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Abstract: The analysis of the interdependence of transport strategy and the portion of urban land given over to
traffic attains its full meaning only in the light of drastically different spatial/physical characteristics of world
cities. Advocates of the pro-automobile transport strategy are persistent in their support of the hypothesis that
along with the increase in the degree of motorisation of a population, the share of urban land needed for transport
unavoidably increases. But it is exactly this spatial aspect that makes transport strategy of the large, pro-
automobile oriented US cities (that occupy few thousand square kilometres and have extremely low population
densities), completely inadequate for the compact, densely populated cities of developing countries and countries
in transition. Distinctive features of large cities of the developing world and countries in transition: monocentric,
compact spatial structure and extremely high urban densities, are the main causes of extremely high volumes of
motorized traffic per unit of urbanized area (in spite of their very low levels of motorization). Supply of urban
roads per capita in these metropolises is not going to significantly improve, whatever length of new urban roads
they (manage to) construct. That makes them completely unsuitable for pro-automobile transport strategy and, at
the same time, very suitable for development of light rail and metro systems, and rigorous traffic limitation policy.
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Introduction

The main problem of transportation in large cities, which is the lack of roads, is
often cited to explain the extensive construction of city freeways (Tanaboriboon, 1993;
Midgley, 1994; Bodell, 1995; World Bank, 1996). This is particularly true “where transport
policy is taken to be synonymous with roadway investment. Low-density, car-oriented
development patterns are considered a perhaps unfortunate but necessary part of economic
development” (Gorham, 1999, str.18-19).

Numerous World Bank studies, present the theory that the rise in income per capita
leads to an exponential increase in the motorisation and mobility of city populations,
resulting in ever greater traffic congestion that causes the rapid spread of suburbs with lower
population densities and significant construction of city freeways (Ingram and Liu, 1997;
Ingram, 1997; Ingram and Liu, 1998; Ingram and Liu, 1999; World Bank, 2002a; World
Bank, 2002b; Gwilliam, 2013). These studies "naively" reveal that “The road system is the
fundamental core of all city transport systems” (Gwilliam, 2013) that there is “Excess
demand for road space” and “It is common to point out that the 10 percent to 12 percent of
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land space devoted to all forms of road rights of way in the major cities in Asia falls far short
of the 20 percent to 30 percent common in US cities” (World bank 2002a) and, also, that "At
the urban level, road length is growing much more slowly than income - and much more
slowly than the number of motor vehicles. Urban congestion is therefore rising with income
over time, and the increase in urban congestion is stimulating decentralized urban growth”.
(Ingram and Liu, 1999)... “Congestion appears to have a strong impact on urban
development patterns, as cities decentralize and spread their development into surrounding
areas in order to increase the supply of urban roads and moderate congestion”. (Ingram and
Liu, 1998) “The development pattern of cities in developing and industrial countries ...
exhibit similar patterns ... Cities in developing countries typically have somewhat higher
population densities than those in industrial countries, but the differences have been
narrowing” (Ingram, 1997).

For such a pro-automobile transport strategy, the spatial aspect of the development
of large cities worldwide is, of course, completely irrelevant. It is much easier to maintain
the hypothesis that all cities develop in a similar manner.

Urban transport and apportioning of urban land

The interdependence of transport strategy and urban development is, nonetheless,
much more complex than the World Bank studies persistently declare. Transport strategy
influences in multiple ways the spatial and physical structure of large cities: the speed of
their spatial expansion, mean population density, size and composition of urban sub-centres,
the portion of urbanized areas relegated to urban transport. Therefore, the models of
spatial/physical structure and the transport problems of the large cities of the world differ
significantly. This is best illustrated by comparing American, Western European, wealthy
Asian cities and cities in developing countries (with similar populations). In Table 1 the
basic economic, traffic and physical characteristics of Houston, Munich, Surabaya and Hong
Kong are given.

Table 1. Metropolitan areas, population densities, income per capita,
degree of motorisation and population mobility of Houston, Munich, Hong Kong and Surabaya

Share of different modes
Number . GRP** Average of urban transport
CITY of Area Population per Number of daily
inhabita 2 density . cars/1,000 Car Bus Train
nts (km?) (pop./ha) capita people pkny/ (%) (%) (%)
(mil.) (US$) p.cap. ° ° °
Houston 2.9 3,049 9.5 26,155 608 52.7 99.0 1.0 -
Munich 2.3 239 53.6 36,255 468 23.0 70.6 3.6 25.8
Surabaya 2.5 140 176.9 726 40a* 5.8 73.9 26.1 1.0
147m*
H. Kong 5.5 184 300.5 14,101 43 12.6 17.7 44.7 35.8

* a = number of automobiles/1,000 people; m = number of motorcycles/1,000 people.
** GRP — gross regional product
Calculated according to Kenworthy et al. 2000.

Houston, Munich and Surabaya have similar populations, but the sizes of their
metropolitan areas differ significantly. Houston (3,000 km?) covers a 22-fold larger area than
Surabaya (140 km?) and 17-fold larger area than Hong Kong (180 km?), which has twice as
many inhabitants. The differences in the population densities of world metropolises are also
very large.
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American and Asian giant conurbations with over 10 million inhabitants also
register such differences. Seoul — where 6 million more people live than in Los Angeles —
occupies only 700 km® and an area that is seven times smaller than that of Los Angeles
(5,100 km?). It is interesting that Seoul (with six times more inhabitants) covers an area four
times smaller than Houston (Table 2).

Table 2. Metropolitan areas, population densities, income per capita, degree of motorisation and population
mobility of Los Angeles, Paris, Jakarta, Bangkok and Seoul

Share of different
ok modes of urban
CITY Number of | Area | Population GR:; Number of A;zl.;f ge transport
inhabitants (km? density cz? ita cars/1,000 km);
(mil.) ) (pop./ha) UpSl$ people p Car | Bus | Train
(US%) e o) | o) | )
Los 5,09
es 11.4 5 23.9 24,894 544 46.7 98.0 2.0 -
Paris 10.7 2’?1 46.1 33,609 360 19.1 69.5 53 252
75a*
Jakarta 8.2 481 170.8 1,508 98m* 7.9 539 | 448 1.3
Bangkok 6.4 425 149.3 3,826 1992* 19.0 66.7 | 32.7 0.1
gko . . , 124m* . . . .
66a*
Seoul 17.1 701 244.8 5,942 22m* 14.7 46.0 | 34.7 19.3

* a = number of automobiles/1,000 people; m = number of motorcycles/1,000 people.
** GRP — gross regional product
Calculated according to Kenworthy et al. 2000.

The differences in the population densities of the world metropolises are also
enormous. Thus, the average population density of Surabaya is 19 times greater, and of
Hong Kong 32 times greater than that of Houston. The population densities of Jakarta,
Bangkok and Seoul are 18-, 16- and even 26-fold greater, respectively, than Houston's. It is
clear that the assertion of the World Bank that "The development pattern of cities in
developing and industrial countries ... exhibit similar patterns ...” and that “Cities in
developing countries typically have somewhat higher population densities than those in
industrial countries, but the differences have been narrowing" (Ingram, 1997), is incorrect.

