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Abstract

Purpose — This study aims to present an integrated green transport sustainability model (GTSM) to
comprehensively understand and explain the multifaceted dynamics of green transport initiatives. The purpose of
the study is to evaluate gaps in understanding the interactions between socio-economic and environmental goals in
green transport systems using structural equation modelling (SEM) to help in drafting sustainable transportation
policy for larger acceptance and true implementation by the stakeholders. The study examines different constructs
that collectively influence green transport policy effectiveness (GTPE). Ultimately, the study aims to provide a
robust framework for improving the effectiveness of green transport policies and regulations.
Design/methodology/approach — Grounded in empirical evidence, the study utilizes SEM to demonstrate the
interplay between policymaking, socio-economic factors, technological consideration and environmental
outcomes in green transport. The research framework is developed based on the comprehensive review of the
literatures to embrace sustainability in transportation considering stakeholders perceptions. The study navigated
a GTSM under socio-economic and environmental goals for road-mapping sustainability and larger acceptance
of green transportation.

Findings — It is found that technological advancements in transportation are the most significant determinants of
GTPE. This implies the need to develop advancements in technologies to embrace the larger acceptance of green
transport. Promotion of environmentally sustainable transportation practices, socio-economic factors and use of
eco-friendly transportation modes are also found as significant predictors of GTPE, which suggested that the
policies aimed at up-gradation of socio-economic standards and the use of environment friendly modes of
transport can help in promoting the active involvement of stakeholders to use green transportation.
Originality/value — The study originally investigated critical constructs to assist in preparing sustainable
transportation policy for larger acceptance and true implementation by the stakeholders. The study reciprocated
its originality by presenting an integrated model related with green transport sustainability dimensions based on
theoretical constructs to examine the interplay between policy effectiveness, technological advancements,
socio-economic factors and environmental outcomes. The study addressed the key pillars of green
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JILT transportation and originally highlighted the importance of socio-economic factors and technological
231 advancements in advancing green transport sustainability. It is recommended that the policymaker should
’ make investments in green transport infrastructure and should design a policy for integration of green
transportation with a focus on the engagement of all stakeholders for practical implementations.
Keywords Green transport, Sustainability, Structural equation modelling (SEM), Socio-economic factors,
Environmental goals, Transportation choices
Paper type Research paper

1. Introduction

The primary activities of the transportation sector endeavour towards one of the most significant
contributors to pollutants, emissions and environmental destruction and thus should be
considered for sustainability based on the development of modern strategies and policies (Ahmed
etal.,2022; Din et al., 2023). Given the current state of environmental decay and climate change,
a shift to green transport systems appears essential. Green transport is a broader term that covers
numerous concepts and technologies created to reduce the environmental impact of transport and
to improve social, economic and personal well-being (Stafford-Smith et al., 2017; Jamil et al.,
2024). The global energy-related to CO, emissions come from transportation, which thereby
makes this sector as one of the primary targets for enduring sustainability and allied development
efforts. Conventional modes of transportation based on fossil energy are significant polluters and
contributors to air pollution, climate change and resource depletion. Socio-political problems
including congestion, air pollution, poor access and so on are unevenly distributed among
countries, and health concerns are additional factors that exacerbate environmental problems
(Geissdoerfer et al., 2017; Horvath et al., 2019). Green transport initiatives focus on promoting
vehicles that can run on electricity or hydrogen and enhancing or expanding existing public
transportation systems (Schermelleh-Engel et al., 2003; Miah et al., 2024). This includes
numerous congestion charging policies or emissions regulations.

Sustainable transport requires a multi-faceted approach that considers both environmental
and socio-economic goals (Bag et al., 2021; Sahu et al., 2024). From an environmental
perspective, reducing emissions, promoting quality of air and conserving natural resources are
critical. On the other hand, from the perspective of socio-economic goals, improving access,
affordability and social equity in transportation are critical and are required for improving
people’s quality of living (Heidari et al., 2023). Although there has been a growing focus on
sustainable transportation, there are still gaps in the existing frameworks to integrate the above
goals. Most of the existing research focuses on the environmental and socio-economic goals
individually, independently and does not thoroughly investigate the interaction between the
two. Given the complexity of these interactions, there is a need for a more coordinated
approach (Ur Rehman et al., 2023; Medina-Albaladejo, 2024). This calls for a methodology,
which will allow the verification of the interactions between different aspects of the
sustainability goals. Structural equation modelling (SEM) is found suitable for such a task as it
simultaneously checks the interaction between several variables. Accordingly, in this research
SEM is used by the authors to confirm the validation of hypothetical interactions between
different aspects of green transportation and allied matches. In this work, SEM is used to
establish a framework that explains the interactions of socio-economic and environmental
goals in green transport. The study is conducted to report following Research Questions (RQ):

RQI1. What are the perceptions of the stakeholders towards green modes of transportation
and how, one can map sustainable policies towards green transportation.

RQ2. Does societal factors influence stakeholders towards using alternative modes of
transportation and green sustainability?

RQ3. Does transport policies convince stakeholders to employ green transportation and
what should be the constructs for green transportation?
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environmental and socio-economic boundaries for retaining sustainability goals (Li et al., International
2023; Kottala and Sahu, 2023). Accordingly, the present research is conducted as the same will Logistics and
particularly help the policymakers and interested stakeholders in understanding the Trade

complexities of green transportation and for observing the impact of technological
advancements, environmentally sustainable practices and investments in green transport
infrastructure. The research will give critical insights that shall be used to achieve a balance
between the environmental and socio-economic boundaries by applying the SEM technique.

1.1 Purpose of the study

The purpose of the study is to investigate critical constructs to assist in preparing sustainable
transportation policy for larger acceptance and true implementation by the stakeholders.
The study believes that the development of green transportation policy will lead in reaping
environmental benefits by contributing towards the reduction of damaging carbon dioxide
emissions, but the same needs exploitation of crucial figures and perceptions of the stakeholders
about green transportation, which is done in this study by way of employing SEM to validate
crucial constructs considering stakeholders perceptions. The study reciprocated its purpose to
develop an integrated green transport sustainability model (GTSM) grounded in theoretical
constructs identified from the literature, to examine the interplay between policy effectiveness,
technological advancements, socio-economic factors (SOFA) and environmental outcomes.
Drawing on prior studies (Hmamed et al., 2023; Heidari et al., 2023; Din et al., 2023), the
purpose of the study is to test how different constructs collectively influence green transport
policy effectiveness (GTPE). Specifically, the study evaluates gaps in understanding the
interactions between socio-economic and environmental goals in green transport systems using
SEM to lead in drafting sustainable transportation policy for great acceptance and true
implementation by the stakeholders. The theoretical framework developed in this study aims to
present a holistic approach to investigate all aspects of the interaction and to subsequently
provide a comprehensive theoretical model. The study will explain interactions of SOFA and
environmental goals under the surveillance of green transportation.

The study is structured in five sections, where section 2 represents the dimensions of
literature review and development of hypotheses, while section 3 outlines the employed
research methodology and discusses about research framework. Section 4 embraces results and
discussion part. Conclusion section with managerial implications is represented in section 5.

2. Literature review and hypothesis development

2.1 Sustainability in transport

Transport sustainability is a multidimensional issue that entails numerous environmental and
social consequences. The authors noted the complexity of the environmental and social
problem and analysed various features of sustainable transportation and its implications as a
whole under said statistics (Ghisellini et al., 2016; Hysa et al., 2020). Din et al. (2023)
emphasize the need to prevent the unsustainable effects of transportation, in particular climate
change and air pollution. In particular, the authors found that the transportation industry is the
contributor to greenhouse gas emissions and global warming. Additionally, it is originated that
the transportation is a detrimental factor to human health as “the leading source of outdoor air
contamination causing millions of premature respiratory deaths” and risk of cardiac events.
The consequences above imply the need for immediate action to reduce the damages and resort
to more sustainable alternatives. Building on this foundation, Jelti et al. (2023) and Stiebe
(2024) referred the need to investigate the social and diverse aspect of sustainable mobility.
According to them, making transport more sustainable can help to decrease social costs from
the existing transport system. Such costs are “traffic congestion, traffic accidents, and
differences in accessibility among population segments.” Indeed, these problems are real and
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JILT urgent for the society and are also faced mainly by marginalized populations. Stiebe (2024)
23,1 admired that it is impossible to solve these problems without the help of technology and
policies. For instance, electric vehicles, ITS solutions and integrated urban policy can
substantially increase the sustainability of transport systems.

Taghvaee et al. (2022) admired the idea that sustainable transportation is a matter of holistic
perception and comprehensive judgement. The latter implies that a mere reduction in
emissions or an increase in fuel efficiency is insufficient to induce sustainability. A sustainable
transportation system strives to be safe regarding transportation networks and all possible
components, socially related to the probability of low-income people to afford transportation
and infrastructure, and affordable by being associated with broader economic conditions
(Stafford-Smith et al., 2017; Pfister et al., 2024). Majority of the studies conducted under the
extinct of transport sustainability advocated that environmental and social burdens require a
comprehensive solution leading to the establishment of sustainable transport. Indeed
technological development and benchmarking of technical streams under the distinguish
segments of vehicles are required, and policy-making alternatives and social justice are the
means to develop a transport form associated with limited environmental destruction and
social and economic benefits (Schroeder et al., 2019; Walker et al., 2021). Thus, one can say
that sustainability in transport can be achieved by investigating environmental and social
burdens through a comprehensive solution to lead in the establishment of sustainable transport.
Thus, it is admired to investigate a linkage between green transport policies attainments by the
adoption of eco-friendly transportation modes and to identify that SOFA are responsible for
influencing transportation choices.

