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place-based indicators that measure accessibility at a given location. However, because transit
routes are the main unit of analysis in most approaches for planning and operation of transit
systems, these accessibility indicators provide limited information to inform transport planning at
the route-level. In addition, previous studies have demonstrated the methodological limitations of
traditional place-based accessibility metrics to study the association between accessibility and
transit ridership. In this paper, we propose a novel route-based accessibility measure to fill the
mentioned gaps. The indicator measures the average level of access to opportunities provided by
a given transit route to the population in its extended catchment area. This indicator is flexible
enough that it can be calculated using different travel cost functions and can be applied to
measure access to different activity types for the whole population or for specific groups. To
illustrate the applicability of the proposed indicator, we calculated the employment accessibility
provided by all routes of the transit system of Fortaleza, Brazil. We also show that the proposed
indicator has greater predictive power of transit ridership than other route-level accessibility
measures found in the literature. This paper provides a methodological contribution that could
help transport planners incorporate accessibility analysis into transit system redesign projects,
and help practitioners anticipate what accessibility impacts and subsequent changes in transit
ridership could be expected from route-level service changes, and to examine the influence of
accessibility on transit ridership.

1. Introduction

There is a growing consensus in the transportation planning literature that one of the main benefits of public transit systems is the
promotion of accessibility, i.e. the ease with which people can reach activities or destinations (Bertolini et al., 2005; Geurs and van
Wee, 2004). As a result, an increasing number of researchers, transportation and funding agencies have been using accessibility metrics
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to evaluate the performance of transportation systems and their integration with land use policies (Boisjoly and El-Geneidy, 2017;
Manaugh et al., 2015; Silva et al., 2016). There is also growing evidence on the association between accessibility and levels of mobility
and/or the participation in out-of-home activities (Diab et al., 2020b; Fransen et al., 2018; Martens, 2019). However, practitioners still
face persistent challenges in incorporating accessibility analyses to transit operations planning (Silva et al., 2016; Silva and Larsson,
2018). El-Geneidy and Levinson (2022) argue that transport planners could more easily adopt accessibility analyses if such analyses
would speak more directly to the goals of transit systems. Recent studies have investigated the association between accessibility and
transit ridership (Bree et al., 2020; Cui et al., 2022; Merlin et al., 2021), which is a key indicator of public transit performance (Cui
etal., 2022). However, these studies present some important methodological limitations (see Section 2). One of these limitations is that
these studies use place-based accessibility indicators in ways that cannot distinguish the accessibility benefits of each transit route.
Ultimately, such limitations preclude one’s ability to understand how accessibility levels and subsequent changes in transit ridership
could result from the creation of new route alternatives or changes to the transit network.

In this work we propose a new route-based accessibility measure and examine how this metric can help us understand the asso-
ciation between transit accessibility and ridership. The proposed metric captures the average accessibility that a given route provides
to the population in its area of influence, taking into account both land use patterns and the spatial-temporal connectivity of that route
with the rest of the transit network. This route-based accessibility measure can be calculated using different types of cost functions (e.g.
cumulative or gravity models) and can be applied to measure access to different types of activities (e.g. jobs, schools, etc.) for the
population as a whole or for specific groups (e.g. income or ethnic groups). To demonstrate the new route-based accessibility measure,
we calculate the level of access to jobs conveyed by each of the bus routes in the transit system of Fortaleza (Brazil) using both cu-
mulative and gravity functions. We also compared the proposed metric against other route-based accessibility measures found in the
literature, and showed how our proposed indicator has a stronger association with transit ridership. This comparison was carried out
using correlation and multivariate regression analyses. The selection of control variables of the regression model was informed by a
Directed Acyclic Graph (DAG) that we propose to map the determinants of transit ridership based on our literature review. This
strategy allows us to estimate the effect of accessibility on ridership without eventual biases that could be caused by confounding
variables.

To the best of our knowledge, only two studies have previously proposed route-based accessibility measures. Karner (2018)
proposed to calculate a transit route accessibility by first calculating a gravity-based accessibility from all the stops of the transit
system, and then calculating the level of accessibility for each route by taking the average accessibility of its stops. Similarly, Diab et al.
(2020a) proposed to calculate the accessibility of each route by taking the average accessibility of the census tracts that are intersected
by each route. Meanwhile, a few studies have examined the marginal accessibility gains from particular transit routes by comparing
how accessibility levels change with and without the route of interest being considered in the transit network (Farber and Fu, 2017; Liu
and Miller, 2023; Niehaus et al., 2016; Pereira et al., 2019). As it will be discussed in Section 2, these approaches underestimate the
contribution of sub-optimal routes and do not necessarily capture how the accessibility of a route would be affected by changes in its
frequency or operational speed, for example.

This paper advances the literature by proposing a new route-based accessibility measure that simultaneously takes into account
transit supply factors (e.g. speed, frequency and connectivity), land use factors (how activities and people are distributed in space), and
time constraints of individuals’ travel time budgets. The proposed indicator can capture the average accessibility that a transit route
provides to the population located at the immediate walking catchment area of the route, as well as to the population that could
indirectly benefit from it given the spatial-temporal connectivity of the route with the rest of the transit system. This work also ad-
vances the literature by showing how the proposed route-based accessibility metric can advance the study of the association between
accessibility and transit ridership, and thus inform the operational planning of transit systems. Finally, this work also presents the first
DAG mapping the causal paths of the key variables that influence transit ridership at the route level.

The remainder of the paper is organized as follows: Section 2 presents a literature review of studies that analyze the association
between accessibility and transit ridership, and two other route-based accessibility metrics found in the literature; Section 3 introduces
the new route-based accessibility measure proposed in this paper; Section 4 introduces the case study; Section 5 discusses the materials
and methods used; Section 6 presents the results and discussion from a case study and; Section 7 presents the conclusions.

2. Literature review

Accessibility measures have increasingly been used by researchers and funding agencies to evaluate the performance of the
transportation system and land use (Boisjoly and El-Geneidy, 2017; Manaugh et al., 2015; Silva et al., 2016). However, their appli-
cation in day-do-day practice is still incipient, especially among managers and operators of transit agencies. According to Silva et al.
(2016), there are various constraints, such as data availability and the separation of urban planning and transportation agencies.
Conforming to El-Geneidy and Levinson (2022), one way to improve the adoption of accessibility analysis in planning practice would
be to devise accessibility methods that could more directly help decision makers achieve their desired objectives.

