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ABSTRACT 

The complaints about unattractive cities affected by traffic jams, on the one hand, and the high 
acceptance of more distant housing, leisure and supply facilities - being well accessible by car - in the 
urban region, on the other hand, show and justify the present priorities of the mobility and transport 
policy in Germany. In this respect, action areas within the Federal research programmes are 
characterised by efforts to gain control of the permanently increasing mobility of the citizens and to 
establish the information society. 

Although, in the public discussion, the postulate of "safeguarding/ensuring mobility" is often shortly 
resp. unclearly interpreted with regard to the locomotion by car, the research programmes initiated by 
the different Federal ministries show the way towards an integrated urban and transport planning. 
Nevertheless, for the political implementation of sustainable mobility it is necessary to specify the 
inconsistencies between a political standard requirement for the livable city (or better for settlement 
structures) of short distances and the megatrends of societal and economic development - really a 
challenge. 
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Action areas of spatial planning for livable and traffic-avoiding cities and 
regions - a challenge to mobility and to an integrated transport policy in 
Germany 
 

 

1 Official description  

Sustainable mobility - objectives 

The goals of sustainable mobility concentrate on the following focal points of action: 

 avoiding traffic by creating development and settlement structures which reduce traffic 

 reducing traffic by improving the organization and coordination of transport services and by 
making use of modern communications and telematics systems 

 shift from road traffic to more environmentally sound means of transport 

 increased public information and PR work for environmentally sound transport patterns which 
promote greater safety 

 optimizing the technology used for the different means of transport and of different fuel types 

 fiscal incentives to promote environmentally sound mobility. 

 

Activities and accomplishments 

By improving the integration of settlement and transport planning and by allocating space  more 
favourably to the various uses, it is possible to work towards obviating the need for travel and reducing 
the distances to be covered. The functional mixing of different urban neighbourhoods (the 
intermingling of living and working, supply and leisure facilities)opens up options for improved 
participation in activities and opportunities because the distances to be travelled, for example to work, 
to the shops, etc. are shortened. Consequently, these shorter distances can more often be covered 
using environmentally friendly, non-motorized means of transport. 

An attractive high-performance local public transport (LPT) is a vital prerequisite to solving present and 
future mobility problems in cities and municipalities. The further development of the LPT is being 
supported financially by the Federal Government in the order of more than DM 15 billion per annum. 
An essential pillar of this development is the financial assistance provided by the Federal Government 
with the Community Transport Funding Act for investment in improving traffic conditions in the 
municipalities, taking into account the objectives of Federal spatial and regional planning. Future focal 
areas for the Federal Government are more transparency and competition and a quality offensive to 
strengthen the productivity and competitiveness of the transport companies. The particularly sharp 
increase in road freight transport is contributing to a large degree to the pressure on the environment 
caused by road transport. With the aid of the management of vehicle capacities – supported by 
modern communication, guidance and information technologies, the so-called telematic systems – the 
share of traffic in search of its destination and the traffic consisting of empty runs, which is still too 
high, can be decreased, the number of tonne-miles reduced and traffic in general made to flow better. 
In addition, by exploiting pooling effects, it is possible to make greater use of the transport and 
infrastructure capacity of the various modes of transport and hence get the more environmentally-
friendly modes of transport rail and waterways to play a more significant role in the growth of freight 
transport. The positive effects of optimized logistics and the management of vehicle capacities can be 
derived from the uncoupling of the volume of goods carried and the vehicle mileage involved. It can be 
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clearly observed that the growth-related additional volume of goods carried is causing increasingly 
less vehicle mileage. 

A contribution can be made towards relieving the pressure on motorized private transport by car 
sharing, in particular in agglomeration areas. Car sharing can be found today in some 70 towns and 
cities in Germany. Despite its still being comparatively rare, a relatively large market share is forecast 
for car sharing. A survey carried out on behalf of the Federal Ministry of Transport. Building and 
Housing found a market potential of 2-2.7 million driving licence holders. In order to exploit this 
potential, however, considerable public relations work and efforts towards convincing potential 
customers will be necessary. The most important prerequisites for successfully utilizing this system 
are car-sharing vehicles located near to where people live, allocation guarantees, reasonable rates, 
safe, reliable vehicles and flexible booking possibilities. 