It is found that operations, process and business-related activities should be keenly and
continuously evaluated as the same embraces influence, development and often draw
momentous impacts on environmental cost and responsibly creates carbon emissions
(Shamsul Bahrin et al., 2024; Creazza et al., 2024). With ever-increasing attentiveness
towards climate change and related unfavourable effects, there is a growing urgency for the
operational and service industries to accept and seek sustainable practices particularly in the
origins of supply chains, where logistics and green transportation may have favourable
impacts in the global as well as economic development. It is admired that to create an inclusive
bridge and to integrate global benchmarks, it is indeed necessary to examine and develop
logistics and supply chain networks under the roof of digitalization (Wang et al., 2024; Lietal.,
2024), which need the potential investigation of multiple direction of enablers considering
both tangible goods and intangibles for transformation. Accordingly, present study is
conducted to channelize the adoption of eco-friendly modes of transportation, green transport
policies and regulations with definite acceptance of stakeholder engagement. One can assume
it significant to seek, develop, recognize and to incorporate logistics activities into a
widespread spectrum of global logistics statistics and supply chain integration framework, but
that warrants the cross-examinations amongst SOFA, environments goals, green infrastructure
and their acceptance by stakeholders.

10

HI. Investment in green transport infrastructure (IGTI) will positively influence the
effectiveness of green transport policies (EGTP), as infrastructure improvements are
essential facilitators of sustainable mobility.

2.2 Socio-economic goals

Socio-economic goals can be summarized as ensuring that society is environmentally friendly,
socially equitable, vigorous and economically viable (Hmamed et al., 2023). Zagonari (2018)
state that the proper socio-economic development is the optimal combination of the
abovementioned aspects, and respects the most effective and beneficial use of resources,
equity and the equal distribution of economic progress benefits among all population groups.
In the economic sector, efficiency is normally defined as a rational use of resources to
minimize the costs of descents of production programs, services and the productivity of
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resources and sources (Sauvé et al., 2016; Dantas et al., 2021). At the same time, efficiency is Journal of

inextricably linked with the concept of open balance, often defined as equity, which provides International
the opportunity to spread the effects of efficiency and ideal economic relations, not only in Logistics and
their technical subordination and social context. Trade

It is found that a social system of development relies on socio-economic relations.
However, developing a society for altruism requires eliminating the conditions under which all
other social forms, including coercion, may arise. It is found that a pro-social approach places
people in better conditions, where they can improve their quality of life and contribute to
economic growth through equal opportunities for education, health care and work (Aksoy and
Bayram Arli, 2020; Terra dos Santos et al., 2023). It is found that the social-value-objectives
are interpretive in the form of “richness, harmony, and freedom” and reflects the complexities
of socio-economic goals outlined above. Here, richness relates to people’s economic status and
material possessions; harmony refers to social cohesion and peaceful living of various
communities; and freedom is the most crucial as it concerns people’s right to be autonomous
and make choices that may lead to their and society’s fulfilment. In reality, the ultimate social-
value-objective must balance out these dimensions of human development by paying equal
attention to them (Geissdoerfer et al., 2017; Horvath et al., 2019). The relationships between
equity, welfare and poverty reduction and a balanced mix of policies and their implementation
are required to meet society’s diverse needs and aspirations (Ghisellini et al., 2016; Hysa et al.,
2020). For example, a green transport policy implemented through investments in new
transport infrastructure can increase efficiency and lower traffic and air pollution levels. It can
also support equity by ensuring all communities and regions access green transport systems.
Secondly, green technology can help in achieving the best socio-economic outcomes, when
combined with policy support. For example, an innovative city initiative that uses data and
technology to improve public transport efficiency and accessibility levels of different
neighbourhoods can inversely benefit people with low incomes. Specifically, social programs
and subsidies can be used to ensure that they can afford public transport and benefit from its
efficient operation. In conclusion, socio-economic goals in sustainable development and
transport policy are diverse and contrastive. Achieving them requires a balanced solution that
achieves efficiency, equity, welfare and poverty reduction, while ensuring broader values such
as richness, harmony and freedom. Thus, one can say that green transport can lead in nurturing
socio-economic goals and accordingly, it can be prominent to investigate the technological
advancements impact on the adoption of green transport and their usage under the segment of
social-value-objective, which is attempted by the authors in this study.

11

H2. SOFA, such as income equity and accessibility, will significantly enhance the EGTP,
as equitable access promotes adoption and adherence.

2.3 Environmental goals

Environmental goals are crucial in influencing policy and decision-making processes towards
sustainability (Nishad et al., 2024). According to Fallah Shayan et al. (2022), environmental
goals are decisive and outline “how to address critical environmental issues such as climate
change, the spread of pollution, and biodiversity degradation”. Accordingly, a group of
criteria’s are required to adequately implement the environmental goals and to facilitate the
real change. It is highlighted that the environmental goals can be deemed achieved by meeting
the criteria’s that include precision, evaluability, accessibility, motivation and coherence.
Precision ensures that the goals are clearly defined and measurable, allowing the evaluation of
the extent of achievements. Evaluability contributes to tracking the progress of achieving the
goals over time and adjusting the process, if necessary. Accessibility makes the goals easy to
implement and follow and allows the achievement of the majority’s participation. Motivation
makes individuals and public institutions to identify goals promptly and work purposefully
towards achieving them. Coherence makes the goals aligned across the various policies and
strategies. Consequently, the concept of Millennium Development Goals (MDGs) is captured
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JILT to assist in benchmarking the level of activities performed for achieving various development
23,1 objectives, including environmental sustainability (de Jong and Vijge, 2021). The MDGs are
emerged in the form the internationally accepted goals and indicators for poverty alleviation,
education, health promotion, gender equality and environmental conservation. Including
environmental conservation as one of the MDGs, they ensured that policy-makers and other
players should include the environmental conservation initiatives in their development list in
priority and preferably. Bjornberg (2008) suggested a model for rational target-setting
behaviour in environmental policy with the assumption of clear and achievable objectives with
focused dimensions that are allied with environmental activities. It is suggested that the
selected dimensions have to be ambitious and, at the same time, feasible within the established
time frames. It should be consistent with the selected Environmental Policy Initiatives (EPT)
components with measurable attributes and should content activities that are indeed touchable
realities. The clear and quantifiable dimensions will lead in the attainment of environmental
goals and will act as a tool for effective planning, implementation and evaluation of
environmental policies and programs (Schroeder et al., 2019; Walker et al., 2021). With
realized objectives, it is easier for decision-makers to adjust their strategies and enhance the
chance of reaching them by specifying the indicators and benchmarks.

To sum up, one can understand that the environmental goals are vital decision-making
standards for policy formulation to attain sustainability (Ahmed et al., 2022). The five criteria
of precision, evaluability, accessibility, motivation, and coherence can be used to create a
foundation on which action may be predicated for progress towards a sustainable future.
Moreover, the inclusion of environmental sustainability into broader development strategies
such as MDGs requires rational goal-setting models that will enable an increase in alignment
with other policies and efforts (Aksoy and Bayram Arli, 2020; Terra dos Santos et al., 2023).
But, here collaboration and stakeholder engagement (CSE) is must for maintaining and
achieving environmental goal as a whole. Additionally, one can assume that the concept of
green transport can be attained by CSE deliberately and voluntarily. Accordingly, it can be
prominent to investigate that the investments in green transport can only be made, if the policy-
making framework insists its foundation on assimilating CSE on broader domain, where green
transport can be one of the option and that too can support in attaining environmental goals.
Thus, it is admired to investigate a linkage between CSE in implementing green transport
policies and allied investments in green transport for environmentally sustainable practices.

It is found prominent to check the insights of the inference of green integration and its
acceptance by a larger group of users for motivating industries and organization for its
inclusions in policy domain and managerial aptitude (Yang and Singhdong, 2024; Kim et al.,
2024). Accordingly, one can assume it important to investigate the mediating effect of green
innovation, its integration on green legitimacy and policy development to understate a positive
degree of security and to realize the benefits of green innovation. It is affirmed that the
companies should invest in technological infrastructure and before developing any
technology, the allied components and hypothesis should be checked and validated in the
form of essential component in the business models (Mishrif and Khan, 2023; Helo and Thai,
2024). The same will help in optimizing the costs to be incurred in implementation and
adoption issues of technology by the stakeholders. Accordingly, present study is conducted to
develop a comprehensive GTSM for understanding and elucidating green transport initiatives’
dynamics under socio-economic and environmental goals.

12

H3. Usage of eco-friendly transportation modes (UETM) will positively impact the
EGTP, as the transition towards sustainable modes directly aligns with policy
objectives.