In the case of public transit, a key goal of policy makers is to increase ridership. Increasing transit ridership is associated with more
sustainable mobility patterns and lower environmental externalities (Adler and van Ommeren, 2016; Beaudoin et al., 2015; Diab et al.,
2020Db). Transit ridership can also be understood as an important metric that reflects how much people value a transit system or the
direct utility people derive from it, in other words how successful it is (Merlin et al., 2021).

Recent studies suggest that accessibility estimates can improve the performance of models that attempt to predict transit ridership
(Boisjoly and El-Geneidy, 2016; Bree et al., 2020; Cui et al., 2022; Merlin et al., 2021). According to these studies, it is to be expected
that there is a positive association between accessibility and ridership. This is based on the idea that one of the main benefits of a
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transportation system is to improve peoples’ access to opportunities, and so one should expect at least to a certain point that more
passengers would use the transit system if it provided access to a larger number of opportunities that could be of interest to a greater
number of people.

The works of Bree et al. (2020) and Cui et al. (2022) measure the association between accessibility and ridership at the stop level,
while Merlin et al. (2021) measure at the city level. Cui et al. (2022) argues that measuring this association at an aggregate level such as
census tracts or city level are not easily translatable into service changes. However, doing this analysis at the stop level is also
problematic because the accessibility from a transit stop is influenced by all of the transit routes that pass through it.

Measuring accessibility at the route level can be important for different reasons. Different routes provide varying levels of
accessibility based on their geographical path, frequency, speed, and connectivity. Assessing the accessibility conferred by each route
allows for a more complete examination of the benefit created by each component of the transit network considering its integration to
the rest of the network and the numerous alternatives available to users (Van Wee, 2016). In addition, because most transit planning
decisions are made at the route level, and so it becomes particularly important to understand how design and operational changes to
specific transit routes could impact the accessibility of its users. In that sense, a route-based accessibility metric can help decision
makers adopt accessibility analysis in practice. This type of metric can more directly capture, for example, how changes in a transit
route (e.g. in terms of service frequency or stop sequence, etc.) would impact its accessibility, and thus help inform the allocation of
resources to specific routes that could generate larger accessibility benefits to underserved and disadvantaged communities.

To date, there are only two papers in the literature that have attempted to measure accessibility at the transit route level. The first
paper was that of Karner (2018), who focuses on equity issues in transit services in Phoenix (USA). His indicator is calculated in two
steps. In the first step, he estimates stop-level jobs accessibility using a gravity-based indicator with a mixed decay function. The
function considers a cumulative character up to a certain point (39.9 min, which is the average travel time found in the case study),
after which it follows a non-linear form fitted to the distribution of travel times observed in a travel survey. In the second step, the
author normalizes this accessibility and weights it by the number of people (of a given income level) who can access that stop on foot.
Finally, Karner (2018) calculates the accessibility of a transit route as the average of the accessibility of the stops that are part of the
route.

The second work that seeks to measure accessibility at the route level is the study by Diab et al. (2020a). The study examined the
determinants of transit demand in Montreal (Canada) between the years 2012 and 2017. The authors used a regression model with
random coefficients covering supply control variables (such as headway, route speed, fare), socioeconomic and demographic variables
(unemployment, population density, average income), and a variable of the job accessibility conferred by each route. To measure the
accessibility of each route, the authors first used a cumulative opportunity measure to calculate the number of jobs accessible within
45 min from each census tract. Then, the authors calculated the accessibility of each transit route as the average accessibility of census
tracts intersecting with the route weighted by the size of the intersection area between the census tract and a 400-meter buffer zone
around the route.

A common limitation of the indicators by Karner (2018) and Diab et al. (2020a) is that they only consider walking catchment areas,
overlooking how the accessibility benefits of a given transit route also accrue to passengers transferring from other routes upstream in
the transit network (e.g. feeder routes). More importantly, neither of them restrict the route taken by individuals in the routing analysis
to calculate travel times and accessibility estimates. Both studies rely on shortest-path algorithms that only consider the quickest trip
for each origin—destination pair. This results in accessibility estimates that always consider optimal network solutions, but which
cannot capture the accessibility provided by specific routes, especially suboptimal ones. In other words, the methods adopted by
Karner (2018) and Diab et al. (2020a) may capture the average accessibility at the places where a given route passes by, but they do not
necessarily reflect what accessibility a person could have by using that route. This limitation can produce different problems. For
example, these indicators would not necessarily capture, for instance, how the accessibility of a route would be affected by an increase
in service frequency, speed or connectivity if the route remained as a suboptimal choice for transit users despite those changes.
Additionally, these methods could produce biased results by wrongly estimating high accessibility values for poorly connected routes
with low frequency, but which share stops with other frequent and highly connected routes. In an extreme example, these indicators
would suggest that two bus routes with overlapping trajectories and stops provide the same accessibility level, even if these routes have
drastically different operational characteristics.

Finally, other studies with a focus on project impact assessment measure the accessibility impact of particular routes using a
common method. In these studies, the impact of a route is calculated based on how accessibility levels change when computed
considering the full transit network versus a synthetic network that includes all routes except the route of interest (Liu and Miller,
2023; Niehaus et al., 2016; Pereira et al., 2019; Pereira et al., 2019). This method has been recently referred to as the “accessibility
derivative” measure by Liu and Miller (2023), but perhaps it would be more appropriately named as the “marginal accessibility
change” method. Conceptually, this approach is rather different from a route-based accessibility metric. A route-based metric, as we
detail in the next section, captures the average accessibility benefit of a transit route (e.g. the average number of opportunities that can
be reached by using that route). By contrast, the accessibility derivative measure only captures the marginal change of accessibility
brought about by adding (or removing) a transit route.