Walking and cycling are of considerable significance for everyday and leisure-time mobility in 
Germany. Some 24 % of all journeys are made on foot and about 12 % by bicycle. Compared with 
other European countries the proportion of journeys by bicycle is relatively high; a regional comparison 
reveals considerable differences, however. There is still considerable potential for increasing the 
volume of journeys made by bicycle, particularly as a substitute for short distances travelled by car. A 
programme to lessen the environmental burden by promoting cycling assumes a possible shift to 
bicycles of 25-35 % of all short distances covered by car. That is why strengthening the role of the 
bicycle is one of the important goals of the Federal Government’s transport policy, one which also 
serves the goal of sustainable settlement and urban development. 

Need for further action  

In order to define in concrete terms an integrated transport policy, the Federal Ministry of Transport, 
Building and Housing has identified ten areas of action that are to contribute through their interaction 
towards solving current transport problems and permanently securing mobility: 

 strengthening European transport policy 

 continuing with the development in the East 

 bringing together spatial and transport planning 

 providing a functioning transport infrastructure 

 networking the transport modes 

 creating fair conditions for competition 

 increasing transport safety 

 improving environmental protection 

 promoting innovative technologies 

 supporting mobility research. 

The choice of these areas of action is based on the recognition that only a coordinated set of 
measures will lead to any noticeable improvement in the transport system. 

Through the law to launch the Ecological Tax Reform passed on 24 March 1999 and the law to 
continue the Ecological Tax Reform passed on 6 December 1999, the price of the factor energy is 
being gradually increased. The purpose of the tax increase is to intensify market incentives to exploit 
the potential for energy savings and to relieve the burden on the factor labour with targeted increases 
in revenue (lowering and stabilizing contributions to statutory pension schemes). These reforms, linked 
with the distance allowances, will lead people to pay more attention to energy consumption in their 
choice of transport. The eco-taxes will stimulate the automobile industry to develop fuel-saving 
vehicles, which will make it possible to reduce CO2 emissions from traffic considerably. 
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By increasingly charging the costs of road freight transport in keeping with the pollute pays principle, 
the intention is to transfer a share of transport to rail and ship. The Federal Ministry of Transport, 
Building and Housing therefore intends to replace the systems of time-based highway user fees for 
heavy trucks/more than 12 tonnes total admissible load), which has been in force since 1 January 
1995, with a new system for distance-based highway user fees – including an emissions-related 
component – in January 2003. 

Mobility management and advice on mobility and the integration of these two sectors into the 
management of land use and integrated services are important future tasks for sustainable mobility. 
They are to be promoted in a suitable manner.  

(Source: Towards Sustainable Human Settlements Development - National Report of the Federal 
Republic of Germany. Chapter 2.4 "Sustainable mobility", p. 25-26, revised by the Federal Office for 
Building and Regional Planning, Berlin 2001) 
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2 Analyses:  

Materials concerning mobility, transport and settlement structures 

Appropriate to the status of a national report, the official description of mobility is mainly oriented 
towards highlights and desirable political signs. Real data and mistakes are often glossed over resp. 
mentioning the societal conflict potential is normally avoided. 

(1) There are two sides to mobility, which is a valuable good.  
On the one hand, it is based on a functioning transport system and a settlement structure with more or 
less quickly accessible destinations (housing, leisure and supply facilities). On the hand, it 
presupposes further growing mobility and transport requirements leading to a transport avalanche and 
hampering a sustainable mobility. In other words: accessibilities in urban regions and a social balance 
of benefits and pressures fall into bad ways, the paradigm of the growth of benefits caused by an 
increased motorisation and traffic volume normally not being doubted though. 

While the daily time budget for the distances of mobile persons only slightly increases (to about 80 
minutes) and the individual mobility costs in proportion to the general living expenses have broadly 
even decreased, the average distances per person and day are clearly rising (from 11.0 km in 1960 up 
to 17.7 km in 1990). In the future, there will be an increasing number of lorries and cars on our roads 
(by 2015 about 20% more passenger transport, over 60% more goods transport compared with today).  

The cross-section analysis "Average daily distances of mobile persons on working days (Monday-
Friday)" shows the distances according to groups of persons and car ownership. 

