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Transport concentration areas and their relations tothe spatial organization
of society: A case study of the Czech Republic.

The principal objective of the study is interpritatof the relation between the
spatial organization of settlement and the trartspystem as exemplified by the
Czech Republic. In this sense, transport or tranggtations are perceived as a
real demonstration of the functional and spatitdtiens generated by the settle-
ment system. Based on methods commonly used fatifigation of population
concentration areas, the article discusses possibigification of transport con-
centration areas. The methodology of the identificaof transport concentration
areas is based on spatial asymmetry of transpmasfidistribution, or more pre-
cisely, on road transport volumes established énGlzech Republic on a regular
basis every five years. The identified transporicemtration areas are then com-
pared to areas with the maximum population deresitg integrated systems of
centres, which correspond to the methods employadentify the metropolitan
areas in the Czech Republic.
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INTRODUCTION

Within the framework of the current trends in tjamg-geographical re-
search, an increasing number of works focusinghenrelation between the
transport and the spatial organization of the spaan be seen lately in the
Czech as well as the Slovak environments and, riticpkar, those focusing on
the dynamics of the development in the course efttansformation period of
the last twenty years (see e.g. Podhorsky 199G)dka2004, Halas 2005, Ma-
rada 2008 or Kraft and Vaara 2009a). The reason for this interest is, above
all, the fact that in many cases the transformapimtesses have an impact on
the spatial dynamics and the importance of trarigpordes in the entire trans-
port system (see discussion in Szczyrba et al.)2@&h changes can be seen
on all relevant hierarchical scales, ranging fréma local to the international.
We can see the main driving force of changes irspgaial organization of the
transport system on the local and on the regiaval$ in a dramatic increase of
the number of car vehicles that change human $gagizaviour in a radical
manner and affect a wide range of everyday humtvitées (Taylor 2003, Ma-
rada 2006 or Komornicki 2008). Study of the impaicthe current development
of individual car transport on changes in the sptént and regional systems is
among the core and today even topical researchséscun transport-
geographical studies (see the discussion in NulthHesse 2006 or Keeling
2007).

ISSN 0016-7193 © Geograficky Ustav SAV / Institute of Geography SAS



GEOGRAFICKY CASOPIS / GEOGRAPHICAL JOURNAL 62 (2010) 4, 279-291

The purpose of the article is interpretation of thkationship between trans-
port and the current spatial organization of sgaisting the Czech Republic as
an example. In this sense, it is possible to peecgansport, or more precisely
transport relations, as a real demonstration ottfanal and spatial relations
generated by the settlement system. A number tioesitrefer to a very close
relationship between the spatial organizationafdport and the settlement sys-
tem (e.gRehak 1988, Korec 1996, Seidenglanz 2007, etc.k Tut is based
on the ambivalent relationship between transpadtsaitiement systems when a
settlement system and its configuration directlyjuences transport relations,
and on the other hand, transport relations andpam infrastructure have a di-
rect impact on the configuration of the settlem&rgtem, and above all, on its
spatial dynamics (see e.g. Knowles 2006 or Rodrégu. 2006).

As the discussion above shows, the most signifispatial population con-
centrations are expected to reach a sort of agmewith the most significant
spatial concentrations. These most significantiapedncentrations of transport
relations form a basis for the identification o tho-called transport concentra-
tion areas. With respect to the specifics of thedbzsettlement system (see
Hampl et al. 1987), in which most significant sphttoncentrations of the
population have ties to regional metropolisess ialiso possible to expect that
the identified transport concentration areas vélpresent a certain degree of
support for metropolitan relations of the settletr@rstem of the Czech Repub-
lic. They thus contribute in an essential manndramty to study of spatial in-
teractions generated by the settlement systemlboitt@ the study of the core-
hinterland relationship that can generally be rdgdras one of the crucial hu-
man geographical phenomena. Transport concentraties thus serve for the
purpose of identification of functional relationstiween cities and their highly
influenced hinterland. On the basis of identifioatiof such most significant
transport relations, it is also possible to optddtransport variant” of mutually
well-interconnected centres of the settlement sydte create more extensive
regional complexes (first attempts byarsky as early as 1978 and Viturka
1981). They can serve subsequently as a sorterhative to the identification
of the metropolitan settlement systems commonlyleyegdl in the Czech Re-
public (Korcdk 1966 or Hampl 2005, etc.).