Moreover, like the works of Karner (2018) and Diab et al. (2020), the method of marginal accessibility change does not restrict the
route taken by individuals in the routing analysis, and it relies on shortest-path algorithms. A direct implication here is that this method
tends to underestimate the importance of sub-optimal routes. Consider the following hypothetical scenario: a person at bus stop A can
utilize transit route 1 to reach transit stop B in 30 min, thereby accessing 5000 job opportunities. However, an alternative route, route
2, exists, which is both faster and more frequent, allowing access to those same 5000 jobs at stop B and an additional 3000 jobs at a
subsequent stop C, all within the same 30-minute timeframe. Employing the accessibility derivative method, transit route 2 would
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yield a marginal accessibility gain of 3000 jobs. Nonetheless, the same method would suggest that the contribution of route 1 to the
transit system is seemingly zero. This result emerges due to route 2’s superior efficiency, leading to route 1 being overlooked in the
routing analysis. This might be particularly problematic if one wants to examine the relationship between transit ridership and
accessibility at the route level. This is because the marginal accessibility change method might suggest that certain routes could have
relatively low accessibility levels, even though they still attract passenger ridership. Yet, even transit routes that are sub-optimal in
terms of travel times can still attract passengers due to reasons such as service reliability, to avoid crowding, because they are cheaper
or require less walking (Arriagada et al., 2022; Raveau et al., 2014).
Next, we discuss some features that an accessibility indicator should have to overcome these limitations found in the literature.

3. Proposed route-based accessibility measure

The accessibility promoted by a transit route refers to its potential to facilitate people’s access to opportunities. From a theoretical
point of view, a route-based accessibility measure should consider a few criteria. It should account for the population potentially
benefited by the route either directly (i.e. the population living in its immediate catchment area within walking distance to the routes’
stops) and indirectly (i.e. those that could benefit from the route through connectivity with the rest of the transportation system). A
route-based accessibility metric also needs to account for land use patterns (i.e. the spatial distribution of population and opportu-
nities) and time constraints considering passengers’ travel time budgets. Finally, route-based accessibility needs also to consider some
key characteristics of transit routes both in terms of operational performance such as frequency, speed, in terms of monetary costs and
its network connectivity.

Given the network nature of public transit systems, the accessibility benefit provided by a route needs to account for its upstream
and downstream connectivity with other routes in the transportation network. For example, consider a feeder route that goes from a
neighborhood to a terminal. This route provides people with access to opportunities that go beyond the neighborhood-terminal path.
This is because this feeder route is connected to other routes in the transit system, allowing passengers to make transfers and reach
further opportunities down the network. For example, if a person’s travel time budget is say 60 min, a feeder route could significantly
expand the opportunities accessible to a person if she could in 15 min using that feeder route transfer to other transit routes and
continue the rest of her journey for 45 more minutes.

The route-based accessibility measure proposed in this paper is calculated in three steps. First, the accessibility levels from all
geographic zones are calculated using each transit route. The second step is to estimate the population potentially benefited by each
route. Finally, the third step is to calculate the route-level accessibility by aggregating the accessibility of geographic zones (step 1)
weighted by the population benefited by that route (step 2). These steps are described in detail below. For the sake of simplicity, the
route-based metric calculated in this paper covers all of the criteria listed above except for the consideration of monetary costs, which
could be incorporated in future developments.

In step 1, we calculate the number of opportunities accessible from each geographic unit using each route in the transit system. This
step is similar to a traditional place-based accessibility measure and can be calculated considering different types of impedance
functions (Eq. (1)). The difference, however, is the restriction that accessibility only considers trips that necessarily use route r in at
least some part of the journey. The result of this step is a series of accessibility estimates for each point of origin and transit route. All
the geographic units from which it is possible to access at least one opportunity using a given route comprise what we refer to as the
route’s “area of influence”.

Ay =3 0% f(Cy) €y

where A; = Accessibility from a origin i using a route r, and n is a set of destinations j; O; = Number of opportunities in a destination j;
f(Cyr) = Impedance function that considers the cost, Cj, of traveling from an origin i to a destination j using the route r in at least some
portion of the trip.

The second step is to calculate the size of the population potentially benefited by route r in a given time period, i.e. the population in
its area of influence. This includes all the population for whom this route could be potentially useful to access at least one opportunity.
This step can be calculated considering either the population as a whole, or it can be calculated separately for different population
groups (such as income or racial groups). While step 1 allows us to determine the zones from which the route r could help improve
access, in step two we count the number of people in those zones as the population who could potentially benefit from the route.

Finally, in step 3, the accessibility provided by a route r is calculated as the average accessibility from each geographic unit as
estimated by Eq. (1), weighted by the benefited population of each unit obtained in step 2. The calculation of the route-level acces-
sibility is represented by Eq. (2):

o Z;‘:]Air X Pwir
ZicrPuir

where A,, = Route-level accessibility of route r for a group of people w; A; = Accessibility from a origin i using route r; P,; =
Population of group w located in the spatial unit of origin i benefited from route r.

Ay (2)
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Fig. 1. Spatial distribution population (A), income per capita (B) and number of jobs in Fortaleza (C).

4. Case study: Fortaleza (Brazil)

Fortaleza is the fifth largest city in Brazil, with approximately 2.7 million people (IBGE, 2020) and an area of around 313 km?,
making it the ninth most densely inhabited city in the country (IBGE, 2020). The distribution of population, income and job oppor-
tunities in Fortaleza is shown in Fig. 1. Employment opportunities are more concentrated in the northernmost region of the city, which
coincides with the region with the highest per capita income. Meanwhile, low-income communities are more concentrated in the
outskirts of the city.

According to the most recent household travel survey (Pasfor, 2019), the population of Fortaleza commutes predominantly by
private modes (car or motorcycle) (37.7%), followed by walking (30.8%), bus transit (23.2%), bicycle (6.2%), subway (0.4%), and
other modes (1.7%). Bus routes account for the vast majority of public transit journeys. In 2018, the bus system of Fortaleza included
approximately 300 bus routes in service and 9 terminals. Seven of the nine terminals have access control, while the other two serve
primarily as integration points in the city core (Fig. 2).

The bus system also includes a smart card system, which recorded an average of almost 1 million passengers per day in 2018. Fig. 2
illustrates the public transit system, where the links between the stops of the bus network are colored to reflect the service frequency in
the morning peak (between 6am and 8am). The rail system includes the south and west subway lines, and a light rail line that was in
test phase in 2018. The bus transit system has a high spatial coverage and is organized as a hybrid network largely built on a few trunk
routes connecting terminals and the city center, and multiple feeder routes that take passengers to terminals. This helps explain higher
concentration of routes and service frequencies near the city center. It is also worth noting that there is no fare integration between the
bus and subway systems, and only poor physical integration between the two modes in very few stations. This means that the bus and
subway systems operate largely independently in practice, which helps explain at least in part why the subway responds for only a
small share of the transit demand in Fortaleza.

