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I. Introduction

1.1 Background and problem statement
China Town in Bangkok is lively and considered one of the busiest areas in Bangkok, various kinds of activities are occurring from early morning until midnight. The area is very high density with shops, fresh and fruit markets, including restaurants in which most of them are opened until midnight. Moreover, there are a countless number of small street vendors or food stalls along its main road, namely Yaowarat Road. Yaowarat Road, with its 1 kilometre long, is the main road in the area in which the traffic is one way yet the flow of vehicles is considered relatively slow and remarkably congested almost all day long. This paper will focus only on the Yaowarat Road, for its major role in China town accessibility. 

At the moment, policy about parking fee in Bangkok varies among different districts. For example, there is a parking fee in some district while in the others there is none. For those areas with parking fee, the charge is in the form of hourly fee, within the restricted period of time, say 9.00 - 16.00. No vehicles will be allowed to park on streets outside such the duration. However, the observation was taken from 9.00 until 11.00, the regulation is not restrictedly enforced on streets near Yaowarat Road. Theoretically, there should be a governmental officer standing by in the area to collect parking fee, but in reality, none was found during the observation. Furthermore, shop owners whose parking spaces are in front of them seem to not comply with the regulation by placing chairs and boxes to reserve the spaces implying that they are reserved for their own business. This makes the parking regulation in China Town area weak and rectify is necessary. To say, one could park in the street for free for a few hours in the morning, if he is lucky enough to ever find a parking space there.

Data from Traffic Statistic 2002 shows that there are over 70,000 vehicles driving to and through Yaowarat Rd from 7.00 to 19.00 each day (Traffic and Transportation Department, 2002). Undoubtedly, the road is always occupied all day long and the figure does not even cover those in the evening. Moreover, the situation could become worse when there are street vendors, food stalls and shops located on the footpath which forces pedestrians to most of the time use the road as a walk way. In other words, the road users not only have to deal with other drivers, but with people who walking and crossing on the road as well. At this point, the condition appears to be chaos and the traffic flow, including the way public bus and taxi stop to drop and pick up passengers, are an obvious disorder that calls for a dynamic strategy to improve its accessibility and organize the overall atmosphere of China Town. 

Despite the potential effect of the introduction of parking fee along Yaowarat Rd will be an increase in congestion in the short run since one of the five lanes will be dedicated for parking, in the longer term; however, car users are expected to alter their behaviour according to the changing traffic and parking condition. Nevertheless, the change in user behaviours depends on their purpose of coming into the area -either for work or recreation-, and or social background. It is highly hoped that this paper will be able to provide empirical evidence to support parking policy as another choice of solution for mobility problems in Bangkok.

The plan is to dedicate one lane on the right for parking with hourly fee. The reason is that currently the very left lane of Yaowarat Road is a bus lane which pathetically is not strictly enforced and; therefore, ineffective. However, the lane still should be reserved for buses, taxis, including private or commercial vehicles to pick up or drop off their passengers and goods. As a result, only the right lane – the fifth lane from the left – will be exploited as a parking lane. It also tends to remain employment of human conductors to collect the parking fee and enforce the regulation in each section on the road for labour in Thailand is considered cost effective. However, a new condition between government and the conductors should be settled for efficient parking fee collection. For example, the conductors will receive a commission fee from the revenue to give them incentives in keeping their duty strictly productive.

The expected effects are listed as following;

· Change in mode of transport

· Reduce private car use

· Reduce pollution in the area

· Promote utilization of public transport

· Change in destination

· Shift to other destinations that provide comparable features

· Improve in China Town atmosphere

· Organized traffic flow

· Safety for road users and pedestrians
The abovementioned effects are potential positive impacts on accessibility, environment and economic development to the area. However, the real consequence is yet unknown until the regulation is implemented. Furthermore, the unintended effects of the parking regulation are to be kept in mind as well. Nevertheless, this study should be a good start to see if this strategy is worth to give it a try or else policy makers should continue their conservative ways to handle the endless traffic difficulty. 

1.2 Research Objective

The main goal of this research is to explore drivers’ behaviour effect in responding to the introduction of hourly parking fee. Moreover, it is to provide the empirical evidence and essential of parking policy to alleviate congestion condition on Yaowarat Road. To say, it is to test whether parking policy could be used as a tool for mobility management and hoping that this study will encourage more attention to this approach for further development of effective strategies in coping with transport matters. In addition, this research will examine whether there will be any shifts in transport mode coming into the Yaowarat Road. This could possibly lead to the higher utilization of public transport instead of private vehicles. As such, the congestion on the road as well as pollution condition in China Town area will eventually be relieved in the longer term. 

1.3 Research Question

The objective of this study will be achieved answering the following research questions: 

1. What is the actual travel behaviour of drivers in Yaowarat Road?

2. What are the possible effects of introducing paid parking in Yaowarat Road?

1.4 Research Methodology
· Operation of Research
This research will apply quantification concept. Quantitative methods are valuable tools to investigate and discover relationships among incidents and to explain, predict, and possibly control the occurrence (Walliman and Biache, 2001). Moreover, the five Point Likert-type scales will be employed to measure the degree response to the proposed parking policy, namely parking pricing on Yaowarat Road.
· Data Collection
Data will be acquired from three main sources. First, a questionnaire from face-to-face interview with private car commuters into Yaowarat Road plays as a focal source of the finding since this research is to explore drivers behaviour effect on the introduction of hourly parking fee in the area. Secondly, general information about parking policy and traffic condition is obtained from public services organization or governmental agency. This includes formal interview with governmental officers who are responsible in mobility management on Yaowarat Road. Last but not least, the secondary data is to be studied from literatures, scientific papers as well as announcement about former and current parking policy in Thailand.

· Method of Sampling 
The selected respondents of this research are only those who drive into China Town area. The sample then will be divided into two groups. The first respondents are those whom we interview in the morning shift (7am – 1pm), while the second group is interviewees we obtained from the evening shift (4pm – 10pm). This is because the respondents’ reasons for coming to China Town tend to diverse according to what time they travel to the area. For example, visitors in the evening more likely come for recreational reasons than those who come in the morning. Note that residential parking will be left out of the study since currently the resident in the area are paying for their parking spots in private garages on monthly basis. Unfortunately, with over five millions population in Bangkok and time limitation, a number of questionnaire interviews will be those obtained from the face-to-face interview during one whole week on Yaowarat Road with a minimum of 100 questionnaires.
II. Literature Review

2.1 Parking Policy 

· General definition / overview

Increasing car usage seem to be a never ending trend everywhere in the world which in turn causes negative externalities on economic, social, and environmental especially to urban areas where density of vehicles is high. Apparently, transport management is called to resolve such problems. However, many attempts focus on strategies concern moving vehicles (Marsden, 2006). Road pricing, an increase in provision of infrastructures, restricted areas that allow access only to specific type of vehicles, etc. are common examples. Nonetheless, in the long run, motor vehicles tend to fill those increasing roads, bridges and highway while drivers’ income tend to rise over time. This even makes their opportunity cost higher than the charge prices and decide to pay for the road tolls to trade off with their increased valuable time. Then again congestion arises and goes on in a cycle. Parking policy, therefore, is considered a potential alternative for transport management.

Mcshane and Meyer (1982) defined “parking policy” in their study as programs concerned or related to an individual or integration of parking management strategies. Examples of such strategies are, for instance, residential permit programs, graded pricing structures, temporal or spatial parking bans, taxes and the like.

Parking policy may not sound familiar in Thailand but for those in Europe or USA it has been used not only as an instrument to cope with traffic congestion in transport management, but also as a vital key to achieve urban goals in urban development (McShane and Meyer, 1982). Impacts generated by parking management in urban area are such as parking system, transportation system and social-economic system (Visser and Van der Mede, 1986). For example, in the UK, the parking policy from the UK Government White Paper on A New Deal for Transport aims to decrease car use in urban areas by limiting parking provision for private non-residential (PNR) spaces (DETR 1998a, b). Another example took place in The Netherlands where parking policy is a necessary mechanism to slow down the road traffic growth (Tweede Kamer der Staten-Generaal, 1991-1992).

· Objectives

Parking policy is designed to achieve both transport and land-use objectives. This section will elaborate and examine the goals from literatures. Unfortunately, there are only a slight number of available articles about parking policy compared to other approaches to traffic management. 

Marsden (2006) examined objectives of parking policy in his articles in which is related to objectives of urban policy. He suggested three main objectives that somehow are in conflict to each other. The first one is ‘regenerating’ which refers to the use of parking strategies as a key to regenerate urban areas. For instance, make the city more attractive and organized by providing parking spaces. The second objective of parking measures is to ‘restrain’ vehicle movement and promote better environment. This objective is to stimulate people to leave their cars and use alternative means of transport, e.g. public transport, car pools, etc. To say, parking policy is meant to reduce car dependent for many reasons including sustainability (Stubbs, 2002). Lastly, the parking policy is designed to generate ‘revenue’ to take care of its own cost and support other programs (e.g. public transport) in the city. 

Still and Simmonds (2000) mentioned in their papers under section of history of parking restrain that initially, parking policy aimed to provide an off-street parking to clear and enhance the roads efficiency. 

The work from McShane and Meyer (1982) also explored linkage between parking policy and urban goals. The six general goal categories, which appear to cover urban aspects that parking policy could contribute to, showing the relationship between them are identified as following; 

A. Healthy economic climate, and a business community able to support local employment needs

· Ability to attract and keep desired kinds of development and industry
· Healthy retail sales climate
· Stable or growing municipal revenue base
B. Most efficient use of existing transportation, land, and other public resources

· Transportation resources

· Land resources
C. Ease of mobility and accessibility of resources

· Vehicular mobility

· Pedestrian mobility

D. Equity of resource distribution and preferential allocation of some resources

E. Environmental goals, especially reduced air pollution and the related goal of minimized energy consumption

F. Enhanced amenity and cultural attractiveness; preservation of a city’s unique character
· Types of parking policy
For simplification reason, two major models of parking policy; regulatory parking charges and physical control on parking supply, are identified (Verhoef et al, 1995). The parking charges regulatory applies pricing mechanism to manage parking demand according to the basic economic rules of supply and demand. On the other hand, the physical restriction takes control on supply side to influence drivers’ decisions and traffic flow. However, this part of the study will provide examples of common parking regulations observed in the real world as following; 

· Priced on-street meters: Mostly in favour of short term parkers to encourage higher frequency of turnover for efficient utilization of spaces and revenue generation reasons (Still and Simmonds, 2000). 