2.4 Socio-economic and environmental goals for green transport
It is understood that the green transport can nurture socio-economic goals and thus, it can be
beneficial to examine the technological streams, their impact on greenhouse emissions and
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their importance under the segment of social-value-objective. Hereby, it is fruitful to Journal of

investigate a linkage between technological advancements impact on the adoption of green International
transportation and the role of green transportation in inducing sustainability indicators. Logistics and
Moreover, investigations related with the investments in green transportation can be fruitful Trade

from the insights of policy-making, assimilating CSE for implementing green transportations
for attaining environmental goals. Hereby, it is fruitful to investigate a linkage between CSE in
implementing green transport policies and allied investments in green transport for
environmentally sustainable practices. Furthermore, it is found that the sustainability in
transport can be achieved by investigating environmental and social burdens through a
comprehensive solution to lead in the establishment of sustainable transport (Sauvé et al.,
2016; Dantas et al., 2021). Hereby, it is fruitful to investigate a linkage between green transport
policies as a source of eco-friendly transportation modes and transportation choices. It is
understand that the transport sector is one of the largest emitters of greenhouse gases with
globally regenerated fossil fuel vehicles. Accordingly, it is admired to carry out innovations
related with electric automobile and intelligent transit schemes, which are vital in technology
for retaining environmental excellency and to encourage efficient energy utilization by
forming effective transport systems (Zhang and Fujimori, 2020). Advanced transport solutions
are needed to demonstrate the potential of reducing traffic density and inherent adverse effects
on cities (Wu et al., 2023). The necessity of adopting green variants in the form of new vectors
for extensive use is explained by researchers as a need to decrease the fossil fuel consumption
(Meng et al., 2024) and to increases fuel economy (Tikoudis et al., 2023). But the realization
and acceptance of these technologies need a policy call from the side of government and
stakeholder support through regulation and capital investment (Zhang and Fujimori, 2020).
Thus, it is needed to investigate that the enhancement of technological factors will produce
noticeable changes in the efficiency of green transport policies due to the application of
technology in sustainable development in transportation.

13

H4. Technological advancements in transportation (TAT) will strongly drive the EGTP, as
innovations such as smart mobility and low-emission vehicles are critical enablers of
sustainability.

It is assumed that GHG emissions are critical in the realization of progress and sustainable
future for the world especially in the sector that contributes to emissions, where transportation
constitutes approximately 25% of the global CO, emissions (Fan and Wei, 2022). Thus,
transportation plays a significant role in mitigating climate change and meeting targets of
ecological maintenance with the development of green transport policies (Boyd et al., 2021).
Accordingly, it requires to strike on common elements that include low-emission vehicles,
efficient fuels and green transport modes (Meng et al., 2024), green transportation, public
investment in electrified rail and green cycling for urban emission reduction. Such efforts are
necessary to maintain harmony with international frameworks and agreement that calls for the
elimination of carbon within the transport sector (Fan and Wei, 2022). The emission-reducing
policies are needed to be strictly involved to define criteria’s, measures, emission standards
and technologies such as cap-and-trade and carbon taxes, but enforcement is crucial to ensure
compliance (Shah et al., 2021; Sobczuk and Borucka (2024). However, the researchers state
that socio-economic, public awareness and other barriers counteract the success of these
interventions (Boyd et al., 2021).

H5. Reducing greenhouse gas emissions (RGGE) will positively influence GTPE, as
emissions reduction is a fundamental objective of sustainable transport systems.

CSE and the use of CSE approaches are vital in development and implementation of policies in
transportation sector and in attaining sustainability objectives. Stakeholder management
encourages to prepare aligned policies and incentives for facilitating trust and for diverging
transport green policies to provide target needs (Nonet et al., 2022). The community
participation in mobility planning depends on policy initiatives to increase the acceptance of
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JILT environmentally friendly practices from the community (Aloui et al., 2021). Hence,
23,1 collaboration is must and is also needed to minimize tensions and to foster super-execution of
large-scale projects (Gergis, 2024). CSE can foster funds from public and private sectors and can
be responsible for stimulating green technologies and strengthening communities to take charge
of sustainability. Thus, the results that indicate that the quality of CSE engagement and socio-
political contexts may affect efficacy and dependability can be prominent for compromising trust
towards green transportation are needed to be validated (Walker et al., 2021).

14

H6. CSE will have a significant positive impact on GTPE, as inclusive and transparent
processes enhance trust and adherence.

The green transport policies and regulations (EGTPs) that include articulated and legally
tangible policies and regulations can be prominent to be legally implemented to catalyse
innovations of sustainable mobility systems and policies, but the same depends on social
acceptance based on behavioural changes towards the implementation of environmentally
friendly policies (Winkler et al., 2023). Policies based on rewards towards low emission zones;
provision of incentives for use of green energy like electric cars and so on can promote
sustainable behaviours beneficial for the community by reducing air pollution (Qadir et al.,
2024; Das and Bhat (2022). It is however, necessary to establish that the enforceability of these
policies as important dimensions; otherwise, the changes will remain trivial. Moreover,
policies have to be consistent with practices typical for specific socio-economic environments
and they should not trigger resistance in low-income areas (Yadav and Sircar, 2022).
Accordingly, the study proposes the hypothesis that GTPE depends on the effectiveness of
EGTP and reemphasizes that the formulation of effective green transport policies that are
enforceable and contextually relevant is critical towards realizing sustainable transport
outcomes.

H7. The EGTP and regulations will significantly influence GTPE, as well-defined and
enforceable policies are essential for driving behavioural change and achieving
sustainability goals.

The promotion of environment sustainable transport practices (PESP) is crucial to inform the
green transport policies and enhanced efficiency of the GTPE, since it entails educational
outreach and interventions to community and stakeholder level to influence more sustainable
forms of transport. Mobile acceptance interventions, for instance, reward people for choosing
environmentally friendly means of transport evidence the goal’s suitability (Hsu and Chen,
2021, Verma et al., 2021). Thus, overcoming different forms of resistance like public
resistance requires continuous running of awareness campaigns to ensure the public to
embrace sustainable mobility. It was found that PESP initiatives depend on socio-economic
and cultural environment in different regions, meaning that suitable measures have to be
developed for each region (Ghosh et al., 2023). In conclusion, it is required to validate that the
government’s initiatives outlined under PESP are important for developing the culture of
sustainable transport and improving the success rate of green transport schemes.

H8. Promotion of environmentally sustainable transportation practices (PESP) will
positively and significantly impact the EGTP, as public awareness campaigns and
behavioural interventions encourage adoption.

2.5 Methodology: structural equation modelling (SEM)

SEM presents a robust analytical option to solve complex relationship riddles that maintain
sustainability research (Mardani et al., 2017; Rosak-Szyrocka and Tiwari, 2023). Contribution
made by Watfa et al. (2021) suggested SEM as the branch of the discourse that can be used to
provide a framework for answering sustainability questions under high-level view of system
architectures. SEM can be useful for attaining sustainability by answering essential hidden
patterns from vast datasets (Watfa et al., 2021). It is found that SEM based framework can help
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relationships. Accordingly, SEM is used as a methodological asset in present study to establish International
a framework and to explain the interactions of socio-economic and environmental goals in Logistics and
green transport. Trade

2.6 Research framework

A comprehensive research framework is employed by the authors, and an empirical study was 15
conducted amongst users in urban India underlying green transportation systems. The mall
intercept method was employed to select participants and gather their perceptions on
constructs related with green transport sustainability derived under SEM framework on
sustainable transportation and socio-economic goals.

A research questionnaire was developed to collect primary data, incorporating
measurement items for various constructs such as policy effectiveness, socio-economic
influences, adoption patterns of eco-friendly transport modes, technological impact and
stakeholder engagement strategies exhibited in Table 1. These constructs were adapted from
existing literature and tailored to the context of green transport initiatives. The analysis used
the SEM technique with AMOS 24 software. Anderson and Gerbing (1988) two-step approach
is applied and accordingly at first phase, the measurement model is analysed using
confirmatory factor analysis (CFA) to ensure the reliability and validity of the constructs.
Secondly, the linkages were investigated using SEM. This study adhered to the model fit
criteria recommended by Hair et al. (2010).

This study conducted a comprehensive analysis of green transport initiatives through a
multicity survey targeting urban populations across India. The sample of 753 respondents was
selected using the mall intercept method, ensuring a representative cross-section of users
engaged with transport systems. Participants were generally aware of current government
policies on green transport, though the extent of their knowledge varied. Critically, the design
of survey items raised concerns, particularly regarding the measurement of SOFA like income
and employment opportunities, which may require more sophisticated tools than a single-item
approach to capture their full impact on transportation choices.

Confirmatory factor analysis (CFA) was used to ensure the validity of constructs, while the
SEM framework helped to visualize and test the relationships between GTPE, socio-economic
influences and technological advancements. Factor analysis revealed that the first four
components explained 50.696% of the variance, with the first factor alone accounting for
16.03%. The study makes a substantial contribution towards understanding the complex
dynamics of green transport sustainability, though improvements in survey design and a
deeper exploration of latent effects are recommended for future research.