5. Materials and methods

To demonstrate the route-based accessibility metric proposed in this paper, we use the indicator to calculate the average access to
jobs conveyed by each bus route of the transport system of Fortaleza, Brazil. Additionally, we compare the performance of our pro-
posed indicator against similar metrics found in the literature (Karner 2018; Diab et al., 2021) and the traditional method of acces-
sibility impact assessment (Liu and Miller, 2023) by examining the extent to which these measures are associated with the ridership of
transit routes. The assumption here is that, if accessibility is indeed one of the main benefits promoted by public transit systems
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Fig. 2. Public transit system of Fortaleza, 2018.

Table 1

Information used in the study, according to year and source.

Data Information Year Indicators calculated
Population characteristics Spatial distribution of the 2010  Demographic census, IBGE — Population near transit routes
population and income — Accessibility indicators
Economic Activity Spatial distribution of jobs 2018  Annual Social Information Report (RAIS), - Jobs near transit routes
Ministry of Economy — Accessibility indicators
Road Network Characteristic Road network 2018 — Accessibility indicators
General Transit Feed Itineraries, stops, schedule, 2018 - Accessibility indicators
Specification (GTFS) among others - Route frequency
Smart card Ridership of each route 2018  Sindionibus, 2018 — Transit ridership
Origin-DestinationSurvey Number of boardings per route at 2019 - Impedance functions of

transit terminals

accessibility metrics
— Transit ridership

(Bertolini et al., 2005; Geurs and van Wee, 2004), and if transit ridership reflects the direct utility people derive from transit services
(Merlin et al., 2021), we should expect that the accessibility provided by a transit route could be a good predictor of its passenger
demand. We examine the association between route-level accessibility and ridership using both an exploratory correlation analysis and
a multivariate regression model. Since there are many factors that affect accessibility and ridership, we applied a multivariate
regression considering other factors that are found in the literature. To run the multivariate regression model, we propose a Directed
Acyclic Graph (DAG) to map the causal paths of the key variables that influence route-level transit ridership. The construction of the
DAG is important to make explicit the assumptions behind the regression model, and to guide which covariates should be controlled for
if we want to find unbiased estimates of the association between accessibility and ridership. The next subsections present in more detail

the data and methods used.

5.1. Data

Table 1 lists the data sets used in this study. Population and income data comes from the 2010 Census, the latest demographic data
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Table 2
Parameters used in routing.
Parameter Value
Maximum travel time (door-to-door) 1 h (transit)
Active mode speeds 3.6 km/h (walking)
12 km/h (bicycle)
Maximum walking distance to access or egress the transit network 1000 m
Time of suboptimal routes 10 min

available. Employment data includes all formal jobs registered in 2018 in an administrative record database organized by the Ministry
of Economy. Public transit data in the General Transit Feed Specification (GTFS) format was used to do routing analysis and calculate
travel time matrices (details in Section 5.2). The smart card data and the origin-destination survey data are combined to determine the
ridership of bus routes, as explained in the next section.

5.1.1. Ridership data

Transit ridership data collected through smart card records was provided by the city’s transportation planning agency (ETUFOR).
We used data from October 2018 to calculate average ridership on each bus route during the morning peak (between 6am and 8am) of
business days. We focused on this particular period because this is when passenger ridership is most concentrated.

Although most ridership count data is captured through smart cards, the number of passengers boarding bus routes that depart from
a few terminals are not registered in the case of terminals with controlled entry. This is because once a passenger taps in to enter this
type of terminal, there is no need to validate the ticket when boarding a bus. As a consequence, there is no information on which bus
routes passengers take after entering these terminals. This is the case for seven of nine transit terminals in Fortaleza. To get around this
limitation, we used data from a boarding survey conducted in 2018 at the terminals as part of the city’s latest travel survey (Pasfor,
2019). This survey asked passengers at terminals with controlled entry which routes they take when departing from those terminals at
different times of the day. Assuming that the passenger demand data collected in this survey is representative of the daily average
ridership, we added this average demand of routes departing from those terminals to their average ridership information collected
from smart cards.

Ridership data for the two subway lines in Fortaleza were not available, so it was not possible to include this transport mode in the
analysis. Since only a small share of commuting trips by transit were done by subway — 0.4% according to the latest household travel
survey (Pasfor, 2019) - we believe the exclusion of this mode from the analysis should not significantly affect our results.

5.2. Routing and accessibility analyses

In this section we detail the method used to estimate the proposed route-based accessibility indicator. In the first step, Open-
StreetMap road network, topography and GTFS data are used to estimate travel times between the centroids of a spatial grid of
hexagons. We use a spatial grid that corresponds to the global H3 index at resolution 9 (UBER, 2018). At this resolution, each cell has
an area of approximately 0.10 km?, which is equivalent to an average of three city blocks in the context of Fortaleza, allowing for an
analysis at high spatial resolution without compromising computational tractability.

These travel time estimates were calculated using r5r, an open computational package for routing multimodal transportation
routing in R (Pereira et al., 2021). The detailed_intineraries() function of the package allows one to estimate door-to-door travel time
estimates for any origin—destination pairs considering both the optimal and multiple suboptimal paths that use different transit route
alternatives. This is possible because the function uses an extension to the McRAPTOR routing algorithm, for which detailed
description of the base algorithm can be found in (Delling et al., 2015).

After calculating the travel time matrices from all-to-all considering multiple bus route alternatives, we can select for each bus route
the trips between origin-destination pairs for which that route would have been used in at least some part of the journey. For each of
these multiple travel time matrices at hand (one for each bus route), we use Eq. (1) to calculate the active accessibility to jobs from each
hexagonal cell. Next, we followed Eq. (2) to calculate for each travel time matrix the average accessibility of hexagonal cells weighted
by their population, which gives us the accessibility conveyed by each bus route in the transport system.

The parameters used to calculate travel times are summarized in Table 2. The route analysis considered 6 a.m. as the single de-
parture time to capture the level of service and accessibility levels during the morning peak. Ideally, several routings would have been
carried out with different departure times. However, this was not possible due to computational limitations. In addition, for this
exercise, we only considered suboptimal routes that arrive at the most 10 min after the arrival of the optimal route, considering that a
10-min delay would still be tolerable for most passengers.

We calculated accessibility using both cumulative and gravitational decay functions. This was done to make sure we have a robust
comparison between the indicator proposed in this paper and other route-based accessibility metrics (Diab et al., 2020a; Karner, 2018;
Liu and Miller, 2023) considering the two most popular decay functions used in the literature. In the case of the cumulative measure,
the travel time threshold considered was 60 min, a value similar to the average commuting time by transit in Fortaleza (59 min)
according to the latest household travel survey (Pasfor, 2019).