· On-street parking ban: Common used for supply control designed to increase capacity of roads and enhance traffic flow (Mcshane and Meyer, 1982).

· Cash-out program for employees: Cash is paid in lieu of parking supply in office building to those who give up their cars (Marsden, 2006). 

· Licensing scheme: Restriction of office parking supply aimed to cut of car usage along with encourage public transport, walking and cycling as alternative modes of transport (Calthrop et all, 2000). 

· Inter-modal transit Park-and-ride: Using parking strategy to promote public transport use.  

· Residential permit programs: Reduce parking density by exclusively reserve parking space for residents in the neighbourhood (C. Shoup, 1995).

2.2 Roles and Values of Parking Pricing for Transport Management
It is a shame to find that parking policy is not given as much attention as other subjects in transport management. There is no way to find a definition or information about ‘parking policy’ in Wikipedia website while exist other transport management strategies, such as congestion charges; intermodal transit, etc. (http://en.wikipedia.org, 2009) Despite relatively less popularity among researchers and policy makers, parking policy is still appealing and worth giving attention to. As inspired by Marsden’s literature of The evidence base for parking policies – a review which referred from RAC Foundation, 2004 that “Despite the fact tat almost every private car trip involves two parking acts and that cars spend over 80% of the week parked…” (Marsden, 2006), this implies that parking policy plays an important roles and should be in consideration of drivers in making transport decision to some extent. In other words, parking is one essential factor influences driving behaviours and traffic demand. For that reason, it is interesting to enhance effective transport management through parking policy.  

In addition, it is noticeable that there is a relationship between land-use and transport strategy in which parking policy is a link between them (Marsden, 2006). As aforementioned, parking policy is used to promote urban quality and attractiveness (http://cordis.europa.eu, 2009). Mcshane and D. Meyer studied parking policy in Baltimore and found that it is used to achieve urban objectives as well. The city’s emphasized goal of parking policy in the city centre area is to promote higher economic development. In addition, parking management has been recognized as a foundation of the city’s strategy in renewal of the central business district (Mcshane and D. Meyer, 1982). 

Still and Simmonds (2000) found influences of parking on urban development in several ways. For example, changes in supply and price of parking influence drivers’ transport choices since they perceive that their costs and convenience of travel being altered. Moreover, the availability of parking is taken into account of travellers, especially investors who are to decide where to (re)locate their sites. It is noted that there is an opportunity cost for every parking space. To say, the parking area could be reserved for other urban and economic development activities. Nevertheless, parking also yields in economic activities by generating revenues from parking charges.

With proper parking management, it could yield results in better environment in the neighbourhood. For example, a higher utilization level of transport network, lower pollution emissions and better urban design are the awards paid off to such appropriate parking strategies (Marsden, 2006). Unfortunately; however, people in general perceive that parking strategy could also damage city’s attractiveness. Moreover, politicians fear of losing popularity and acceptability if; for example, parking restrains is implemented (Marsden, 2006). Nevertheless, statistical studies show that the sensitivity to parking condition is rather insignificant (Still and Simmonds, 2000). Consequently, it is possible to apply parking policy to develop urban attractiveness but under condition that appropriate level policy implementation in which suits with the city’s nature and background while its overall users’, including drivers; pedestrians; residents; business; etc, well being is not harmed but yet better off after all (DETR 1998a: chapter 4).

2.3 Impacts of Parking Policy

This section is to underline and examine impacts of parking policy both on transport measures and urban development through case studies obtained from several researches. The impacts, or sometimes mentioned in this study as effects, are categorized into three types which are positive, negative and unintended effects. The positive impacts refer to those generate greater efficiency, economic and social enhancement, better environmental and geographical atmosphere to both transport and urban aspects. The negative impacts, on the other hand, simply are those create the opposite ones. Lastly, the unintended effects which are sometimes overlooked by policy makers will be included and taken into account in this study to prevent overestimation of the policy measures in the real world. 

· Positive effects

Marsden (2006) illustrated a case in the US where car pool is a common response to parking strategies. Marsden refers to Shoup’ study about the impressive result from parking cash-out implementation that the percentage of single drivers to work decreased by 17% while the car pool rates rose by 64%. Travellers on transit increased by 50% and 39% were those who rather walk or bike to work (Shoup, 1997). 
A case study by van der Schaaf (2002) of parking restrain took place in Amsterdam where parking policy is heavily implemented in a wide area found that the number of car trips accessing into the historical area has decreased and the level of public transport usage to the city centre rose. Additionally, there is empirical evidence showing that business does not tend to leave the area regarding to such severe strategy.

Parking policy could also encourage greater utilization of the area from, for instance, supply limitation and pricing scheme. The former strategy could bring in a decline in parking occupancy in the restricted area (Bifulco, 1993). The pricing policy, likewise, is likely to produce a higher turnover rate when set to favour the short term parkers. 

In addition, Tanaka and Meyer suggested in their study procedures taken by local authorities to enhance successful parking policy implementation (Tanaka and Meyer, 1981). The procedures are as following; 

1) Identify stakeholders as appropriate who are capable and relevant in parking policy implementation.

2) Create a particular institution dedicated to the development, implementation and operation of the parking approaches. 

3) Thoroughly understand and acknowledge the parking strategy objectives

4) Prepare plans for implementing the parking execution, including contingency strategy to handle any obstacles, such as opposition, against the policy as necessarily

· Negative effects
Still and Simmonds (2000) illustrated attitudes study on a scheme where workers are charged for office parking which was previously free for them. Undoubtedly, a high level of opposition arises. On employers’ side, in the long run if the charging scheme is not well designed and causing difficulty, the firms may decide to relocate their sites to other city where regulation is not as strict.  On the other hand, they also analyze attitudes to parking and retail activities which found that buyers are less sensitive to travel conditions. In other words, those shoppers tend to switch their destination to a more convenience one. This implies that parking restrain could damage attractiveness of the business. 
Marsden (2006) reviewed researches on commuters’ reaction from parking restriction in a city and found that drivers tend to alter parking location by willing to walk further to their destination in trading off with having to pay parking charges. This simply is shifting the density of vehicles as well as congestion to outer area. Marsden also suggested that the regulation be enforced in a wide area to prevent a relocation of such problems. This also matches with Gillen’s work that parking policy might merely relocate congestion within the city (Gillen, 1978). Gillen determined that any different parking policies could also result in redistribution of congestion to elsewhere after all. 

· Unintended effects
Charging or limiting parking spaces for what have previously been free and abundant supplied surely creates major opponents against the policy for higher transport cost, inconvenience and difficulty in parking is perceived. Politicians are reluctant to enact such undermining strategies whose potential positive impacts are to be realized in the long run. The devoted local authority could lose public acceptability and political popularity should the regulations be executed. 

Restraining parking leads to a decrease in parking supply which forces drivers who do not give up their cars to take longer to find one. This even allows higher pollution emission and cost higher opportunity cost of travelers’ time.

Safety issue is another result of parking restrain. McCoy et al (1990) analyzed the types of parking to discover the safest parking form. Referring to former researches, it is found that none provision of on-street parking is safer than having ones. This implies that if parking restrain strategy is implemented, the safety of road users will be more secured and the rate of accident should be decreased to some extent. 

In summary, despite the importance of parking condition in transport decision, effects of parking policies vary according to factors of the implementing areas. To say, for business location decision and employees in the city centre it depends on infrastructures, access to consumer markets and labor supply, taxes, economic based reasons, quality of public transport both in internal and external business zones, etc (Marsden, 2006). On the other hand, uniqueness, availability of comparable competitors of retailers and local differences are to be taken into account when consider retailers’ attractiveness and competitiveness. 

III. Bangkok Traffic and Transportation

3.1 Bangkok: City Profile

Being a country capital for over 200 years, Bangkok is centrally located in the heart of Thailand and recognized as the highest densely populated city in the country. With the area of 1,568 square kilometers, a number of 5,716,248 of registered population (2007) are compacted within the city (The National Statistical Office, 2009). Not only it is where the central government is located, the city is also a centre of education, transportation, commerce, communication, finances, banking and other high technological innovation in Thailand. The Chao Phraya River which is the main and important river for Thais has her route passing through Bangkok and divides the city in to two patches. In addition, a numerous number of canals in Bangkok, especially in old time, are the reason behind the city’s reputation as the “Venice of the East”. Now a day, the canals have been replaced by roads as land transport became more important due to its flexibility. 
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Figure 3.1.1: Location of Bangkok

(Source: http://maps.google.com/, Aug 2009) 

Central Business Districts in Bangkok are not packed into one single area. In fact, there are several CBD in Bangkok, for example, the area around Sukhumvit Rd (from Chid Lom to Thonglor), Silom and Siam Square. Undoubtedly, these areas are facing the same congestion problems particularly during rush hours regarding the existence of several public transports including sky train (BTS) and underground MRT). 
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Figure 3.1.2: Location of CBD and China Town in Bangkok 

(Source: http://maps.google.com/, Aug 2009)
 3.2 BKK Transportation
Land and water transport play a focal role in transportation in Bangkok. Roads are flexible and able to support door to door trips. Travelers have a choice to either to drive own cars or take public transport. It is found that 53% of travelers in Bangkok are using private car while the other 47% are those who travel by public transport (BMA Data Centre, Aug 2009). Moreover, charging express ways is another basic tool to facilitate traffic flow on land transport. To say, drivers are willing to pay for the express toll in order to avoid congestion on free road if the total generalized transportation cost, e.g. times; fuels; fee, is lower than that incurred by using free roads. There are four main types of mass public transportation on land transport which are as following; 

· Bus: Bangkok Mass Transit Authority is responsible in mass transit system in Bangkok and the adjacent cities, e.g. Samutprakarn and Nonthaburi. A total number of bus lines (routes) in Bangkok are 205 lines with over 7,000 buses available in the city (Bangkok Mass Transit Authority, http://www.bmta.co.th, July 2009).