THE ROLE OF TRANSPORT IN SPATIAL STRUCTURE

Transport can indisputably be regarded as oneeofriist significant every-
day human activities, the importance of which cstssespecially in designing
and implementing spatial interactions between gaaftjcal localities; transport
is thus regarded as the key factor for structuand organizing the geographi-
cal space (Seidenglanz 2008). From the geographaat of view, it is also
possible to emphasize the essential role of trahd$pp the integration of re-
gions to make mutually cooperating functional caampks (Hoyle and Smith
1998). As early as the 1960s, American authorscedtithis transport-
geographical phenomenon and identified three cerms: complementarity,
transferability and intervening opportunity as €astinfluencing origins and
volume of transport interactions between geogragbthicalities (Ullman 1973).
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For example, Hanson (2004) and Muller (2004) suidlee most significant
transport relations to the settlement agglomeratinrthe United States.

An interesting parallel to the development of sgasiructure of cities and
transport systems (Fig. 1) is offered by Rodriguale(2006). The significance
of this theory consists in its high complexity assiapplied to the general stage
theory based on the traditional core-hinterlancapphtion. The stage theory
distinguishes three core developmental stagesisdbiety and is well applica-
ble to the development of human geographical systalthough with some
limitations (for details see Hampl 2005). Accordiagthis theory, the develop-
ment of the society proceeds in the following stadere-industrial — indus-
trial — post-industrial”, although for the purpostgeographical interpretation
the following identification is more appropriatestatic — dynamic — organic”.
The static stage can be characterized by a lowoptiop of urban population,
relative homogeneity of spatial structures, limitedbility and, above all, by
strong determination due to natural conditions. iRideistrial (dynamic) stage is
related to the transition to competitive relatiams! polarization of units, which
results in differentiation given by the maturity @fies and regions. The post-
industrial (organic) stage is characterized by dbgelopment of competitive-
cooperative relations within the framework of thestems subject to monitor-
ing, by hierarchization of units and above-all htegration of the system with
the objective of creating a higher and a highlilnked organic unit in par-
ticular as far as transport is concerned. Withia fitamework of this organic
structure, more complex transport relations devékbaiiak 2006). The exist-
ing radial concentric relations are modified by newgential relations resulting
in a change of the so-called starfish-shaped strecif transport relations into
the more comprehensive form of a spider's web (Naruh Hesse 2006).

A 'B

@ core activities | Peripheral activities =——Major transport axis

(D Central activities l‘_':.CantraI area

Fig. 1. Development of the spatial structure ofamrbegions depending on the transport
axes distribution
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THE PRINCIPLE OF CONCENTRATION AREAS

In general, there is an exceptional concentratfigghenomena within a rela-
tively small area on the one hand, and, exceptionahsity of interactions be-
tween units of entire systems can be regardedrasatibutes of concentration
areas on the other. Both attributes are logicallysgantiated by intensive trans-
port relations and, in most cases, by high-quataynsport infrastructure guar-
anteeing good transport connectivity thereof (Kakeva and Kraft 2008).
Concentration areas often form a basis for idexatifon of metropolitan areas
(see below). In general, it is possible to pointhe variety of methods em-
ployed to identify such (metropolitan) regionswhich it is possible to distin-
guish three basic approaches to definition theflmpHampl 2005):