Meanwhile, in the case of the gravity decay function, we calibrated the impedance function considering the distribution of travel
times from transit trips observed in the household travel survey. Impedance values were estimated using a combined impedance
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interpretation of the references to colour in this figure legend, the reader is referred to the web version of this article.)

function (de Orttizar et al., 2011), represented in Eq. (4), which presented a better fit to the data distribution. This impedance function
represents people’s abilities and preferences at the same time. On the one hand, it reflects how a person’s ability to access opportunities
diminishes with longer journeys that consume more travel time. On the other hand, it also reflects preferences because, for short trips
under 15 min, some people might prefer to use active modes of travel, which account for almost 40% of daily trips in Fortaleza ac-
cording to the latest household survey. As a robustness check, we also conducted our analysis considering an exponential-type
gravitational impedance function calibrated with the same data. The calibrated Beta value was —0.00038 and the conclusions of
our analysis remained the same.

Fig. 3 shows the calibrated decay curve with the corresponding parameter values and the distribution of observed travel times. The
calibrated parameters were a = —86.91, b = 2.1 and ¢ = —0.058.

f(ez) = expla) x 1" x exp(c x t;) @

where f(c;) = travel impedance factor; a = standardizing constant; b = adjustment parameter; ¢ = adjustment parameter; t; = travel
time from origin i to destination j.

5.3. Analysis of the association between accessibility and ridership

A first exploratory analysis is conducted by using Pearson’s correlation between the ridership of bus routes and route-level
accessibility estimates calculated using our proposed indicator, derivative metric proposed by Liu and Miller (2023) and the in-
dicators proposed by Karner (2018) and Diab et al. (2020a). The analysis was conducted considering all bus routes in the transit system
of Fortaleza, and for three different types of routes separately: trunk routes with terminals, trunk routes without terminals, and feeder
routes. Trunk routes with terminals are those routes connecting two terminals or which connect terminals to the city center. Trunk
routes without terminals are those which connect neighborhoods to the city center but do not connect to any terminal. Finally, feeder
routes were defined as those connecting neighborhoods to terminals or to other neighborhoods without connecting to terminals or the
city center. The motivation for these segmented analyses is to test the extent to which the results are consistent for different types of
routes with different operational characteristics and connectivity patterns.

Next, we further examine the association between accessibility and ridership using a multivariate regression to estimate how transit
ridership is associated with the different route-based accessibility metrics while controlling for other covariates. To select the cova-
riates included in the regression, we built a Directed Acyclic Graph (DAG) that maps the potential causal paths of relevant variables
found in the literature about the relationship between accessibility and determinants of transit ridership (Section 5.4). The con-
struction of a DAG makes explicit the assumptions in the data analysis about which variables are directly or indirectly related to one
another, and it allows for the identification of those control variables that are essential to estimate the unbiased effects of the variable
of interest, and those variables that could introduce bias if included (Huntington-Klein, 2021).

5.4. Directed Acyclic Graph (DAG) of accessibility and ridership

Several studies have analyzed the determinants of transit ridership (Balcombe et al., 2004; Boisjoly et al., 2018; Taylor et al., 2009;
Taylor and Fink, 2012). A more detailed review of these studies can be found in Miller et al. (2018). These determinants are divided
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Fig. 4. Directed Acyclic Graph of the causal paths between transit route-level accessibility and ridership.

into external and internal factors. External factors are those outside the direct management of planning agencies, such as the spatial
distribution of population, income, and jobs. Internal factors, on the other hand, are those that agencies can directly control, such as
service frequency, network coverage. More recently, some of these studies have started to consider accessibility as an important
variable in explaining or predicting passenger demand and/or mobility (Bree et al., 2020; Cui et al., 2022; Diab et al., 2020a; Merlin
etal., 2021; Siqueira, 2020). However, efforts to systematize the determinants of transit ridership from a causal point of view are still
incipient (Taylor et al., 2009).

Fig. 4 depicts the proposed causal diagram between transit route-level accessibility and ridership. The ridership of a transit route is
directly impacted by the accessibility conveyed by that route (Merlin et al., 2021). This is largely because passengers may select bus
routes based on how much a route can help them reach desired opportunities. Routes that are able to connect larger numbers of people
to larger numbers of opportunities are expected to attract more passengers.

The ridership of a transit route is also directly impacted by the competition between the route and other alternatives. Although we
do not measure the competition variable in this study, it is meant to capture peoples’ travel choices both in terms of alternative transit
routes and transport modes. When people are deciding between bus routes, for example, the frequency of services have a direct in-
fluence on their decision, particularly when the trajectory of routes overlap spatially (Diab et al., 2020a). This competition is also
directly affected by the population’s income levels because of how income determines the affordability of transit services and the
availability of private vehicle alternatives (Schwanen et al., 2002; Siqueira, 2020). Sometimes, the opportunities that a transit route
may access have a direct impact on ridership, even if it is a low service route. This can occur, for example, in commuter routes because
work trips are mandatory. Those commuting for work might have no choice but to use a particular commuter route (Merlin et al.,
2021). As a result, a transit route may have some ridership even if it does not provide high levels of service, connectivity, or access.

Meanwhile, route-level accessibility is influenced by different transport, land use and individual components, in line with the broad
components of accessibility proposed by Geurs and van Wee (2004). Under the transport component, the accessibility conveyed by a
route is directly influenced by its fare cost, service frequency, operational speed and its connectivity to the rest of the network, which is
at least in part a result of its spatial itinerary. This accessibility is also directly affected by the land use component, which includes the
spatial distribution of population and opportunities (such as jobs). This involves direct effects because of the proximity between a route
with population and opportunities, and also indirect effects because of how the spatial distribution of population and opportunities
influence the supply of transit services in terms of network configuration and service frequency. As a result, the people benefited and
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Fig. 5. Quintiles of route accessibility for the different indicators.

the jobs accessed determine the supply and degree of service, indirectly impacting ridership (Merlin et al., 2021).

Finally, the accessibility conveyed by a route is also influenced by a component of individuals’ characteristics. Even though we do
not account for these characteristics in the present paper, this component involves various factors that impact people’s ability to use
transit systems. This includes income (due to fare costs and affordability issues mentioned above) but also other aspects such as age and
various types of physical disabilities and whether vehicles are built following universal design standards.