At the same time, the interdependence of income per capita and degree of
motorisation and mobility of the urban population is neither as simple nor straightforward as
the pro-automobile studies of the World Bank persist in trying to prove. In Western
European cities (despite having higher income per capita by 20%), the population mobility is
2.5 times lower kilometres than the inhabitants of American cities (Jovanovi¢, 2005). In
Bangkok (with nine times lower income per capita than Paris), the degree of motorisation
and mobility of the populations is equal to that of Paris. Also, among the developing cities
themselves there are enormous differences. Seoul, with 50% higher income per capita, has a
4-fold lower degree of motorisation and 30% lower degree of population mobility than
Bangkok (Jovanovi¢, 2010).

It is clear that the hypothesis of the World Bank that "cities of the developed and
undeveloped countries develop spatially in a very similar way" (Ingram, 1997), is wrong.

Any slightly more in-depth analysis of the economic, traffic and spatial/physical
characteristics of world cities must seriously question the simplistic premises of the World
Bank. The recent studies of the OECD state that “This narrow, sectoral approach... needs an
expansion... of the analytical paradigm away from transport infrastructure, land-use, and
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mobility, and toward a more cohesive, integral paradigm of access to goods, services,
people, and locales of activity participation - in short, a paradigm of accessibility.” (Gorham,
1999). The dramatic differences in the spatial/physical structures and average population
densities of world metropolises are in fact crucial to the concept of sustainable urban
development because “It is well recognised that urban form can be influenced by the main
modes of transport and by transport infrastructure.... However, this tendency for land use
patterns to adapt to transport patterns is rather slow, generally over a time scale of decades. ”
(Barter, 2000).

Namely, with regard to the type of transportation that dominates, cities can be
grouped into pedestrian, public transport and automobile types (Newman and Kenworthy,
1999) (Table 3).

Table 3. Average densities and metropolitan areas of pedestrian, public transport and automobile city

Area
Average densities (st./km>
4 ( ) (kmz)
Pedestrian city 10,000-20,000 20
Public Transport 300-
city 5,000-10,000 700
Automobile city 1,000-2,000 2,000

According to: Newman and Kenworthy, 1999.

Radical changes in city transportation strategy can only in the long term (measured
in decades) bring about significant changes in the spatial/physical structure of a city. In
Table 4, the average areas, population densities, volume of realized passenger-kilometres by
car and traffic speeds of different world metropolises are presented.

Table 4. Spatial and transport parameters of world cities.

Average population Speed of traffic flow
Area density Automobiles (km/h)

CITIES (km?) (people/km?) (pkm/person)

USA 2,500 1,400 16,045 51
Australia 1,500 1,200 10,797 46
Canada 650 2,900 9,290 40
Western Europe 400 5,000 6,602 33
Transition countries - 7,500 2,907 30
Wealthy Asian - 15,300 2,400 27
'c)(f’lfl‘l’:‘r’ipe's“g 450 17,000 2,379 24

According to: Kenworthy et al., 2000.

American and Australian cities are typically automobile cities, Western European
cities and those of countries in transition are public transport cities, while wealthy Asian
cities and those of developing countries have exceptionally compact spatial/physical
structures that are still in transition from pedestrian to public transport cities (Jovanovic,
2005).

It is only in the light of these drastically different spatial/physical characteristics of
world cities that the analysis of the interdependence of traffic strategy and the portion of
urban land given over to transport attains its full meaning. Namely, the spatial aspect is of
crucial importance to the compact, densely populated cities of developing countries and
countries in transition. However, it is rarely taken into consideration that the various types of



29

urban transportation require completely different areas of the city land to transport the same
number of passengers (Table 5).

Table 5. Urban land necessary for the transportation of 15,000 passengers in 1 hour by different modes of
urban transport.

Width of
Number of .
Max single Nbr. of Area .
passengers Ratio
R frequency lane lanes (ha) _
per vehicle autom.=1
(m)
Automobiles
- street 1.3 700 3.5 34 11.9 1
- freeway 1.3 1,800 3.65 14 5.1 23
Buses 75 100 3.5 4 1.4 8.5
Express 100 90 3.65+fe. 2 1.1 11
buses
Light rail 400 50 3.75 2 0-0.75 16 -
systems
Express 1,000 25-40 4 2 0-0.8 15 -
trains

Source: Jovanovi¢, 2005.

It is clear that automobiles "hog" city spaces. To transport the same number of
passengers (15,000 per hour), automobiles require at least 15-16 times more urban land than
train and light rail systems, 11 times more than express buses and 8.5 times more than
ordinary buses. Considering that almost 20-50% of metro and light rail lines pass through
underground tunnels (so that for the transportation of large numbers of passengers by these
modes of public transport additional land for infrastructure is not necessary, while for
motorized vehicles more and more land is needed the greater the number of passengers is), it
becomes perfectly clear where the pronounced orientation towards automobiles is leading.

Advocates of the pro-automobile transport strategy are persistent in their support of
the hypothesis that along with the increase in the degree of motorisation of a population, the
share of urban land needed for transport unavoidably increases, citing as their main
argument examples of the share of total city space used for street networks in different
metropolises worldwide. In American cities, which are the greatest automobile "addicts", the
share used for street networks is naturally the highest (35-40%), whereas in the large cities of
the developing world this parameter is exceptionally low (10%) (Table 6).

Table 6. Share of land used for street networks in world metropolises (%)

CITIES Share of land used for street networks (%)
USA 35
Washington 43
New York 35
Tokio 13
Hong Komg 12
Bangkok 11
Jakarta 7
Surabaya 8

Calculated according to: Poole, Pacheco, and de Mello, 1994.; Barter, 2000.
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In the literature, it is often emphasized that in the cities of countries in transition and
developing countries the sudden increase in the motorisation of the population creates
extraordinary traffic congestion because their road networks are very confined, and the share of
urban space relegated to urban roadways is incomparably smaller than in the cities of developed
countries. This simplistic approach does not take into account the compact spatial/physical
structure and huge population densities of cities in developing countries.

The lament about the low percentage of city space allocated to streets and urban
roadways in the cities of developing countries implies that some kind of "ideal" apportioning
of street networks should be aspired to. At the same time, it is usually stated that some 20-
25% of urban space allocated to road networks is the generally accepted measure of Western
metropolises (Tanaboriboon, 1993). However, even when this aim is achieved, exceptionally
highly populated cities still have a very low level of road surface area per capita (Barter,
2000).

In exceptionally high-density cities, a transport strategy that relies on extensive
freeway building is doomed to fail. Seoul is, perhaps, the most explicit illustration of this.