1. Identification based on the criterion of size apatial intensity— an ex-
ample of such identification can be the Metropaligtatistical Areas used for
statistical identification of metropolitan areastire USA (e.g. Boustedt 1960,
Gibson 1987 etc.). Another example of this approadreas with maximum
population densitydentified on the basis of the population denfitythe set-
tlement agglomerations in Czechoslovakia @&ir1966)Areas with maximum
population densityvere defined as distinct spatial concentrationthefpopula-
tion, the area of which is minimum 50 kmand the population density reaches
the value of 1,000 inhabitants/knfror the purpose of interpretation of develop-
mental trends in areas with maximum population ifgngelativized criteria
having the form of multiples of the average popatatdensity of the whole
country were applied (Hampl et al. 1987).

2. Identification based on the criterion of urban cheter of settlements
employing social, economic or cultural aspectshaf population structure in
individual regions. A particularly suitable indioatis commuting from individ-
ual settlements that are linked to one or sevadabur centres (e.g. Best and
Lanzendorf 2005, Michniak 2005, Sykora and Meki 2009 or TouSek and
Novak 2009).

3. ldentification based on the criterion of intensdf interactions between
settlements- this approach is based especially on two-waytioglal interac-
tions between individual settlements of a metrdpoliarea. An example can be
the so-calledntegrated systems of centrtdsit are identified in terms of volume
of mutual labour commuting between individual regibcentres (Hampl et al.
1987). The value of 75 commuters per 1 km is regghias the critical interac-
tion level for the purpose of identification of #eesystems of centres. A disad-
vantage thereof, however, consists above all irfdabethat they can be identi-
fied on the basis of data resulting from populatiensuses acquired once every
10 years.

METHODS

The methodology of identification of transport centration areas is based
on general principles for identification of conaaibn areas and is inspired, in
particular, byareas with maximum population dengjKor¢ak 1966, Hampl et
al. 1987). With respect to the fact that the pdpetises on changes in spatial
organization of road transport, data resulting fribim Road Transport Survey
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held in 2005 (Road and Motorway Directorate of @mech Republic 2005),
which is executed in regular five-year intervalgravused. Although this con-
cerns only a simple registration of road transpofimes in Survey segments
for a period of 24 hours along the road networkhef Czech Republic without
any specification of the travels points of orighdadestination or the periodicity
thereof, it was executed in a territorial detalfffisient for identification of con-
centration areas. Moreover, a certain disadvantddbe used data is the fact
that the included transport volumes contain traasid irregular transport as
well, which, in some cases, may overrate the adtopbrtance of some roads.
The percentage of transit transport is difficultetstimate as it relates to posi-
tional exposurability of individual road segmerds;. With respect to this fact,
the empirical part takes into account only voluraémdividual cars that dem-
onstrate generally a lower percentage of tranaitsport than freight transport
(see the discussion in Kraft and \éara 2009b).

The methodology of interpretation is based on tbecept ofareas with
maximum population densjthowever, it is adjusted to the employed data re-
sulting from the Road Transport Survey. Regardirggfact that different types
of roads demonstrate different volumes of roadsjpart, and, in particular, dif-
ferent levels of spatial concentration of transflanvs, the indicator of spatial
concentration H (Tab. 1), different weights aredusg the expression of spatial
concentration of transport volumes (multiples & ttverage volumes) in indi-
vidual types of roads.

Tab. 1. The level of spatial concentration H by théype of road communications
Spatial concentration

Type of road communications index H (car transport)
Highways 74.17
Expressways 73.04
1°'- class roads 82.11
2"L class road 92.96
All roads 85.80

Source: Road transport census 2005, own calcutation

On the basis of these differentiations, three deyoé significance were dis-
tinguished on the level of spatial concentratioogtrsignificant, significant and
less significant) for the identification of the nhi@$gnificant transport relations
within the road network of the Czech Republic. Fishie point of view of trans-
port relations, individual types of roads are asstjdifferent multiples of the
respective transport volumes. To express the taahsplations with the highest
volumes in the case of motorways and expresswayiijpies of the average
transport volumes were used, namely double, 1.54pheiland 1.3-multiple.
Triple, double and 1.5-multiple were used with 1fie class roads and quintu-
ple, quadruple and triple (see Tab. 2) were usédl thie 2% class roads. Thus,
only values from the top quartile were count@d 4,

