transport, considering that
certain lines function more often than others,
which can lead to a problem for users of those
less frequent lines. Information on the transport
schedule of a form of public transport, either at the
terminal or at the station, obtained via a display,
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kojim se namjerava putovati te na organizaciju
i planiranje preostalih aktivnosti. U slicnom se
kontekstu moze razmotriti i dobivanje informacija
o prometovanju u vozilu javnoga gradskog
prijevoza (putem displeja u vozilima) koja se ticu
npr. naziva stanice. Taj ¢e problem svakako biti
bitan osobama koje nisu dobro upoznate s linijom
na kojoj putuju. Sigurnost u dnevnom javnom
gradskom prijevozu i sigurnost u noénom javnom
gradskom prijevozu izrazito su bitne stavke koje e
utjecati na Zelju za njegovim koristenjem. Razina
sigurnosti jedna je od usluga koja mora biti na
najvisoj razini. Losa razina sigurnosti utjecat ée
okretanje alternativnim oblicima prijevoza (npr.
taksi). U pjesackom prometu sudjeluju gotovo svi,
bilo da u potpunosti pjesace do svojeg odredista,
bilo da hodaju do i od stanice javnog gradskog
prijevoza. Njegova sigurnost takoder ce biti
vazna stavka s obzirom na sve Ce$ce podredivanje
cjelokupnoga gradskog prometa automobilskom
prometu. U gotovo isti se kontekst moze uvrstiti
i biciklisticki promet s obzirom na nezavidan
polozaj u c¢jelokupnom gradskom prometnom
sustavu. S prethodnim problemom sigurnosti
pjesackog i biciklistickog prometa u usku se
vezu moze dovesti i problem gradske prometne
infrastrukture koja sluzi pjesacima, kao S$to
su nogostupi, semafori, bicklisticke staze itd.
S obzirom na sudjelovanju raznih subjekata u
prometu, svakako valja promotriti odnos drugih
sudionika u prometu prema pojedincu (u ovom
slu¢aju prema srednjoskolskim ucenicima).

Navedeni problemi na svakodnevni Zivot
srednjoskolaca mogu utjecati s dva aspekta. Jedan
aspekt je njihova vaznost u zivotu. Naime odredeni
prometni problemi neée imati jednaku vaznost
kod svih pojedinaca, neki ée problemi nekome biti
vazniji, dok ¢e drugome biti manje vazni. Drugi
Ce se aspekt odnositi na stupanj tezine s kojim se
srednjoskolci susrecu pri rjesavanju navedenih
problema. Svaki ée se pojedinac s nekim prometnim
problemom nositi lakse, a s drugim teze.

Da bi se ispitao utjecaj navedenih prometnih
problema na zivot srednjoskolaca, primijenjena
je Likertova skala ocjenjivanja pomocu koje
su ucenici ocjenjivali prometne probleme s oba
aspekta utjecaja na njihov zZivot. Skala za aspekt
vaznost problema u Zivotu sadrzavala je ocjene:
1 — nemal/vrlo slaba vaznost; 2 — slaba vaznost;
3 — umjerena vaznost; 4 — znacajna vaznost; 5 —
vrlo znacajna vaznost. Aspekt stupnja poteskoce s
kojim se nose pri rjesavanju prometnih problema
sadrzavao je ocjene: 1 — vrlo lako; 2 — lako; 3 —
umjereno (lako/tesko); 4 — tesko; 5 — vrlo tesko.
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will influence the organisation of the planned
trip, and of the organisation and planning of
other activities. Obtaining information on travel
within the public transport vehicle (via display
in the vehicle), such as the name of the station,
can be viewed in a similar context. This problem
will certainly be important to those persons that
are not well acquainted with the line they are
travelling on. Safety in public transport by day
and by night is an exceptionally important issue
that will affect the desire for its use. The level
of safety is one of the services that must be at
the highest level. A low level of safety will force
one to turn to alternative forms of transport
(e.g. taxi). Pedestrian transport is practiced by
virtually all those surveyed, whether they walk
all the way to their destination, or walk to the
public transport stop. Safety during walking
is also an important issue, considering the
increasing dominance of automobile traffic in the
city traffic. Bicycle transport can be viewed in the
same context, given its unfavourable position in
the overall city transport system. The safety issues
in pedestrian and cycling transport are closely
linked to the issue of city transport infrastructure
that serves pedestrians, such as sidewalks, traffic
lights, bicycle lanes, etc. Considering the presence
of various participants in transport, it is certainly
necessary to consider the relation of other
participants towards an individual (in this case,
towards a high school student).

These issues can influence the life of high
school students in one of two ways. One aspect
is their importance in life. Namely, certain
transport issues will not have equal importance
amongst all individuals, i.e. some issues will be
more important, while they are less important to
others. The second aspect will relate to the degree
of difficulty high school students face in resolving
the issue. Each individual will deal with some
issues more easily than others.

In order to investigate the influence of the
said transport problems on the life of high school
students, a Likert scale of self-assessment was used
in which the students assessed transport issues
from both aspects of influence on their lives. The
scale for the aspect of importance of the issue in
their life contained the grading: 1 — no importance/
very little importance; 2 — some importance; 3 —
moderately important; 4 — important; 5 — very
important. The aspects of the degree of difficulty
needed to overcome the transport problem had
the grading: 1 — very easy; 2 — easy; 3 — moderate
(easy/difficult); 4 — difficult; 5 — very difficult.



S. Gasparovié, M. Jakov¢ié

Posebno je vazno napomenuti da je stupanj
prometne marginaliziranosti ucenika to vedi
§to su ocjene utjecaja prometnih problema na
svakodnevni zivot veée (CURRIE, DELBOSC,
2011a).

Analizom podataka dobiveni su rezultati koji
podrazumijevaju srednje ocjene (aritmeticke
sredine) svakog problema i to iz oba aspekta (Tab.
2.). Razmatrajudi aspekte pojedina¢no, moze se
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It is particularly important to note that the
degree of transport disadvantage of students was
even higher as the assessment of the transport issues
in their daily life increased (Currie, DELBOSC,
2011a).

An analysis of the data gave the results that
implied the arithmetic mean for each problem, and
for each aspect (Tab. 2). In examining the aspects
individually, it can be observed which problems are
the most important in the daily lives of students, and
which issues they find most difficult to deal with.

Tablica 2. Ocjena prometnih problema s obzirom na vaznost i stupanj poteskoce pri rjesavanju
Table 2 Assessment of transport problems in terms of their importance and degree of difficulty to resolve them

Prometni problem Vaznost Poteskoca
Transport Issue Importance Difficulty
Podmirivanje prometnih troskova 2,83 2,32
Covering transportation costs

Brzi dolazak na odrediste 3,91 2,74
Choice of various transport modes

Imati na izbor razli¢ite mogucnosti prijevoza za koristenje 3,61 2,49
Reaching the destination quickly

Mogucénost putovanja kad god Zelite 3,87 2,76
Ability to travel whenever you want to

Potreba oslanjanja na druge radi prijevoza 2,88 2,59
Relying on others for transport

Guzva u prometu 3,83 3,41
Traffic congestions

Prilagodenost vozila javnoga gradskog prijevoza laksem ulasku / izlasku 2,42 1,88
Vebicle adapted for easy entrancelexit

No¢ni javni gradski prijevoz 3,64 3,21
Public transport at night

Javni gradski prijevoz vikendom 3,71 2,92
Public transport at weekends

Ceste linije javnoga gradskog prijevoza 3,89 2,79
High frequency of public transport

Moguénost dobivanja obavijesti na stanicama o prometovanju javnoga 3,53 2,59
gradskog prijevoza

Availability of information about transportation at public transport stations

Moguénost dobivanja obavijesti u vozilima javnoga gradskog prijevoza 3,10 2,19
Being able to get information on public transport vebicles

Sigurnost u dnevnom javnom gradskom prijevozu 3,49 2,32
Safety in the daily public transport

Sigurnost u noénom javnom gradskom prijevozu 3,79 2,77
Safety in public transport at night

Sigurnost u pjesackom ili biciklistickom prometu 3,58 2,50
Safety in pedestrian or bicycle traffic

Gradska prometna infrastruktura 3,51 2,48
Urban transport infrastructure

Odnos drugih sudionika u prometu prema Vama 3,63 2,63
Relationship with other participants in transportation system

PROSJEK / MEAN 3,48 2,62

Izvor: anketno ispitivanje, 2013.
Source: Survey, 2013
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uoditi koji su u svakodnevnim Zivotima ucenika
najvazniji problemi, a s kojima se najteze nose.