 

Average daily distances of mobile persons on working days (Monday-Friday) 
according to profession groups and car availability in West Germany in 1982 

 

 
Source: Holz-Rau, Christian: Bestimmungsgrößen des Verkehrsverhaltens, Berlin 1990. In: Raumplanung 79, p. 246, Fig. 3. 
Dortmund 1997 



 7

 

Despite of all the efforts for traffic-avoiding settlement structures, traffic reduction and shifting to 
environmentally acceptable transport modes, the data of the last ten years do not yet show any trends 
towards decreasing transport services. In the nineties, the transport volume in Germany - and what is 
especially striking - the emissions have grown: in 1999 they were about 15 % higher than 1990. 
Besides, transport was the only sector with a considerable growth of emissions (+ 3.3 %) in 1999 (cf. 
Fig. "Traffic volume and CO2 emissions"). 

 

Traffic volume and CO2 emissions 
 

 

Source: BMVBW (Ed.): Transport Figures 2000; Deutsches Institut für Wirtschaftsforschung(DIW): 
Weekly Report 32-33/2000 

 

(2) The postulate of "safeguarding/ensuring mobility" is often shortly resp. unclearly interpreted and 
restricted to locomotion by car. The chances of a transport and mobility behaviour oriented towards 
resource protection, cyclical economy, self-determination and self-development in the local area are 
neglected. 

With regard to the fact that in 1995 73 % of all distances were partly also covered on foot, that 24 % 
are independent footpaths and 11 % are public roads covered by bicycle, an unclear mobility term 
results in a traffic-intensive misorientation and ignoring of environmentally acceptable options in urban 
and transport development. 

Defintion of mobility: In the 90s, "mobility" has become a trendy expression in politics and economics 
and signaled the meeting of mobility requirements by car transport. This definiton is insufficient and 
ignores the variety of mobility possibilities within the large amount of transport services and settlement 
structures. Professor Beckmann, RWTH Aachen, proposes to orientate these structures towards the 
"needs of the people for participating in social, economic, societal and cultural communication 
processes". 
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Transport share 

Choice of means of transport (1995):  non-motorized means of transport 35 % 

 motorized private transport 53 % 

 public transport 12 % 

Non-motorized transport - particularly walking - is very important for the keyword "city of short 
distances". 

Preferred means of transport  

 Share of non-motorized means of 
transport 

 walking bicycle 

Motorized private 
transport 

Public transport 

10-17 years 30 % 26 % 21 % 23 % 

18-44 years 17 % 10 % 63 % 10 % 

45-64 years 23 % 9 % 58 % 10 % 

65-74 years 39 % 11 % 35 % 15 % 

75 years and older 48 % 7 % 21 % 24 % 

In the leisure time, similar as in the case of the total of all distances, every third distance is covered by 
non-motorized means of transport, a quarter on foot, a ninth by bicycle. 

Source: Socialdata, 1998: Kenngrößen für Fußgänger- und Fahrardverkehr, i. A. des BMVBW 

 

(3) Although the effects of decentralized concentration onto the whole traffic volume can be judged 
low, the concept of polycentric and balanced spatial development stabilizes, maintains and develops 
the relatively decentralized European settlement structure according to sustainability. Strengthening 
the system of central places, especially concentrating and strengthening medium-sized centres by 
jobs and central functions and restricting transport axes to a close ribbon settlement ensures mobility. 
Besides, the relatively favourable petrol prices facilitate the meeting of heterogenous and growing 
mobility needs. 

The organization of the transport networks is based on, supports and promotes the development of 
the settlement structure according to the example of decentralized concentration, the hierarchically 
organized system of central places as well as according to centres of settlement structures in 
subareas. The objective of concentrating traffic flows to effective links and especially to public means 
of transport corresponds to the spatial planning principle of centres of settlement structures, economic 
competitiveness and locational advantages through linkage economies, the ensuring and 
consolidation of the system of central places, the reduction of further land consumption and the 
protection of open areas. The scopes of the spatial distribution of the population, jobs, service, supply 
and leisure facilities to limit resp. reduce avoidable traffic are exhausted in the framework of settlement 
structure concepts at the regional (Laender) (regional development programmes) and subregional 
(regions) planning level (subregional plans). 