For the purpose of final identification of transpooncentration areas, two
supplementary criteria were applied: minimum scapd minimum number of
centres of the entire transport area. On the ludgtse empirical distribution of
frequency rates, the minimum scope of transportepimation areas was deter-
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mined as 0.2% of the length of all roads in thedBzZRepublic (in 2005). In this

manner, areas with the minimum scope and rathecal bperation were elimi-

nated from the potential transport areas. Fronpthiet of view of the need for

subsequent comparison, the minimum number of cemtfehe transport con-

centration areas mutually interlinked by transpaas determined in the amount
of at least 3 centres having minimum sub-regionghicance (see Hampl

2005). In this manner again, centres with sufficErope but without the ability

to integrate several centres into a mutually iimkdd unit were eliminated

from the potential selection.

A proof of transport concentration centres withtspaorganization of the
society identified in this manner is interpretedtie following chapter using
comparison with identification of the curreamteas with maximum population
density(results taken from the work by Kadlec 2007) antdgrated systems of
centresidentified on the basis of mutual labour commutiv@ume (results
taken from the work by Hampl 2005).

Tab. 2. Typology of transport concentration areas

Average (2005) — 18,709 cars per 24-hour period

Motorways n?os.t .significant double .
significant 1.5-multiple
less significant 1.3-multiple

Average (2005) — 15,238 cars per 24-hour period

Expressways rr_wosF .significant double .
significant 1.5-multiple
less significant 1.3-multiple

Average (2005) — 6,582 cars per 24-hour period

15 class roads n?os.t .significant triple
significant double
less significant 1.5-multiple

Average (2005) — 2,021 cars per 24-hour period

2. class roads rr_wos.t .significant quintuple
significant quadruple
less significant triple

Source: Road transport census 2005, own calcugation

RESULTS

On the basis of spatial differentiation in the wlsition of the car transport
flows in the territory of the Czech Republic, 1ansport concentration areas
and 2 secondary transport areas that failed td fu#ft one of the supplemen-
tary criteria for minimum scope or number of ingggd centres were identified
using the selected methodology. To a certain extbet prerequisite that the
concentration areas will be linked to regional metlises, or more precisely, to
inter-regional centres of the Czech Republic, theimer of which was 12 as
fixed according to the latest population censusfpla2005), was fulfilled. Ac-
cording to another prerequisite, the identifigdnsport concentration areas
were structured hierarchically depending on thegscand the number of cen-
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tres thereof, when the respective hierarchy coomdp to the comprehensive
significance of their core centres. For this reasmaas with the most extensive
space count among the most significant transpegsarPrague (2.5% of the to-
tal road network of the CR, 21 transport-integratedtres), Ostrava (1.6%, 14
centres) and Brno (1.4%, 11 centres). They coniterimost significant settle-
ment centres in the Czech Republic, which is sultisted by the scope of the
transport areas and the number of integrated ceritrereof. The above-
mentioned areas are followed by those of Olomouwedet Kralové/Pardubice
and Usti nad Labem that benefit, in particularpfriheir advantageous position
on the road network of the Czech Republic. Thesasaare expected to be in-
fluenced by transit transport to a certain extéahong the transport areas
spread into a less extensive space, there are @iréaes rest of mezzo-regional
centres (Plzg Liberec, Zlin, Ceské Budjovice and Karlovy Vary). From the
point of view of completlon of the list dfansport concentration areast is
necessary to point to the secondary transport edration areas of Jihlava and
Tabor. In particular, in the case of Jihlava, whikhe only regional metropolis
that does not create a full-valued transport dtésa,possible to expect consoli-
dation of its position and the resulting potenfiad a build-up of sufficient
transport infrastructure.