This prosperous Asian giant had already by 1990 successfully built an extensive
network of modern city roadways, bringing it close to reaching Western standards: 19% of
its urban space was used for roads. This, however, was not of much good: because of the
huge population density (24,000 people/km®), the road surface area per capita in Seoul is
still very low (6 m*/per capita).

Despite its insignificant degree of motorisation (66 automobiles per 1,000 people)
and very modest traffic intensity per capita (6.5-fold less than the American average, and 3-
fold less than that of Western Europe), Seoul is characterized by huge traffic intensity per 1
hectare —490 vkm/ha (three times more than American and two times more than Western
European cities). As a result, in 1974, Seoul was forced to build a metro, which has grown to
132 km of tracks so far.

It is obvious that cities of the developing world and countries in transition: a) due to
their very high population densities have the extremely high traffic intensity per unit of land,
and are b) doomed to, no matter how many road networks they build, are not able to
significantly increase the provision of roadways per capita. Therefore, for this type of urban
development the insistence on a pro-automobile transport strategy and ambitious
construction of urban roadways is mistaken.

Table 7. Traffic intensity expressed by the parameters: vehicle-kilometres per hectare of land
and vehicle-kilometres per capita.

Traffic intensity
CITIES
vkm/ha (1,000 km) vkm/per capita (km)

USA 174 12,355
Australia 98 8,075
Canada 204 7,452
Western Europe 253 5,065
Wealthy Asian 355 3,026
Developing countries 343 2,442
Seoul 489 1,899

Calculated according to: Kenworthy et al., 2000.
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For this type of urban development, even a small growth in the motorisation and
mobility of the population — and in particular, the use of cars — will result in serious traffic
congestion (automobiles simply demand incomparably more urban space than other means
of transport).

However, these densely populated cities have the advantage of favourable
conditions for the development of high-capacity public transport systems and, also, for
pedestrian and bicycle movement (the average distances in these cities are small). These are
the essential aims of sustainable development of cities. (Hall, 2014).

Urban transport of Belgrade

Belgrade’s main characteristics are:

- high population densities (7,418 persons per square kilometre)

- extremely high concentration of jobs in CBD (40.5%)

- very high level of usage of urban public transport (50%) and of pedestrian

movements (30%).

According to the Newman-Kenworthy (1999) classification, Belgrade is a typical
“public transport city”, while due to its transport strategy (using Thomson’s (1978)
classification) Belgrade can be best described as a hybrid of the “low cost strategy” (very
high usage of buses) and “strong centre strategy” (concentration of jobs in its CBD).
(Jovanovi¢, 2013).

Additionally, traffic flows in Belgrade are strongly radial. This was, also, confirmed
by the results of the Belgrade Transport Model and SYSTRA research, according to which
the largest share of travel takes place in the central zone and between the central zone and
inner suburbs (59%), while the share of travel between the outer and inner suburbs, and
outer suburbs and central zone is relatively low (SYSTRA, 2002; Jovanovi¢, 2013).

Table 8. World metropolises and urban transport infrastructure.

Total nbr. of Length of urban Density of transport
vehicles on 1 km of . networks
CITIES roadway per capita
roadway (m/person (m/ha)

(vehicle/km)
Belgrade 277 1.1 111
USA 119 6.8 90
Australian 73 8.3 98
Canadian 143 4.7 132
European 221 2.4 115
Wealthy Asian 222 1.8 152
Poor Asian 347 0.7 105
Moscow 93 0.4 59

Calculated according to: Kenworthy et al., 2000; Newman and Kenworthy, 1991; Statistical Yearbook of Belgrade,
1992.

In short, due to its extremely high concentration of jobs in its CBD and central
zone, radial traffic flows and very high level of bus usage and pedestrian movements (66%
of total number of trips), Belgrade strongly resembles Barter’s ‘bus cities’ of the developing
world. This type of spatial development and urban transport strategy is extremely sensitive to
the personal motorisation and automobile usage levels rise.

Since in Belgrade:

> buses are, obviously, the primary means of public transportation (88% of urban and
suburban public transport is conducted by bus),
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» most of the urban roads are very narrow (about 67% of the primary urban street
network is with a single lane per direction - Jovi¢, 2010), and

» despite its marked UPT orientation, Belgrade has no rail systems with a separated,
exclusive right of way (metro or LRT) that is completely immune to the sharp
increase in motorisation and car use,

the transport system of Belgrade is characterised by

» heavy road congestions - even in the early 90s congestion of motor vehicles on the
street network was dramatically high: the number of vehicles on the urban roads
was up to - 277 vehicles / km. (Jovanovi¢, 2005)

Thus, as early as in 1990 Belgrade had four times more motorized vehicles per
kilometer of urban roads than Australian cities; two times more than American and Canadian
metropolitan areas; and 25% more than Western European and wealthy Asian cities. Only in
comparison with the poor Asian metropolises, with their really incredibly high population
density, Belgrade had approximately 25% fewer vehicles per 1 km of urban roads!
(Jovanovi¢, 2005).

Conclusion

To summarize, pro-automobile transport policy and massive construction of urban
freeways of the US cities (that occupy few thousand square kilometres and have extremely
low population densities) are completely inadequate for the compact, densely populated
cities of developing conries and countries in transition, that have high-intensity traffic per
unit of urban space and are ideal for efficient systems of public transport. Also, it is obvious
that in most of the transport studies of world metropolises, the extent to which transport
strategy is irrefutably linked to the concept of its spatial development has not been properly
understood.
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CAOBPARAJ Y METPOIIOJIAMA - IPOCTOPHHU ACIIEKT
MMOMMUP JOBAHOBUR", BOJAH BPAUAPEBUR!

! Vuusepsumem y Beozpady — eoepagpcxu gaxynmem, Cmydenmeku mpz 3/3, Beozepad, Cpbuja