U vaznosti se posebno isticu problemi brzog
dolaska na odrediste, Cestih linija javnoga gradskog
prijevoza i moguénosti putovanja kad god ucenici
zele. Ucestalo koriStenje javnoga gradskog prijevoza
te Zelja za $to manjim gubitkom vremena tijekom
putovanja uz povefanu potrebu za mobilnoséu
razlozi su koji utjecu na vaznost ovih problema u
svakodnevnim Zivotima srednjoskolaca. Ocito je
da se navedeni problemi u odredenoj mjeri tesko
rjesavaju s obzirom na to da je prema stupnju
tezine rjeSavanja u vrhu prometni problem
guzve u prometu. Vele probleme pri rjeSavanju
predstavljaju i nocni javni gradski prijevoz i
javni gradski prijevoz vikendom s obzirom na
izmijenjenu organizaciju njegova odvijanja.

Za odredivanje prometne marginaliziranosti
vazna su oba aspekta istodobno, stoga ée se
dobiveni rezultati prikazati metodom analize
kvadranata (Sl. 1.). Navedena se metoda najcesée
koristi u ekonomskim znanostima pri istrazivanju
trziSta kako bi se ustanovilo zadovoljstvo kupaca.
Svoju primjenu nalazi i u prometnim znanostima
mjereci zadovoljstvo korisnika javnog prijevoza
putem usporedbe kvalitete prijevoza i stupnja
zadovoljstva putnika koji ga koriste (CURRIE,
DeLBOsc, 2011a). Metoda analize kvadranata
temelji se na pravokutnom koordinatnom sustavu
pri ¢emu se dva aspekta koja se ispituju smjestaju
na os x odnosno os y. Osi se sijeku u aritmetickim
sredinama ocjenjivanih aspekata pri c¢emu
tvore Cetiri kvadranta koja predstavljaju polja s
odredenim obiljezjima (ovisno o ocjenjivanim
aspektima). Pritom se varijable ocijenjene s oba
aspekta smjestaju u jedan od kvadranata na
temelju koordinata x i y (koordinate su zapravo
aritmeticke sredine ocjena koje su im dodijelili
ispitanici).

Kvadranti su oznaceni brojkama L., II., III. i
IV. Kvadrant 1. je u kontekstu ovoga istrazivanja
najvazniji kvadrant s obzirom na to da su u njemu
pozicionirani problemi koji u svakodnevnom
zivotu ucenika imaju veliku vaznost i s kojima se
tesko nose pri njihovu rjesavanju. Kvadrant II. je
drugi po vaznosti s obzirom na to da bi trebao
obuhvacati prometne probleme srednjoskolaca s
kojima se ucenici tesko nose, ali im ne predstavljaju
veliku vaznost u svakodnevnom Zivotu. No u
tom kvadrantu nema prometnih problema. U
kvadrantu IV. su prometni problemi koji su
ucenicima vazni u svakodnevnom zivotu, premda
ih relativno lako rjesavaju. Na kraju, kvadrant III.
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Within the aspect of importance, the most
prominent issues were the speed of arriving to the
destination, frequency of public transport lines and
the possibility of travelling whenever the students
want. The frequency of public transport lines and
the desire to spend as little time as possible while
travelling, with an increased need for mobility are
the reasons that influence the importance of these
issues in the daily lives of high school students.
It is evident that these problems will, to a certain
degree, be difficult to resolve, considering that the
most difficult issue to deal with was to assess traffic
congestion. Greater problems in dealing with issues
also arise in a night-time public transport and
weekend public transport, due to the changes in the
organisation of the schedules.

In order to determine transport disadvantage, it
is important to examine both aspects simultaneously,
and therefore, the obtained results will be shown
using the quadrant analysis method (Fig. 1). This
method is most often used in the economics science
when conducting market research, in order to
determine customer satisfaction. Its application is
also found in the transport sciences, for measuring
public transport user satisfaction by comparing the
quality of a ride with the degree of user satisfaction
(Currik, DELBOSC, 2011a). The quadrant analysis
method is based on a rectangular coordinates system,
in which the two aspects being measured are placed
on the x and y axes. The axes cross at the arithmetic
means of the assessed aspects, thereby creating four
quadrants that represent fields of certain properties
(depending on the assessed aspects). The variables
assessed on both aspects are positioned in one
quadrant on the basis of their x and y coordinates
(the coordinates are in fact the means of grades
assigned to each variable by survey subjects).

The quadrants were marked by the numbers
I, II, III and IV. In the context of this research,
Quadrant I is the most important quadrant, as
this represents the potential issues that have great
importance in the daily life of high school students,
and which they find difficult to deal with. Quadrant
IT is the second most important, as these should
include those transport issues that are difficult for
high school students to resolve, though they are not
highly important in their lives. However, none of
the transport issues addressed in the study fell into
this quadrant. Quadrant IV includes the transport
issues that are important to students in their daily
lives, but they can be relatively easily resolved.
Quadrant IIT includes transport issues that are not
highly important in the daily lives of high school
students and which are easily resolved.
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Slika 1. Ocjene vaznosti i stupnja poteskoce rjesavanja prometnih problema

Izvor: anketno ispitivanje, 2013.

Figure 1 Assessment of importance of transport issues and the degree of difficulty required to overcome them

Source: Survey, 2013

obuhvaca prometne probleme koji nemaju veliku
vaznost u svakodnevnim zivotima srednjoskolaca
i lako ih rjesavaju.

Takva vrsta analize pokazuje kako vecina
istrazivanih prometnih problema lezi u gornjem
desnom kvadrantu odnosno kvadrantu I. (visi
stupanj vaznosti i visi stupanj tezine pri njihovu
rjeSavanju). Pritom se posebno isti¢e problem
guzve u prometu kao problem s kojim se ucenici
najteze nose u svakodnevnom zZivotu. Taj je
problem sveprisutan u gradskom prometu pa tako
i prometu Grada Zagreba. Ucenici se tesko nose i
s problemom noénoga javnog gradskog prijevoza
s obzirom na njegovu organizaciju prometnih

84

The analysis shows that the majority of the
investigated transport problems lie in the upper right
quadrant, i.e. quadrant I (higher level of importance
and high level of difficulty to resolve). The issue
of traffic congestion is particularly highlighted as
a problem that students find most difficult to deal
with in their daily lives. This issue is widely present
in urban traffic, and it is also present in the City of
Zagreb. Students also often have difficulties dealing
with the issues of night-time public transport,
considering the organisation and frequency of
transport routes and lines at night. Public transport
on the weekends can be viewed in a similar aspect.
In regards to importance, the highest grade was
assigned to quickly reaching the destination. This is
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linija i frekvenciju odvijanja. U istom se aspektu
moze sagledati i javni gradski prijevoz vikendom.
Kod aspekta vaznosti dominira brzi dolazak na
odrediste. Posljedica je to zZelje za $to efikasnijim
iskori§tavanjem vremena (posebice za $to manjim
gubitkom vremena u prometu). Njegovo je
ostvarivanje ocito u odredenoj mjeri otezano s
obzirom na problem guzvi u prometu. Osim njega,
ucenici veliku vaznost pridaju i Cestim linijama
javnoga gradskog prijevoza, Sto ne treba cuditi s
obzirom na Cestinu koriStenja javnoga gradskog
prijevoza u srednjoskolskoj populaciji. Pritom
je vidljivo da se s tim problemom ucenici i nesto
teZze nose u svakodnevnom Zivotu $to upucuje na
mozebitnu prisutnost pojedinih prometnih linija u
Gradu Zagrebu koje ne prometuju prema zeljama
ili potrebama srednjoskolskih ucenika. Poveéana
zelja i potreba za mobilnoséu svakako e biti
razlog da znacajnu vaznost u njihovim Zivotima
ima i problem moguénost putovanja kad god zele.
Problem je ucenicima teZe rjesiv, Sto moze upudivati
na segment roditeljske skrbi koji im odreduju
uvjete putovanja, ali i na organizaciju prometa u
gradu koji na neki nacin ograni¢ava mogucnosti
putovanja ucenika. Pritom se ovaj problem moze
povezati s noénim javnim gradskim prijevozom
i javnim gradskim prijevozom vikendom koji je
organiziran na nizoj frekvenciji prometovanja, kao
i s problemom guzvi i zastoja u prometu. Sigurnost
u noénom javnom gradskom prijevozu ubraja se
skupinu vaznih i teZe rjesivih problema. Bududi
da mladi cesto koriste i javni gradski prijevoz
nocu, ne ¢udi njegov smjestaj u ovom kvadrantu.
Takoder, vidljivo je da se ucenici s tim problemom
nesto teze nose Sto moze upudivati i na znacajke
javnoga gradskog prijevoza Grada Zagreba nocu.
U ovaj se kvadrant ubraja i problem odnosa drugih
sudionika u prometu prema ucenicima koji ima
gotovo grani¢nu vrijednost s obzirom na tezinu
rjeSavanja, ali se donekle isti¢e prema vaznosti.
Ovaj se problem moze sagledati u zajednistvu s
javnim gradskim prijevozom koji ucenici Cesto
koriste, a posebice s problemima noénoga javnog
gradskog prijevoza, kao i s problemom sigurnosti
u noénom javnom gradskom prijevozu pri kojima
je uCenicima vazan odnos ostalih putnika prema
njima. I pri koristenju pjesackog ili biciklistickog
prometa istiCe se vaznost odnosa vozaca motornih
vozila prema ucenicima.