In general, the Federal Republic of Germany has a widely balanced polycentric spatial and settlement 
structure with a high-density road infrastructure (cf. Fig. "System of centres", simple representation). 
There exist 154 higher order centres, 1086 medium-sized centres and 5186 lower order centres. The 
average distances within the hierarchy of centres are the following: lower order centres-medium-sized 
centres = 9.1 km (range: 7.2 - 63.0 km); medium-sized centres - higher order centres = 24.3 km 
(range: 20.9 - 73.9 km); lower order centres - higher order centres = 28.1 km (range: 22.2 - 90.7 km). 
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The analysis "Accessibility of higher order centres" shows that owing to the polycentric structure 
according to the type of settlement structure and owing to a transport infrastructure with a density of 
over 90 % of the population, higher order centres can be reached by car within 60 minutes and over 
52 % of the working persons cover a distance of 10 km maximum to their working place. 

 

Accessibility of higher order centres 

 
Source: BBR Spatial Monitoring System, accessibility model 1998 

 

(4) The commuting patterns differ according to the settlement structure of the large agglomeration 
areas. In polycentric areas, the commuting distances are much shorter than in monocentric regions.  

The commuting distances are the largest around monocentric agglomeration areas like Hamburg or 
Munich (violet-coloured areas on the map). Medium-sized distances can be found in rather dispersely 
populated agglomeration areas like the Ruhr area. The smallest share of long-distance commuters 
can be found in distinctly polycentric areas like Stuttgart (cf. figure "Commuting patterns") 

Although polycentric settlement structures support short commuting distances, the growing 
suburbanization (caused by households moving from the higher order centres to smaller surrounding 
municipalities) implies a growth of distances between home, working place, supply and infrastructural 
facilities and cause new transport problems. In the present situation, decentralized concentration 
creates and maintains traffic-avoiding possibilities, which are used as commuter traffic alternatives are 
less attractive. However, efforts to keep the residential population in the cities seem to be more 
important. 
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(5) The first of all plausible assumption that dense, mixed urban structures with open-area quality 
generate less traffic is a permanent element of the discussion of planners about the examples of 
"decentralized concentration", "compact city" or "city of short distances".  

The establishment of traffic-reducing spatial and settlement structures can be supported by the 
principles of density, mixture and polycentrality. More compact structures help to reduce land 
consumption. Furthermore, functionally mixed urban neighbourhoods (interlinkage of housing and 
work, supply and leisure) improve the participation in activities and opportunities as distances to work, 
shopping etc. are shortened. 
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Central cities in agglomeration areas

Highly urbanized counties in agglomeration areas

Urbanized counties in agglomeration areas

Rural counties in agglomeration areas 

Central cities in urbanized areas 

Urbanized counties in urbanized areas

Rural counties in urbanized areas

Rural areas with higher population density in rural areas

Rural areas with lower population density in rural areas

5000 5500 6000 6500 7000 7500 

According to a study executed on behalf of the Federal Office for Building and Regional Planning 
(1999), the vehicle mileage per inhabitant is 13 % below the Federal average in central cities. With 6 
% resp. 12 %, urbanized and highly urbanized counties in agglomeration areas though are above the 
Federal average (cf. Fig. "Vehicle mileage per inhabitant and year"). 

 

Vehicle mileage per inhabitant and year 

Source: Hautzinger etc.: Räumliche Struktur der PKW-Fahrleistungen [...] - Fahrleistungsatlas - i. A. BBR (1999) 
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3 Strategies 

Research programmes and action areas of the German Federal Government 

The demands for a sustainable mobility go beyond the extension of the existing transport structures. 
Among the transport modes, mobility has to be maintained, the traffic volume and particularly the 
traffic pressure have to be reduced and the transport has to be shifted to environmentally acceptable, 
resource-saving means of transport. In this context, the research programmes of the Federal 
Government underline that research funding should not only be limited to technological developments 
and improvements in the railway and road sector. Organisational, structural and social questions and 
innovative aspects as well have to be examined in order to implement the mobility and transport 
requirements in cities and regions within a coherent transport network. 

The Federal interministerial agreements on the future mobility and transport research take place 
among the ministries of research, transport, environment, economy and familiy and are supposed to 
coordinate the objectives and measures. The Federal research programme " Mobility and Transport" 
jointly developed by the Federal Ministry of Education and Research and the Federal Ministry of 
Transport, Building and Housing , which has a financial volume of DEM 500 millions (2000-2004), is 
presently the most important example of research assistance in the transport sector. 