H3Boa: JennHo y cBeTNy APAacTHYHO PA3NIMYUTUX MPOCTOPHO-(PU3MYKUX KapaKTEPUCTHKA CBETCKHX METPOIONA,
ananu3a MehyzaBucHOCTH caoOpahajHe cTpaTeruje U yzena rpajcke IOBpIIMHE HaMemeHe caoOpahajy nobuja cBoj
IIHH CMHCa0. 3aroBOPHHIIM Mpo-ayToMoOMIcKe caobpahajHe cTpaTeruje yrmopHo 3acTymajy Tesy Ja Haropeao ca
[I0pacTOM CTEHEHAa MOTOPH3alMje CTAaHOBHHUIITBA, HEH30CKHO MOpa [a pacTe M YAEO TIPaicKe MOBPIIHHE
HaMmemeHe caobpahajy. MelyTum, ynpaBo je oBaj mpOCTOPHU acmeKT mpecynaH (GakTop 300T Kora je TpaHCIOpPTHA
CTpaTeruja BEIMKHUX MPO-ayTOMOOMICKH opujeHTHcaHux rpagoBa CAJl (koje KapakTepHIly OrpOMHE MOBPIIHHE U
U3pa3sUTO HUCKE I'yCTHHE HACE/bEHOCTH), allCOTYyTHO HEajeKBaTHA 32 KOMIIAKTHE, I'YCTO HaceJbeHEe METpPOIoie
HEpa3BUjEeHOr CBETA U 3eMasba y TpaHsuuuju. Merpornoie Tpeher cBeTa n 3emMasba y TPAaH3ULHjH KapaKTEPHILY:
KOMITIaKTHAa, MOHOLIEHTPUYHA MPOCTOPHO-(HU3MYKA CTPYKTypa M M3Pa3HTO BUCOKE I'yCTHHE HacesbeHocTH. CTora
Cy, YOpKOC BeOMa HHCKOM CTEICHY MOTOpPH3allije, OBE METPOMOie OcyljeHe Ha HEBEPOBATHO HMHTCH3MBAH
caobpahaj Mo jequHUIH IpaJCKor MPOCTOPa, U Jia He MOT'y 3HauajHO noehaTy MoOHyIy TpaJCKUX MyTeBa per capita
- Ma KOJMKO IyTHE MpEXE H3rpagwid. 3a OBakaB THI ypOaHOT pa3Boja CBAaKO HHCHCTHPAEmE Ha IIPO-
ayToMOoOWIICKO] caoOpahajHOj CTpaTeruju M aMOMLMO3HO] M3rPalibi TPAJCKHX ITyTeBa - CHTYpaH je MpoMariaj.
HcToBpeMeHO, OrpOMHE MPEAHOCTH OBUX KOMIIAKTHUX, I'yCTO HACEJLEHUX IPaZioBa OIVIE/ajy CE YIPaBo y H3y3eTHO
MIOBOJBHUM YCJIOBHMA 32 Pa3B0j e(pMKaCHUX CHCTEMa jaBHOT rpajickor caoOpahaja BUCOKe MpoIycHe MORH — JIaknuX
IIMHCKAX U METPO CHUCTEMA.

Kbyune peun: rpagcku caobpahaj, METpo U JIaKH ITMHCKH CUCTEMH, TPAJICKO 3eMJBHINTE, CBETCKE METPOIIOIIE,
Beorpan

YBoaHa pazMaTpama

Kao nokpuhe 3a eKCTeH3UBHY U3TrPajiiby IPAICKUX ayTOMyTeBa, YeCTO ¢ KOPUCTU
Te3a J1a je OCHOBHHM caoOpahajHu mpoOJjeM y BENIUKHM TPaJOBHMA - yIIPAaBO y HEAOCTATKY
rpaackux myteBa (Tanaboriboon, 1993; Midgley, 1994; Bodell, 1995; World Bank, 1996).
OBakaB IPHUCTYN je MOCeOHO M3paXKeH “ako ce mojapasyMmeBa jaa je caoOpahajHa MOJHTHKA
CHHOHHM 32 WHBECTHIIMj€ Yy U3rPaAmby ayTOMyTeBa... U Jla je eKCIaH3uja npearpaha HUCKUX
TYCTHHa HAaCeJbeHOCTH y KOjuMa [IOMHUHHPAjy ayTOMOOMIN - He3ao0WiIa3Ha Kapuka
€KOHOMCKOT pa3Boja “(Gorham, 1999, str.18-19).

Kpo3 6pojre cTyanje Cercka OaHKa, Ha IpUMep, U JaHAC 3acTyla Te3y Ja mopact
JIOXOTKa per capita BOAW BPTOTJIABOM IIOPACTy CTEIEHa MOTOPH3AIje M MOOWMIHOCTH
TPaZCKOT CTAHOBHMIITBA... CAMUM THUM M cBe BehmM caoOpahajHuM 3arymiemnma - Tako 1a
Kao MOTIYHO MPHPOJHM PE3yJTaT OBHX Mpoleca HEeU30ekKHO [0Ja3H A0 HAarje eKCIaH3uje
npearpalla HUCKHMX TyCTHHA HACEJbEHOCTH W OOMMHE H3Tpajibe TIPajCKuX ayTolyTeBa
(Ingram and Liu, 1997; Ingram, 1997; Ingram and Liu, 1998; Ingram and Liu, 1999; World
Bank, 2002a; World Bank, 2002b; Gwilliam, 2013). OBe crymuje Ham “Oe3a3neHo”
OTKpHMBajy M1a “TpaJCKH IMyTEBH NPEATaBJbajy caMy CpX Trpaackor caobpahajHor cucrema™
(Gwilliam, 2013) u “ma Harno Hapacta moTpeba 3a M3TPagmOM TPAICKUX IMyTeBa™, a na je
,,OIITENIO3HATa YHIEHUNA J1a je Yy a3ujckuM Merpomonama camo 10-12% rpanckor
mpocTopa mocBeheHo TpaJcKuM ITyTeBMMa, JOK je Yy aMEepHYKHM TpajoBHMa Taj YIEO
meynopenuBo Behum u m3Hocm 30%° (World Bank, 2002a), xao u nma: “Jloxomak u
MOTOpH3alfja CTAHOBHHUILITBA HEYNOPEIMBO OpKe PaCTy OJ AYXKHHE TPAJCKUX IyTEBA...

"E-mail: miomirjovanovic.gef@gmail.com
Pan mpencraBiba €0 pe3yaraTa HCTpaKHBamba Ha IpojekTy 6poj 37010, koju ¢punancupa MUHHCTapCTBO
HayKe M TeXHOJOUIKOr pa3Boja Penyonuke Cpbuje.
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Tako Ja cBe Beha caoOpahajHa 3arymema CTUMYJMILY eKCllaH3Wjy mpearpaha u
JIeLleHTpaIn30BaHu pa3Boj rpagosa” (Ingram and Liu, 1999)... “Metponone ce yop3aHo
JIeLEeHTpAIN3Yjy... Aa OM mnoBehase TMOHyMy TpalCKMX IIyTeBa M cMamuie caobpahajna
sarymema” (Ingram and Liu, 1998) “Pa3zBojun obOpasar rpagoBa y 3emsbama y pa3Bojy Uy
WHIYCTPHMjCKU pa3BHjEHHM 3eMJbaMa je BeoMa Cin4aH... MeTporoiie Hepa3BHjeHOT CBETa
numajy, nonyiue, HemTo Behe T'yCTWHE HAceJbeHOCTH, alld CE M OBE pa3jIuKe CMamyjy y
BEJIMKMM METPOIIOJIMTEHCKUM noapy4juma...” (Ingram, 1997).

3a oBakBY Npo-ayTOMOOWICKY caoOpahajHy cTpaTerujy NpoCTOpHH acleKT pas3Boja
CBETCKMX METpONoJia je, HapaBHO, IOTIIYHO HpeleBaHTaH.. MHOTo je jeHOCTaBHHjE
3aJp>KaTH Ce Ha TE3HM JIa C€ CBU I'PaZOBH Pa3BHjajy Ha CIMYaH Ha4MH.