Donji desni kvadrant, tj. kvadrant IV. (visi
stupanj vaznosti i nizi stupanj tezine pri njihovu
rjeSavanju), drugi je kvadrant po brojnosti
prometnih problema. Najvecu vaznost medu
njima ima problem posjedovanja izbora razli¢itih
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the result of the desire to efficiently manage one’s
time (particularly for ensuring that as little time
as possible is wasted in traffic). Achieving this is
hindered to a certain extent by the issue of traffic
congestion. Furthermore, the students placed great
importance on the frequency of public transport
lines, which could be expected given the regular
use of public transport by high school population.
It is evident that the students find this issue more
difficult to deal with, which indicates that there
are transport lines in the City of Zagreb that do
not run as frequently as the students might want
or need. The increased desire and the need for
mobility will certainly be a reason for assigning
high importance to the issue of the ability to
travel whenever they want. This problem is very
difficult for students to resolve: this can indicate
the segment of parental care, which dictates
the conditions of travel, and the organisation of
transport in the city restricting the student’s travel
possibilities to a certain extent. This issue can also
be associated with public transport at night and on
weekends, which is organised at a lower frequency,
and with the issue of traffic congestion. Safety in
public transport at night fell within the group
of important though difficult to resolve issues.
Considering that young people often use public
transport at night, its positioning in this quadrant
is not surprising. Furthermore, it is evident that
the students find this issue difficult to deal with,
which can also be indicative of the characteristics
of public transport in the City of Zagreb at night.
This quadrant also includes the issue of the
attitudes of other traffic participants towards the
students, which has virtually borderline value in
terms of the difficulty in resolving this issue, but
stands out due to its importance. This issue can
be viewed together with the public transport that
students often use, and particularly with the issues
of using public transport at night, and the issues
of safety in public transport at night, in which
the attitudes of other passengers towards them
are significant to the students. In pedestrian and
bicycle transport, the students also find important
the attitudes of those driving automobiles.

The lower right quadrant, i.e. Quadrant IV
(higher level of importance, lower level of difficult
to resolve) is the second most filled quadrant.
The issue with the highest importance in this
quadrant is the issue of having a choice of various
possibilities for transport. Its importance is the
result of the increased desire and the need for
mobility among high school students, and certain
parallels can be drawn between this issue and
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mogucénosti prijevoza za koriStenje. Njegova
vaznost posljedica je povecane Zelje i potrebe za
mobilnoséu srednjoskolskih ucenika, pri ¢emu se
u nekoj mjeri moze povuéi paralela s problemom
moguénosti  putovanja kad god udlenici zele.
Problem sigurnosti u pjesackom ili biciklistickom
prometu povezan je s problemom gradske prometne
infrastrukture (semafori, nogostupi, biciklisticke
staze...). lako ucenicima vazni, ta dva problema,
iz segmenta pjesackog (i biciklistickog) prometa,
upuéuju na njihovo relativno povoljno stanje u
gradskom prometu s obzirom na to da se ucenici
s njima relativno lako nose. Mogucnost dobivanja
obavijesti na stanicama o prometovanju javnoga
gradskog prijevoza (putem displeja) problem
je koji u ovom kvadrantu ima najviSu ocjenu u
segmentu tezine rjeSavanja (iako ispod prosjeka).
IstiCe se njegova vaznost za ucenike pri organizaciji
putovanja, kao i za planiranje ostalih aktivnosti.
Za razliku od problema sigurnosti u noénom
javnom gradskom prijevozu problem sigurnosti
u dnevnom javnom gradskom prijevozu pokazuje
grani¢nu vrijednost prema problemima s manjom
vazno$cu i laksim rjeSavanjem. Manje poteskoca
pri njegovu rjesavanju upudéuje na povoljnije stanje
u odnosu na no¢ni javni gradski prijevoz. Samim
time, njegova je vaznost i za ucenike manja.

Preostali problemi smjesteni su u donji lijevi
kvadrant, tj. kvadrant IIl. (nizZi stupanj vaznosti
i nizi stupanj tezine pri njihovu rjesavanju).
Grani¢nu vrijednost prema kvadrantu koji bi
predstavljao probleme s manjom vaznoscu i visim
stupnjem tezine pri njihovu rjesavanju pokazuje
problem oslanjanja na druge radi prijevoza (bilo
da koriste javni gradski prijevoz ili prijevoz
od roditelja ili prijatelja). S obzirom na to da
vecina srednjoskolaca jo$ ne vozi automobil,
prisiljeni su koristiti moguénost da ih netko
drugi prevozi $to ocito moze izazvati i odredene
poteskoce.  Subvencioniranje cijene javnoga
gradskog prijevoza u Gradu Zagrebu i smanjenje
cijene taksi prijevoza utjecali su i na smanjenu
vaznost problema koji se odnosi na podmirivanje
prometnih troskova, kao i na njegovo lakse
rjeSavanje. Uvodenje obavjestavanja putnika u
sredstva javnoga gradskog prijevoza omogucdilo je
korisnicima lakse snalazenje u njegovu odvijanju.
Taj je proces prisutan u sve veCem broju vozila
stoga se taj problem relativno lako apsolvira, a
njegova vaznost ucenicima je mala s obzirom na
to da su svi ucenici s prostora Grada Zagreba te
pri tome poznaju prometovanje linija javnoga
gradskog prijevoza. S obzirom na to da velika
veéina srednjoskolaca nema problema s fizickom
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the issue of the possibility to travel whenever the
students want. The issue of safety in pedestrian or
bicycle traffic is associated with the issue of the city
transport infrastructure (traffic lights, sidewalks,
bicycle lanes, etc.). Though these two issues from
the segment of pedestrian and bicycle transport
are important to students, they appear to have a
relatively favourable status within the frame of the
city transport, considering that the students find
them relatively easy to deal with. The possibility of
obtaining travel information for public transport at
stations (via displays) is the issue in this quadrant
that has the highest value for difficulty to resolve
(though it is lower than the average). This stresses
the importance of this issue for students in planning
their travels, and in planning other activities. Unlike
the issue of safety in public transport at night, the
issue of safety in public transport during the day
shows borderline values in comparison to the
issues with lower importance and which are easier
to resolve. Less difficulty in resolving this issue
indicates a more favourable state in comparison to
public transport at night. Therefore, its importance
for the students is lower.

The remaining issues are situated in the lower
left-hand quadrant, i.e. QuadrantIII (lower degree of
importance and lower degree of difficulty to resolve
them). The borderline values towards the quadrant
that would represent issues with lower importance
and a higher level of difficulty to resolve them is seen
in the issue of relying on others for transport (either
using public transport or being driven by parents
or friends). Taking into consideration that the
majority of high school students do not drive, they
are forced to use the possibility that they would be
driven by someone else, which can obviously lead
to certain difficulties. The subsidised price of public
transport in the City of Zagreb and reduced taxi
prices have led to the reduction of the importance
of this issue, which relates to settling transport
costs, and easier resolution. The introduction of
passenger information in public transport vehicles
would enable the users to more easily participate in
transport. This process is present in an increasing
number of vehicles, and therefore, this issue
is relatively easy to resolve. Consequently, its
importance among students is low, given that all the
students reside in the City of Zagreb and therefore
are familiar with the public transport lines. Taking
into consideration that a great majority of high
school students have no problem with physical
mobility (in the sense of being disabled), the least
important and the easiest way to resolve the issue
in the lives of high school students is the adaptation
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mobilno$¢u (u smislu invalidnosti), najmanje
vazan i najlakse rjesiv prometni problem u
zivotima srednjoskolaca jest prilagodenost vozila
javnoga gradskog prijevoza laksem ulasku/izlasku
(npr. niskopodni tramvaji). To moze upudivati i na
eventualan nedostatak svijesti kod srednjoskolaca
§to se tiCe potreba slabije pokretnih osoba ili osoba
s malom djecom prema prilagodenim vozilima
javnoga gradskog prijevoza.