· Suburb Train: There are both intercity and intra-city train operated to serve those who live in the suburb and adjacent provinces but work or study in the inner area of Bangkok. The distance is rather short but service frequency is high particularly during rush hours. 

· Bangkok Mass Transit System (BTS SkyTrain): Two BTS routes, Silom and Sukhumvit lines, are currently operated to facilitate mobility in business, commercial, residential and tourist areas. The BTS does not interrupt road traffic since it runs on the special tracks which were built above and along the roads. 
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Figure 3.2.1: BTS Sky Train 

(Source: http://www.erikawong.net/images/1120553200/bts1.jpg, Aug 2009)
· Mass Rapid Transit (MRT): Bangkok Metro has its approximate length of 20 kilometres. Currently, there is only one MRT line in Bangkok (Hua Lamphong – Bang Sue line) with 18 stations. More routes are planed to be expanded to other areas in the near future. The MRT operates everyday from 6.00 until midnight (http://www.bangkokmetro.co.th, 2009). 
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Figure 3.2.2: Bangkok BTS and MRT map

(Source: http://www.livingbangkok.com, Aug 2009)

Due to limited accessibility, water transport is accounted only 1.3% of Bangkok transportation (BMA Data Centre, Aug 2009). According to Bangkok Metropolitan Administration Data Centre (2009), there are 4 main categories of water transport which are identified as; 

· Water Bus in Chao Phraya River: Operated by single private firm with the distance of 35 kilometres. Service hours are through the period of 05.50-20.20 and the boat schedule can be found in http://www.news.mot.go.th. The waterbus is divided into 3 types according to service frequency. First, an ordinary boat that stops at a total number of 31 piers. Then, an express boat with orange flags stops at 12 piers along the river. The fastest one is the yellow-flag boat that serves only 10 piers. This type of water transit transfers most of waterway passengers in Bangkok. 

· Ferry across the Chao Phraya River: Since Bangkok has divided into two patches, travellers could use one of the 33 ferry piers to cross the river to the other side of the city. 

· Waterbus in canals: At the moment, there are only 2 canals with waterbus which are Saen Saeb canal and Pra Kanong canal, in Thai called Khlong Saen Saeb and Khlong Pra Kanong respectively. 

· Small-Sized Motor Boat: Operated in 20 canals connected with the Chao Phraya River. Statistically, in 2000 there are approximately 16,000 passengers per day. 

3.3 Public Transportation to China Town
Travellers to China town have several other transport modes besides driving own cars. Bus, taxi (car and motorbike), water bus, MRT (metro) are among transport choices. There are ten bus routes passing through China Town originated from several locations in Bangkok, some of them operate 24 hours and some have limited service hours. Motorbike taxi in Bangkok is very convenient and fast. They are very easily noticeable since the law requires them to wear bright orange jacket as shown in the picture below.  
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Figure 3.3.1: Motorbike taxi commonly seen in Bangkok

(Source: www.komchadluek.net, Aug 2009)
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Figure 3.3.2: Public Bus in Bangkok

(Source: www.voicetv.co.th, Aug 2009)

The cost of taking public transport is considered inexpensive in Bangkok. Theoretically, the total travelling cost by public transport should be lower than by private cars. Waterbus and MRT seem to be good means to avoid road congestion but both means are not as flexible as road transport for MRT route is fixed and limited, while waterbus is available only along Chao Phraya River. Therefore, those whose trips to China Town do not involve MRT route or Chao Phraya River tend to find it more convenient to travel on land transit. 
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Figure 3.3.3: Waterbus in Chao Praya River

(Source: www.chaoprayanews.com, Aug 2009)
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Figure 3.3.4 : Bangkok MRT Station

(Source: www.photos-bangkok.com/, Aug 2009)

In order to go to China Town, passengers need to get off at Hualamphong Station for MRT and Ratchawong Express Boat Pier for waterbus. Both means requires further walk for about 5-20 minutes to reach China Town, depends on individual’s specific destination.

3.4 Parking Policies and Traffic Condition in Bangkok China Town

Speaking about transport policy to manage traffic problems in Thailand, few people would mention ‘parking policy’ whereas most attention is paid to stimulation of public transport usage and road infrastructures construction. In Bangkok there are more than one public authorities responsible for parking issues. For instance, Traffic and Transportation Department is in charged of exploring and compiling information regarding traffic and transportation, specifying standards in traffic, transportation, and safety engineering (BMA Data centre, 2009) according to traffic regulations from Land Traffic Act, B.E. 2522 (1979), which again are designed by Legislative Branch of the Parliament. The Thai Traffic Police then enforces the legislation in the end. In addition, parking charges management is under revenue division of Bangkok Metropolitan Administration. It appears that different parking topics are handled by different public parties. This creates difficulty and consumes long time to carry out one parking policy in Bangkok.

· Current parking policy and traffic condition in China Town area

Regarding to Parking regulation in China Town area from Land Traffic Act, B.E. 2522 (1979), it is stated that “On-street parking is not allowed during 6.00-20.00 on Yaowarat Road except on Sunday” (Land Traffic Act, B.E. 2522 (1979)). Apart from the restricted time, only on the far left lane of the road allows vehicle parking for free. However, personal observation found many food stalls on the left lane where it is supposed to be reserved for parking. Those street vendors block parking lots and cause congestion since visitors, especially drivers, tend to temporarily park on the second lane of the road to purchase food from the food stalls. Moreover, pedestrians have to walk on the road next to the passing car causing both unsafety condition and traffic difficulty for drivers. 

Pictures below describe the road condition as mentioned. The circle indicates the food stalls on the left lane while people are walking next to a car. Sadly, these food stalls occupied both on the footpath and some area on the left lane which force pedestrian to walk on the road. 
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Figure 3.4.1 : Food stalls on the left lane blocking parking vehicles and pedestrian

(Source: http://www.oknation.net/blog/chai/2007/10/06/entry-3/comment, Jun 2009)

In addition, Yaowarat Road even suffers more from those who park illegally on the right lane of the road where no parking is allowed at all time. Despite this type of illegal parkers tend to be only for a short period of time, say up to twenty minutes, it also affect traffic flow on the road to some extent. Furthermore, other food stalls can be commonly seen on this side of the road as well. This implies that five lanes on Yaowarat Road are now compressed to three lanes for moving vehicles as seen in the following pictures. 
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Figure 3.4.2: Illegal parking on the right lane 
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Figure 3.4.3: Food stalls on the right lane and footpath (right)
Despite scarcity of parking space along Yaowarat Road, a considerable number of visitors choose to drive to China Town rather than other transport modes. One reason is that there are an abundant number of private parking garages available for parkers in which the price is ranging from twenty baht per hour (forty Euro cents) to a hundred baht per hour (two Euro) depending on location, facility and safety perceived by drivers. For those who drive into the area everyday, for example to work, have a choice of monthly rent for parking. Not only the cost will be lower than hourly rate, but these commuters are guaranteed to have reserved parking spaces as well. 

During day time where no parking along Yaowarat Road is allowed, the traffic condition is worsened since temporary parking for load and unload goods is permitted. In addition, some shop owners place objects on the road in front of their shops to reserve space for their loading activities. Such conditions are shown below in figure 4 and 5. 
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Figure 3.4.4: Commercial cars temporarily park to unload goods
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Figure 3.4.5: Chairs and cart are placed to reserve parking space for private activities
Besides the abovementioned traffic blockages, the records shows that over seventy thousand vehicles, including motorcycles; private cars; commercial cars; bus and taxi, driving to and through Yaowarat Roads during 7.00-19.00 each day in 2002 (Policy and Planning Division, Traffic and Transportation Department 2006). Unfortunately, the most updated data available up until year 2002. It is believed that such amount has been increased for the past few years. Undoubtedly, the high compactness of vehicles directly affects traffic flow on the road. In 2007, the average vehicles speed on Yaowarat during rush hour in the morning (7.00-9.00) and the evening (16.00-18.00) are 18.86 and 14.57 kilometres per hour respectively (Traffic and Transportation Department, 2006).  
In summary, alternative means of transport to China Town are available in various forms apart from private car. Travelers can decide their choice based on preferences. If they expect that driving to China Town becomes more difficult after the parking policy implementation, these public transits are to support those who are willing to give up their cars. Eventually it is hoped to reduce number of vehicles, and other negative externalities, in the area. 
IV Data Collection

4.1 Research Method

This research applies the quantitative rather than qualitative method. Dudwick et al (2006) defined quantitative methods as ‘…Quantitative methods characteristically refer to standardized questionnaires that are administered to individuals or households, which are identified through various forms of sampling (usually random sampling)…’ Quantitative data represents data in numeric form and uses the statistical operations to investigate the properties of data.  They are the valuable tool to investigate the pattern of data (Bernard, 2000) and discover relationships among incidents and to be able to explain, predict, and possibly control the occurrence. The simple entity to divide data into separate categories that later can be compared with each other is a nominal level (Walliman and Baiche, 2001).  

In this study, therefore, the status structure will be sorted in nominal level such as characteristics and travelling behaviors of road users as well as their reasons for coming to China Town. Furthermore,, a 5 point Likert-type scale will be used to measure the degree  response to the proposed parking policy, namely parking pricing on Yaowarat Road.
4.2 Data Collection
· Primary Data
Primary data in this research is obtained from a questionnaire from face-to-face interview with private car commuters into Yaowarat Road. It plays as a focal source of the finding since this research is to explore drivers behavior effect on the introduction of hourly parking fee in the area.

· Secondary Data
The theoretical framework of this study is based on the review of literature on parking policy, scientific papers as well as announcement about former and current parking policy in Thailand. Not only objectives of parking policy were identified, but also the role and importance of the policy for both transport and urban aspects were examined how parking strategies add value and contribute to urban and transport management. Additionally, I exemplified types of parking policy as well as its impacts obtained from the literatures. Unfortunately, there were a scarce number of studies about parking policy which makes it a great challenge in this research. 