It is also important to highlight a few points. This DAG aims to illustrate the most immediate processes of ridership determinants. As
aresult, some dynamics are not considered here. One of these is the endogenous influence of ridership on the planning of transit supply
(Diab et al., 2020b; Taylor et al., 2009). Another aspect is the dynamic impact of accessibility on the spatial distribution of population
and activities as a result of locational choices. Individuals and firms may prefer to locate in areas with better transit accessibility (Cao
et al., 2008; Cervero, 2007). Additionally, the competition variable could also consider people’s perceptions of comfort, convenience
and safety of different transport mode and transit route alternatives (Rahman et al., 2020; Vredin Johansson et al., 2006). This
perspective certainly includes experiences with service level of routes, such as crowding and reliability (Brakewood et al., 2015; Cats
etal., 2016; Drabicki et al., 2023; Tang and Thakuriah, 2012). As a result, current ridership may have an impact on future perceptions
of competition across routes. Lastly, the DAG proposed here does not include the potential effects of the built environment or urban
form on route-level accessibility and ridership, but this could be incorporated in future versions (Aston et al., 2021; Ewing and Cervero,
2010, 2001).

Obs. In the vocabulary of the DAG literature, the arrows that represent the direct and indirect causal paths between one’s variable
of interest (the exposure variable) and the outcome variable are denominated as “causal paths”. All the other paths are referred to as
“biasing paths” because they can transmit bias for estimating the effect of the exposure on the outcome.

5.5. Regression model specification

Based on the DAG proposed in Fig. 4, we set out to specify the model to estimate the causal effect of interest, which is the total effect
of accessibility on ridership. The diagram shows different sources of potential biases caused by variables that affect both accessibility
and ridership through different indirect pathways (backdoor effect), such as the jobs and frequency variables. These variables are
called confounding variables in the causal inference literature (Huntington-Klein, 2021) because they are not part of the causal
pathway between accessibility and ridership but can create a false association between them. Based on path analysis, it is possible to
identify all possible confounding pathways on the diagram and find the appropriate variables which should be controlled for in order
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Table 3
Pearson Correlation coefficients between route-level accessibility and ridership considering different route-level accessibility measures, impedance
functions and types of bus routes.

Impedance function Indicator Type route Entire system
Feeder Trunk, with terminal Trunk, no terminal
Cumulative Karner (2018) 0.02 —0.05 -0.17 0.14*
Diab et al. (2020a) 0.03 —0.14 —0.20 0.17*
Liu and Miller (2023) 0.43* 0.45* 0.41" 0.49*
Proposed 0.44* 0.41% 0.79* 0.55*
Gravitational Karner (2018) 0.02 —0.06 —0.18 0.13*
Diab et al. (2020a) 0.03 -0.15 -0.21 0.17*
Liu and Miller (2023) 0.43* 0.34* 0.41* 0.43*
Proposed 0.44* 0.40* 0.79* 0.55*

* p < 0.05 (all remaining values are not significant).

to obtain unbiased and valid estimates of causal relationships of interest (Shrier and Platt, 2008; Textor et al., 2017). Based on the DAG
proposed above, the minimal sufficient adjustment sets (Shrier and Platt, 2008; Textor et al., 2017) suggest there are two model
specifications to estimate the total effect of accessibility on ridership removing potential biases: (i) frequency, jobs and population or
(ii) frequency, jobs and income. We have used both specifications in our regression analyses. For the sake of brevity, the results for the
first set are presented in the body of the text, while the results for the second set of variables are shown in the Appendix A.

The covariates were measured as follows. We measured routes’ frequency as the number of trips per hour between 6 a.m. and 8 a.m.
reported in the GTFS data for weekdays. All the socio-economic variables (jobs, population and income) were defined from the
hexagons that intersect a 500-m buffer of the routes’ itinerary. The 500-m buffer is intended to take into account users who can access
the route on foot. Thus, the employment and population variables represent the total number of jobs and residents within this area
nearby the route, respectively. Finally, the income variable is represented using the same criteria as the average per capita income in
the vicinity of the route.

We should note that while the accessibility indicator can be correlated to some covariates, there is not perfect collinearity between
the independent variables. This collinearity between independent variables leads to large variance of the estimated coefficient of
accessibility, but it does not bias the point estimates of the coefficients. To compare the relationship between accessibility and ridership
across the specified indicators, we used log-transformed variables so the results can be interpreted as elasticities. Because Karner’s
indicator (2018) can take on negative values due to a normalization procedure of accessibility scores, we decided to ignore this
normalization step given that it is not essential for the purposes of our analysis.

6. Results

Fig. 5 displays maps of the bus routes of Fortaleza divided by quintiles of accessibility levels for each indicator, allowing for a spatial
assessment of the routes in Fortaleza. Because the use of cumulative and gravitational decay functions yielded very similar results, we
have opted to show only the maps based on the cumulative function for the sake of brevity. As shown in the figure, local routes located
in the peripheral regions of the city with weaker connectivity to the transit system tend to convey the lowest accessibility levels (1st
quintile), as expected. However, our proposed indicator and the derivative metric allow us to identify a few routes that connect
different neighborhoods to the city center at the lowest level of accessibility, presumably due to their low-frequency services.

The results from the four indicators show that bus routes with high accessibility levels are typically those directly connected to the
city center or with stops in densely populated areas. However, only the proposed indicator and the derivative accessibility metric
consider how a route’s connectivity to the rest of the transit system impacts its accessibility. Nonetheless, the effect of connectivity is
underestimated in the derivative indicator due to the fact that suboptimal routes are not taken into account. This can lead to many
routes being suboptimal in areas with a high supply of public transport and therefore being assigned low accessibility values. This helps
us understand why there is a greater concentration of routes with low accessibility (first three quintiles) near the city center for the
derivative indicator. This makes our proposed indicator relatively better able to measure route accessibility and identify routes that,
despite being located in the southern outskirts of the city and far from the city center, offer high levels of accessibility due to their
connections to trunk routes or terminals.