Prethodno analizirani podaci pokazali su
razli¢itu distribuciju prometnih problema s
obzirom na vaznost i stupanj tezine s kojim
ih ulenici rjesavaju u svakodnevnom Zivotu.
Kako se u mnogim segmentima Zzivota ucenici
razlikuju, a posebice u kontekstu spola i dobi,
za pretpostaviti je da postoje razlike u vaznosti
i stupnju tezine rjeSavanja prometnih problema.
Da bi se istrazile navedene razlike, najprije je
upotrijebljena metoda korelacije. Za odredivanje
povezanosti dobi s vaznoséu i stupnjem tezine
rjeSsavanja prometnih problema koristen je
Pearsonov koeficijent korelacije. S obzirom na
to da je spol dihotomna varijabla, utvrdivanje
povezanosti spola i vaznosti odnosno stupnja
tezine rjeSavanja prometnih problema provedeno
je koriStenjem point-biserijalnog koeficijenta
korelacije (Tab. 3.). Za aproksimaciju visine
povezanosti izmedu dvije varijable koristena je
ljestvica koju predlaze Petz (2004.).

Prikazani podaci upucuju na pretpostavku vece
vaznostimeduodnosaspolaiprometnih problemau
odnosu na meduodnos dobi i prometnih problema.
Statisticki znacajna povezanost dobi i prometnih
problema pojavljuje se tek sporadi¢no. Pritom
valja napomenuti kako je u tim slucajevima rije¢
o relativno niskim stupnjevima povezanosti (sve
u kategoriji niske ili neznatne povezanosti), iako
statisticki znac¢ajnima. Tako su npr. stariji uéenici
u segmentu vaznosti davali neSto vele ocjene
problemima noénoga javnog gradskog prijevoza i
sigurnosti u noénom javnom gradskom prijevozu,
kao i npr. problemu izbora razli¢itih moguénosti
prijevoza za koriStenje. U dijelu stupnja tezine s
kojim rjeSavaju prometne probleme stariji ucenici
nesto su vedim vrijednostima ocjenjivali problem
noc¢noga javnog gradskog prijevoza, dok su mladi
ucenici nesto viSe ocjenjivali probleme brzog
dolaska na odrediste i sigurnosti u dnevnom
javnom gradskom prijevozu.

Kod analize povezanosti spola i prometnih
problema podaci su nesto drugaciji. Iz dobivenih
rezultata uolljivo je kako postoji statisticki
znacajna povezanost, iako niska, spola i prometnih
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of public transport vehicles for easier entrance/
exit (i.e. low-floor trams). This can also indicate
a lack of awareness among high school students
as regards the need for adapted public transport
vehicles of poorly mobile persons or persons with
small children.

The previously analysed data indicate that the
distribution of transport issues varies with the
importance and the degree of difficulty required
to deal with them in daily life. As students differ
in many segments of their lives, particularly in the
context of age and gender, it can be assumed that
they assign different levels of importance to these
issues and different degrees of difficulty to resolve
them. In order to investigate these differences, the
correlation method was employed. In order to
determine a possible association of age with the
importance and the degree of difficulty in resolving
the transport issues, the Pearson’s correlation
coefficient was used. Considering that gender is a
dichotomous variable, determining the association
of gender and importance of the issue, or degree
of difficulty in resolving these issues, a point-
biserial correlation coefficient (Tab. 3) was used.
To approximate the level of association between
the two variables, a scale proposed by Petz (2004)
was applied.

Based on the data shown, it is possible to assume
that the association between gender and transport
issues is stronger than the association between
age and transport issues. A statistically significant
correlation between age and transport issues
appeared only sporadically. Moreover, it should
be noted that in the cases of significant correlation
the degrees of correlation are relatively low though
statistically significant (all in the category of low or
slight correlation). For example, older students in
the segment of importance gave higher grades to
the issues of public transport at night and safety
in public transport at night, and to the issue of
having a choice of different means of transport.
In the segment of the degree of difficulty needed
to overcome transport issues, older students gave
somewhat higher grades to the issues of public
transport at night, while younger students assigned
higher grades to the issues of quick arrival at the
destination and the safety in public transport
during the day.

In the correlation analysis for gender and
transport issues, the results clearly indicate
a statistically significant correlation, though
low, between gender and transport issues. This
correlation was significant for all transport issues
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Tablica 3. Povezanost dobi i spola s vaznoscu i stupnjem teZine rjeSavanja prometnih problema
Table 3 Association of age and gender with importance of transport issues and the degree of difficulty required to
deal with them

PROMETNI PROBLEMI OB SPOL
\% T \% T
AGE GENDER
TRANSPORT I E
NSPO SSuU 1 D 1 D
Podmirivanje prometnih troskova r ,018 ,028|r, | ,1797| ,1267
Covering transportation costs p ,608 A15 | p ,000 ,000
Brzi dolazak na odrediste r -015| 099" |r | ,1947] ,1317
Choice of various transport modes p ,676 ,004 | p ,000 ,000
Imati na izbor razli¢ite moguénosti prijevoza za koristenje r ,088"|  -,024|r, | ,185" ,038
Reaching the destination quickly p ,012 498 | p ,000 271
Moguénost putovanja kad god Zelite r 051 -,022)r, | ,198™ ,066
Ability to travel whenever you want to P ,141 ,529 | p ,000 ,057
Potreba oslanjanja na druge radi prijevoza r ,010 ,007 v, | ,180™] ,120™
Relying on others for transport p ,776 ,842 | p ,000 ,001
Guzva u prometu r 038 005 r, | ,178"| ,133"
Traffic congestions P 273 ,883 | p ,000 ,000
Prilagodenost vozila javnoga gradskog prijevoza laksem ulasku/izlasku |r -011]  -,050|r | ,145" ,057
Vebicle adapted for easy entrancelexit p 752 ,150 | p ,000 ,099
Noéni javni gradski prijevoz r , 1457 1377 x| L1317 096
Public transport at night P ,000 ,000 | p ,000 ,006
Javni gradski prijevoz vikendom r ,049 ,007 x| ,2247] ,106™
Public transport at weekends P ,159 ,835|p ,000 ,002
Ceste linije javnoga gradskog prijevoza r 065 -010]r, | ,212") ,145™
High frequency of public transport p ,061 ,774 | p ,000 ,000
Moguénost dobivanja informacija na stanicama o prometovanju r 0411 -010r, | ,156" ,046
javnoga gradskog prijevoza
Availability of information about transportation at public transport | p ,239 ,781 | p ,000 ,182
stations
Moguénost dobivanja informacija u vozilima javnoga gradskog prijevoza | 037 -,036|r, | ,2107 ,026
Being able to get information on public transport vebicles p ,288 ,296 | p ,000 447
Sigurnost u dnevnom javnom gradskom prijevozu r 011 069" x| ,334"| ,173"
Safety in the daily public transport p ,752 ,048 | p ,000 ,000
Sigurnost u noénom javnom gradskom prijevozu r ,100"]  -,033|r, | ,363"| 281"
Safety in public transport at night p ,004 ,340 | p ,000 ,000
Sigurnost u pjesackom ili biciklistickom prometu r 025 027, | 2177 ,048
Safety in pedestrian or bicycle traffic p 467 437 |p ,000 ,167
Gradska prometna infrastruktura r ,039 -032(r, | ,1487 -,013
Urban transport infrastructure p ,263 359 p ,000 ,719
Odnos drugih sudionika u prometu prema vama r ,080"]  -,046 r, | ,183"| ,129"
Relationship with other participants in transportation system p ,022 ,189|p ,000 ,000

V = vaznost; T = poteskoca

r = Pearsonov koeficijent korelacije; r , = point-biserijalni koeficijent korelacije
p = vjerojatnost slu¢ajnog pojavljivanja vrijednosti

* p<0,05

5 < 0,01

Izvor: anketno ispitivanje, 2013.

I = importance; D = difficulty

r = Pearson’s correlation coefficient; r | = point-biserial correlation coefficient
p = statistical significance

* p<0.05

% 5<0.01

Source: Survey, 2013
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problema i to kod svih prometnih problema
u segmentu vaznosti te pojedinih problema u
segmentu poteskoca. Valja istaknuti kako su u
svim slucajevima pri segmentu vaznosti djevojke
davale nesto veée ocjene prometnim problemima
od mladi¢a. Takvi rezultati mogu upudivati na
pretpostavku kako su djevojkama (predlozeni)
prometni problemi vazniji u svakodnevnom Zivotu
u odnosu na mladie. U skladu s prikazanim
rezultatima i ljestvicom visine povezanosti, nesto
se viSe istiCu problemi sigurnosti u noénom
javnom gradskom prijevozu i sigurnosti u
dnevnom javnom gradskom prijevozu pri ¢emu
je rije¢ o lakoj povezanosti. U tu kategoriju jo$
se mogu svrstati i problemi javnoga gradskog
prijevoza vikendom, Cestih linija javnoga gradskog
prijevoza, moguénosti dobivanja informacija u
vozilima javnoga gradskog prijevoza te sigurnosti
u pjesackom ili biciklistickom prometu. Ostali
prometni problemi ulaze u kategoriju nikakve ili
neznatne povezanosti.