4.3 Method of Sampling 

The selected respondents of this research are only those who drive into China Town area. The sample then will be divided into two groups. The first respondents are those whom we interview in the morning shift (7am – 1pm), while the second group is interviewees we obtained from the evening shift (4pm – 10pm). This is because the respondents’ reasons for coming to China Town tend to diverse according to what time they travel to the area. For example, visitors in the evening more likely come for recreational reasons than those who come in the morning. Note that residential parking will be left out of the study since currently the resident in the area are paying for their parking spots in private garages on monthly basis. Unfortunately, with over five millions population in Bangkok and time limitation, a number of questionnaire interviews will be those obtained from the face-to-face interview during one whole week on Yaowarat Road in which 321 respondents were obtained and considered statistically relevant.  
4.4 Data Analysis
The questionnaire contains three main parts. First, mobility behavior is designed to examine respondent’s pattern and reasons for coming to China Town. It also includes time and money costs spent in the area to categorize respondents into groups for next step analysis. Notwithstanding the questionnaire divided two shifts during survey, the time period will not account in analysis since it is meant to cover all possible respondents as mentioned in the previous section. Therefore, responses in both morning and evening shift will be combined and not analyzed separately. The second part applies the Likert-type scale to investigate responses to the proposed parking policy and see the average level of agreement on the strategy. It also to see if the respondents tend to change their destination or transport mode should the strategy is implemented. Lastly, the respondent’s background is asked to analyze their characteristics and see if different background has any potential influence on the response in part two. 

To conclude, it is hoped that the questionnaire should be able to explore drivers behaviour and attitudinal response to parking pricing on Yaowarat Road. And the finding will be an empirical evidence for policy maker in considering parking policy as an alternative tool to carry out traffic problems in the area. 
V Data Analysis

This chapter is to present data obtained from the survey. Participant’s profile and data generated from SPSS will be included in this part. The analysis is to examine drivers’ response to the hourly parking fee regulation along Yaowarat Road. The questionnaire focuses on only drivers to China Town (whether on the day of survey he drives or not). Therefore, they are the sample group of this research which the total size is 321 respondents. 

Three main parts are divided in this chapter. The first part of this chapter will show percentage of mobility behaviour of each variable. Secondly, responses in percentage to the proposed regulation are investigated. Afterwards, means of the responses will be calculated and used as another tool to examine the reaction of the road users for the reason that a number of sample in each respondents behavior group is fairly varied, using means to give a score range to each variables is hoped to provide a better accurate result. As mentioned earlier, there will be no separation between participants in the morning and evening shift for it is only a matter of sample size coverage. 

5.1 Respondents’ Mobility Behavior

Table 5.1.1: When you come to China Town, do you usually drive or not?

	
	Frequency
	Valid Percent

	Valid
	No
	221
	68.8

	
	Yes
	100
	31.2

	
	Total
	321
	100.0


The table above divides respondents into two groups. The first group’s answer is “No” showing that members of this group occasionally use private car for their trips to China Town. On the other hand, the “Yes” answer belongs to those who drive own cars every trip they make to China Town. The survey reveals that the majority of respondent is occasional drivers. It is noted here that the word “usually” in the question means that drivers drive to China Town every time they go there. 

Table 5.1.2: How often do you normally come to China Town?

	
	Frequency
	Valid Percent

	Valid
	Everyday
	62
	19.3

	 
	At least once a week
	58
	18.1

	 
	At least once every two weeks
	37
	11.5

	 
	Once a month on average
	164
	51.1

	 
	Total
	321
	100.0


Frequency of a trip made to China Town are asked and found that most of respondents visit China Town roughly once a month. However, 19% of the total which ranks the second place is those who go to China Town everyday. 

Table 5.1.3: How long do you usually park in China Town?

	 
	Frequency
	Valid Percent

	Valid
	< 1 hour
	69
	21.5

	 
	1-3 hours
	185
	57.6

	 
	3-5 hours
	26
	8.1

	 
	more than 5 hours
	41
	12.8

	 
	Total
	321
	100.0


Table 5.1.3 shows that almost 80% of the response is short time parkers which the parking length is up to three hours. This could lead to an extreme result since the number of response in each group differs significantly. 

Table 5.1.4 4: How much do you usually pay for parking fee when you visit China Town?

	 
	Frequency
	Valid Percent

	Valid
	0 baht
	66
	20.6

	 
	20-35 baht
	82
	25.5

	 
	36-50 baht
	82
	25.5

	 
	50 baht and above
	91
	28.3

	 
	Total
	321
	100.0


From table 5.1.4, the % of parking expense is not literally different, most of which incurred parking cost at 50 baht and above when they visit China Town area.  

Table 5.1.5: How long does it take to find a parking spot in China Town area?

	 
	Frequency
	Valid Percent

	Valid
	Less than 5 mins
	88
	27.5

	 
	5-10 mins
	90
	28.1

	 
	11-15 mins
	54
	16.9

	 
	15 mins or longer
	88
	27.5

	 
	Total
	320
	100.0

	Missing
	System
	1
	

	Total
	321
	


Over a half of the respondents are able to find a parking spot within ten minutes. This could due to the result of abundant private parking garages in China Town area. However, during peak time, it could become more difficult and take longer to find one. 

Table 5.1.6: How long does it take to walk from your parking spot to your destination in China Town area?

	 
	Frequency
	Valid Percent

	Valid
	Less than 5 mins
	112
	34.9

	 
	5-10 mins
	137
	42.7

	 
	11-15 mins
	39
	12.1

	 
	15 mins or longer
	33
	10.3

	 
	Total
	321
	100.0


Same as the previous result, parkers seems to be able to park near their destination for almost 80% could walk within 10 minutes from parking place to destination. Again, it is assumable that because of the rich parking supply in the area. 

Table 5.1.7: Reasons for Coming to China Town
	 
	Frequency
	Valid Percent

	Valid
	Shopping
	83
	25.9

	 
	Recreational activities
	156
	48.6

	 
	Work
	52
	16.2

	 
	Work related activities
	30
	9.3

	 
	Total
	321
	100.0


As expected, the majority of survey participants come to China Town for recreational activities. In the questionnaire, ‘recreational activities’ refers to leisure, sightseeing, and dining. On the other hand, ‘work’ and ‘work related activities’ in total account for only one-fourth of the response. It is quite surprising since, respectively 62.9 % and 12.9 % of the last two groups come to China Town everyday (see appendix). 

Besides the above tables, crosstabulation is also analysed to see the relationship between variables, namely mobility behaviours. The interesting results are shown as below.

Table 5.1.8: Regular drivers to China Town * Frequency Crosstabulation
	 
	Frequency
	Total

	 
	Everyday
	At least once a week
	At least once every two weeks
	Once a month on average
	 

	Regular driver or not
	No
	Count
	49
	44
	33
	95
	221

	 
	 
	% within Drive
	22.2%
	19.9%
	14.9%
	43.0%
	100.0%

	 
	 
	% within Frequency
	79.0%
	75.9%
	89.2%
	57.9%
	68.8%

	 
	Yes
	Count
	13
	14
	4
	69
	100

	 
	 
	% within Drive
	13.0%
	14.0%
	4.0%
	69.0%
	100.0%

	 
	 
	% within Frequency
	21.0%
	24.1%
	10.8%
	42.1%
	31.2%

	Total
	Count
	62
	58
	37
	164
	321

	 
	% within Drive
	19.3%
	18.1%
	11.5%
	51.1%
	100.0%

	 
	% within Frequency
	100.0%
	100.0%
	100.0%
	100.0%
	100.0%


The crosstabulation result for occasional drivers and frequency of trip made to China Town is scattered. Majority of both occasional and regular drivers visit China Town once a month on average. More interestingly, only 21% of those who come everyday are regular drivers to China Town. In other words, this small group drives to China Town everyday and left 79% of the respondents as occasional drivers.   

Table 5.1.9: Parking duration and whether or not a regular driver to China Town 
	 
	Parking duration
	Total

	 
	< 1 hour
	1-3 hours
	3-5 hours
	more than 5 hours
	 

	Regular driver or not
	No
	Count
	46
	126
	19
	30
	221

	 
	 
	% within Drive
	20.8%
	57.0%
	8.6%
	13.6%
	100.0%

	 
	 
	% within Parking_duration
	66.7%
	68.1%
	73.1%
	73.2%
	68.8%

	 
	Yes
	Count
	23
	59
	7
	11
	100

	 
	 
	% within Drive
	23.0%
	59.0%
	7.0%
	11.0%
	100.0%

	 
	 
	% within Parking_duration
	33.3%
	31.9%
	26.9%
	26.8%
	31.2%

	Total
	Count
	69
	185
	26
	41
	321

	 
	% within Drive
	21.5%
	57.6%
	8.1%
	12.8%
	100.0%

	 
	% within Parking_duration
	100.0%
	100.0%
	100.0%
	100.0%
	100.0%


From table 5.1.9, the majority of both regular and occasional drivers park up to 3 hours during their visit. On the other hand, only 26.8% of drivers that park longer than 5 hours whose reason for coming is assumed to come for work are regular drivers who drive every time to China Town.  

Table 5.1.10: Parking duration and reasons of coming to China Town
	
	Reasons
	Total

	 
	Shopping
	Recreational activities
	Work
	Work related activities
	 

	Parking duration
	< 1 hour
	Count
	16
	40
	6
	7
	69

	 
	 
	% within Parking duration
	23.2%
	58.0%
	8.7%
	10.1%
	100.0%

	 
	 
	% within Reasons
	19.3%
	25.6%
	11.5%
	23.3%
	21.5%

	 
	1-3 hours
	Count
	54
	102
	13
	16
	185

	 
	 
	% within Parking duration
	29.2%
	55.1%
	7.0%
	8.6%
	100.0%

	 
	 
	% within Reasons
	65.1%
	65.4%
	25.0%
	53.3%
	57.6%

	 
	3-5 hours
	Count
	8
	9
	5
	4
	26

	 
	 
	% within Parking duration
	30.8%
	34.6%
	19.2%
	15.4%
	100.0%

	 
	 
	% within Reasons
	9.6%
	5.8%
	9.6%
	13.3%
	8.1%

	 
	more than 5 hours
	Count
	5
	5
	28
	3
	41

	 
	 
	% within Parking duration
	12.2%
	12.2%
	68.3%
	7.3%
	100.0%

	 
	 
	% within Reasons
	6.0%
	3.2%
	53.8%
	10.0%
	12.8%

	Total
	Count
	83
	156
	52
	30
	321

	 
	% within Parking duration
	25.9%
	48.6%
	16.2%
	9.3%
	100.0%

	 
	% within Reasons
	100.0%
	100.0%
	100.0%
	100.0%
	100.0%


The crosstabulation result between parking duration and reason for coming to China Town is found as expected. Respondents who come for shopping, recreational and work related activities mostly spend 1-3 hours while workers in China Town park longer than 5 hours. Moreover, over a half of short time parkers (up to 3 hours) visit China Town for recreational reason. 