Table 3 shows the correlation estimates between route-level accessibility and transit ridership for all types of bus routes. The results
show that both cumulative and gravity impedance functions produce very similar outcomes. We also observe that the indicator
proposed in this study exhibits a strong positive association with route ridership, both for the entire system (with a correlation of
around 0.55) and for each route type (ranging from 0.44 to 0.79). The derivative accessibility metric also has good correlation levels,
although slightly inferior to the proposed indicator. Specifically, when evaluating trunk routes without terminals, the proposed in-
dicator exhibited higher correlation. Conversely, the other accessibility indicators presented non-singificative correlations. Particu-
larly the indicators of Diab et al. (2020) and Karner (2018), which presented negative correlations for certain route types. These
negative correlations are counter-intuitive and could be attributed to the limitations of these indicators in measuring the accessibility
provided by each particular route, instead of focusing on the overall accessibility of locations along the route (as discussed in Section
2). It is worth noting that the negative correlations were more pronounced for trunk routes without terminals, which intersect with
several feeder routes.
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Fig. 6. Scatter plot between accessibility and ridership for the different indicators obs. Black line represents the linear regression line that
minimizes the squared perpendicular distance to all data points. The shaded area indicates the 95% confidence interval.

Table 4
Summary of multivariate regression of the effect of accessibility on ridership considering different route-level accessibility metrics.
Indicator Karner (2018) Diab et al. (2020a) Liu and Miller (2023) Proposed indicator
Constant 2.614 2.982 —0.120 —0.141
(0.661) (0.649) (0.628) (0.632)
Route accessibility —0.387 —0.682 0.088' 0.318
(0.042) (0.068) (0.021) (0.079)
Route Frequency 1.015 1.056 0.865 0.801
(0.052) (0.052) (0.058) (0.063)
Jobs on route 0.264 0.542 0.073 —0.042
(0.038) (0.054) (0.039) (0.053)
Population on route 0.397 0.173 0.233" 0.138"
(0.062) (0.062) (0.072) (0.083)
Num. Obs. 245 245 245 245
R? 0.714 0.730 0.642 0.640
R? Adj. 0.710 0.725 0.636 0.634
AIC 194.5 180.9 249.9 251.1
*p < 0.05.
T p<o0.l.
" p<0.01
" p < 0.001.

Fig. 6 shows the scatter plots illustrating the association between route-level ridership numbers and accessibility level calculated
for each indicator and route type. The solid lines show the ordinary least squares regression lines, included for illustrative purposes.
This figure shows route-level accessibility calculated with the proposed indicator presents the strongest association with ridership.
Again, this result is robust regardless of impedance function considered.

The proposed indicator and the derivative accessibility metric are also better able to distinguish accessibility levels between types
of bus routes. The results with our indicator capture a general pattern where feeder routes tend to have the lower accessibility levels,
followed by trunk routes with and without terminals. Meanwhile, the indicator proposed by Karner (2018) was not able to differentiate
between the accessibility levels across various route types, and the indicator by Diab et al. (2020a) was only able to distinguish
accessibility levels between feeder and trunk routes. The result found for Diab et al. (2020a) indicator may be attributed to the fact that
this measure is merely an average of the accessibility of census tracts. As a result, it yields high accessibility values for routes that
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traverse through the city’s central area (where job opportunities are abundant) and low accessibility values for routes that pass through
low-density regions, such as feeder routes. Again, the fundamental issue with Diab et al. (2020a) and Karner (2018) indicators is that
they calculate route accessibility by averaging accessibility values across geographic units without considering which route is taken,
which results in assigning a default system accessibility level for all routes. This approach overlooks the distinctive features of each
route, such as the served population, operational efficiency, and connectivity.

Finally, Table 4 presents the results of the multivariate regression model. Because the model specification was selected considering
accessibility as our variable of interest, the coefficients of covariates should be interpreted with caution as they do not necessarily
reflect unbiased estimates (Keele et al., 2020). In addition, it is important to note that although there is a small variation in the
measures of fit between the models, for the purposes of our study, the significance and magnitude of the accessibility coefficient is what
matters the most as we are particularly interested in examining the effect of accessibility on transit ridership and not on the overall
model prediction performance.

As indicated by the exploratory analyses above, the results of the association between accessibility and ridership are extremely
similar when using either cumulative or gravity impedance functions. For the sake of brevity, we only show the regression results for
the analysis calculated using the cumulative function. Furthermore, these results are statistically identical to the results obtained when
we use the alternative model specification suggested by the DAG to estimate the total effect of accessibility on ridership (see
Appendix A). This suggests the assumptions of the DAG and our analysis are robust, given that we arrive at the same results even when
using regressions with alternative model specifications.

The results of the regression model show that the coefficient of the route-level accessibility varies substantially between the four
accessibility measures. For the Karner (2018) and Diab et al. (2020a) indicators, the values of the coefficients are statistically sig-
nificant but negative, which is rather unexpected. As these indicators do not restrict the route considered in their calculation process,
they can inadvertently indicate that an inefficient route (e.g. due to low frequency and operational speed) provides high accessibility
simply because it has some overlap with more efficient routes. It is notable in Fig. 6 that these indicators are the ones for which some
feeder routes have the highest accessibility.

Meanwhile, the proposed indicator and the derivative accessibility metric present positive and statistically significant coefficients.
Using the indicator proposed in this article, the results suggest that, when comparing transit routes with similar frequency, and average
job and population densities, a route with a 10% higher accessibility would have on average approximately 3.18% higher ridership. By
contrast, a 10% increase in the marginal accessibility metric is associated with an increase of only approximately 0.8% in a route’s
ridership. This seems to suggest that our proposed indicator can more sensitively capture the association between accessibility and
ridership at the route level. This is likely because, as discussed in Section 2, the derivative measure underestimates the accessibility of
suboptimal routes.

It becomes easier to grasp these coefficients once we understand how transit networks could provide different accessibility levels
despite having similar frequency, or average jobs and population density. This can occur because of how route-level accessibility and
its effect on ridership are influenced by two key factors. First, the potential benefit generated by a route is largely affected by its
connectivity to the rest of the transit network. Routes that are more connected are generally more attractive as they can better expand
passengers’ access to other routes and places and thus cater to the needs of more potential passengers. Second, although the regression
model controls for the average density of jobs and population near each route, the accessibility provided by a transit route is
fundamentally affected by how these densities are spatially distributed along its path. For example, transit routes can have similar
average population and employment densities and still provide quite different accessibility levels depending on whether they connect
suburban neighborhoods to a more distant central business district (CBD) or serve populations closer to the CBD. In other words, a
route can provide relatively low access if most jobs are located farther away from the population it serves, or if job opportunities are
more concentrated upstream the transit route.