I'paacku cao6pahaj u 3ay3umMame rpajckor 3eM/bUIITA

MehyzaBucHocT caobpahajue cTpaTteruje u ypbaHoT pa3Boja je, HIaK, HeyIopeanBo
KOMIUIEKCHH]ja Hero mTo cryauje CBeTcke OaHke ynopHo npomoBuinry. Hamme, caoOpahajaa
cTparervja BHIIECTPYKO YTHYE HA MPOCTOPHO-(PU3UUKY CTPYKTYpY BEJIHMKHX IpajioBa: Ha
Op3uHYy HHUXOBE MPOCTOPHE EKCIaH3Wje, MPOCEYHY TYCTHHY HACeJbEHOCTH, BEIUYMHY H
pacmopen Tpaiackux cyOreHTapa, yaeo ypOaHW30BaHe TMOBpIIMHE TocBeheHe Ipaackom
caobpahajy. Crora ce obpaciu mpocTopHO-pH3MUKe CTPYKType U caoOpahajHu mpobieMu
Pa3IMYMTUX CBETCKAX METPOINoJia JpaMaTUYHO pasniukyjy. IlpuMmepu amMepHuKHX,
3aMmaTHOEBPOTICKUX, OOTaTHX a3MjCKUX M METPOIoJia 3eMaba Yy pasBojy (ca MpUOIMKHO
HUCTHM OpojeM CTaHOBHHKA) HajOOJbE TO MOTY HIIyCTpOBaTH. Y Tabenu 1. maTte Cy OCHOBHE
eKOHOMCKe, caoOpahajHe W TPOCTOPHO-PHM3MYKE KapaKTEpHUCTHKE XjycToHAa, MUHXEHa,
Cypabaje u Xonr Konra.

Tabena 1. IloBpmuHa, ryCTHHE HACE/bEHOCTH, A0X0JAK per capita, cTeneH MoTopHu3anMje U MOOHJIHOCTH
cTaHoBHUIITBA XjycToHa, Munxena, Xonr Kounra, Cypaoaje

Xjycron, Muaxen u Cypabaja mMajy TpHUOIIKHO UCTH OpOj CTAHOBHHKA, Al CE
IOBPIINHE HUXOBHX METPOIOINTCHCKUX MOAPYydja OHTHO pasiukyjy. Xjycron (3.000 km?)
3aysuma 22 myta Behy mospmmny ox CypaGaje (140 xm?) m 17 myra Behy moBprunHy ox
Xonr Konra (180 km2) koju mma nBa myta Behu Opoj craHoBHHKA. CTOTa Cy W pas3jiuKe y
ryCTHHaMa HaceJbeHOCTH CBETCKHX METPOIIOIa, Takohe, OrpOMHE.

W amepuuke n a3ujcke QHHOBCKE KOHypOarwmje ca mpexo 10 MiinoHa CTaHOBHHUKA,
Oenexxe TakBe pasnmke. Ceyll — y KOMe JKMBH 6 MUJIMOHA CTaHOBHHMKA Buie Hero y Jloc
Anljenecy — 3aysuma camo 700 KM%, 1 MMa cenam myTa Mamy nospmmny o Jloc Anleneca
(5.100 xm?). MHTepecantHo je ma Ceyn (ca mect myta OpOjHHjUM CTAaHOBHHUILITBOM) 3ay3UMa
YeTHPH IyTa Mamby MOBPIINHY 0/ XjycToHa (Tabema 2.).

Tabena 2. IloBpmmHa, rycTHHE HAcebeHOCTH, JOXOJAK per capita, cTemeH MOTOpH3anHje H MOOUJIHOCTH
craHoBHuTBa Jloc Anleneca, [Tapusa, Ilakapre, Banrkoka un CeyJua

Pasnuke y ryctuHama Hace/beHOCTH CBETCKHUX METpOIoJia cy, Takole, orpoMHe.
Tako Cypabaja mma 19 myra Behy mpocedny ryctuHy HacesbeHOCTH, a XoHT Konr gak 32
myta Behy TYCTHHY HaceJbeHOCTH o XjycToHa. [lakapra Gemexu 18 myrta Behy ryctuny
HaceJbeHOCTH, banrkok 16 myTa, a Ceyn 4yak 26 myrta Behy I'YCTHHY HAaceJbEHOCTH O] OBE
aMmepuuke metporoie. OuurnenHo je na cy teze CBercke OaHKe Kako ce “MeETporofie
Pa3BUjEHOT W HEPa3BHjEHOT CBETA Pa3BHjajy HAa BEOMa CIMYAH HAYMH ... H Ja “‘METPOIIOIe
HEpa3BHjEHOT CBETA MMajy, JOAYIIE, HEITO Belie TYCTHHE HACeJbEHOCTH, aJI CE€ OBE PA3IIMKE
CMamyjy Y BEJTMKUM METPOTIOMTEHCKAM Toapydjuma...” (Ingram , 1997) motmyHo HeTadHe.
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HcroBpemeHo, HU Mel)y3aBHCHOCT HOXOTKa per capita M cTeneHa MOTOpHU3aLuje u
MOOMJIHOCTH TPaJICKOT CTaHOBHHUILITBA HHjE€ TaKO jeJHOCTAaBHA M jE€JHO3HAYHA Kao LITO
npoayromoOmicke cryauje Cpercke OaHKe YHNOPHO TIOKyIIaBajy Ja JdOKaxy. Y
3amaJHOeBPOIICKMM MeTporoiama (uako umajy 3a 20% Behm moxomak per capita)
CTaHOBHHMIITBO JHEBHO Ipeia3u 2,5 MyTa Mame KWIOMEeTapa OJi JKHTe/ba aMEpUYKHX
Mmerponona (JoBanosuh, 2005). Y banrkoky (koju nma AeBeT IyTa HIDKH JOXOJaK per capita
ox ITapusa) crenen Motopu3zanuje 1 MOOMIHOCTH CTAaHOBHUILTBA Cy jeHaKH Kao y [lapusy.
U mehy camum Merpononama y pa3Bojy mnocroje, takohe, orpomue pasnuke. Ceyi, ca 50%
BehMM JIOXOTKOM per capita, ©Ma YETUpH IIyTa HWXKU cTeneH Mortopusanmje u 30% Mamu
CTelleH MOOWIIHOCTH CTaHOBHHMIITBA 01 banrkoka (Josanosuh, 2010).

Ounrienno je na je teza Ceercke OaHKe Kako ce “METpOIOJE pa3BHjEHOI U
Hepa3BHjEHOI CBETa IPOCTOPHO pa3BHjajy Ha Beoma ciauvaH HaumH (Ingram, 1997) -
MOTIIYHO HETayYHa.