Table 5.1.11: Reasons * Parking_Expense Crosstabulation
	 
	Reasons
	Total

	 
	Shopping
	Recreational activities
	Work
	Work related activities
	 

	Parking_Expense
	0 baht
	Count
	8
	39
	18
	1
	66

	 
	 
	% within Parking_Expense
	12.1%
	59.1%
	27.3%
	1.5%
	100.0%

	 
	 
	% within Reasons
	9.6%
	25.0%
	34.6%
	3.3%
	20.6%

	 
	20-35 baht
	Count
	22
	38
	15
	7
	82

	 
	 
	% within Parking_Expense
	26.8%
	46.3%
	18.3%
	8.5%
	100.0%

	 
	 
	% within Reasons
	26.5%
	24.4%
	28.8%
	23.3%
	25.5%

	 
	36-50 baht
	Count
	20
	47
	7
	8
	82

	 
	 
	% within Parking_Expense
	24.4%
	57.3%
	8.5%
	9.8%
	100.0%

	 
	 
	% within Reasons
	24.1%
	30.1%
	13.5%
	26.7%
	25.5%

	 
	50 baht and above
	Count
	33
	32
	12
	14
	91

	 
	 
	% within Parking_Expense
	36.3%
	35.2%
	13.2%
	15.4%
	100.0%

	 
	 
	% within Reasons
	39.8%
	20.5%
	23.1%
	46.7%
	28.3%

	Total
	Count
	83
	156
	52
	30
	321

	 
	% within Parking_Expense
	25.9%
	48.6%
	16.2%
	9.3%
	100.0%

	 
	% within Reasons
	100.0%
	100.0%
	100.0%
	100.0%
	100.0%


Table 5.1.11 shows that majority of workers in China Town do not pay for parking. This could due to the fact that employers provide parking space for workers or a large number of respondents in this group are occasional drivers. While most shopping and work related visitors incur parking expense of 50 baht and above, recreational parkers have parking expense somewhere between 36-50 baht. Consequently, the result from the tables also shows that shoppers and recreational drivers seem to be willing to pay more than workers.

Table 5.1.12: Find_parking_spot * Parking_Expense Crosstabulation
	 
	Find_parking_spot
	Total

	 
	Less than 5 mins
	5-10 mins
	11-15 mins
	15 mins or longer
	 

	Parking Expense
	0 baht
	Count
	27
	23
	8
	8
	66

	 
	 
	% within Parking_Expense
	40.9%
	34.8%
	12.1%
	12.1%
	100.0%

	 
	 
	% within Find_parking_spot
	30.7%
	25.6%
	14.8%
	9.1%
	20.6%

	 
	20-35 baht
	Count
	27
	22
	12
	21
	82

	 
	 
	% within Parking_Expense
	32.9%
	26.8%
	14.6%
	25.6%
	100.0%

	 
	 
	% within Find_parking_spot
	30.7%
	24.4%
	22.2%
	23.9%
	25.6%

	 
	36-50 baht
	Count
	10
	28
	18
	26
	82

	 
	 
	% within Parking_Expense
	12.2%
	34.1%
	22.0%
	31.7%
	100.0%

	 
	 
	% within Find_parking_spot
	11.4%
	31.1%
	33.3%
	29.5%
	25.6%

	 
	50 baht and above
	Count
	24
	17
	16
	33
	90

	 
	 
	% within Parking_Expense
	26.7%
	18.9%
	17.8%
	36.7%
	100.0%

	 
	 
	% within Find_parking_spot
	27.3%
	18.9%
	29.6%
	37.5%
	28.1%

	Total
	Count
	88
	90
	54
	88
	320

	 
	% within Parking_Expense
	27.5%
	28.1%
	16.9%
	27.5%
	100.0%

	 
	% within Find_parking_spot
	100.0%
	100.0%
	100.0%
	100.0%
	100.0%


The result is found logically that 40.9% of respondents are able to find a parking space for free within 5 minutes and the longer the searching time, the least percentage of parkers with zero parking fees. This group of response could be those commercial vehicles that park temporarily to load or unload goods during day time or drivers who park along the left lane of Yaowarat Rd. from 18.00-06.00 at night. In addition, parkers whose parking expense are 50 baht and above tend to take longer time to find a parking place (37.5%). Probably it is because after a while of searching for free parking, they give up and decide to go to the private garage. However, both parking expense and searching time for parking space depend on purpose of the trip, duration of stay and drivers’ opportunity cost of time as well.

Table 5.1.13: Walk_from_parking and Parking_Expense Crosstabulation
	 
	Walk_from_parking
	Total

	 
	Less than 5 mins
	5-10 mins
	11-15 mins
	15 mins or longer
	 

	Parking_Expense
	0 baht
	Count
	35
	24
	3
	4
	66

	 
	 
	% within Parking_Expense
	53.0%
	36.4%
	4.5%
	6.1%
	100.0%

	 
	 
	% within Walk_from_parking
	31.3%
	17.5%
	7.7%
	12.1%
	20.6%

	 
	20-35 baht
	Count
	33
	32
	9
	8
	82

	 
	 
	% within Parking_Expense
	40.2%
	39.0%
	11.0%
	9.8%
	100.0%

	 
	 
	% within Walk_from_parking
	29.5%
	23.4%
	23.1%
	24.2%
	25.5%

	 
	36-50 baht
	Count
	18
	45
	13
	6
	82

	 
	 
	% within Parking_Expense
	22.0%
	54.9%
	15.9%
	7.3%
	100.0%

	 
	 
	% within Walk_from_parking
	16.1%
	32.8%
	33.3%
	18.2%
	25.5%

	 
	50 baht and above
	Count
	26
	36
	14
	15
	91

	 
	 
	% within Parking_Expense
	28.6%
	39.6%
	15.4%
	16.5%
	100.0%

	 
	 
	% within Walk_from_parking
	23.2%
	26.3%
	35.9%
	45.5%
	28.3%

	Total
	Count
	112
	137
	39
	33
	321

	 
	% within Parking_Expense
	34.9%
	42.7%
	12.1%
	10.3%
	100.0%

	 
	% within Walk_from_parking
	100.0%
	100.0%
	100.0%
	100.0%
	100.0%


The similar result is found in table 5.1.13 as in table 5.1.12. The majority of the drivers are able to park near their destination with zero parking fees in less than 5 minutes walking distance (53%). The percentage of respondents whose parking cost is none reduced as the walking time becomes longer. Again, purpose of visit and duration of time spent in China Town should be taken into account when analysed these variables. 

5.2 Responses to hourly parking fee on Yaowarat Road (5- point Likert-type scale)

This section of the questionnaire requires respondents to rate level of agreement to statements related to the parking policy. The scale is ranged from 1 to 5 in which represent for strongly disagree to strongly agree respectively. 

Table 5.2.1: parking along Yaowarat Road should be allowed and hourly parking fee applied

	 
	Frequency
	Valid Percent

	Valid
	Strongly disagree
	118
	36.8

	 
	Disagree
	44
	13.7

	 
	Neutral
	39
	12.1

	 
	Agree
	42
	13.1

	 
	Strongly Agree
	78
	24.3

	 
	Total
	321
	100.0


As shown in table 5.2.1, the initial attitude of parkers tend to oppose for perceive that the hourly parking fee on Yaowarat Road would create more congestion. The table 5.2.1 shows that 36.8% strongly disagree on such regulation. This type of parking regulation is designed in favour of short term parkers (up to 3 hours parking duration). However, a crosstab analysis shows that 54.2 % of those who answer ‘strongly disagree’ to the regulation park 1-3 hours or in a group of short term parker. It is noted that a number of parkers who park 1-3 hours in each visit is accounted for 57.6% of the total respondents (see appendix). Still, the percentage as high as almost 40% agree to regulation. This could due to the fact that parking expense usually is already paid. It indicates that the regulation would not affect much in parking spending but parking supply.
Table 5.2.2: The new parking regulation will make your trip to China Town more convenient
	
	Frequency
	Valid Percent

	Valid
	Strongly disagree
	110
	34.3

	
	Disagree
	43
	13.4

	
	Neutral
	48
	15.0

	
	Agree
	59
	18.4

	
	Strongly Agree
	61
	19.0

	
	Total
	321
	100.0


The parking pricing regulation does not perceive to improve the accessibility of the area. As shown in the table 5.2.2 that 34.3% is strongly disagree while 13.4, 15, 18.4 and 19 % disagree, neutral, agree and strongly agree respectively with the statement that the parking policy would help to improve accessibility to China Town area. 

Table 5.2.3: If the new regulation is implemented, you will switch to other public transport mode, such as bus, taxi or car pool

	
	Frequency
	Valid Percent

	Valid
	Strongly disagree
	147
	45.9

	
	Disagree
	37
	11.6

	
	Neutral
	63
	19.7

	
	Agree
	27
	8.4

	
	Strongly Agree
	46
	14.4

	
	Total
	320
	100.0

	Missing
	System
	1
	

	Total
	321
	


Notwithstanding opposition attitudes toward the parking regulation and expectation to have more difficulty in driving to China Town, more than a half of the survey respondents strongly disagree to change their transport mode, leaving 8.4 % and 14.3 % agree and strongly agree to switch transport mean while 19.6 % is somewhat indifferent. 