In view of the opening of the transport markets to the global competition, the Federal programme on 
the topic "Mobility and Transport" (overall charge: Federal Ministry of Education and Research) 
shall also help 

• to strengthen the competitiveness of the German transport industry and of the transport services 
industry through innovation, 

• to support a technological-scientific forward-looking research to set sustainability as a long-term 
objective of an effective transport system and  

• to pay more attention to the social aspects of societal participation by mobility. 

The Federal research programme " Mobility and Transport" concentrates on land transport and 
general mobility aspects. The following overall projects are in process: 

- Mobility in agglomeration areas 

- Towards a minimal emission 

- The safe road 

- Flexible transport chains 

- A better understanding of mobility and transport 

- Leisure transport 

- Mobility information services 

- Optimal transports in the cyclical economy and waste management sector 

- Local public transport for the region 

The following table presents the action areas and measures within the first field "Mobility in 
agglomeration areas". 
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Action areas Measures 

1. Technological 
development 

automation of the suburban railway 

MobiChip (interlinkage of transport infrastructure, owners, databases) 

DynMaz agency for arranging lifts with automated speech recognition 
and reproduction  

2. New services supplementation of the Car sharing principle 

multimedia information services, e.g. leisure information  

local weather forecast (relevant regarding traffic) 

3. Influencing the user 
behaviour and of acceptance 

change of the choice of means of transport 

mobility pattern, e.g. "Shopping Box" 

replacement of transport, virtual visit of authorities 

4. Supplementary 
infrastructures 

collective (central parking space system) and individual infrastructure 
(terminals, e.g. incar system) 

linking up motorways and suburban railway corridors (by signs leading 
to public transport, central leading system) 

City FCD (Floating Car Data) 

infrastructure to identify traffic flows 

5. Implementation of new 
forms of cooperation 

individual car owner participating in car sharing (collectively) or car 
sharing organisations 

data network with MOBINET head office 

conception of new operator/provider structures 

6. Influencing the framework 
conditions for transport 

spatial preconditions to ensure mobility 

 

The "Building and Housing" research programme initiated in 2000 by the Federal Ministry of 
Education and Research is addressed to the building and housing industry, public administrations, 
urban and subregional planners, builders, housing services-related companies, resident and self-help 
groups. It shall support them in launching innovations for an integrative and sustainable development 
on different spatial levels (housing - building - neighbourship - neighbourhood - municipality - region - 
national state). The main topics of this assistance programme also aim to examine the effects of social 
resp. societal structural trends onto the mobility behaviour and the effects of interactions between 
fiscal steering and assistance instruments and land consumption for settlements and transport 
comprehensively (complementary to the above-mentioned "Mobility and Transport" research 
programme). 

Apart from the above-mentioned research activities on mobility and transport initiated at the end of the 
nineties and managed by the Federal Ministry of Education and Research, the Federal Ministry for 
Transport, Building and Housing carries out research activities in this field in order to obtain aids to 
decision-making for special transport tasks. 

The research activities of the Federal Ministry for Transport, Building and Housing include the 
following specific transport tasks with a financial volume of DEM 57 millions this year: 
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• the "Urban Transport" research programme (Forschungsprogramm Stadtverkehr FOPS) aiming to 
improve the transport situation in the municipalities with an annual financial volume of DEM 7 
millions an approx. 40 new projects. 
Main topics: 

- increase of the attractiveness and efficiency of measures in public local transport 

- removal of barriers for disadvantaged persons in terms of mobility 

- safety in building and living, safety in cities and transport 

- innovative and sustainable building, urban/regional development and transport 

• Experimental Housing Construction and Urban Development (Experimenteller Wohnungs und 
Städtebau ExWoSt) supports demonstration projects in the form of case studies of selected 
planning and building measures. In the last ten years, over 330 demonstration projects in 20 
research fields have been assisted within ExWoSt (between DEM 5 - 15 millions annually).  
Main topics: 

- urban development issues, e.g. in new housing, in large housing estates, cities, small towns 
and villages, partly with a focus on the new Länder 

- topics such as urban development and transport resp. economy or environment, target group-
oriented problems in the housing sector (single-parent families, senior citizens, homeless 
people) as well as 

- new ways for cooperation among cities (urban networks) etc. 