CBaka moJle KOMIUIEKCHHMja aHallM3a €KOHOMCKHX, caoOpahajHMX M IpPOCTOpHO-
(GU3MYKMX ~KAapaKTEpPUCTUKA CBETCKMX METpOINojia, O30MJBHO JIOBOAW Y [HTame
nojeaHocTaBJbeHe nocraBke CBercke Oanke. MctpakuBama OECD-a nokasyjy na: “kpajme
MI0jE€IHOCTAaBJEEHN CEKTOPCKM MPHCTYI (M3rpajiba ayTOIyTeBa - €KCTEH3MBHO Kopuinheme
IpaJICKOr 3eMJBMINTa - HArjdM [OpacT MOOWIHOCTH)... MOpa Ja ce IpOIIMpU Ha
CBEOOYXBAaTHHjy NapajurMy HPUCTYIHOCTH poOM, yciyrama, JbyquMa - Ha Iapagurmy
npuctynHoctu” (Gorham, 1999). JIpamatuuHe pas3iuke MPOCTOPHO-(QU3MYKE CTPYKType U
MIPOCEYHUX T'yCTHHA HACEJLEHOCTH CBETCKUX METPOIIOJa CY, Y CTBApH, KJbyYHE 32 KOHIIENT
OJIPXKHMBOT ypOaHOT pa3Boja... jep ce “NpoCTOpHO-(PHU3NYKA CTPYKTypa METPOIOJa U3y3ETHO
CHopo npuiarohasa paavkaJHUM M3MEHaMa CTpaTerje rpajckor caobpahaja. 3a To um je
00u4HO moTpebHO BuIe aenenuja” (Barter, 2000).

Hawume, y 3aBucHOCTH 0J1 TOra KOjU BUJ Ipajackor caobpahaja moMuHMpa, rpasoBu
ce Mory nozenwiu Ha rnemadke, JI'C rpagoBe n ayromoOuicke rpanoe (Newman and
Kenworthy, 1999) (Tabena 3.).

Tabesa 3. [Ipoceune rycTuHe HACe/b€HOCTH U NOBpLINHe Nemaykor, JI'C u ayromoduiickor rpaaa

PanukamHe u3MeHe cTpaTeryje rpajckor caodpahaja Mory, 3Ha4YH, jeIMHO Y Ty>KEM
BPEMEHCKOM mepuony (KOju ce MepH JAelieHHjaMa) IOBECTH 10 O30WJPHHMjHX IPOMEHa
MIPOCTOPHO-(PHU3MUKE CTPYKType MeTporona. Y Tabenu 4. yHOpemaHO Cy JaTe MpOocedHe
MOBPIIMHE, TYCTUHE HACeJbEHOCTH, OOMM  OCTBapEHHX IYTHHYKHX KHIIOMETapa
ayToMOOMJIIOM TIO CTaHOBHWMKY M Op3mHe caoOpahajHOr TOKa pa3MYUTHX CBETCKHX
METPOIOoIa.

AMepHYKH W ayCTPaMjCKU TPajoBH CY TUIMYHH ayTOMOOWJICKUA TI'PajoBH,
3amaHOeBPOIICKE METPOIoJie U MeTpomnosie 3eMaba y Tpansuuuju - JI'C rpagoBu, HOK
borare a3mjcke W METPOIOJIE 3eMajha y Pa3BOjy MMajy M3Pa3HTO KOMIIAKTHY HPOCTOPHO-
¢U3MUKy CTPYKTYpy Koja je jom yBeKk Herme Ha mpemasy memauknx y JI'C rpamose
(Josanoswuh, 2005).

Tabesa 4. [IpocTopHu u caodpahajun napamMeTpn cBeTCKHX MeTpPOIOJIa

JequHo y  cBeTIy  OBHX  JPACTHUYHO  PA3iMYMTHX  MPOCTOPHO-(DU3UUKUX
KapakTepHCTHKa CBETCKIX METPOIIoNa, aHaian3a mMelyzaBucHoctr caobpahajue crpareruje u
ymena Tpajcke MOBpIIMHE HaMemeHe caoOpahajy nobmwja cBoj myHm cmmcao. Hamme,
MPOCTOPHM ACIEKT je OJ MPeCyAHOr 3Hauyaja ynpaBO 3a KOMIIAKTHE, T'YCTO HaceJbeHe
METpOTIOoJIe Hepa3BHjeHOT CBETa U 3eMajba y TpaH3uIuju. Petko ce, mehytuMm, y3uma y 063up
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Jla je pa3HUM BHJOBHMa IpajcKor caoOpahaja HEONXOAHA MOTIYHO pa3jIMuUTa MOBPLIMHA
IpaJICKOT 3eMJBbHIITA Ja OM IpeBe3y UcTH Opoj myTHHKa (Tadena 5.).

Tabesa S. I'pagcka moBpIIMHA HeONXoqHA 3a mpesBo3 15.000 myTHuka 3a 1 yac, pa3IMYUTHM BHAOBHMA
rpajackor caodpahaja

OunriiefHO je Ja ayTOMOOWII HAaIIPOCTO “TyTa” TPaiCKH MPOCTOp. 3a MPEBO3 HCTOT
6poja mytHuka (15.000 myTHuKa 3a 1 gac) ayromobunmma je moTpebHo HajMame 15-16 myTta
BUILIE T'PaJCKOT 3eMJBHUINTA OJ] IPAJCKe XKEJICe3HHUIIE M JIAKUX IIMHCKUX cuctema, 11 myra
BHIIe oJ1 Op3or ayTodyca, u 8,5 Behu mpocTop o1 obuuHoT ayrodyca. Kaga ce moacerumo na
npubmmkHo 20-50% Tpace moa3eMHe KeNe3HHUIE U JAKHX MIHHCKUX CHCTEMa MPOJIa3y Kpo3
moJ3eMHe TyHeJe (Tako 1ma 3a mpeBo3 Beher oOmma mytHHKa oBuM BHioBuMma JI'C-a Huje
HEONXOJaH JOJATHH IPAICKH MPOCTOp 332 MHPPACTPYKTYPY, IOK je MOTOPHHM BO3MJIMMA
moTpeOHO CBE BWIIE TPafCKOT 3eMJBHINTA INTO je oOmM caoOpahaja Behm), oHOa mocraje
CaBPIICHO jaCHO YeMy BOIM M3pa3HTa OpHjeHTaNrja Ha Kopumheme ayToMoOuIa.