3. Results and discussions

3.1 Demographic characteristics of the respondents

The demographic information of respondents is shown in Table 2. The study included a large
sample size, i.e. 753 respondents, with a heterogeneous group of people using green transport
systems. The sample was identified using a mall intercept method, which involved selecting
participants from various urban locations across India. This approach was adopted to achieve a
diverse and representative sample of individuals, who utilize transportation systems.
The study sought to encompass a wide range of demographic characteristics, including
gender, income, education level, age and travel frequency. To confirm that the respondents
engaged with alternatives, the questionnaire is featured under specific screening questions to
verify their usage patterns. These inquiries were crafted to establish the frequency and
consistency with which respondents employed green transportation modes. For instance,
participants were questioned about their primary transportation methods, how often they used
these methods and the reasons behind their choice of green options over traditional
transportation. The validity and reliability of the respondents’ claims were assured through a
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JILT Table 1. Tabulation of measurement items for various constructs

23,1

Measurement items Constructs

Green transport policy effectiveness (GTPE)  The current green transport policies effectively promote
sustainable modes of transportation (e.g. walking, cycling,
public transit) over conventional ones (e.g. private cars)
(GTPE1)

16 Green transport policies have led to a noticeable reduction in
carbon emissions from the transportation sector within my
community. (GTPE2)

Green transport policies adequately address the needs of
diverse socio-economic groups, including those with limited
access to private transportation. (GTPE3)

The effectiveness of green transport policies is evident in
reducing traffic congestion and associated environmental
impacts in my locality. (GTPE4)

Investment in green transport infrastructure ~ Investments in green transport infrastructure (e.g. bike lanes,

(IGTD electric vehicle charging stations, public transit expansion) are
crucial for promoting sustainable mobility. (IGTI1)

I believe that increased funding for green transport
infrastructure will reduce greenhouse gas emissions from the
transportation sector. (IGTI2)

Green transport infrastructure projects, such as pedestrian-
friendly streets and improved public transit systems, enhance
accessibility for all community members. (IGTI3)

The government should prioritize allocating resources towards
developing and maintaining green transport infrastructure to
promote sustainable urban development. (IGTI4)

Socio-economic factors (SOFA) Socio-economic status significantly influences access to and
usage of green transport options (e.g. public transit, electric
vehicles). (SOFA1)

Socio-economic factors, such as income level and employment
opportunities, influence individuals’ decisions to adopt
environmentally friendly modes of transportation. (SOFA2)
Government subsidies or incentives for green transport
initiatives should be targeted towards marginalized
communities to address socio-economic disparities in mobility.
(SOFA3)

Improving access to affordable and reliable green transport
options can positively impact the socio-economic well-being of
communities by reducing transportation costs and increasing
mobility opportunities. (SOFA4)

Usage of eco-friendly transportation modes I actively choose eco-friendly transportation modes (such as

(UETM) walking, cycling or public transit) whenever possible.
(UETM1)

The availability of eco-friendly transportation options
influences my decision, when planning travel routes or
commuting. (UETM2)

I believe using eco-friendly transportation modes positively
reduces my carbon footprint. (UETM3)

1 perceive eco-friendly transportation modes as convenient and
reliable alternatives to traditional modes of transportation (e.g.
private cars). (UETM4)

Encouraging eco-friendly transportation modes through
incentives or infrastructure improvements is essential for
promoting sustainable mobility in my community. (UETM5)

(continued)
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Table 1. Continued

Measurement items

Constructs

Technological advancements in
transportation (TAT)

Reduction of greenhouse gas emissions
(RGGE)

Collaboration and stakeholder engagement
(CSE)

Effectiveness of green transport policies and
regulations (EGTP)

There is an indeed need to develop technological advancements
in transportation from the perspective of embracing green
transportation in an economy (TAT1)

Technological advancements in transportation, such as electric
vehicles and autonomous driving systems, have the potential to
reduce carbon emissions and improve air quality significantly.
(TAT2)

I believe that investing in research and development for new
transportation technologies is crucial for addressing current
environmental and sustainability challenges. (TAT3)
Technological advancements in transportation should prioritize
accessibility and inclusivity to ensure that all members of
society can benefit from them. (TAT4)

I believe reducing greenhouse gas emissions from
transportation is crucial for mitigating climate change impacts.
(RGGE1)

Efforts to reduce greenhouse gas emissions from transportation
should be a priority for government policies and initiatives.
(RGGE2)

Individual actions, such as using public transportation,
carpooling or cycling, significantly reduce personal greenhouse
gas emissions. (RGGE3)

Investments in renewable energy sources for transportation,
such as electric vehicles and bio-fuels, are effective strategies
for reducing greenhouse gas emissions. (RGGE4)
Collaboration among stakeholders, including government,
industry, and community organizations, is essential for
developing effective transportation policies and initiatives.
(CSE1)

Engaging stakeholders in the decision-making process ensures
that transportation projects address the needs and concerns of
all affected parties. (CSE2)

Stakeholder engagement should continue throughout
transportation projects’ planning, implementation, and
evaluation stages. (CSE3)

Effective collaboration and stakeholder engagement lead to
greater transparency, accountability and trust in transportation
decision-making processes. (CSE4)

Green transport policies and regulations effectively incentivize
the adoption of sustainable transportation options over
conventional ones. (EGTP1)

I believe that stringent regulations on vehicle emissions and
fuel efficiency standards contribute to reducing environmental
impacts from the transportation sector. (EGTP2)

Enforcing green transport policies and regulations is necessary
to ensure compliance and achieve desired sustainability
outcomes. (EGTP3)

Public awareness campaigns and education initiatives are
crucial in enhancing the effectiveness of green transport
policies and regulations. (EGTP4)

(continued)
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JILT Table 1. Continued

’ Measurement items Constructs
Promotion of environmentally sustainable Efforts to promote environmentally sustainable transportation
transportation practices (PESP) practices, such as walking, cycling and public transit, are
essential for reducing carbon emissions.(PESP1)
18 I believe that government incentives, such as subsidies for

electric vehicles or tax breaks for carpooling, effectively
encourage adopting sustainable transportation practices.
(PESP2)

Public awareness campaigns and educational programs
significantly promote environmentally sustainable
transportation practices within communities. (PESP3)
Investments in infrastructure for sustainable transportation
options, such as bike lanes and pedestrian-friendly streets, are
crucial for encouraging their use. (PESP4)

Collaborative efforts between government, businesses and civil
society organizations are necessary to promote and implement
environmentally sustainable transportation practices. (PESP5)

Source(s): Authors’ calculations

Table 2. Demographic information of respondents

Demographic aspect Category Number of respondents Percentage
Gender Male 468 62.15
Female 285 37.85
Income Above 20,000 per month 527 69.99
Below 320,000 per month 226 30.01
Education level At least a college degree 578 76.75
Below college degree 175 23.25
Age 21-45 years 596 79.15
Other ages 157 20.85
Travel frequency Regular travellers 349 46.35
Occasional travellers 404 53.65

Source(s): Authors’ calculations

survey design and data collection process. The questionnaire was carefully constructed to
capture vital details of the respondents’ transportation behaviours and preferences, thus
ensuring the accuracy and relevance of the data collected in relation to the study’s objectives.
Table 2 reflects the demographic characteristics of the sample and the gender composition of
the sample, which included 468 males, which is 62.15% of the sample. Of the rest, women
accounted as 285 in number, which is 37.85% of the sample. The sample drawn in perfect and
theoretically generalize across gender lines and appear more structurally accurate to replicate
the results and interpretations due to the representational balance of gender. However, the
sample’s income distribution was skewed, unusually high towards the median, and average
income was relatively high in the sample. In the latest study, 69.99% of the people had an
income of more than 320,000 per month. That is to say, there were a disproportionately large
number of relatively well-off people in our sample, a demographic more likely to buy
environmentally certified transport. The sample constituted, in its majority, 578 individuals
(76.75% of the target population), the highly educated part of the population, i.e. with at-least a
college degree. This level of education might also influence respondents’ green transport
choices because more educated people favour green transport. The sample also concentrated
onage and 79.15% i.e. 596 people are from the 21 to 45 age group. Of all age groups, this is one
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of the most suitable, as the most significant number of respondents fall under the age of 30, the Journal of

most mobile group of people in the city. There were also 349 regular travellers (46.35%). International
The sample design incorporated major demographic subgroups, such as sex, income, Logistics and
education, age and travel frequency. The sample structure facilitated the inclusion of the Trade

demographic dimensions and ensured a valid evaluation of all the determinants of choosing
green transport modes. Secondly, by including a range of demographic characteristics, one can
also validate the demographic components against those of effectiveness.

19

3.2 Reliability and validity analyses of measures

To assess the internal consistency of the items used in the study, the reliability of the scale’s
sub-dimensions and the entire scale is checked using Cronbach’s alpha methodology for each
measure and scale overall. The same is shown in Table 3. Cronbach’s alpha is an internal
consistency measure indicating how closely a set of items is related to the construct, reflecting
the scale’s reliability. Initially, the authors retained items with Cronbach’s alpha coefficients
above 0.77 to ensure that only the items with substantial contributions to internal solid
consistency were included in the final analysis. The analysis revealed Cronbach’s alpha
coefficients varying from 0.75 to 0.80 for the nine constructs. Items with low-reliability scores
were removed to strengthen the overall consistency of the scale. After eliminating seven items
that did not meet the reliability threshold, the authors reassessed the remaining items, which
now exceeded the recommended threshold. Due to the meticulous validation process, 38 items
remained for the analysis. Each contributed significantly to the rigorous measurement of the
constructs under investigation. Using Cronbach’s alpha somewhat sceptically ensures that the
scale used is valid and reliable. It strengthens the belief that the scale aptly covers and measures
the underlying theoretical dimensions in the constructs. Such a validation exercise is crucial
in maintaining the rigor and trustworthiness of the findings of studies in intricate multi-
dimensional areas like green transport sustainability.

3.3 Results of factor analysis

The total variance is computed for the study from the principal component analysis (PCA),
which shows that nine components with Eigenvalues greater than 1 were retained, collectively
explaining 84.048% of the variance in the data. The initial Eigenvalues indicate the variance
explained by each component, with the first component accounting for 16.03%, and

Table 3. Summary of the reliability assessment using Cronbach’s alpha

Aspect Description Result

Cronbach’s alpha threshold Retained items with coefficients above 0.77 >0.77

Initial Cronbach’s alpha Varying from 0.75 to 0.80 for the nine constructs 0.75-0.80

coefficients range

Number of items removed Items with low reliability scores were removed Seven
items

The final number of items Items exceeding the recommended threshold 38 items

retained

Final Cronbach’s alpha Reassessed coefficients exceeded the recommended threshold ~ >0.77

coefficients

Importance of Cronbach’s Ensures the scale is valid and reliable High

alpha

Contribution of retained items  Each item significantly contributed to the rigorous Significant

measurement of the constructs
Impact on study findings Maintains the rigor and trustworthiness of findings in the study ~ Crucial

of green transport sustainability
Source(s): Authors’ calculations
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JILT subsequent components explaining progressively less variance. After extraction, the variance
23,1 explained by each component remains the same, but after rotation, the explained variance is
redistributed more evenly across the components. The rotation enhances interpretability by
spreading the variance, with the first component explaining 11.49%, the second 11.07% and so
on, down to the ninth component explaining 7.76%. This even distribution across components
suggests that these nine components represent distinct underlying factors that capture most of
the data’s variability, providing a meaningful summary of the dataset.