• The spatial action programme Demonstration Projects of Spatial Planning (Modellvorhaben der 
Raumordnung MORO) aims at promoting a more action- and project-oriented planning 
understanding. The research acitivites do not include mobility issues. 

Further transport research activities at the Federal level are carried out by the Federal Ministry for the 
Environment, Nature Conservation and Nuclear Safety, the Federal Ministry of Economics and 
Technology and the Federal Ministry of Family Affairs, Senior Citizens, Women and Youth. These 
activities support the transport research tasks in the different ministries and departments and are 
implemented in their own responsibility.  

The research activities of the Federal Ministry for the Environment are oriented towards contributing to 
reducing transport-related environmental pressures. The research tasks include to identify transport-
related emissions of pollutants and noise and to carry out investigations on possibilities of transport 
planning to discharge the enviornment by reducing or shifting transport. Demonstration projects 
ensure the practical implementation of the research results. 

The Federal Ministry of Family Affairs, Senior Citizens, Women and Youth especially deals with the 
change of the present and future transport situation owing to the demographic change. This involves 
to identify the needs, behaviours and problems of senior citizens regarding mobility and to link up 
private and public means of transport in a user-oriented way. 

 
There is still a lot to do 
Challenges, further action areas and recommendations 

(1) Challenge: Rapid overcoming of distances within the surrounding area of agglomerations with 
huge, car-oriented shopping areas on the one hand and "refuges" in the shopping zones of the cities, 
which are confronted with inner-city car traffic and mainly suited for public mass transport, on the other 
hand; although they offer a large variety of shopping opportunities, their ambivalent access qualities 
reduce the attractiveness and viability of the city and of its subcentres. 
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In concentrating on the quality of links, i.e. a better possibility to travel through cities and their 
surrounding areas, the growing dependency on motor vehicle transport owing to interactions with the 
spatial and economic structures, the local orientation as well as the quality of slow traffic, especially 
the pedestrian relationships and their use requirements have been forgotten resp. were neglected. 

The surrounding area of the agglomerations normally consists of by-passes funded by the Federal 
Government serving as relieving road (which mostly do not really relieve) followed by a traffic-calmed 
area. The dismantling works have to be financed by the municipalities of which funds are though 
scarce. Consequently, the urban development activities are influenced by investments of large 
supermarkets in the fringe area of the cities and by the competition with attractive inner-city refuges 
with adequate local public transport, foot- and cycleways on the one hand and car-oriented, disperse, 
non-traffic-avoiding settlement structures in the surrounding area on the other hand.  

Today road-users perceive the following situation: accelerating traffic in the car-oriented, suburban 
white land and increasingly traffic-calmed inner-city zones, which are nearly not linked up with each 
other, in the city. In view of this contradiction - "quick" locations in the surrounding area and 
"pedestrian cities" trying to attract customers with a car, the question arises, how a local orientation 
and willingness to save traffic as well as slow traffic can be achieved? Will we recognize the 
advantages of spatial proximity, mixed use, slow traffic, of sauntering and shopping when the small 
corner shops with their varied supply have disappeared? 

These questions shall not conjure up any idyllic and unrealistic pictures, but they shall provoke 
thoughtfulness in view of the -not only economical (transfer) - speeds in traffic. It is a fact that urban 
and transport planning does not give priority treatment to matters in terms of spatial proximity and 
transport needs of children, senior citizens, disabled persons and non-car drivers. 

(2) Action areas for a cooperation among transport and urban development: The solution approaches 
developed in the last decades were oriented towards urban development principles ranging from the 
car-oriented city in the fifties, the mass transport-oriented city in the sixties, the traffic-calmed city in 
the eighties, the car-free/car-lacking city about in the mid-nineties to the present postulate of the 
European city as the city of short distances with mixed uses. They paid attention to "small building 
sites" as well as to a large number of interdisciplinary concepts for cities and regions. From the urban 
planning view, the motto for "city-friendly traffic" is the following: Only rethinking in terms of 
accessibility ensures accessibility. The maxim of action should not be "How can we achieve more?", 
but "How can we reorganize those things we have to reach well and comfortably in a way that 
accessibility guarantees housing and urban quality in cities and regions at the same time?" 