Table 5.2.4: The new regulation lessens the place attractiveness and influence to go elsewhere
	 
	Frequency
	Valid Percent

	Valid
	Strongly disagree
	156
	48.6

	 
	Disagree
	42
	13.1

	 
	Neutral
	52
	16.2

	 
	Agree
	35
	10.9

	 
	Strongly Agree
	36
	11.2

	 
	Total
	321
	100.0


The result from table 5.2.4 obtained from the question asking respondents whether they will change destination if the parking regulation is being implemented. This question is to see if the attractiveness of the area will be undermined by the hourly parking fee on Yaowarat Road. The tables show that even though 11.2 and 10.9 % strongly agree and agree respectively to alter their destination, a high percentage of visitors found the place unique and were not to change their destination, showing that the parking policy do not matter to the decision whether to come to China Town.
Table 5.2.5: Avoid using Yaowarat Road as a passing road to other destinations
	 
	Frequency
	Valid Percent

	Valid
	Strongly disagree
	68
	21.3

	 
	Disagree
	30
	9.4

	 
	Neutral
	49
	15.3

	 
	Agree
	46
	14.4

	 
	Strongly Agree
	127
	39.7

	 
	Total
	320
	100.0

	Missing
	System
	1
	

	Total
	321
	


39.6 plus 14.3 % of respondents tends to avoid Yaowarat Road in case of driving through to other destinations. On the other hand, 21.2 % and 9.3 % do not tend to change their routes while remained 15.3 % of the respondents said indifferent. This implies that a number of cars passing through Yaowarat Road is expected to decline due to the implementation of parking regulation. This should clear the road from congestion to some extent.

Table 5.2.6: The new parking regulation will facilitate and have positive effect to parking in China Town

	 
	Frequency
	Valid Percent

	Valid
	Strongly disagree
	73
	22.8

	 
	Disagree
	42
	13.1

	 
	Neutral
	57
	17.8

	 
	Agree
	57
	17.8

	 
	Strongly Agree
	91
	28.4

	 
	Total
	320
	100.0

	Missing
	System
	1
	

	Total
	321
	


The questionnaire also asked if the parking regulation will make it easier to find a parking spot in China Town area. The table 4.2.6 reveals that 28.3, 17.8, 17.8, 13.1 and 22.8 % of the respondents strongly agree, agree neutral, disagree and strongly disagree respective with the statement. 

Table 5.2.7: You will park illegally if you need to park only for a few minutes

	 
	Frequency
	Valid Percent

	Valid
	Strongly disagree
	167
	52.0

	 
	Disagree
	22
	6.9

	 
	Neutral
	36
	11.2

	 
	Agree
	33
	10.3

	 
	Strongly Agree
	63
	19.6

	 
	Total
	321
	100.0


Table 5.2.7 shows responses to willingness to park illegally. The percentage as high as 52 and 6.9% stated to strongly disagree and disagree to park illegally while 19.6 and 10.3 said they are strongly agree and agree to do so. The rest of the responses show indifference on the question accordingly. Since illegal parking can be seen in Yaowarat Road, it is assumed that drivers are irrational and the result could be biased in this case.
Table 5.2.8: The new parking regulation will help manage traffic flow and parking in China Town area

	 
	Frequency
	Valid Percent

	Valid
	Strongly disagree
	131
	40.8

	 
	Disagree
	48
	15.0

	 
	Neutral
	50
	15.6

	 
	Agree
	39
	12.1

	 
	Strongly Agree
	53
	16.5

	 
	Total
	321
	100.0


40.8% strongly disagree on the statement that the parking regulation will help manage traffic flow and parking orderliness in China Town area, leaving to 16.5, 12.1, and 15.6% are strongly agree, agree and neutral to the statement that the parking regulation would organize traffic flow and parking orderliness in the China Town. 

Table 5.2.9: What in your opinion should be a ‘reasonable’ hourly parking fee along the Yaowarat Road?

	 
	Frequency
	Valid Percent

	Valid
	15 Baht per hour
	141
	44.1

	 
	20 Baht per hour
	114
	35.6

	 
	25 baht per hour
	13
	4.1

	 
	30 baht per hour
	52
	16.3

	 
	Total
	320
	100.0

	Missing
	System
	1
	

	Total
	321
	


The questionnaire in addition asked what the reasonable parking fee should be if the parking regulation is to be implemented. Not surprisingly, people do not want a high burden of parking price. Most of them opted for the lowest one. However, it is noted that the highest parking rate is not the least desired one. 16.2 % chose to have 30 baht per hour as a reasonable fee for they think that higher price would weaken demand for parking space in the area. Moreover, the parking price in private garages per hour currently ranges from 20-100 baht per hour. This implies that the on-street parking fee is expected to be lower than those private providers since the space belongs and operated by government authority. 
5.3 Means of the response to the hourly parking fee regulation

This section will calculate means to determine statistically finding from the 5- point Likert-type scale responses. The reason is that a number of respondents in each type of mobility group is substantial diverse. Finding a mean of the answers hopefully will provide a trend of the answers in general and clearer picture.

First, five types of scores are divided into five different scales which are as following;  



Strongly Agree
= 5 scores



Agree

            = 4 scores



Neutral


= 3 scores



Disagree

= 2 scores



Strongly Disagree
= 1 score

The next step is to calculate means of the answers with respective to frequency of trips made to China Town. Intervals are defined with a range of 0.80 since there are four ranges of data and five score types. Such intervals are as following; 



     Mean 


              Meaning


            4.21 - 5.00
 
  strongly agree with the statement in the question



3.41 - 4.20

  agree with the statement in the question



2.61 - 3.40

  neutral with the statement in the question



1.81 - 2.60

  disagree with the statement in the question




1.00 - 1.80

  strongly disagree with the statement in the 






  question 

The reason why each interval has a range of 0.80 (4/5 =0.80) is because there are five types with 4 ranges of data. 
Table 5.3.1 Means of each response per frequency of trips made to China Town
	 
	N
	Mean
	Std. Deviation
	Std. Error
	95% Confidence Interval for Mean
	Minimum
	Maximum

	 
	
	
	
	
	Lower Bound
	Upper Bound
	
	

	Hourly Parking Fee Regulation
	Everyday
	62
	2.52
	1.715
	.218
	2.08
	2.95
	1
	5

	 
	At least once a week
	58
	3.00
	1.686
	.221
	2.56
	3.44
	1
	5

	 
	At least once every two weeks
	37
	2.92
	1.770
	.291
	2.33
	3.51
	1
	5

	 
	Once a month on average
	164
	2.70
	1.540
	.120
	2.46
	2.94
	1
	5

	 
	Total
	321
	2.74
	1.629
	.091
	2.57
	2.92
	1
	5

	Facilitate Trip to China Town
	Everyday
	62
	2.40
	1.693
	.215
	1.97
	2.83
	1
	5

	 
	At least once a week
	58
	3.19
	1.527
	.201
	2.79
	3.59
	1
	5

	 
	At least once every two weeks
	37
	2.81
	1.613
	.265
	2.27
	3.35
	1
	5

	 
	Once a month on average
	164
	2.70
	1.453
	.113
	2.48
	2.93
	1
	5

	 
	Total
	321
	2.74
	1.546
	.086
	2.57
	2.91
	1
	5

	Improve parking convenience in Chinatown
	Everyday
	62
	2.92
	1.768
	.224
	2.47
	3.37
	1
	5

	 
	At least once a week
	58
	3.36
	1.471
	.193
	2.98
	3.75
	1
	5

	 
	At least once every two weeks
	37
	3.38
	1.639
	.269
	2.83
	3.92
	1
	5

	 
	Once a month on average
	163
	3.13
	1.424
	.112
	2.91
	3.35
	1
	5

	 
	Total
	320
	3.16
	1.530
	.086
	2.99
	3.33
	1
	5

	Tend to Change Transport Modes
	Everyday
	62
	2.24
	1.586
	.201
	1.84
	2.64
	1
	5

	 
	At least once a week
	58
	2.16
	1.519
	.200
	1.76
	2.55
	1
	5

	 
	At least once every two weeks
	37
	1.97
	1.280
	.210
	1.55
	2.40
	1
	5

	 
	Once a month on average
	163
	2.52
	1.446
	.113
	2.30
	2.75
	1
	5

	 
	Total
	320
	2.34
	1.477
	.083
	2.18
	2.50
	1
	5

	Willing to Park illegally
	Everyday
	62
	2.53
	1.808
	.230
	2.07
	2.99
	1
	5

	 
	At least once a week
	58
	2.29
	1.654
	.217
	1.86
	2.73
	1
	5

	 
	At least once every two weeks
	37
	2.46
	1.626
	.267
	1.92
	3.00
	1
	5

	 
	Once a month on average
	164
	2.35
	1.569
	.123
	2.11
	2.59
	1
	5

	 
	Total
	321
	2.39
	1.634
	.091
	2.21
	2.57
	1
	5

	Reduce attractiveness of China Town
	Everyday
	62
	2.53
	1.762
	.224
	2.08
	2.98
	1
	5

	 
	At least once a week
	58
	1.84
	1.309
	.172
	1.50
	2.19
	1
	5

	 
	At least once every two weeks
	37
	2.41
	1.518
	.250
	1.90
	2.91
	1
	5

	 
	Once a month on 
average
	164
	2.21
	1.286
	.100
	2.02
	2.41
	1
	5

	 
	Total
	321
	2.23
	1.431
	.080
	2.07
	2.39
	1
	5

	Enhance Traffic Flow and parking in China Town
	Everyday
	62
	2.31
	1.675
	.213
	1.88
	2.73
	1
	5

	 
	At least once a week
	58
	2.64
	1.586
	.208
	2.22
	3.05
	1
	5

	 
	At least once every two weeks
	37
	2.54
	1.556
	.256
	2.02
	3.06
	1
	5

	 
	Once a month on average
	164
	2.49
	1.429
	.112
	2.27
	2.71
	1
	5

	 
	Total
	321
	2.49
	1.519
	.085
	2.32
	2.65
	1
	5

	Change Routes to Avoid Yaowarat Road
	Everyday
	62
	3.18
	1.797
	.228
	2.72
	3.63
	1
	5