U segmentu stupnja tezine s kojim se ucenici
susrecu prirjeSavanju prometnih problema vidljiva
je statisticki znacajna povezanost izmedu spola
i pojedinih prometnih problema (ne svih kao u
segmentu vaznosti), s time da su i u tom segmentu
djevojke s nesSto vedim ocjenama ocjenjivale
prometne probleme od mladi¢a. U odnosu na
druge prometne probleme, tek donekle znacajnija
povezanost (laka povezanost) sa spolom uocava
se kod problema sigurnosti u noénom javnom
gradskom prijevozu. Svi preostali prometni
problemi potpadaju u kategoriju nikakve ili
neznatne povezanosti. Analogno aspektu vaznosti
prometnih problema, ovi rezultati mogu upudivati
na pretpostavku nesto tezeg rjeSavanja nekih
prometnih problema u svakodnevnom zivotu u
slucaju djevojaka.

S obzirom na to da dobiveni rezultati uglavnom
ne upucuju na statisticki znadajnu povezanost
dobi i prometnih problema, osim nekih izuzetaka
gdje je povezanost, iako statisticki znacajna, u
kategoriji nikakve ili neznatne povezanosti, daljnja
¢e se analiza provoditi iz aspekta povezanosti
spola i prometnih problema.

Kako bi se poblize pokusalo istraziti
postojanje razlika izmedu djevojaka i mladica u
okviru pojedinih prometnih problema, statisticka
znaajnost razlika izmedu muskih i Zenskih
sudionika za niz ispitanih varijabli provjerena je
t-testom (Tab. 4.).

Iako opcenito nije rije¢ o izrazito velikim
razlikama u ocjenama (posebice u smislu
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in the aspect of importance, and in individual
issues in terms of difficulty. It is necessary to
note that in all cases, girls gave higher grades to
transport issues with regard to their importance
than boys did. These results might indicate that
girls find the proposed transport issues more
important in their daily lives than boys do. In
line with these results and the correlation scale,
safety issues in public transport at night and
safety in public transport during the day stand
out, though the correlation is weak. The issues
of public transport on weekends, frequency of
public transport lines, possibility of obtaining
information in public transport vehicles and
safety in pedestrian and bicycle transport can
also be included in this category. Other transport
issues had little or negligible correlation.

In terms of the degree of difficulty needed to
overcome the issues, a statistically significant
correlation is evident between gender and certain
transport issues (but not in all as in the segment
of importance), such that girls gave somewhat
higher grades to transport issues than boys.
In comparison to other transport issues, only
slightly significant association (slight correlation)
with gender was observed for the issue of
safety in public transport at night. All other
transport issues fall into the category of no or
negligible correlation. Analogous to the aspect
of importance of transport issues, these results
could indicate that some transport issues are
considered as more difficult to overcome in the
daily life of girls.

The results, for the most part, do not point to
a statistically significant association between age
and transport issues, with some exceptions where
the correlation, though statistically significant,
is in the category of negligible to no correlation.
Therefore, further analysis will be conducted in
regards to the aspects of gender and transport
issues.

In order to better examine the differences
between girls and boys within the frame of certain
transport issues, the statistical significance of
differences between male and female subjects for

a series of test variables was tested using a t-test
(Tab. 4).

Though these are not exceptionally large
differences in the grade assigned (particularly
in terms of their means), the t-test indicates that
there is a statistically significant difference in the
responses between girls and boys. The obtained
results are in line with the correlation results.
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Tab. 4. Aritmeticke sredine rezultata ocjenjivanja utjecaja prometnih problema na svakodnevni zivot srednjoskolaca
i vrijednosti t-testa

Table 4 Mean values for the results of assessing the influence of transport issues on the daily life of high school
students and the values of t-test

PROMETNI PROBLEMI M, M, t p
TRANSPORT ISSUE M M t p

Podmirivanje prometnih troskova 2,59 3,06| -5,225% ,000
Covering transportation costs 2,18 2,45| -3,641* ,000
Brzi dolazak na odrediste 3,70 4,11| -5,679* ,000
Choice of various transport modes 2,61 2.86| -3,798% ,000
Imati na izbor razli¢ite moguénosti prijevoza za koristenje 3,38 3,83 -5,413* ,000
Reaching the destination quickly 2,45 2,53 -1,102 271
Moguénost putovanja kad god zelite 3,64 4,09| -5,784* ,000
Ability to travel whenever you want to 2,68 2,83 -1,910 ,057
Potreba oslanjanja na druge radi prijevoza 2,65 3,09 -5,253% ,000
Relying on others for transport 2,46 2,72| -3,469% ,001
Guzva u prometu -5,189* ,000
Traffic congestions 3,26/ 3,55| -3,866%| ,000

Prilagodenost vozila javnog gradskog prijevoza laksem ulasku/izlasku 2,23 2,60 -4,195% ,000

Vebicle adapted for easy entrancelexit 1,83 1,95 -1,651 ,099

3,46 3,81 -3,788* ,000

No¢ni javni gradski prijevoz

Public transport at night 3,08 3,33 | -2,778* ,006

3,44 3,97 | -6,604* ,000

Javni gradski prijevoz vikendom

Public transport at weekends 2,80 3,04| -3,050% ,002

3,63 4,12| -6,239% ,000

Ceste linije javnoga gradskog prijevoza

High frequency of public transport 2,63 2,93| -4,214* ,000

<H<<|H| < HI<|HI<HI</HI<|H|I<|H|I<|HI<|H|I<
(O8]
EoN
(O8]
N
k=)
(O8]

Moguénost dobivanja informacija na stanicama o prometovanju 3,32 3,72| -4,523* ,000

javnoga gradskog prijevoza

Availability of information about transportation at public T D 2,54 2,64 -1,335 ,182
transport stations

Moguénost dobivanja informacija u vozilima javnoga gradskog prijevoza | V | 1 2,82 3,36 | -6,166% ,000
Being able to get information on public transport vebicles T|D 2,16 2,22 -,761 ,447
Sigurnost u dnevnom javnom gradskom prijevozu V]I 3,04 3,90 -10,165* ,000
Safety in the daily public transport T|D 2,14 2,49 | -5,034* ,000
Sigurnost u noénom javnom gradskom prijevozu V|1 3,30 4,24 | -11,178% ,000
Safety in public transport at night T|D 2,44 3,07| -8,413* ,000
Sigurnost u pjesackom ili biciklistickom prometu Vil 3,27 3,85 | -6,390* ,000
Safety in pedestrian or bicycle traffic T | D 2,45 2,55 -1,383 ,167
Gradska prometna infrastruktura VI 3,32 3,68 | -4,289% ,000
Urban transport infrastructure T | D 2,50 2,47 ,360 ,719
Odnos drugih sudionika u prometu prema Vama Vil 3,40 3,84 | -5,346% ,000
Relationship with other participants in transportation system T|D 2,50 2,76 | -3,738% ,000

V = aspekt vaznosti; T = aspekt stupnja tezine s kojom ucenici rjesavaju problem

M, = aritmeticka sredina rezultata za muskarce; M, = aritmeticka sredina rezultata za zene
t = vrijednost t-testa; p = vjerojatnost slucajnog pojavljivanja vrijednosti

* p < 0,05

Izvor: anketno ispitivanje, 2013.

I = importance; T = difficulty

M,, = mean of the results for males; M, = mean of the results for females

t = value of t-test; p = statistical significance

* p<0.05

Source: Survey, 2013
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aritmetickih  sredina), t-test upuduje na
statisticki  znacCajne razlike u odgovorima
izmedu djeCaka i djevojaka. Dobiveni rezultati
u skladu su s rezultatima korelacije. Rezultati
t-testa upuéuju kako su djevojke davale nesto
vele ocjene prometnim problemima iz aspekta
vaznosti u svakodnevnom zivotu, S$to je veé i
ranije ustanovljeno. Sve vrijednosti t-testa su
statisticki znacCajne na razini rizika manjoj od
5%. Takvi rezultati mogu upuéivati na vecu
vaznost prometnih problema u svakodnevnom
zivotu djevojaka u odnosu na mladice. Kao i kod
problematike korelacije, ovdje valja istaknuti nesto
veée vrijednosti t-testa kod prometnih problema
sigurnosti u noénom javnom gradskom prijevozu i
sigurnosti u dnevnom javnom gradskom prijevozu.