To assess the presence of common method bias in the data, Harman’s single-factor test was
employed, following the procedure outlined in previous studies (Podsakoff et al., 2003).
This test is a widely used diagnostic tool for evaluating common method variance, particularly
in self-reported data. The approach involves conducting an exploratory factor analysis (EFA)
and examining the variance explained by the first unrotated factor. If a single factor accounts
for the majority of the variance (generally more than 50%), common method bias is considered
a potential concern.

In the current analysis, the total variance (extraction method: PCA) is used, where; the first
factor (construct) explained 16.03% of the total variance, which is well below the threshold of
50%. This result suggests that common method bias is unlikely to significantly affect the
findings, as no single factor dominates the variance. The relatively low variance explained by
the first factor indicates that the variance in the data is distributed across multiple factors, thus
minimizing concerns about common method bias. Overall, the findings are consistent with
previous recommendations, indicating that the data are not heavily influenced by method bias
(Podsakoff et al., 2003; Williams et al., 2010).

The Rotated Component Matrix shown in Table 4 from the PCA with Varimax rotation
reveals that each set of variables (UETM, PESP, GTPE, CSE, TAT, SOFA, EGTP, RGGE, and
IGTTI) loads highly on a distinct component, indicating the presence of nine underlying factors.
The UETM variables (UETM1 to UETM5) load strongly on Component 1, the PESP items
(PESP1 to PESP5) on Component 2, and the GTPE items (GTPE1 to GTPE4) on Component 3.
Similarly, the CSE, TAT, SOFA, EGTP, RGGE and IGTI items load highly on Components 4
through 9, respectively. Each component has high factor loadings for its respective variables,
with values generally above 0.8, which suggests that these components represent clear, distinct
factors within the dataset. The varimax rotation has effectively enhanced the interpretability of
these components by maximizing the variance each account for while reducing overlap between
the components, allowing for a clearer understanding of the underlying structure in the data.

Here, component 1 represents “Usage of Eco-Friendly Transportation Modes (UETM)”,
where all five UETM variables, e.g. “I actively choose eco-friendly transportation modes” and
“Availability influences my decisions” exhibit strong factor loadings exceeding 0.919. This
component reflects behaviours and attitudes of individuals (stakeholders) regarding the
utilization of sustainable transport modes. This component embraces its importance in
identifying stakeholder’s views under the segments of eco-friendly transportations medium as a
key factor for influencing carbon footprints based on user preferences, Component 2 represents
“Promotion of Environmentally Sustainable Transportation Practices (PESP)”, where all the
variables in this component, such as “Public awareness campaigns significantly promote
sustainable transportation practices,” exhibit high loadings (0.890-0.925). This reflects
initiatives to encourage environmentally friendly practices. Component 3 represents “GTPE”,
where GTPE items, e.g. “Green transport policies effectively promote sustainable modes of
transportation” demonstrate high loadings (0.926-0.940), capturing the extent to which policies
achieve intended environmental and socio-economic objectives.

Component 4 underlines “Collaboration and Stakeholder Engagement (CSE)”, where four
CSE items, e.g. “Collaboration among stakeholders is essential for effective policies” exhibit
high factor loadings (0.926-0.954). This highlights the role of stakeholder collaboration in
achieving green transport outcomes. Component 5 exhibits “Technological Advancements in
Transportation (TAT)”, where TAT variables like “Technological advancements significantly
reduce carbon emissions” demonstrate strong factor loadings (0.888—0.929). This component

20
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Table 4. Rotated component matrix with factor loadings for nine components Journal of

International
Rotated component matrix® Logistics and
Component Trade

1 2 3 4 5 6 7 8 9

UETM1 0.937

UETM3 0.925

UETM5 0.923 21
UETM2 0.920

UETM4 0.919

PESP5 0.925

PESP1 0.919

PESP3 0.895

PESP4 0.891

PESP2 0.890

GTPE1 0.940

GTPE3 0.929

GTPE2 0.929

GTPE4 0.926

CSE1 0.954

CSE2 0.935

CSE4 0.933

CSE3 0.926

TAT1 0.929

TAT2 0.910

TAT4 0.898

TAT3 0.888

SOFA1 0.916

SOFA4 0.913

SOFA2 0.889

SOFA3 0.887

EGTP1 0.933

EGTP2 0.906

EGTP3 0.864

EGTP4 0.843

RGGE1 0.891

RGGE2 0.873

RGGE3 0.871

RGGE4 0.837

IGTI4 0.879
IGTI3 0.870
IGTI2 0.843
IGTI1 0.776
Note(s): Extraction Method: Principal Component Analysis

Rotation Method: Varimax with Kaiser Normalization

“Rotation converged in 6 iterations

Source(s): Authors’ calculations

emphasizes the transformative role of technology in shaping sustainable transport systems.
Component 6 represents “SOFA”, where SOFA variables such as “SOFA influence decisions
to adopt eco-friendly transport” exhibit high factor loadings (0.887—0.916). This component
reflects the influence of income, subsidies and access on transport choices. Component 7
indicates “Effectiveness of Green Transport Policies and Regulations (EGTP)”, where EGTP
items, e.g. “Regulations on vehicle emissions contribute to reducing environmental impacts”
demonstrates factor loadings ranging from 0.843 to 0.933. This reflects the impact of
regulatory measures on policy success. Component 8 indicating “Reduction of Greenhouse
Gas Emissions (RGGE)”, where RGGE variables such as “Reducing emission is crucial for
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JILT mitigating climate change” exhibit high factor loadings (0.837-0.891). This underscores the
23,1 significance of emission reduction strategies in achieving sustainability goals. Component 9
representing “Investment in Green Transport Infrastructure (IGTT)”, where IGTI variables, i.e.
“Investments in bike lanes and public transit enhance accessibility” demonstrate strong factor
loadings (0.776-0.879). This component emphasizes the critical role of infrastructure in
enabling sustainable mobility. Thus, one can understand that the authors have considered
majority of the aspects to develop and to investigate GTSM for planning sustainable
22 transportation policy for larger acceptance and true implementation by the stakeholders. The
classification of components based on factor loadings and their theoretical grounding in
literature is considered to draft constructs and to represent decisive facts, to provide robust
interpretations and actionable insights in the domain of green transport sustainability and to
ensure coherence between the structural model and theoretical framework.

A Scree plot is developed by the authors to help in factor analysis and to understand the
status of the factors versus the proportion of variance. The same helps in understanding, when
the Eigenvalues start to level-off and where the additional factors have nothing to do with
explaining the variance in the data. A Scree plot inspects the Eigenvalues and the number of
factors, where Eigenvalues indicate the percentage of variance that each factor exists. The only
thing to seek in the Scree plot is the “elbow” or inflection point, i.e. at which point the slope of
the plot changes from steep to shallow. When this threshold is reached, factors to the left are
only considered for analysis as they explain a large amount of variance that deserves to be kept.
The factors at the right of the elbow in Scree plot are not considered because they explain a
small percentage of the variance and are typically ignored. The factors preceding the elbow are
known as the Eigenvalues and are kept for additional investigation as they capture the
underlying structure of the data. The analysis extracted nine components based on the
Eigenvalue criterion, and beliefs that the identification of nine factors can capture more data
variance than a single original variable.

3.4 Results of the measurement model

CFA is conducted for the constructs using AMOS 24 software to ensure the validity of the
constructs used in the study. The summary of the CFA is tabulated in Table 5. Convergent and
discriminant validities of the constructs are tested using CFA. Convergent validity is the extent to
which the items developed to measure a particular individual assess that construct. Discriminant
validity is used to understand the construct that is supposed not to correlate with another

Table 5. Summary of the confirmatory factor analysis (CFA)

Measure Value Acceptable limit Interpretation
Chi-square value (y?) 1483.626 - -

Degrees of freedom (df) 629 - -

2°/df ratio 2.359 <3 Good fit
Goodness-of-fit index (GFI) 0.911 >0.90 Good fit

Root mean square error of 0.043 <0.05 Good fit
approximation (RMSEA)

Adjusted goodness-of-fit 0.895 Close to 0.90 Close to the
index (AGFI) acceptable limit
Normed fit index (NFI) 0.949 >0.90 Good fit
Incremental fit index (IFT) 0.97 >0.95 Perfect fit
Tucker-Lewis index (TLI) 0.966 >0.90 Good fit
Comparative fit index (CFI) 0.970 >0.95 Perfect fit
Convergent validity Significant factorloadings — Valid constructs
Discriminant validity There is no correlation - Valid constructs

with unrelated constructs
Source(s): Authors’ calculations
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individual would not do so. The guidelines and acceptance limits of various authors including Hu Journal of

and Bentler (1999), Kline (2005) and Hair et al. (2010), are used to judge the model fit indices International
obtained from the CFA measurement model. The values of the absolute fit measures of the Logistics and
measurement model are found within the acceptable limits. The Chi-square value is found as Trade

1483.626 with a 629 degree of freedom and ratio of 2.359, which also falls within the suggested
range for a good fit. The goodness-of-fit index (GFI) was 0.911, and the root mean square error of
approximation was 0.043. Both values showed a good model fit with the value of GFI above the
threshold value of 0.90, and the RMSEA value is less than the value of 0.05, which means that the 23
model is closely fitted to the data. With the absolute fit measures, incremental fit measures are
also computed, i.e. adjusted GFI is found as 0.895, close to 0.90. The normed fit index is found as
0.949, which is above 0.90; the incremental fit index is found as 0.970, which is almost
satisfactory, which is above 0.95; the Tucker—Lewis index is found as 0.966, which is above 0.90;
and the comparative fit index is found as 0.970, which is above 0.95.