The planning approaches develop from the "car-oriented" city to the livable city, and urban and 
transport planning tries to orientate to these trends. The development towards more and more 
complex areas of action will be shown by the following figures. 
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First steps undertaken with regard to traffic calming: 

 

 

 

“City-Friendly Transport” 

1st generation 

• punctual approaches 

• oriented toward traffic technologies 

• large experiment 
North Rhine-Westphalia 

until mid-80s 

3rd generation 

• overall urban concept 

• interaction of all priority areas 

• transport development plans 

since mid-80s 

“Car-oriented city or Transport-Friendly City” 

2nd generation 

• area approaches in urban areas 

• main roads 

• 6-Cities Demonstration Project 

since the beginning of the 80s 

A modified awareness 
leads to a  

modified behaviour 
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Approaches of the strategy of short distances 
 

 

Source: Carsten Gertz: (1998), p. 101 (modified) 

 

 

Advantages of the strategy of short distances 
 

 

Source: Carsten Gertz (1998), p. 146 (modified) 
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(3) Recommendations to support traffic-avoiding behaviour 

• In smaller places it is sufficient to mix living and working functions at the municipal level. In larger 
municipalities a balanced mixture of living and working functions has to be realized already at the 
urban district level. 

• Housing and shopping facilities should be allocated to a small area. The use of cars already 
increases within a linear distance of 500 metres to the next shop. The same goes for schools and 
leisure facilities. 

• Settlements planning at the subregional and local level, which ensures mobility, however reduces 
motorized transport - is based on surplus/deficit plans identifiying areas with infrastructural deficits. 
On their basis as well other projects (concentrations or change of uses) are used to balance the 
functional structure.  

• In the case of new plannings, the designation of purely residential, commercial or industrial areas 
is reduced to a minimum or is avoided. Commercial and industrial areas are allocated to 
companies which cannot be mixed with ohter types of uses owing to their emissions. 

• Existing retail trades can only be maintained and the local infrastructure only be improved if a 
further location of institutions, which are only accessible by car, within a large catchment area is 
avoided. 

(4) Challenge: It is still a long way to realizing a real integrated planning for German spatial 
development at the Federal level, for regional and subregional planning, urban development/planning 
and for transport planning at each planning level. 

The following political options still have to be fulfilled: 

• a better coordination of spatial development policy and land-use planning with transport and 
telecommunication planning 

• improved public transport services and minimum supply of public transport services in small and 
medium-sized cities 

• reduction of negative effects in areas with a high traffic density by promoting environmentally 
acceptable means of transport, road pricing and internalisation of external costs  

• coordinated and integrated infrastructural planning and management to reduce uneffective 
investments (e.g. unnecessary parallel extension of transport modes, disregard of the declining 
marginal utility) and to ensure an efficient use of the existing transport infrastructure. 

 

Conclusion: Questions and still long ways to the livable city and region 

Settlement structures can only be influenced in the long term. Nevertheless, it will be necessary to 
steer the development of settlement structures in the future. The demanded principle of the European 
city and the "bulky" term of the spatial planning concept of decentralized concentration are traffic-
reducing and neutral mobility models for a sustainable spatial development. Are these measures 
enough? Do we not have to set new resp. consequent strategies against the permanently increasing 
transport volume, emissions and the growing urban sprawl in order to reach the objective of a livable 
city and region? Can we not formulate the hypothesis for highly developed economies that in 
consideration of the increasing structural change, i.e. the restructuring of economic activities from 
production to services, the importance of the physical transport infrastructure is declining? However, a 
good communication network becomes more and more important. But does the future information 
society not imply permanent and latent mobility needs generating more traffic? 
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There will never be a correct middle course between global challenge and local needs for action. 
Therefore the objectives of "traffic economizing" and "settlement structures of short distances" have to 
be kept in mind and have to be offensively represented by politics. 

However, there is still a lack of strategies balancing contradictions, e.g. between the already 
formulated standard demand for the city of short distances on the one hand and mega trends of 
societal and economic development on the other hand. The strengthening of the local area and urban 
density cannot be credibly propagated, when owner-occupied houses continue to be assisted and the 
possibility to travel through areas is permanently increased by especially removing bottlenecks in road 
construction and extending high-speed railway links.  

Apart from the efforts for keep the residential population in livable cities, economical transport options 
have to be further developed. Financial incentives, making municipalities and individuals reduce traffic, 
should be created. Measures in terms of the settlement structure are though a necessary, but not 
sufficient precondition to realize a livable city and region. 
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