U slucaju aspekta stupnja tezine s kojim
srednjoskolci  rjeSavaju  prometne probleme,
analogno stupnju korelacije, djevojke su s nesto
veéim ocjenama ocjenjivale utjecaj prometnih
problema na svakodnevni zivot u odnosu na
djeCake (osim jednoga prometnog problema). Za
razliku od aspekta vaznosti, veéina vrijednosti
t-testa je statisticki znacajno i to na razini rizika
manjoj od 5 % (Sest ih nije statisticki znacajno).
Medu njima se posebno isti¢e problem sigurnosti
u noénom javnom gradskom prijevozu s najve¢om
vrijednoséu t-testa. 1 ovdje se moze iskazati
pretpostavka da se djevojke neSto teze nose s
prometnim problemima u svakodnevnom Zivotu.

S obzirom na to da su djevojke gotovo uvijek s
nesto vis$im ocjenama procjenjivale utjecaj prometnih
problema na njihov svakodnevni Zivot u odnosu na
mladiée, moze se zakljuciti kako su djevojke nesto
jace prometno marginalizirane od mladica.

Kako bi se provjerila znacajnost razlike izmedu
djeCaka i djevojCica spram stavova o vaznosti
prometnih problema u svakodnevnom Zivotu
i stupnja tezine kojim ih rjesavaju, frekvencije
odgovora podvrgnute su y? testu (hi-kvadrat testu)

(Tab. 5.).

U skladu s prethodno navedenim rezultatima,
statisticka analiza upucuje na znacajne razlike
izmedu mladi¢a i djevojaka u svim segmentima
vaznosti prometnih problema u svakodnevnom
Zivotu s obzirom na to da su sve vrijednosti y* testa
statisti¢ki znacajne na razini rizika manjoj od 5%.
Za sve su prometne probleme kod djevojaka vece
frekvencije odgovora u kategorijama znacajna
vaznost (4) i vrlo znacajna vaznost (5). Kod mladic¢a
je pak situacija obrnuta pa su u velikoj vecini
slucajeva vece vrijednosti u kategorijama nema/vrlo
slaba vaZznost (1) i slaba vaznost (2). To svakako
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The results of the t-test suggest that girls gave
somewhat higher grades for transport issues from
the aspect of importance in their daily lives, which
was previously established. All the t-test values
were statistically significant at the significance
level of less than 5%. Such results could indicate
a higher importance of transport issues in the
daily life for girls than for boys. Similar to the
correlation analysis, it is worthwhile noting that
there are somewhat higher t-test values for issues
of transport safety in public transport at night, and
safety in public transport during the day.

In the case of the aspect of the degree of
difficulty needed for high school students to
overcome transport issues, analogous to the
correlation analysis, girls gave somewhat higher
grades to the impact of transport issues on their
daily life than boys did (with the exception of
a single transport issue). Unlike the aspect of
importance, the majority of the t-test values were
statistically significant, at a significance level of
5% (six issues were not statistically significant).
Among them, the issue of safety in public transport
at night had the highest t-test value. Here, it can
also be assumed that girls find it more difficult to
overcome transport issues in their daily lives.

Considering the fact that girls almost always
assessed the influence of transport issues in their
daily lives with higher grades than boys, it can
be concluded that girls are at a higher transport
disadvantage than boys.

In order to examine the significance of
differences between boys and girls in their attitudes
about the importance of transport issues in their
daily life and the degree of difficulty needed to
overcome them, the frequency of responses was
subjected to the chi-square test (Table 5).

In line with the previously outlined results, the
statistical analysis indicates there is a significant
difference between boys and girls in all segments
of importance of transport issues in their daily
life, taking into consideration that all values of
the chi-square test were statistically significant
at a significance level lower than 5%. For all
transport issues, girls gave a higher frequency of
responses in the categories of high importance
(4) and very high importance (5). For boys, the
situation was the opposite, and in the majority
of cases, they gave higher grades in the category
of no importance/very little importance (1) and
little importance (2). This certainly leads to the
conclusion that girls are at a greater transport
disadvantage than boys are.
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Tablica 5. Vrijednosti y? testa i vjerojatnost statisticke znacajnosti razlike izmedu ucenika i ucenica za prometne
probleme

Table 5 Values of chi-square test and likelihood of a statistically significant difference between male and female
students concerning the transport issues

PROMETNI PROBLEMI v p

TRANSPORT ISSUES v p

38,514* ,000

Podmirivanje prometnih troskova

Covering transportation costs 26,119% ,000

Brzi dolazak na odrediste 38,662* ,000

Reaching the destination quickly 16,198* ,003

Imati na izbor razli¢ite moguénosti prijevoza za koristenje 28,813*| ,000

Choice of various transport modes 4,150, ,386
Moguénost putovanja kad god zelite 34,342* | ,000
Ability to travel whenever you want to 8,274 1,082

Potreba oslanjanja na druge radi prijevoza 33,485*| ,000

Relying on others for transport 17,098*| 002

Guzva u prometu 34,219% ,000

Traffic congestions 15,795*| ,003

Prilagodenost vozila javnoga gradskog prijevoza lakiem ulasku/izlasku 20,824*| ,000

Vehicle adapted for easy entrancelexit 10,455%| ,033

Nocni javni gradski prijevoz 16,518* | ,002

Public transport at night 10,710% ,030

Javni gradski prijevoz vikendom 48,278* | ,000

Public transport at weekends 16,329* | ,003

Ceste linije javnoga gradskog prijevoza 44,271*| ,000

High frequency of public transport 21,140% ,000

Moguénost dobivanja informacija na stanicama o prometovanju javnoga gradskog prijevoza 22,350% | ,000

Availability of information about transportation at public transport stations 3,767 438
Mogucnost dobivanja informacija u vozilima javnoga gradskog prijevoza 37,658*| ,000
Being able to get information on public transport vebicles 6,999| ,136

Sigurnost u dnevnom javnom gradskom prijevozu 98,185* | ,000

Safety in the daily public transport 32,967*| ,000

Sigurnost u no¢nom javnom gradskom prijevozu 118,875*% ,000

Safety in public transport at night 73,584*| ,000

Sigurnost u pjesackom ili biciklistickom prometu 47,687* | ,000

Safety in pedestrian or bicycle traffic 15,068* ,005

Gradska prometna infrastruktura 21,043* ,000

Urban transport infrastructure 16,661* | ,002

Odnos drugih sudionika u prometu prema vama 28,911* | ,000

Hi<|Hl<H< 1< H<la <1< < 1< H<H <1< < 1< 1< 1 <1<
I = |G| = || =T | =D | =T |= D= T | =T |= ||~ T | =D | =T |~ |T| =D |~ T |~ |T |~

Relationship with other participants in transportation system 21,759*% ,000

V = aspekt vaznost; T = aspekt stupnja tezine s kojom ucenici rjeSavaju problem
x> = vrijednost y? testa; p = vjerojatnost slu¢ajnog pojavljivanja vrijednosti

% p<0,05

Izvor: anketno ispitivanje, 2013.

I= importance; D = difficulty

x> = value of y’test; p = statistical significance

% p<0.05

Source: Survey, 2013
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dovodi do dinjenice o nesto jaCoj prometnoj
marginaliziranosti djevojaka u odnosu na mladice.

Razlike su posebno ocite kod prometnih
problema sigurnosti u no¢nom javnom gradskom
prijevozu 1 sigurnosti u dnevnom javnom
gradskom prijevozu. Vise od tri Cetvrtine djevojaka
(80,2%) izrazilo je stav kako im je sigurnost u
noénom javnom gradskom prijevozu znacdajno i
vrlo znacajno vazna. Usporedi li se to sa stavom
mladi¢a, uoCava se znatna razlika s obzirom
na to da je tek 45,3% mladica izjavilo kako im
je taj problem znacajno i vrlo znacajno vazan u
svakodnevnom zivotu. Pridodaju li se tome i
vrijednosti iz kategorije umjerena vaznost dobiva
se stav djevojaka od vise od 90% (91,4%) koje
smatraju da im je taj problem umjereno, znacajno i
vrlo znacajno vazan u svakodnevnom zivotu. Kod
mladiéa je taj rezultat ipak nizi i iznosi 72 %.

O da, to nam je vrlo vazno u Zivotu. Nama se
lakse nest’ dogodi neg’ deckima.
(ucenica, 18 godina, Sestine)

Vrlo mi je vazan problem sigurnosti u noénom
prijevozu. ...decki su nekak’ sigurniji i imaju
vise pouzdanja u sebe, a i roditelji imaju vise
povjerenja u njib...

(uCenica, 16 godina, Medvescak)

Ne, nama to wuople nije vaino, ne mislimo
uopée na to. Ma ono, mislimo mi na to, ali nije
nam to jako vazno.