This CFA provided statistical evidence that supports the constructs’ convergent and
discriminant validity. Factor loadings for convergent validity are found significant for all
items. High composite factor loadings indicated that the measures used are good indicators of
the latent variables for they are designed to measure. This analysis shows that the model is a
good fit for the data and provides the base for the SEM analysis. Results of CFA are shown in
Table 6. The CFA performed on the measurement model provided the validation that the
structures chosen for the study are reliable and valid, which is very important to make accurate
conclusions about the constructs in the context of the study.

3.5 Convergent and discriminant validity

Convergence validity signifies that the objects of a factor under harvest have enough internal
consistency and is satisfactorily associated with the compelled item (Hair et al., 2010).
The same are typically investigated via composite reliability (CR) and average variance
extracted (AVE) under convergent validity. Items in a factor show convergence validity, when
they fulfil two conditions, i.e. CR should surpass AVE values for each object and CR and AVE
must equal or exceed 0.70 and 0.50, correspondingly. In present study, CR values vary from
0.803 to 0.921, and AVE varies from 0.51 to 0.703 among the constructs. Both of these
measures surpass their correlations and further require validation of systematic convergence.
These concepts may allude to a constant examination of convergence in molecular cholera as a
solid theory. The convergent validity scores can be identified from Table 7.

The discriminant validity of the scale is tested through two essential methods, namely
the inter-construct correlation matrix approach and the variance-extracted method,
developed by Hair et al. (2010) and Fornell and Larcker (1981) respectively. Concerning
the inter-construct correlation matrix method, both authors suggest that each construct
should demonstrate stronger correlations with its items than with items from other
constructs. Fornell and Larcker (1981) variance-extracted methods have established two
specific criteria, i.e. the Maximum Shared Squared Variance (MSV) between constructs
should be less than the corresponding AVE for each construct, and the Average Shared
Squared Variance (ASV) should also be lower than AVE for adequate discriminant validity.
The overview of the correlation matrix presented in Table 8 demonstrates the satisfaction of
the case in the current study. The MSV and ASV values for each construct are found below
the AVE, which thus confirming the discriminant validity. In addition to the convergent
validity, the detailed examination of discriminant validity proves the reliability of the
measurement model in terms of internal solid consistency and the ability of the model to
distinguish between the diverse constructs accurately.

3.6 Green transport sustainability model: structural equation modeling
The summary of thorough convergent and discriminant validity assessments suggests the
argument that the scale is reliable enough to be further analysed in the framework of green
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JILT Table 6. Results of confirmatory factor analysis

23’ 1 Construct Loadings p-value
Green transport policy effectiveness (GTPE)
o The current green transport policies effectively promote sustainable modes of 0.96 *
transportation (e.g. walking, cycling, public transit) over conventional ones (e.g.
private cars) (GTPE1)
24 e Green transport policies have led to a noticeable reduction in carbon emissions ~ 0.94 *
from the transportation sector within my community. (GTPE2)
e Green transport policies adequately address the needs of diverse socio-economic ~ 0.93 *
groups, including those with limited access to private transportation. (GTPE3)
e The effectiveness of green transport policies is evident in reducing traffic 0.93 *

congestion and associated environmental impacts in my locality. (GTPE4)

Investment in green transport infrastructure
e Investments in green transport infrastructure (e.g. bike lanes, electric vehicle 0.71 *
charging stations, public transit expansion) are crucial for promoting sustainable
mobility. (IGTI1)

e [ believe that increased funding for green transport infrastructure will reduce 0.78 *
greenhouse gas emissions from the transportation sector. (IGTI2)

e  Green transport infrastructure projects, such as pedestrian-friendly streets and 0.82 *
improved public transit systems, enhance accessibility for all community members.
(IGTI3)

e The government should prioritize allocating resources towards developing and  0.88 *

maintaining green transport infrastructure to promote sustainable urban
development. (IGTI4)

Socio-economic factors (SOFA)

e Socio-economic status significantly influences access to and usage of green 0.92 *
transport options (e.g. public transit, electric vehicles). (SOFA1)
e Socio-economic factors, such as income level and employment opportunities, 0.86 *

influence individuals’ decisions to adopt environmentally friendly modes of
transportation. (SOFA2)

e Government subsidies or incentives for green transport initiatives should be 0.86 *
targeted towards marginalized communities to address socio-economic
disparities in mobility. (SOFA3)

e Improving access to affordable and reliable green transport options can positively ~ 0.81 *
impact the socio-economic well-being of communities by reducing transportation
costs and increasing mobility opportunities. (SOFA4)

Usage of eco-friendly transportation modes (UETM)

e actively choose eco-friendly transportation modes (such as walking, cycling or  0.94 *
public transit) whenever possible. (UETM1)

e The availability of eco-friendly transportation options influences my decision 0.91 *
when planning travel routes or commuting. (UETM2)

e [ believe using eco-friendly transportation modes positively reduces my carbon ~ 0.91 *
footprint. (UETM3)

e [ perceive eco-friendly transportation modes as convenient and reliable 0.90 *
alternatives to traditional modes of transportation (e.g. private cars). (UETM4)

e Encouraging eco-friendly transportation modes through incentives or 0.91 *

infrastructure improvements is essential for promoting sustainable mobility in my
community. (UETMS5)

Technological advancements in transportation (TAT)

e There is an indeed need to develop technological advancements in transportation ~ 0.98 *
from the perspective of embracing green transportation in an economy (TAT1)
e Technological advancements in transportation, such as electric vehicles and 0.93 *

autonomous driving systems, have the potential to reduce carbon emissions and
improve air quality significantly. (TAT2)

(continued)
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Table 6. Continued

Construct

Loadings

p-value

I believe that investing in research and development for new transportation
technologies is crucial for addressing current environmental and sustainability
challenges. (TAT3)

Technological advancements in transportation should prioritize accessibility and
inclusivity to ensure that all members of society can benefit from them. (TAT4)

Reduction of greenhouse gas emissions (RGGE)

I believe reducing greenhouse gas emissions from transportation is crucial for
mitigating climate change impacts. (RGGE1)

Efforts to reduce greenhouse gas emissions from transportation should be a
priority for government policies and initiatives. (RGGE2)

Individual actions, such as using public transportation, carpooling or cycling,
significantly reduce personal greenhouse gas emissions. (RGGE3)
Investments in renewable energy sources for transportation, such as electric
vehicles and bio-fuels, are effective strategies for reducing greenhouse gas
emissions. (RGGE4)

Collaboration and stakeholder engagement (CSE)

Collaboration among stakeholders, including government, industry and
community organizations, is essential for developing effective transportation
policies and initiatives. (CSE1)

Engaging stakeholders in the decision-making process ensures that transportation
projects address the needs and concerns of all affected parties. (CSE2)
Stakeholder engagement should continue throughout transportation projects’
planning, implementation and evaluation stages. (CSE3)

Effective collaboration and stakeholder engagement lead to greater transparency,
accountability and trust in transportation decision-making processes. (CSE4)

Effectiveness of green transport policies and regulations (EGTP)

Green transport policies and regulations effectively incentivize the adoption of
sustainable transportation options over conventional ones. (EGTP1)

I believe that stringent regulations on vehicle emissions and fuel efficiency
standards contribute to reducing environmental impacts from the transportation
sector. (EGTP2)

Enforcing green transport policies and regulations is necessary to ensure
compliance and achieve desired sustainability outcomes. (EGTP3)

Public awareness campaigns and education initiatives are crucial in enhancing the
effectiveness of green transport policies and regulations. (EGTP4)

Promotion of environmentally sustainable transportation practices (PESP)

Efforts to promote environmentally sustainable transportation practices, such as
walking, cycling and public transit, are essential for reducing carbon
emissions.(PESP1)

I believe that government incentives, such as subsidies for electric vehicles or tax
breaks for carpooling, effectively encourage adopting sustainable transportation
practices. (PESP2)

Public awareness campaigns and educational programs significantly promote
environmentally sustainable transportation practices within communities.
(PESP3)

Investments in infrastructure for sustainable transportation options, such as bike
lanes and pedestrian-friendly streets, are crucial for encouraging their use.
(PESP4)

Collaborative efforts between government, businesses and civil society
organizations are necessary to promote and implement environmentally
sustainable transportation practices. (PESP5)

Source(s): Authors’ calculations
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JILT Table 7. Convergent validity scores

23,1
CR AVE MSV MaxR(H)