3aroBopHHUIM MPO-ayTOMOOMICKE caobpahajHe cTpareruje yrmopHO 3acTymajy Te3y
Jla Haropego ca MOpacToM CTEleHAa MOTOPH3al(fje CTAHOBHHUILNTBA, HEM30EXKHO MOpa [a
pacTe W yneo TpajcKe MOBPIIMHE HaMemeHe caoOpahajy... HaBojaehn kao riIaBHU apryMeHT
MoKasaTeJbe ylelia MOBPIIUHE YIUYHE MPEXe Y YKYIMHOM IPaJCKOM MPOCTOPY Pa3iIndUuTHX
CBETCKMX METporoia. Y aMepuykKdM TpajoBHMa, KOjU Cy HajBehm ‘“3aBUCHHIIN” O]
ayroMoOwnita, yeo yIudHe Mpexe je, HapaBHO, HajBehu (35%-40%), ok je y MeTpomonama
3eMalba y pa3Bojy Taj mapamertap m3paszuto Hu3ak (10%) (Tabena 6.).

Tabena 6. Y1eo noBpmInHe YJIHYHe Mpeske Y YKYIIHOM IPaJICKOM NMPOCTOPY cBeTCKHUX MeTponoJa (y %)

VY cTpy4HOj JIUTEpaTypH Ce YeCTO UCTHYE Jja y METpOoIoIamMa 3eMasba y TPaH3UIHj1
1 Hepas3BHjEHHMX 3eMajba HaIVIM MOPacT MOTOPH3AlMje CTAHOBHHIITBA CTBapa HEBEPOBATHA
caoOpahajHa 3arymema, jep je BbUXOBa YJIMYHA MPEXa HM3pPa3HTO CKydeHa, a IMpOIeHaT
ypOaHoOT IpocTopa HaMEH-EH IPaJICKUM ITyTeBUMa HEYNOPEIMBO HW)KU HEr0 Y METpoIojiama
pasBujeHor cBera. OBakaB I10jeJHOCTaBJ/bEHH IIPUCTYIl YOIIITE HE y3uMa y o003up
KOMIIaKTHY NPOCTOPHO-(DU3UUKY CTPYKTYpPY M OIPOMHE I'yCTHHE HACEJLEHOCTH METpOIIOoja
3eMaJba y pas3Bojy.

JlameHT HajJ BeOMa HUCKMM HPOLEHTOM I'PaJCKOT IPOCTOPa HAMEHEHOT yIHIaMa 1
TpaJICKUM IIyT€BMMa y METpoIoJiaMa 3eMajba y pa3Bojy, MMIUIMLHUpa Aa OM ce MOopao
TEXUTH HEKaKBOM “‘npaeaynHom” yuemnhy ymuyHe mpexe. [Ipu ToM ce oOM4HO TBpIM na je
Hekux 20-25% ypOaHM30BaHOT NPOCTOpAa HAMEH-CHOT YJIMYHO] MPEXKH oIuTenpuxsaheHa
Mepa y 3amagHuM Mmerponosama (Tanaboriboon, 1993). Mebhyrum, yak U kaja ycHeurHo
OCTBape OBaKaB LMJb, U3y3€THO I'yCTO HACEJbEHU I'PAJIOBU U Jajbe MMajy BEOMa HU3aK HHBO
MOBPILIMHE I'PAJICKUX MTyTeBa 10 cTaHoBHUKY (Barter, 2000).

VY u3y3eTHO T'yCTO HAaceJbeHHM MeTpoliojama, caoOpahajHa crpaTteruja koja ce
oclama Ha LIMPOKY H3rpajiby ayronyreBa yHanpen je ocyhena na npomnact. Ilpumep Ceyna
TO, MOXK/Ia, HajyneyaTJbHBHj€ WIyCTpYje.

OBaj mpocnepuretHu a3ujcku [uH je 10 1990. roaumue Beh ycmemHo w3rpanmo
pasrpaHary MpexXy MOAEPHHUX IPajCKuX IyTeBa W TAKO CE MOTIIyHO NPUOIMKHO 3alagHUuM
cranpapauMa: 19% merose ypOaHu30BaHE MOBPIIMHE 3ay3UMajy Tpajckd myTeBu. To My,
MehyTuM, Huje MyHO MOMOIIO: 360r OPOMHHX TyCTHHA HacesbeHocTH (24.000 c1/km),
MOBPIIMHA IIyTHE MPEXKe 110 TPajcKoM CTaHOBHHMKY Ceyiia je 1 najbe HeBepOBaTHO HUCKa (6
M?/per capita).

HNako wma 3aHeMmapspbMB CTeNeH MoTopusanuje (66 ayromobmina Ha 1.000
CTaHOBHMKA) M BeOMa CKpOMaH MHTEH3HMTeT caoOpahaja per capita (o1 aMepHyKor mpoceka
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HIDKK 6,5 myTa; a oJ 3amajHoeBpOICKOr - Tpu myrta), Ceyn KapakTepuiie OrpoMad
nHTeH3uTeT caobpahaja no 1 xekrapy rpancke nospumuse - 490 Bkm/xa (Tpu IyTa Behu Hero
y aMepH4KHM, U JiBa IyTa Behu Hero y 3amaJHOEBPOIICKMM IpanoBuMa). 3ato je Beh 1974.
roaune Ceyn 6uo npuHyheH na yBesie MmoJ3eMHy XeJe3HHIly, Koja ce JI0 AaHac MPOIIHpHIiIa
Ha 132 kM nuHUja.

OunrsenHo je, 3HauM, na cy merponosne Tpeher cBera m 3emaspa y TpaH3uIMjU
yIIpaBO CBOjUM OIPOMHHMM TI'yCTHHamMa HaceJbeHOCTH OcyheHe y3: a) HEeBepOBaTHO
MHTEH3MBaH caoOpahaj Mo jeIMHUIM TPajJCKOT MPOCTOpa, ¥ HA TO Ja 0) Ma KOJMKO IyTHE
MpeXe HM3rpajuiv, YONIITe HEe MOry 3Ha4dajHO noBehaTm NMoOHyHy rpajCcKHX ITyTeBa per
capita. Ctora je 3a oBakaB TUI ypOaHOT pa3Boja CBAKO MHCHCTHPAE Ha MPO-ayTOMOOUIICKO]
caobpahajHoj crpareruju U aMOMIMO3HO] M3rPajld TPAJCKUX IyTeBa CTBAPHO IOTIIYHH
npoMainaj.

3a oBakaB THN ypOaHOI' pa3Boja JOBOJbaH je Beh u Mamu mopact Moropusauuje u
MOOMIIHOCTH I'PaJICKOT CTAHOBHUILTBA - oceOHO Kopuihema ayroMoOuia - ja Ipoy3poKyje
orpomHa caoOpahajua 3arymema (ayroMOOMIM HAIIPOCTO 3aXTEBajy HEYNOPEIMBO BHIIE
IpaJICKOT MPOCTOpa 0] OCTAINX BHIOBA I'pajcKor caobpahaja).