(ucenik, 16 godina, Rudes)

Djevojke u relativno visokom postotku smatraju
i da im je sigurnost u dnevnom javnom gradskom
prijevozu vazan problem u svakodnevnom Zivotu.
Tako je gotovo 90% djevojaka (88,1%) izjavilo
da im je taj problem umjereno, znacajno i vrlo
znacajno vazan. Usporedba sa stavovima mladica
pokazuje ne$to manju vaznost toga problema kod
njih s obzirom na to da ih je 66,2% izjavilo kako
im je sigurnost u dnevnom javnom gradskom
prometu umjereno, znacajno i vrlo znac¢ajno vazna.

Nama (curama) je to vazno. Stvarno nikad se
ne zna ‘ko se vozi pokraj nas...
(uCenica, 15 godina, Remetinec)

Iako su i ostale spolne razlike u ovom segmentu
statisticki  znaclajne, razlike u frekvencijama
odgovora (u kategorijama umjerena, znacajna i
vrlo znacajna vaznost) nisu toliko velike kao kod
dva prethodno navedena problema, premda su
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The differences are particularly evident for
the transport issues of safety in public transport
at night and safety in public transport during the
day. More than three-quarters of girls (80.2%)
expressed the opinion that the issue of safety in
public transport at night is of high importance
and very high importance. If this is compared to
the attitudes of boys, a significant difference can
be observed, as only 45.3% of boys said that
this issue was of high importance and very high
importance in their daily lives. If the values from
the category of moderately important are added,
then more than 90% of girls (91.4%) responded
that this issue is of moderate, high or very high
importance in their daily lives. For boys, this figure
was lower at 72%.

Ob yes, that is very important in our lives.
Things are more likely to happen to us than

to boys.

(female student, 18 years, Sestine)

The issue of safety in transport at night is very
important to me... boys are somehow safer and
have more self-confidence, and parents have
more confidence in them.

(female student, 16 years, Medvescak)

No, that’s not at all important to us, we don’t
think about it. Well, we do think about it, but
it’s not very important.

(male student, 16 years, Rudes)

Girls also think that their safety in public
transport during the day is an important issue in
their daily life. Almost 90% of girls (88.1%) stated
that this issue is of moderate, high or very high
importance in their lives. In comparison, the boys’
attitudes show somewhat lesser importance of
this issue, since 66.2% of boys responded that the
safety in transport during the day is of moderate,
high or very high importance.

For us (girls), this is important. You really never
know who is riding next to you...
(female student, 15 years, Remetinec)

Though other gender differences were also
statistically significantin this segment, the difference
in frequencies of responses (in the category of
moderate, high and very high significance) were
not as great as in the two previous issues. However,
the frequency of grades given by girls in the sum of
values for these three importance categories was



S. Gasparovié, M. Jakov¢ié

frekvencije ocjena koje su dale djevojke u zbroju
vrijednosti za te tri navedene kategorije uvijek za
desetak posto veée od frekvencija ocjena mladica.

U skladu s rezultatima dobivenim primjenom
metode korelacije i t-testa, u slu¢aju ocjenjivanja
stupnja tezine s kojim ucenici rjeSavaju prometne
probleme u svakodnevnom Zivotu rezultati
dobiveni primjenom y? testa upucuju na znacajne
razlike izmedu mladi¢a i djevojaka, ali ne kod svih
prometnih problema kao u segmentu vaznosti.
Vrijednosti y* testa nisu statisticki znacajne kod
Cetiri prometna problema, dok su kod svih ostalih
statisticki znacajne na razini rizika manjoj od 5%
(Tab. 5.). U vedini slucajeva frekvencije odgovora
za kategorije tesko (se nosim s problemima)
(4) 1 vrlo tesko (se nosim s problemima) (5)
veée su kod djevojaka u odnosu na mladice,
dok su u kategorijama vrlo lako (se nosim s
problemima) (1) i lako (se nosim s problemima)
(2) frekvencije odgovora uglavnom veée kod
mladica. Kao i kod segmenta vaznosti, i ovdje se
moze potvrditi ¢injenica o nesto jacoj prometnoj
marginaliziranosti djevojaka u odnosu na mladice.

Vrijednosti y* testa kod ocjenjivanja stupnja
tezine s kojom ucenici rjeSavaju prometne probleme
su opCenito nesto nize u odnosu na segment vaznosti
u svakodnevnom Zivotu $to znaci da su i razlike u
spolu u tom segmentu nesto nize (iako uglavnom
statisticki znacajne). Ipak, posebno se istice problem
sigurnosti u nonom javnom gradskom prijevozu
gdje je 31,7% djevojaka izjavilo da se tesko i vrlo
tesko nose s tim problemom u svakodnevnom
Zivotu u odnosu na 15,9% mladi¢a. Ako se tim
rezultatima pridoda i vrijednost kategorije umjereno
(lako/tesko), tada proizlazi da gotovo tri Cetvrtine
djevojaka (73%) ima problema s rjeSavanjem toga
problema u svakodnevnom Zivotu, u odnosu na
47,1% mladiéa.

I da noéni prijevoz ide cesée ne bi ga koristila.
[Zasto?]

Zato Sto je pun skitnica i pijanaca koji onda
dobacuju svasta, hoée nas dirat’ i tako... Zato
dolazi tata po nas, uzmemo taxi...

(uCenica, 17 godina, Malesnica)

Mene je strab u tim tramvajima (nonom
prijevozu) zato sto su ljudi u tim tramvajima
uglavnom pijanci i beskuénici... i kad se
vraéam doma nije mi ugodno ni sigurno i malo
se bojim, a i roditelji mi se boje pa rade onda
odem na taxi.

(ucenica, 16 godina, Gracani)
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always some ten percent higher than the frequency
of grades given by boys.

In line with the results obtained by the correlation
and t-test methods, in the case of assessing the degree
of difficulty needed by the students to overcome
transport issues in their daily lives, the results
obtained using the chi-square test indicate that there
are significant differences between the two genders,
though not for all transport issues as was the case
of the segment of importance. The values of the chi-
square test were not statistically significant for four
transport issues, while the remaining issues were
statistically significant at a significance level of 5%
(Tab. 5). In the majority of cases, the frequency of
responses for the category of difficult (to overcome
the issue) (4) and very difficult (to overcome the
issue) (5) was higher for girls than for boys, while the
frequency of responses in the categories of very easy
(to overcome the issue) (1) and easy (to overcome the
issue) (2) was higher among boys. As in the segment
of importance, here it was confirmed that girls are at
a higher transport disadvantage than boys.

The values of the chi-square test in assessing
the degree of difficulty with which the students
overcome transport issues were generally lower in
comparison to the segment of importance in their
daily lives, meaning that the gender differences in
this segment were somewhat lower (though mostly
statistically significant). However, the issue of
safety in transport at night was most prominent,
where 31.7% of girls responded that they find it
difficult or very difficult to deal with this issue,
in comparison to 15.9% of boys who responded
that way. If the values of the moderate category
are added to these results, it becomes evident
that almost three-quarters (73%) of girls find it
difficult to overcome this issue in their daily life, in
comparison to 47.1% of boys.

Even if night transport were more frequent, I
wouldn’t use it.

[Why?]

Because it’s full of vagrants and drunks who
come onto us, want to touch us... That’s why
our dads come to pick us up, or we take a taxi...
(female student, 17 years, Malesnica)

I get scared in those trams (night transport)
because they are mostly full of drunks and
homeless people... and when 1 go home I don’t
feel comfortable or safe and I'm a little afraid,
and my parents are afraid, so then I take a taxi.
(female student, 16 years, Gracani)
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Kad se vraéam doma (iz veCernjeg izlaska) ne
volim se bas voziti tramvajima.

[Zasto?]

Pa nekako su nesigurni... puno je "klosara" i
pijanaca i onda tu zna biti svega...

(ucenik, 17 godina, Gornji grad)

Osim toga, isti¢e se joS i problem sigurnosti
u dnevnom javnom gradskom prijevozu. Vise od
polovice djevojaka (50,1%) se umjereno (lako/
tesko), tesko i vrlo tesko nosi s tim problemom
u svakodnevnom zivotu, u odnosu na 33,8%
mladiéa.

Ja sam imala par neugodnib iskustava... covjek
se pritisnuo na mene i Sapnuo mi nesto na ubo,
ja se Zelim maknut’ od njega, a on se ne Zeli
maknut’ od mene dok mu drugi nisu rekli da se
makne od mene.

(uCenica, 15 godina, Remetinec)

Dogodilo mi se vise puta da je guzva i da ljudi
jedni druge pipkaju $to je uzasno. Nije ugodno
uopce.