PESP 0.909 0.662 0.060 0.954
SOFA 0.861 0.636 0.038 0.940
TAT 0.915 0.703 0.600 0.971
RGGE 0.821 0.543 0.013 0.901

26 UETM 0.921 0.698 0.038 0.964
EGTP 0.854 0.592 0.069 0.928
CSE 0.895 0.686 0.033 0.965
IGTI 0.803 0.511 0.069 0.891

Source(s): Authors’ calculations

Table 8. Discriminant validity scores

PESP SOFA TAT RGGE UETM EGTP CSE IGTI
PESP 0.814
SOFA —0.01 0.797
TAT 0.244 —0.18 0.838
RGGE —0.03 0.071 —0.01 0.737
UETM 0.109 0.196 0.166 0.044 0.835
EGTP —0.01 -0 —0.01 0.045 0 0.77
CSE 0.147 -0 —0.18 0.01 0.012 —0.014 0.828
IGTI —0.01 0.059 0.015 -0.112 0.045 —0.262 —0.03 0.715

Source(s): Authors’ calculations

transport sustainability. The Hypothetical Framework for GTPE can be identify from Figure 1.
From Figure 1, one can understand the linkages between various independent variable (IGTI,
SOFA, UETM, TAT, RGGE, CSE, EGTP, PESP) and dependent variable (GTPE). The
evaluated GTSM and allied multiple indicators, paths and constructs under structural equation
model can be identify from Figure 2. The result of the hypothesis testing is shown in Table 9
and Figure 2. The model fit indices and significant factor loadings suggest that the proposed
model is robust. The study embraces is existence in generating the GTPE model based on the
hypotheses. These relationships are checked or eliminated using the test results, beta values
and p-values indicated by the types of arrows. The hypothetical framework is conveniently

| SOFA L IGTI |
\
\
\
N2 HI
N RGGE
o by |
‘:7 HS5
H4 [/
7’ /
| TAT I‘/ H6 CSE |
II’H8
,/ H7
| PESP r EGTP |

Source(s): Authors’ elaboration

Figure 1. Hypothetical framework for GTPE
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Figure 2. Green transport sustainability model (GTSM)

represented using solid lines for hypotheses rejected, while hypotheses accepted are
represented using dotted lines.

The extract picture of the tested hypotheses, related statements, supports and evidences can
be understood from Table 9. Here, SEM approach is used to assess the correlation between the
independent variables and the dependent variable named as GTPE. The hypotheses are tested
and hypothesis, i.e. IGTT — GTPE results in beta value of 0.015 with p-values as 0.762. This
analysis indicates that investment in green transport infrastructure (IGTI) shows a positive
relationship with GTPE; however, this relationship is not statistically significant. The absence
of statistical significance indicates that infrastructure investments by themselves might not be
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JILT Table 9. Hypothesis results

23’ 1 S.N Hypothesis Beta p-value
1 IGTI - GTPE 0.015 0.762
2 SOFA — GTPE 0.094 0.006
3 UETM — GTPE 0.081 0.017
4 TAT — GTPE 0.395 0.000

28 5 RGGE — GTPE —0.052 0.114
6 CSE - GTPE —0.011 0.750
7 EGTP — GTPE —0.014 0.683
8 PESP — GTPE 0.125 0.000

Source(s): Authors’ calculations

adequate to improve GTPE, unless they are combined with additional measures like
technological or policy advancements. Quantitative data indicate that IGTT is insufficient to
fully explain policy effectiveness on its own; there may be other necessary factors, including
raising public awareness or upgrading technologies.

Additionally, hypothesis, i.e. SOFA — GTPE results in beta value of 0.094 with p-values as
0.006. Analysis reveals that SOFA have a notable and beneficial influence on GTPE,
suggesting that enhanced socio-economic equity and access can lead to greater effectiveness in
green transport policies. It is found that the interplay of SOFA, including income distribution
and equity, is crucial for achieving inclusive and effective policy outcomes. Moreover,
hypothesis, i.e. UETM — GTPE results in beta value of 0.081 with p-values as 0.017.
The analysis indicates that the use of eco-friendly transportation modes has a statistically
significant positive effect on GTPE. The promotion and utilization of eco-friendly modes
directly support the objectives of green transport policy, aligning with broader environmental
and socio-economic goals.

Furthermore, hypothesis, i.e. TAT — GTPE results in beta value of 0.395 with p < 0.001.
The analysis suggests that technological advancements in transportation demonstrate a
significant and beneficial effect on GTPE, showing the greatest influence compared to all other
variables. Thus, one can understand that technology acts as an essential facilitator of green
transport policies, promoting emissions reduction, enhancing efficiency and improving
accessibility. It is admired that if governments wish to benefit from the enhanced term with
technological advancement, they must devote more funds to R&D or else find a way to
encourage co-operation between companies. Hypothesis, i.e. RGGE — GTPE results in beta
value of —0.052 with p-values as 0.114 supports the interpretation and indicates that there is a
negative relationship between RGGE and GTPE, which is also statistically insignificant. The
effectiveness of emissions reduction initiatives in transportation policy may be compromised
by insufficient enforcement mechanisms or the absence of supplementary measures, which
could account for the observed negative association.

Additionally, hypothesis, i.e. CSE — GTPE results in beta value of —0.011 with p-values as
0.750. The findings indicate that CSE exhibits a minimal and statistically insignificant impact
on GTPE. Despite the significance of CSE in inclusive planning, its impact on GTPE, when
considered alone is minimal, primarily due to insufficient operational and technical support.
Furthermore, hypothesis that EGTP results in GTPE results in beta value of —0.014 with
p-values as 0.683. The analysis indicates a negative correlation and a lack of statistical
significance regarding the EGTP and regulations. The reasoning behind this is that in the
absence of adequate investments and stakeholder backing, legislation alone may fall short in
driving policy success. Moreover, hypothesis, i.e. PESP — GTPE results in beta value of 0.125
with p <0.001 experiences significant and positive effects from the promotion of ecologically
friendly transportation practices. The reasoning for this is that PESP’s infrastructure
enhancements, awareness initiatives and incentives collectively contribute to the promotion of
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environmentally sustainable practices. It is demonstrated that Technological Advancements in Journal of

Transportation (TAT) is the most significant determinant of GTPE. This implies that these International
policies are primarily needed to be underpinned by advances in transport technology to make Logistics and
the indeed acceptance of green transport policies. Trade

PESP, SOFA and Use of Eco-friendly Transportation Modes (UETM) are also significant
predictors of GTPE and thus it is suggested that the policies aimed at up-gradation of socio-
economic standards and the use of environment friendly modes of transport can help in better
policy result. At the same time, Investment in Green Transport Infrastructure (IGTI),
Greenhouse Gas Emission Reduction (RGGE), CSE and EGTP and Regulations do not
demonstrate a direct relationship with GTPE. This means that these factors within an
environmental sustainability framework are not sufficient stand-alone keys to the success of
green transport policies, when lacking complementary technological or socio-economic
strategies. The study offers significant insights that can help governments, companies and
communities towards improving the EGTP and regulations.

3.6.1 Implications for government. The study discussed crucial aspects, which
governments ought to consider towards preparing GTPE. The study suggested insights
related with adoption of green transportation and allied boundaries, which can be fruitful for
importing dignified polices by the government. The study suggested technological
advancement as the most compelling factor to be primarily considered for accepting
environmentally friendly transportation mechanism and accelerating green transportation in
an economy by the government. The study embraced that the diffusion of innovations theory
by the government under the domain of electric cars and smart infrastructure can shape green
transport policy. It is therefore important that early government should endorse and support
innovative customized technologies for green transportation for embracement. This is required
to promote government to self-finance decarbonisation effort and to entail a positive
contribution towards the achievement of the SDGs, i.e. SDG7 (the Affordable Clean Energy
goal) and SDG11 (the Sustainable Cities and Communities goal). Customized technological
innovation promoting enacting of renewable nature systems and green infrastructure
development can fast-track transport sustainability. It is affirmed by the study that the
integration of SOFA in transport networks can be lead towards harmony by encouraging equal
distribution of resources. The study suggested recommendations to the government to subside
green modes based on SOFA to enhance the utility of public transport. The study admired its
existence by inking stakeholder theory that beliefs in closely linking the public campaigns and
local community’s involvement based on policy initiatives to retain and maintain involvement
of all the stakeholders to enhance their commitment and cooperation for the acceptance of
universal rules and policies. The policy initiatives based on socio-economic pillars will
stimulate corporations to publish low-carbon technologies and smart transport systems due to
the assumption that social acceptance will lead big transport businesses assuming this position
can assist to improve transport networks’ and revenues sustainability. The main contribution of
the study will admire government, business and the community to support TBL (triple bottom
line) Framework and Commercial businesses based on CSR to be imposed towards willing to
fund environmental programs to offer green products and services in less fortunate
communities.

Today, decarbonisation is needed, where transportation is one for the most effective
investment areas to the government, which can be done by accelerating the use of EVs,
integration of renewable energy and building of smart transport infrastructure to significantly
enhance the sustainability of the transportation sector, which demands investigations of certain
linkages for appropriate acceleration and employment by the economy. The same is presented in
study and linkages amongst diverse hypotheses, related statements, supports and evidences are
presented in study to help government in moulding dignified rules and regulations related to
green transportation policy for larger acceptance. The study emphasised that transport systems
should embrace SOFA to accord the importance and provision of equal or fair access to
transport systems. It is suggested that technologies and policies, which can managed income
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JILT inequality, provision of subsidies for environmentally friendly modes, and increase in the
23,1 accessibility of public transport can drag stakeholder’s attention in green transportation. The
study indicates that funding should be allocated on campaigns and interventions for the public
by the government, regarding socio-cultural contexts and to enrol community consultation and
local community executives to push for green campaigns and to dramatically boost public
cooperation.