	 
	At least once a week
	58
	3.34
	1.628
	.214
	2.92
	3.77
	1
	5

	 
	At least once every two weeks
	37
	3.32
	1.600
	.263
	2.79
	3.86
	1
	5

	 
	Once a month on average
	163
	3.56
	1.474
	.115
	3.33
	3.79
	1
	5

	 
	Total
	320
	3.42
	1.584
	.089
	3.24
	3.59
	1
	5


From table 5.3.1, it shows that most variable means are either neutral or disagree to the statement about hourly parking fee regulation. For example, respondents who come to China Town everyday gave the lowest score, 2.52, to the parking regulation among other variables in the group. This group of sample also yields a lower than a total means (2.40) when asked if the parking regulation would facilitate trips to China Town. As the questionnaire moves on to ask if parking convenience in the area would be improved due to the regulation, every group is neutral to the statement. Nevertheless, those who visit China Town at least once a week and once every two weeks tend to have higher level of agreement. Furthermore, every group insists on using private car as a transport mean to China Town which can be seen from the result (2.24, 2.16, 1.97 and 2.52 for each group in the table) that all group disagree to change their transport modes should the parking is allowed on the Yaowarat Road. Ironically, the means show that no matter how frequent the respondents visit China Town, they are not willing to park illegally on Yaowarat Road. In reality, illegal parking could normally be seen along the road. 
The hourly parking fee regulation is unlikely to damage the place attractiveness. The means shows that no group tends to change their destination if the regulation is implemented. It is noticed that those who go to China Town at least once a week have a lowest tendency to change destination. A further crosstabs analysis was run and found that the majority of this group goes to Yaowarat for shopping and recreational activities (see appendix). This is due to the reason that the place is unique and rich with cultural characteristics which is difficult to imitate. The questionnaire continues to ask if they agree that parking regulation will help to enhance traffic flow and parking condition in China Town. Every group’s mean is not significantly different which said to disagree with the said statement. Last but definitely not least, in case China Town is not main destination and Yaowarat Road is a passing way to other ends, respondents who use the road everyday, once a week and once every two week are neutral to change their routes, while the mean of those with less frequency (3.56) agree to avoid using Yaowarat as a passing way due to expectation of increasing congestion level. 
VI Conclusion and Policy Recommendation

6.1 Conclusion

Parking policy is not something new in Thailand. But the strategy used to handle traffic and urban development in a dynamic approach is unfortunately not yet common, unlike European countries or the United States of America where parking policy is considered an essential instrument and ranked as one of the prior topics in both issues. Moreover, parking policy and management in Bangkok are handled by different departments. As such, this makes it difficult and time consuming to carry out the policy implementation or amendment in order to improve the local development. 

This research is hoped to provide both knowledge about parking policy and the drivers’ responses to the regulation that allows parking along Yaowarat Road with hourly parking fee applied. It is also aimed to raise awareness of parking policy as an alternative key to manage traffic problems in Thailand. Such objectives were achieved through a survey with face to face interview in China Town area. Why China Town? The reason is China Town, or in Thai called Yaowarat, is rich with activities beginning from early morning until midnight. The one-way main road is so called Yaowarat Road passing though the heart of the area. From personal experiences, Yaowarat Road, despite its uniqueness and outstanding features, could be improved to enhance a better environment whilst its attractiveness remained unchanged. 

Again, the research questions are
1. What is the actual travel behaviour of drivers in Yaowarat Road? 
2. What are the effects of the introduction of hourly parking fee along Yaowarat Road on drivers?
In order to answer to the research question, drivers’ actual behaviour and responses to the proposed regulation were investigated and the questionnaires were analysed using SPSS program in previous chapter. The 5- point Likert-type scale is applied and the mean scores were obtained from One-Way ANOVA test. Questions in the first part aim to examine drivers’ behaviours in Yaowarat Roads. Then, in the second part, the questionnaire required respondents to rank level of agreement to the statement in each question. The scales 1 to 5 represent strongly disagree, disagree, neutral, agree and strongly agree respectively. In general, the survey respondents tend to oppose the hourly fee parking regulation for they perceived and expected more complicated and worse traffic condition in the area. The results are briefly summarized as following; 

RQ 1: What is the actual behaviour of drivers in Yaowarat Road?
Table 6.1.1: Summary of survey results: Majority of respondents’ behaviours
	Questions
	Answers
	Valid Percentage

	When you come to China Town, do you usually drive or not?
	No
	68.8

	How often do you normally come to China Town? 
	Once a month on average
	51.1

	How long do you usually park in China Town?
	1-3 hours
	57.6

	How much do you usually pay for parking fee when you visit China Town?
	50 baht and above
	28.3

	How long does it take to find a parking spot in China Town area?
	5-10 mins
	28.1

	How long does it take to walk from your parking spot to your destination in China Town area?
	5-10 mins
	42.7

	What are your reasons for Coming to China Town?
	Recreational activities
	48.6


RQ2: What are the effects of the introduction of hourly parking fee along Yaowarat Road on drivers? 
Table 6.1.2: Summary of survey results: Scale means of responses to the proposed regulation 

	Statement
	Result

	Parking along Yaowarat Road should be allowed and hourly parking fee applied
	Neutral

	The new parking regulation will make your trip to China Town more convenient

	Neutral

	The new parking regulation will facilitate and have positive effect to parking in China Town
	Neutral

	If the new regulation is implemented, you will switch to other public transport mode, such as bus, taxi or car pool
	Disagree

	You will park illegally if you need to park only for a few minutes
	Disagree

	The new regulation lessens the place attractiveness and influence to go elsewhere
	Disagree

	The new parking regulation will help Manage traffic flow and parking in China Town area
	Disagree

	The regulation causes a tendency to avoid Yaowarat Road as a route to other          destinations
	Agree


From the above table, the answer to the research question is explained below;

In overall, the above results indicate that the parking policy of hourly parking fee on the right lane of Yaowarat Road does not cause any damage or decrease attractiveness of China Town, but at the same time, the policy alone is not significantly sufficient to improve traffic condition in the area. This means that there is some room for such policy but in an integral way which combined with other broader policies.

It should be taken into account that the above responses are attitudinal in which respondents are assumed to be irrational since human’s mind is complicated and tend to be biased. To say, the actual feedback in reality if the parking regulation is implemented could possibly be different from the above results which in turns would eventually lead to achievement in the strategy’s goals.  

6.2 Policy Recommendation

As mentioned in the last part of previous section, the new regulation is only a part of a broader policy since the policy alone is not sufficient to improve the area traffic condition, though it does not seem to damage the attractiveness and the economic activities of China Town. As such, the new regulation should be embedded in the larger and integral policy to encourage changes in drivers’ behaviour for the local improvement. 

In economic point of view, parking policy could help improve traffic and urban development. However, regulations and strategies should be applied with continuity since the effects tend to be realized in the long run. Most local authority is prompt to terminate the regulation when negative effects, such as opposition; higher congestion level, etc, are actually happening. Moreover, this topic is involved with people’s attitudes which take some times for them to gradually adjust behaviours to a new practice and environment. 

From direct experience during the survey period, few people are aware of parking policy being as a tool to solve traffic problems. Communication is also required in order to gain public support and most importantly public and private cooperation. Some people do not have any idea of the effects of the parking policy, therefore they respond according to their understanding which is again based on own experiences. Furthermore, people tend to overlook the current situation in the China Town where illegal parking and food stalls took over some part of the road lanes which block the traffic anyway. 

In addition, for the sake of handling speed, there should be only one public party in charged of parking matters. In other words, a dedicated parking policy department where all parking issues are managed in one place should be established. This is to prevent confusion, duplicated efforts, and under utilization of the existing resources as well as to increase efficiency of procedures in this topics. 

Consequently, below are essences recommended to policy makers regarding parking policy in Thailand which should be taken into an account when consider parking policy for local development.  

1. Integral Transport Policy: combined the new regulation with other policies for effective development.

2. Communication

· Logic and knowledge of parking policy

· Current condition and situation in China Town area. 

3. Continuous Implementation

4. Dedicated department for parking policy whose concerns are everything related to parking issues. 

It is strongly believed that with proper measures, the expected result could be achieved and the clearer picture and better understanding can be seen by both public and political points of view. This enables policy makers to decide whether the parking policy is worth to focus and pay attention to. Therefore, further studies on this topic of parking policy as a measure for traffic and urban development, especially in Thailand, is strongly recommended. 
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Appendix A
Questionnaire

This questionnaire is a part of Master Thesis in Urban Port and Transport Economics, Erasmus University Rotterdam. This research is intended to seek your personal opinions about the “Introduction of hourly parking fee along Yaowarat Road” 

Time Period         �    7.00-13.00

�    16.00-22.00
Part 1 Mobility behavior 
1.1 When you come to China Town, do you usually drive or not? (คุณขับรถทุกครั้งที่มาเยาวราชใช่หรือไม่)
�   Yes (.ใช่)



�   No (ไม่ใช่)
1.2 How often do you normally come to China Town? (คุณเดินทางมาเยาวราชบ่อยแค่ไหน)
�   Everyday (ทุกวัน)








           �   At least once a week (อย่างน้อยอาทิตย์ละ 1 ครั้ง) 





           �   At least once every two weeks (อย่างน้อยสองอาทิตย์ 1 ครั้ง)



           �   Once a month on average (เฉลี่ยเดือนละครั้ง)
1.3 How long do you usually park in China Town? (ระยะเวลาโดยเฉลี่ยที่จอดรถไว้ในเยาวราช)
�   < 1 hr. (< 1 ชม.)


�   1-3 hrs. (1-3 ชม.)



           �   3-5 hrs. (3-5 ชม.)