Tabena 7. UnTensuter caobpahaja m3pasken mokasaTte/bUMa: BO3HJIA-KHJIOMETPH IO XeKTapy rpajcke
TOBPHIMHE H BO3HJIA-KHJIOMETPH 110 CTAHOBHHKY

MelyTtum, orpoMHe NpPEAHOCTH OBHMX KOMIIAKTHHX, I'YCTO HAaceJbEHUX TIpasioBa
orJIe/iajy ce ynpaBo y MOBOJBHUM YCJIOBMMA 3a Pa3B0j CHCTEMa jaBHOT Tpajckor caoOpahaja
BUCOKe nporycHe mohu, u Beher ydemha nemauema n OMIUKIA (IPOCEUYHE paszJaJbUHE y
OBHMM TpajIoBUMa Cy BeoMa Majie). A TO Cy yNnpaBO OCHOBHH IIMJBEBH OAPIKUBOI' pa3Boja
rpanosa (Hall, 2014).

I'paacku caodpahaj beorpana

Bbeorpan 1o cBuM CBOjHM OCHOBHUM KapaKTEPHUCTHUKAMA!
®  BHCOKHUM Ir'ycTHHama HacesbeHocTH (7.418 cT/RMY),
e  OrPOMHOM CTEIeHY IeHTpann3anyje pagaux mecra (40,5% pamanx mecta y CBD-y),
e ycmepenoct Ha JI'C (50% rpanckux myroBama ce octBapyje JI'C-om, a 30%
nemavewmeM) npema Ibyman-KensoprujeBoj wiacupukanmju (Newman and
Kenworthy, 1999) cnama y tummune JI'C-rpagoBe, D0k mo cBojoj caoOpahajHoj
ctpareruju, npema TomconoBoj wiacupukanuju (Thomson, 1978) o6jenumyje
KapaKTepUCTHKE 'CTpaTeruje HajHWKUX TPOIIKOBa' (YCMEpEeHOCT Ha HajjedTHHUjH
BUJI jaBHOT rpajickor caobpahaja — ayroOyce) u 'cTpareruje jakor LeHrpa' (orpoman
CTEIIeH KOHIICHTpaluje paJHuX MecTa y IpajckoM je3rpy) (Josanosuh, 2013).

ITpu ToM cy mpexa caobpahajuunia u caodbpahajun ToxkoBu y beorpany mnspasuro
panujanau. To notBphyjy u pesynraru crynyje SYSTRA -e, no kojuma ce Hajehu yneo
IyTOBamka OJ[BHja y LIEHTPaJHO] 30HM M Ha pejlalliju LEHTpalHa 30Ha-OiKa nepudepuja
(59%), mok je ynmeo myroBama Ha pellaluju yAajbeHa mnpearpaha—Ommxa mepudepuja u
ynajbeHa npenrpaha—nenrpanna 3oHa, penatuHo Manu (SYSTRA, 2002; Joanosuh, 2013).

Tabesa 8. CBeTcKe MeTpomo.ie H rpajcka MyTHA HHPPACTPYKTypa

VYKpaTko, 1O CBOjHM 3HA4ajHUM TyCTHHaMa 3allOCICHHX y TPafCcKOM je3rpy
LEHTPAJTHO]j TPAICKOj 30HH, MO PaujalTHOj Mpexu caobpahajuuma u caobpahajHUX TOKOBA,
1 M3Y3€THO BHCOKOM YJeNy KopHIThema rpaJickux ayrodyca u memnradema y YKYyITHOM Opojy
rpaackux mytoBama (66%), beorpax 3nauajuo monceha u Ha bapTepose 'ayToOycke rpamgose’
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3emasba y pasBojy (Barter, 2000). OBakBa koHuemnuuja ypbanor pasBoja u caobpahajHa
CTpaTeruja u3y3eTHO Cy OCETJBHBHU YIPABO HA MOPACT CTEIICHa MOTOPH3aLUje U KOpHUIIheHka
ayromoOwua.
Bynyhu na je y beorpany:
e  OCHOBHO cpencTBo caobpahaja ayroOyc (muMe ce obaBipa 88% IyTOBama jaBHUM
IPaJICKUM U [IPUTPAICKUM IIPEBO30M),
e  MpeKa IpaJICKuX IMyTeBa - U3Y3ETHO CKyuYCHa, U Jia
e ca cBojoM m3pasuroMm opujeHTanujom Ha JI'C - Beorpan yommre Hema IIMHCKE
CHCTEME Ca M3JIBOjEHOM, €KCKIy3uBHOM Tpacom (Mmerpo u JIIIC), koju ra Mory
YYUHUTH IMYHAM Ha HAaTJIF TIOPAacT MOTOpH3anyje u Kopummhema ayroMo0mia,
Beh modyeTkoMm 90-THX 3arymiema MOTOPHUX BO3WJIa Ha YIMYHO] MpPEXH Onia Ccy BeluKa:
0poj Bo3mIIa Ha TPAJICKAM ITyT€BUMa H3HOCHO j€ YaK - 277 BO3MIa/KM.
Taxko je beorpan jomr 1990. roguHae nMao YETHPH ITyTa BUIIE MOTOPHHX BO3MIIA HA
1 kuiomerap rpaJcKkux MyTeBa y OJHOCY Ha ayCTpalHjcKe TpajioBe; [Ba MyTa BHIIC - y
OIHOCY Ha aMepHWdKe M KaHaACKe MeTporonie; W 3a 25% Bume - y OJHOCY Ha
3armaJHOCBPOIICKE W Oorare a3mjcke rpagoBe. JEOIMHO je y OAHOCY Ha CHpPOMAIIHE a3HjCcKe
METPOIOoJIe, Ca HUXOBUM CTBApPHO HEBEPOBATHHM I'yCTHHAMa HaceJbeHOCTH, beorpaa umao
3a mpuOMmKHO 25% Mamu O6poj Bo3wiia o 1 KM rpaJcKux MyTeBa.

3ak/by4Ha pasMaTpama

VYKpaTKo, KOMIaKTHE, I'YCTO HaceJbeHEe METPOIIOJIC ca MHTEH3MBHUM caoOpahajem
[0 jeIVHUIM TPaJCKe MOBpIIMHE (TOIMYT METpPOIoja 3eMajba y pa3Bojy M 3eMajba y
TpaH3ULNUjHU) UJleallHe Cy 3a e(uKacHe CUCTEME jaBHOTI IpaJcKor caobOpahaja, u ancoisyTHO
HernoJo0He 3a Npo-ayTOMOOWICKY caoOpahajHy NONMTHKY M HMHTCH3UBHY H3TPaliby
IpaJICKUX ayTOITyTeBa, KapakTepucTuuHy 3a rpagose CAJl. OuurnenHo je, takohe, na ce y
JocajalimbuM caoOpahajHUM CTyaMjaMa CBETCKHX METPOIIOJA jOII YBEK HEJIOBOJHHO jaCHO
youaBa y KO0joj Mepu je caoOpahajHa crparersja HEOIBOjHBA OJ KOHIIENTa HHUXOBOT
IIPOCTOPHOT pa3Boja.
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