3.6.2 Implications for companies and communities. The study revealed that GTPE is
propelled by innovation especially in the transportation, logistics and technology-based
companies. This implies that companies should seek to foster the emergence of low carbon
technologies, intelligent transport systems and efficient energy vehicle technologies.
Companies should engage in partnerships with government and community and make
green logistics solutions to support green transport modes. For example, incentives such as
subsidies and special offers can motivate the customers of ride-sharing platforms to order
purely electric vehicles. The findings also suggest for Company Social Responsibility (CSR)
activities to increase community benefit by offering cheaper green transport solutions in
underprovided zones or by sponsoring campaigns for eco-friendly travel. The governments
should draft top priorities for equity and public awareness under the line of green transport,
while companies should prioritize innovation and CSR to stimulate communities’ proactive
commitments to sustainability. These efforts supplement strategies for development of civil
society with considerations that draw from socio-cultural realities with a view of being sure
that strategies in place would be effective and would command the support of the society.

The study underlines that the EGTP not only hinges on reducing emissions but also on
improving accessibility to remote and isolated regions. Green transport, particularly through
electrification and sustainable public transport solutions, can offer the potential to enhance
accessibility in underserved areas. For instance, the introduction of electric buses and solar-
powered vehicles could reduce travel costs and improve connectivity, addressing socio-
economic disparities in mobility. However, current policies do not adequately address the
needs of marginalized groups, making it imperative to develop more inclusive transport
policies that prioritize accessibility. There are some encouraging signs that green transport
policies are aligning with broader socio-economic and environmental goals, but more focused
efforts are required to integrate these development objectives fully. As demonstrated in this
study, stakeholder engagement and collaborative efforts between government, businesses, and
communities are crucial for the success of green initiatives. Policies that incentivize both the
adoption of eco-friendly transport modes and the development of green infrastructure,
particularly in remote areas, are vital for achieving sustainability goals.

30

3.7 Discussions

The study assessed the components towards admiring certain facts associated with the
determination of the effectiveness of existing green transport policies, the impact of socio-
economic indicators on people’s choices regarding the mode of transportation, the patterns of
incorporating eco-friendly transport options, technology impact, and greenhouse gas emission
reduction to represent the indeed originality of the present manuscript. In corresponding to the
EGTP, authors found that many green transport policies are needed to be embraced from the
insights of moulding Green transport in an economy, where policies based on electric vehicle
adoption quotas, public infrastructure trips, and congestion pricing can be supportive. In
conjunction with the impact of SOFA, it is found that the role of other economic sources
influences the situation of using green transportation and thus one can say that Green transport
is impacted through SOFA. The importance of SOFA is admitted, where; such factors are
referred as driver’s thorough income and trends, mobility restrictions, and job opportunities.
Moreover, under the context of role of technological advancements, it is required that policies
should be developed to ensure an equitable approach to all categories and to reduce disparities
in mobility. It is found that the role of technological advancements is prominent and advanced
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models are needed to be developed to foster the incorporation of Green technology and Journal of

transport. The findings presented in the study will help government and non-government International
organizations in understanding the behaviours of the stakeholders for matching strategic Logistics and
alliances. The study will act as landmark to help policymakers towards improving Trade

transportation policies and to make investments in green transport infrastructures and
designs for the development of green transportation universally and collectively with the
acceptance of a larger group of any economy. The authors observed that the SOFA can
significantly affect transportation choices and the socio-economic people under low and
medium groups mainly concentrates on their income as a prime driver, which readily
stimulates them to prefer and to adopt transportation means, which are green, competent and
can be shareable. The cutting edge solutions related with the development of eco-friendly fuels
to preserve biodiversity and ecosystems, development of energy efficiency traits, equipments,
renewable and waste reduction practices are found prominent and requires supplementary
development for road-mapping green transport sustainability precisely and mitigating carbon
footprints. Additionally; design of sustainable engines, development of green framework
based on tax incentives, resistance to change towards adherence to traditional transportation
practices, adaptation of self-sustainable principles towards greenness and the creation of
inspiration model towards consuming locally produced products can reduce the carbon
footprint connected with the transportation of that products from long origins are found as few
frontiers that can extend the existing literature.

The proportion of electric vehicle (EV) is a critical metric for evaluating the success of
green transport initiatives. While specific data on EV usage is lacking and broader trends
indicate that EV adoption is gradually increasing, primarily due to favourable policies and
incentives aimed at reducing reliance on fossil fuels. Nonetheless, significant gaps remain in
promoting EVs, particularly in regions with limited charging infrastructure and lower income
levels. This reinforces the importance of continued investment in green infrastructure, such as
the expansion of public transit, bike lanes, and EV charging stations, which are critical to
supporting green mobility. Current investments in green infrastructure are pivotal, yet the
study indicates that they fall short of the required range to transition the entire nation towards
green transport. For green policies to fully take effect, substantial and sustained financial
commitments are necessary, including government subsidies, public—private partnerships and
international collaboration. The study area reflects moderate investment in green
infrastructure, but it is essential to scale these efforts to foster widespread EV adoption and
integrate public transport networks into greener alternatives.

31

3.8 Conclusion

This study has presented a comprehensive theoretical GTSM for understanding green transport
initiatives” dynamics using SEM. Overall, the proposed GTSM framework demonstrates a
robust scenario for evaluating the phenomena of green transport. All constructs are provided by
solid convergent and discriminant validity, and the model fit is found acceptable. The results
showed that current green transport policies greatly influencing and favouring the
implementation of eco-friendly modes of transport. SOFA are found as significant drivers of
influencing transport choices, and technological advancements drive and advanced models are
needed to be developed to foster the incorporation of green technology and transport. The study
indicates that green transport projects can dramatically cut greenhouse gas emissions, but the
same demands the engagement and cooperation of all stakeholders as a primitive and vital step
for indeed implementation of green transport and to ensure the efficiency of green transport
policies. It is admired that the green transportation infrastructure investments support
environmentally sustainable practitioners and are a harbinger of regular and proper behaviour
among users. In terms of policy implications, the present study indicates that the active
stakeholder engagement and considerable spending on green transportation infrastructure are
necessary for successful policy implementation. Well-composed policies under
comprehensively embed green transportation initiatives, and voluntarily emphasis should be
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JILT placed on stakeholder engagement to achieve better outcomes. The results have important and
23,1 practical implications for managers working within both government and for-profit sectors. To
improve transportation policies, it is suggested that decision-makers should take seriously the
salient facets with the most significant impact, i.e. policy effectiveness, socio-economic
influences, technological innovation and emission reductions. This will enable reinforcement
of the more eco-friendly transport networks. Today, there is a need of developing integrated
green transportation policies to support all stakeholders in realizing long-term environmental
and social dividends. In conclusion, the present research grants a critical understanding of green
transportation complexities. The research created a solid framework for sustainable transport by
first understanding and addressing the complexity of factors that affect sustainable transport.
The future research directions of the present study lie in conducting the study with the
involvement of varied group of user’s, i.e. public transit users, non-motorized travellers and
motorized vehicle users, to represent the more specific dimensions and facts with the
involvement of different interplay with the considered constructs. The future research directions
suggest the potential researchers to conduct more explicit study with the amalgamation of more
specific constructs, directions and dimensions under integrated concepts and models with the
heterogeneous group of users to suggest more precise outcomes.

32

3.9 Managerial implications
The research evaluates the need of green transport policies, scrutinizes the influence of SOFA
on transportation choices, analyses patterns in the adoption of eco-friendly modes of
transportation, assess the impact of technological advancements, provided critical facts on the
reduction of greenhouse gas emissions through green transport. The same will help policy-
makers in understanding the impact of technological advancements, environmentally
sustainable practices and investments in green transport infrastructure. The insights
presented can support policymakers in designing relevant policy-making frameworks for
ensuring the sustainability delivery of governments and organizations about transport
objectives. Moreover, the study explores the importance of CSE strategies in promotes
environmentally sustainable practices and presented that the managerial authorities should
ponder about green transport investments under green transport infrastructure based on policies
and regulations for attaining sustainability. Policymakers should enforce green transport
policies to cushion against sustainability challenges. The study recommend to seek drivers and
measures that can support to steer eco-friendly transportation modes by promoting high access
to transportation resources and offering incentives for technological innovation in the sector.
The managerial authorities are suggested to reinforce discounted capillaries to stakeholders for
influencing utility and success of green transport. Green transport ventures preliminary
demands effective stakeholder engagement and collaboration to succeed and instrumental. It is
suggested to engage government entities, businesses, civil society organizations, and affected
communities to foster innovations centred on stakeholder needs by the managers for success
and sustainability. In large ventures and innovations, public—private partnerships can help in
pooling resources and expertise to accomplish adaptation of green projects. Prioritizing
supporting projects that amplify public networks, increase pedestrian railways, cycling
pathways and investments in green power energy technologies can result in declined
greenhouse gases and improved quality of life. Technology is crucial in realizing green
transport ambitions. The government’s support in offering programs, grants, and tax breaks to
companies engaging in green technology or enacting laws that aim to boost green technology
prospects may save the day. Agencies should collaborate with academic institutions to develop
technology designed for sustainability and offer solutions for sustainability products.
Investment in substantially promoting green transport systems benefits to the environment,
economies and societies and is vital, where, the educational programs, publicity and education
on the other side will drive miles in ensuring travellers to comply with sustainable transport. In
summation, the present study provides vital hints of insight into the policy approach for
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policymakers, practitioners and everyone interested in integrating sustainability in transport. Journal of

By enforcing such a policy, employing collaboration, investing in infrastructure, defining International
technological endeavours and implementing marketing goods; governments can work to Logistics and
realize sustainability situations in the transport sector. Trade
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