(ucenica, 18 godina, Trnava)

Zakljucak

Prometna marginaliziranost je proces koji
moze zahvatiti i ljude i prostore, a prisutan je
na svim razinama. Njezine posljedice mogu biti
izrazito negativne jer u konacnici mogu dovesti
i do socijalne iskljucenosti. Iako ¢imbenici za
odredivanje prometne marginaliziranosti nisu
konzistentni, veéina autora danas se slaze kako
je upravljanje automobilom jedan od najéeséih
kriterija koji izdvaja prometno marginalizirane
ljude. U skladu s tim, mladi ljudi jedna su od
skupina koja pripada prometno marginaliziranoj
skupini drustva.

U ovom radu prikazan je utjecaj prometne
marginaliziranosti  na  svakodnevni  Zivot
srednjoskolske  populacije  Grada  Zagreba
s teziStem odredivanja razlika u prometnoj
marginaliziranosti  ponajprije  na  temelju
spola. Pritom je koriStena metoda vlastite
procjene  prometnih  problema iz  skupine
subjektivnih ¢imbenika odredivanja prometne
marginaliziranosti. UCenici su  procjenjivali
znacenje predlozenih prometnih problema u
svakodnevnom Zivotu na temelju Likertove skale
i to s aspekta njihove vaznosti i stupnja tezine s
kojom rjesavaju prometne probleme. Opcenito,
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When I go home (from an evening outing), I
don’t really like to take the tram.

[Why not?]

Well, they’re sort of unsafe... there are a

lot of ‘bums’ and drunks, and anything can
happen...

(male student, 17 years, Gornji grad)

Furthermore, the issue of safety in transport
during the day is prominent. More than half of the
girls (50.1%) find is moderately difficult, difficult
or very difficult to deal with that issue in their daily
life, in comparison to 33.8% of boys.

I've had a few uncomfortable experiences...
a man pressed himself up against me and
whispered something in my ear, I tried to move
away from him, but he didn’t want to move
away from me, until other people told him to
move away.

(female student, 15 years, Remetinec)

Several times, when it’s crowded, Ive
experienced that some people try to touch
other people, which is awful. It’s not at all
comfortable.

(female student, 18 years, Donja Dubrava)

Conclusion

Transport disadvantage is a process that can
affect both people and space, and is present at
all levels. Its consequences can be pronouncedly
negative because it can ultimately lead to social
exclusion. Though the factors for determining
transport disadvantage are not consistent, the
majority of authors today agree that driving an
automobile is one of the most common criteria
that create transport disadvantage among people.
Therefore, young people are one of the main social
groups that can be at transport disadvantage.

This paper gives an overview of the impact of
transport disadvantage on the daily life of high
school population in the City of Zagreb, with a
focus on determining the differences in transport
disadvantage based primarily on gender. A self-
reported measure was applied to transport issues
from the group of subjective factors of determining
transport disadvantage. The students assessed
the importance of the proposed transport issues
in their daily lives on the basis of a Likert scale,
from the perspective of their importance, and
the degree of difficulty needed to resolve them.
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ufenicima su najvazniji prometni problemi
brzi dolazak na odrediste, Ceste linije javnoga
gradskog prijevoza, moguénost putovanja kad
god ucenici zele i sigurnost u no¢nom i dnevnom
javnom gradskom prijevozu. UCenici se tesko
nose s problemom guzve u prometu, kao i noénim
javnim gradskim prijevozom i javnim gradskim
prijevozom vikendom te s problemom sigurnosti.

Pri analizi meduodnosa dobi i prometnih
problema statisticki znadajna povezanost se
pojavljuje tek sporadi¢no. Stoga je teziste
proucavanja stavljeno na meduodnos spola i
prometnih problema kao indikatora stupnja
prometne marginaliziranosti. Statisticki znacajna
povezanost spola i prometnih problema, iako
niska, moze se uociti kod svih prometnih problema
u segmentu vaznosti te pojedinih problema u
segmentu poteSkoca. Takoder, t-test upucuje na
statisticki znacajne razlike u odgovorima izmedu
mladi¢a i djevojaka. U skladu s dobivenim
podacima, moze se zakljuciti kako promet
opCenito ima vefu vaznost u svakodnevnim
zivotima srednjoskolki u odnosu na njihove
muske kolege. Djevojke su u svim slucajevima
u segmentu vaznosti davale neSto vele ocjene
prometnim problemima od mladiéa. Sto se tice
stupnja tezine s kojom ucenici rjeSavaju prometne
probleme, i u tom su segmentu djevojke s nesto
vedim ocjenama ocjenjivale prometne probleme
od mladiéa. Pritom se, uz ostale prometne
probleme, posebno isticu problemi sigurnosti u
noénom javnom gradskom prijevozu i sigurnosti
u dnevnom javnom gradskom prijevozu. Djevojke
se prema subjektivnom misljenju i teze nose s
prometnim problemima od djeaka, pri ¢emu
se opet isticu prethodno navedeni problemi. U
segmentu vaznosti za sve su prometne probleme
kod djevojaka veée vrijednosti u kategorijama
znafajna vaznost (4) i vrlo znacajna vaznost
(5). Kod mladi¢a pak situacija je obrnuta pa
su u velikoj veéini slucajeva vece vrijednosti u
kategorijama nema/vrlo slaba vaznost (1) i slaba
vaznost (2). U slu¢aju ocjenjivanja stupnja tezine
s kojim ucenici rjeSavaju prometne probleme u
svakodnevnom zivotu frekvencije odgovora za
kategorije tesko (se nosim s problemima) (4) i
vrlo tesko (se nosim s problemima) (5) veée su
kod djevojaka u odnosu na mladie, dok su u
kategorijama vrlo lako (se nosim s problemima)
(1) i lako (se nosim s problemima) (2) frekvencije
odgovora uglavnom vece kod mladiéa.

S obzirom na to da rezultati pokazuju kako su
djevojkama prometni problemi u svakodnevnom
Zivotu vazniji i kako se s njima uglavnom teze
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In general, the students assessed that the most
important transport issues were quick arrival to
the destination, frequency of public transport lines,
possibility of travelling whenever they wanted, and
safety in public transport in both day and night
travel. The students found it difficult to deal with
traffic congestion, as well as with the availability
of public transport at night and on weekends, and
with the issue of safety.

In the analysis of the association between age
and transport issues, a statistically significant
correlation appeared only sporadically. Therefore
the focus of the study was placed on examining
the relations between gender and transport
issues, as an indicator of the degree of transport
disadvantage. A statistically significant association
between gender and transport issues, although
low, can be observed for all the transport issues
in the segment of their importance, and also for
certain issues in the segment of difficulty to resolve
them. Furthermore, a t-test indicated a statistically
significant difference in responses between girls and
boys. In line with these results, it can be concluded
that transport generally has higher importance in
the daily life of female students than for their male
colleagues. Girls gave somewhat higher grades to
the importance of transport issues in their lives than
boys did. With regard to the degree of difficulty
needed to overcome these issues, in this segment
girls also gave somewhat higher grades to the
transport issues than boys did. Issues of safety in
transport at night and safety in transport during the
day arose as particular concerns. In addition, girls
subjectively find it harder to deal with transport
issues than boys do, in which the above stated
issues again stand out. In the segment of difficulty,
for all transport issues, girls assigned more grades
to the categories of high importance (4) and very
high importance (5). For boys, the situation was
the opposite, and in most cases they gave more
grades to the categories of no importance/very little
importance (1) and some importance (2). In the
case of assessing the degree of difficulty needed to
overcome these transport issues in the daily lives,
the frequency of responses for the category difficult
(to resolve) (4) and very difficult (to resolve) (5)
was higher for girls than for boys, while boys gave
more responses to the categories of very easy (to
deal with) (1) and easy (to deal with) (2).

The results indicate that transport issues are
more important issues in the daily lives of girls,
and that they have a harder time dealing with
these issues than boys do. Therefore, it can be
concluded that girls are at a greater transport
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nose u svakodnevnom zivotu u odnosu na mladice,
moze se zakljuciti kako su djevojke jace prometno
marginalizirane od svojih muskih kolega. To
svakako moze imati posljedice u raznim segmentima
svakodnevnog zivota, kao npr. u podrudju skolskih
aktivnosti, izvanskolskih aktivnosti, slobodnog
vremena, socijalnih interakcija i sli¢cno. Navedena
problematika otvara moguénosti za daljnje
proudavanje utjecaja prometne marginaliziranosti

Geoadria 19/1 (2014) 61-99

disadvantage than their male colleagues. This can
certainly have consequences at various levels of
their daily life, such as those regarding the school
activities, extracurricular activities, free time,
social interactions and more. These issues indicate
that there is need for further investigation of the
influence of transport disadvantage on daily life,
not only for high school population, but for other
social groups as well.

na svakodnevni zivot, ne samo srednjoskolske
populacije, veé i ostalih socijalnih grupa.
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