�   More than 5 hrs (5 ชม.ขึ้นไป)
1.4 How much do you usually pay for parking fee when you visit China Town? (ในแต่ละครั้งที่จอดรถเพื่อมาเยาวราช โดยเฉลี่ยแล้วมีค่าที่จอดรถเท่าไร)
�   0 Baht (0บาท)


�   20-35 Baht (20-35 บาท)

                         �   36-50 Baht (36-50 บาท)

�   50 Baht and above (50 บาทขึ้นไป)
1.5 How long does it take to find a parking spot in China Town area? (ระยะเวลาที่ใช้ในการหาที่จอดรถในเยาวราช)
�   Less than 5mins (น้อยกว่า 5 นาที)
�   5 – 10 mins (5 – 10 นาที)
             

           �   11–15 mins (11–15 นาที)

�   15 mins or longer (15 นาทีขึ้นไป)
1.6 How long does it take to walk from your parking spot to your destination in China Town area? (ระยะเวลาที่เดินจากที่จอดรถมายังจุดหมายในเยาวราช)
�   Less than 5mins (น้อยกว่า 5 นาที)
�   5 – 10 mins (5 – 10 นาที)


            �   11–15 mins (11–15 นาที)

�   15 mins or longer (15 นาทีขึ้นไป)
1.7 Reason for coming to China Town (เหตุผลที่มาเยาวราช)
�   Shopping (ซื้อของจับจ่าย)

�   Recreational activities
 (ท่องเที่ยว พักผ่อน กิน ดื่ม)

           �   Work (ทำงานที่เยาวราช

�   Work related activities (เกี่ยวข้องกับงานที่ทำอยู่ รับ-ส่งของ) 
Part 2 Response to the new parking regulation that allows parking along Yaowarat Road (only on the most-right lane) with hourly parking fee (1=highly disagree 5=highly agree) 

                       การตอบสนองต่อระบบเก็บค่าจอดรถริมถนนเยาวราชในช่องทางเดินรถขวาสุดหนึ่งช่องแบบรายชั่วโมง  (1=เห็นด้วยน้อย 5=เห็นด้วยมาก)
2.1 If parking along Yaowarat Road is allowed and hourly parking fee applied
1     2     3     4     5             (ให้มีการจอดรถริมถนนเยาวราชและเก็บค่าที่จอดรถแบบรายชั่วโมง)
2.2 The new parking regulation will make your trip to China Town more  
1     2     3     4     5 convenient (การให้อนุญาตดังกล่าวจะช่วยให้การขับรถมาเยาวราช สะดวกขึ้น)



2.3 The new parking regulation will facilitate and have positive effect to
1     2     3     4     5
   parking in China Town (การให้อนุญาตดังกล่าวจะช่วยให้หาที่จอดรถในบริเวณเยาวราช สะดวกขึ้น)                
2.4 If the new regulation is implemented, you will switch to other public             
1     2     3     4     5                                                                                                                  transport mode, such as bus, taxi or car pool (หากมีระบบเก็บค่าที่จอดรถริม                                              ถนนเยาวราช จะเปลี่ยนจากขับรถมาใช้ระบบขนส่งสาธารณะอย่างอื่นแทน)
2.5 You will park illegally if I need to park only for a few minutes

1     2     3     4     5     (หากต้องการจอดรถเป็นเวลาไม่นาน จะเสี่ยงจอดในที่ห้ามจอด)
2.6 The new regulation lessen the place attractiveness and influence

1     2     3     4     5         me to go somewhere else
(ระบบดังกล่าวส่งผลให้เปลี่ยนจุดหมายจากเยาวราชไปเป็นที่อื่น)



2.7 The new parking regulation will help organize traffic flow and parking          1      2     3     4    5           in China Town area (ในระยะยาว การจราจรบนถนนเยาวราชหลังจากอนุญาตให้มี 


         การจอดรถริมถนนและเก็บค่าที่จอดรถรายชั่วโมงจะดีและเป็นระเบียบเรียบร้อยขึ้น)
2.8 In case Yaowarat is bypass, I will avoid using the road and switch to
1      2     3     4    5     other routes if the new parking regulation is implemented (หากคุณเป็นผู้สัญจร


         ผ่านถนนเยาวราชไปยังจุดหมายอื่น คุณจะเลี่ยงเส้นทางเยาวราชเมื่อมีการจอดรถริม


         ถนนแบบเก็บค่าจอดรถรายชั่วโมง)
2.9 What in your opinion should be a ‘reasonable’ hourly parking fee along the Yaowarat Road? (อัตราค่าจอดรถริมถนนเยาวราช ควรจะอยู่ที่เท่าไร)
�   15 baht per hour (ชม.ละ 15บาท)

�   20 baht per hour (ชม.ละ 20บาท)                      �   25 baht per hour (ชม.ละ 25บาท)

�   30 baht per hour (ชม.ละ 30บาท)

Part 3 Personal Information (เกี่ยวกับผู้ตอบแบบสอบถาม)
3.1 Gender (เพศ)
�    Male (ชาย)



�    Female (หญิง)
3.2 Age (อายุ)
�   18-23 yrs (18-23 ปี)


�   24-29 yrs (24-29  ปี)


    
           �   30-35 yrs (30-35 ปี)


�   35 yrs and above (35 ปีขึ้นไป)
3.3 Monthly Income (รายได้ต่อเดือน)
�   Under 15,000   Baht (
ต่ำกว่า 15,000 บาท)
�   15,001-30,000   Baht
(15,001-30,000 บา�   30,001-45,000 Baht (30,001-45,000 บาท)     
�   45,000 Baht and above (ตั้งแต่ 45,000 บาทขึ้นไป)
3.4 Education (การศึกษา)
�   High school and under (ต่ำกว่า มัธยมปลาย)
�   Diploma (อนุปริญญา)


          �   Bachelor Degree (ปริญญาตรี)


�   Master Degree or higher (ปริญญาโท ขึ้นไป)
Other suggestion (ข้อเสนอแนะอื่นๆ )
 _____________________________________________________________________________________________
Appendix B

Q: When you come to China Town, do you usually drive or not?
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Q: How often do you normally come to China Town?
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Q: How long do you usually park in China Town? 
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Q: How much do you usually pay for parking fee when you visit China Town?
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Q: How long does it take to find a parking spot in China Town area? 
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Q: How long does it take to walk from your parking spot to your destination in China Town area?
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Q: Reasons for Coming to China Town
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Appendix C

Frequency * Reasons Crosstabulation

	 
	Reasons
	Total

	 
	Shopping
	Recreational activities
	Work
	Work related activities
	 

	Frequency
	Everyday
	Count
	9
	6
	39
	8
	62

	 
	 
	% within Frequency
	14.5%
	9.7%
	62.9%
	12.9%
	100.0%

	 
	 
	% within Reasons
	10.8%
	3.8%
	75.0%
	26.7%
	19.3%

	 
	At least once a week
	Count
	18
	19
	8
	13
	58

	 
	 
	% within Frequency
	31.0%
	32.8%
	13.8%
	22.4%
	100.0%

	 
	 
	% within Reasons
	21.7%
	12.2%
	15.4%
	43.3%
	18.1%

	 
	At least once every two weeks
	Count
	6
	27
	3
	1
	37

	 
	 
	% within Frequency
	16.2%
	73.0%
	8.1%
	2.7%
	100.0%

	 
	 
	% within Reasons
	7.2%
	17.3%
	5.8%
	3.3%
	11.5%

	 
	Once a month on average
	Count
	50
	104
	2
	8
	164

	 
	 
	% within Frequency
	30.5%
	63.4%
	1.2%
	4.9%
	100.0%

	 
	 
	% within Reasons
	60.2%
	66.7%
	3.8%
	26.7%
	51.1%

	Total
	Count
	83
	156
	52
	30
	321

	 
	% within Frequency
	25.9%
	48.6%
	16.2%
	9.3%
	100.0%

	 
	% within Reasons
	100.0%
	100.0%
	100.0%
	100.0%
	100.0%


New_Parking_Regulation * Frequency Crosstabulation

	 
	Frequency
	Total

	 
	Everyday
	At least once a week
	At least once every two weeks
	Once a month on average
	 

	New_Parking_Regulation
	Highly disagree
	Count
	31
	19
	13
	55
	118

	 
	 
	% within New_Parking_Regulation
	26.3%
	16.1%
	11.0%
	46.6%
	100.0%

	 
	Disagree
	Count
	5
	5
	6
	28
	44

	 
	 
	% within New_Parking_Regulation
	11.4%
	11.4%
	13.6%
	63.6%
	100.0%

	 
	Neutral
	Count
	3
	10
	2
	24
	39

	 
	 
	% within New_Parking_Regulation
	7.7%
	25.6%
	5.1%
	61.5%
	100.0%

	 
	Agree
	Count
	9
	5
	3
	25
	42

	 
	 
	% within New_Parking_Regulation
	21.4%
	11.9%
	7.1%
	59.5%
	100.0%

	 
	Highly Agree
	Count
	14
	19
	13
	32
	78

	 
	 
	% within New_Parking_Regulation
	17.9%
	24.4%
	16.7%
	41.0%
	100.0%

	Total
	Count
	62
	58
	37
	164
	321

	 
	% within New_Parking_Regulation
	19.3%
	18.1%
	11.5%
	51.1%
	100.0%


Reduce_attractiveness_of_CT * Reasons Crosstabulation

	 
	Reasons
	Total

	 
	Shopping
	Recreational activities
	Work
	Work related activities
	 

	Reduce_attractiveness_of_CT
	Highly disagree
	Count
	44
	63
	27
	22
	156

	 
	 
	% within Reduce_attractiveness_of_CT
	28.2%
	40.4%
	17.3%
	14.1%
	100.0%

	 
	Disagree
	Count
	13
	27
	1
	1
	42

	 
	 
	% within Reduce_attractiveness_of_CT
	31.0%
	64.3%
	2.4%
	2.4%
	100.0%

	 
	Neutral
	Count
	10
	34
	5
	3
	52

	 
	 
	% within Reduce_attractiveness_of_CT
	19.2%
	65.4%
	9.6%
	5.8%
	100.0%

	 
	Agree
	Count
	10
	17
	7
	1
	35

	 
	 
	% within Reduce_attractiveness_of_CT
	28.6%
	48.6%
	20.0%
	2.9%
	100.0%

	 
	Highly Agree
	Count
	6
	15
	12
	3
	36

	 
	 
	% within Reduce_attractiveness_of_CT
	16.7%
	41.7%
	33.3%
	8.3%
	100.0%

	Total
	Count
	83
	156
	52
	30
	321

	 
	% within Reduce_attractiveness_of_CT
	25.9%
	48.6%
	16.2%
	9.3%
	100.0%
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