7. Conclusions

In this paper, we proposed a novel route-based accessibility metric. This indicator presents a summary measure of the access to
opportunities that each route of a public transit system provides to the population. Differently from other similar indicators found in
the literature, the route-level accessibility measure proposed in this study simultaneously accounts for land use patterns (i.e. spatial
distribution of population and activities) and for route-specific characteristics in terms of its spatial configuration and stop-spacing,
operational performance (speed and frequency) and its spatial and temporal connectivity to the rest of the transit network. Based
on a case study in the city of Fortaleza (Brazil), we calculated the level of access to jobs provided by each bus route considering the
proposed indicator and three other indicators found in the literature using two types of impedance functions, cumulative and grav-
itational. Finally, we compared to what extent the results of these indicators would be associated with transit ridership, using an
exploratory correlation analysis and a multivariate regression model informed by a directed acyclic graph (DAG) that seeks to map the
relevant causal paths mediating the relationship between route-level accessibility and transit ridership.

The results show that the route-level accessibility measure proposed in this paper can better differentiate the level of accessibility
between different types of routes than other indicators, with more substantial differences when compared to the indicators proposed by
Karner (2018) and Diab et al. (2020a). Our findings also show that, after controlling for route frequency and average jobs and pop-
ulation density near each route, our proposed indicator presents substantially stronger association with transit ridership, regardless of
the impedance function considered. Based on this indicator, our findings suggest that a 10% increase in the access to jobs provided by a
transit route is associated with approximately 3.18% increase in ridership. These findings suggest that the proposed indicator can more
sensitively capture the association between accessibility and ridership at the route level even after controlling for confounding
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variables.

Compared to the indicators of Karner (2018) and Diab et al. (2020a), these results emerge largely due to two main characteristics
that differentiate the accessibility measure proposed in this paper. First, the proposed indicator is able to capture accessibility benefits
of using each particular transit route rather than a simple aggregation of the accessibility levels from the places along the route. This is
possible because of how the routing analysis used to calculate the proposed accessibility metric allows one to account for route-specific
characteristics such as the operational performance and connectivity of each route. A second feature that differentiates our route-level
accessibility measure from the indicators used by Karner (2018) and Diab et al. (2020a) is the fact that it accounts for the population
that could potentially benefit from a transit route both directly and indirectly. This allows our indicator to more adequately reflect both
the downstream and upstream connectivity of transit routes with the rest of the transit network. On the whole, these characteristics
could explain why the accessibility measure proposed in this paper has a substantially stronger association with transit ridership.

There are also important differences between the proposed indicator and the derivative accessibility metric. While the derivative
measure focuses on quantifying the additional accessibility brought about by a given route, we direct our attention towards assessing
the average accessibility benefit the route provides. Although this distinction may seem subtle, it bears significant implications
concerning our methods and results. By emphasizing the average accessibility benefit, our proposed measure presents a more nuanced
view of the performance and benefits of transit routes, accounting for their overall contribution to accessibility rather than just the
incremental gains they provide.

We understand that the derivative accessibility approach can be more appropriate if one’s aim is to assess the extent to which
transportation projects impact accessibility levels. It is reasonable to consider that a new transport investment is only worthwhile if it
enables individuals to access additional opportunities. Nonetheless, if one’s aim is to examine what factors have greater impact on
transit ridership, and how ridership levels could change as a result of interventions on the existing transit network, the route-level
access measure we proposed could be more appropriate. This is largely because the derivative accessibility indicator may introduce
certain biases by underestimating the importance of sub-optimal routes.

The new route-level accessibility measure presented in this study has a few limitations. The current version of the indicator
considers that the various legs of a trip (e.g. waiting time, transfer time or time in the vehicle) have the same weight, i.e., the user
chooses the best route based only on the total travel time. This may not be true since passengers may weigh differently the impedance
of each step. The consequence of this may be a reduction in the association between accessibility and ridership. Another limitation is
that the current version of the indicator does not take into consideration different modes of transport (e.g. bus, subway, trains, etc.) nor
the monetary cost of trips and affordability issues, which could also be incorporated in future work. Further work could investigate the
robustness of the indicator in other contexts with different transport network configurations, such as grid-like and predominantly
radial networks.

The findings of this study suggest that the proposed indicator could help advance research methods to investigate the determinants
of transit ridership. A route-level accessibility metric could also provide new insights for equity analyses that examine how much
accessibility different routes convey to different socio-economic and demographic groups. From a policy perspective, this indicator
could also help transportation agencies to measure the accessibility benefits conveyed by public transit routes and its associations with
transit ridership.

For example, future work can use the indicator to examine how changes in land use patterns (e.g., by the construction of housing
developments, zoning changes) could impact the accessibility of different transit routes and changes in transit ridership as a conse-
quence. Similarly, the indicator could also be used by transportation agencies to simulate for example how different scenarios of
changes to land use patterns (e.g. changes in population or jobs densities) and to the transit network (e.g. changes in the frequency of
particular routes, the redesign of existing routes or creation of new ones) could affect route-level accessibility and what impact on their
ridership could be expected.

In this sense, the new indicator could also make an important contribution to transport planning policy by generating relevant
information to inform the operational planning of public transit systems. As the indicator generates accessibility estimates that directly
concern the unit of analysis and planning of transit networks, it is expected that this indicator could help practitioners integrate the
concept of accessibility into the day-to-day work of planning transportation systems.
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Table 5
Summary of the multivariate regression of the effect of accessibility on the number of passengers, considering different accessibility metrics at the
route level and including income as a covariate.

Indicator Karner (2018) Diab et al. (2020a) Liu and Miller (2023) Proposed indicator
Constant 3.604 3.033 0.941* 0.158
(0.635) (0.452) (0.428) (0.414)
Route accessibility —0.307 —0.735 0.094 0.369
(0.049) (0.077) (0.022) (0.072)
Route Frequency 1.076 1.103 0.914 0.807
(0.061) (0.056) (0.064) (0.071)
Jobs on route 0.483 0.652 0.273 0.055
(0.047) (0.050) (0.051) (0.077)
Average income on route —0.169' 0.051 —0.210* —0.137
(0.090) (0.088) (0.094) (0.095)
Num.Obs. 245 245 245 245
R2 0.629 0.687 0.598 0.609
R2 Adj. 0.622 0.682 0.592 0.603
AIC 258.7 216.7 278.0 271.0
**p < 0.01.
*p<o0.l.
" p <0.05.
" p < 0.001.
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