Tab. 3. Structural features of transport concentraton areas in the Czech Republic

Type of transport

concentration are Size

Core centre Transport-integrated centres

BeneSov, Bysice, Votice, Beroun, Krélv
Dvir, Zdice, Kladno, Slany, Louny, Unh{s

Prague Mélnik, Brandys n. Lab., Mlada Boleslav, monocentric 2.50
Mnichovo Hradisg, Uvaly,Rlcany, Host|V|ce
Jesenice, MniSek p. Brdy, Dig®, Ribram
Opava, Kravee, Hranice, Novy din, Fibor,

Ostrava Frydek-Mistek, Paskov, Dobra, Karvina, polycentric 1.59
Orlova, Horni Suché, Hatdv, Petvald, Tiinec

Blansko, Boskovice, Tisnov, Kim, Slapanice
Brno Zldlochowce Hrusovany, Roswe Mibcke, monocentric 1.35
Slavkov, Béovice

Prostjov, Prerov, Vyskov, Lutin, Velka

Olomouc Bystice, Sternberk monocentric 0.91
.-, Horice, Jarond, Trebechovice, Lazn

Hradec Kralove/ Bohdane, Chrudim, Holice, Vysoké Myto, polycentric 0.89
Pardubice Li <

itomysl|
s Dégin, Teplice, Bilina, Litvinov, Most, .
Usti nad Labem Chomutov polycentric 0.80
Plze1 Prestice, Chlursany, Rokycany, iemosna monocentric 0.58
Liberec Jablone_c, Trutnov, Ch_rastava polycentric 0.34
Zlin Sﬁ;%l?gglce, Frystak, Vizovice, Uherské polycentric 0.30
Ceské Budjovice Hluboka n. VIt., LiSov monocentric 0.22
Karlovy Vary gglreolov, Ostrov, Nové Sedlo, Chodov, Nov: polycentric 0.21
Jihlava Havlickav Brod polycentric 0.16
Tabor Plan& n. Luznici, Saislav polycentric 0.13

Source: Road transport census 2005, own calcugation
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Legend:

Transport relations

@D Most significant

e Significant

——— Less significant

_U Areas with maximum population density (by Kadlec 2007)

O
Bl

W Catnad Labor
e » Wil Usti nad Labem

-

(o] Integrated systems of centres (by Hampl 2005)

\fi Hradec Kralové ",
°

Fig. 2. Transport concentration areas in the CEegbublic (2005)
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If the core centre shows a higher percentage osprart significance than
the percentage corresponding to its simple sh@gardang all centres of the re-
spective system, then such a core centre formsreocentridype of transport
area. If the respective percentage is lower, thercore centre is less dominant
and consequently formspolycentricsystem (Tab. 3). The type of concentra-
tion area is affected to a great extent, on thelamal, by the configuration of
transport infrastructure, and on the other handthieyconfiguration of the set-
tlement system as such. The areas of Ostrava atmdats Labem show a sig-
nificant polycentricity, which is in full accord Wi their polycentric settlement
system. On the contrary, the areas of Prague, Btlz@ and Olomouc have
significantly monocentric positions, which illuskeathe exceptional position of
these metropolises in the regional settlement sys®well as the transport sys-
tem.

In the last part, the identified transport concatitn areas were compared to
areas with maximum population densitlyd theintegrated system of centras
the Czech Republic. In both cases, a relativelyh ligsociation that demon-
strates an integral character of the transport extnation centres (Fig. 2.) was
proven. The strong association between the mosifis@nt transport relations
and theareas with maximum population dengitpved that both monitored fea-
tures are in close mutual relationship.

To a certain extent, it is possible to confirm agtie well-known fact that
significant spatial concentrations of the populatignerate significant transport
relations. A similar role is played by tirgegrated system of centras the core
areas of metropolitan regions of the Czech Repuwsiavell. Among the best
transport-integrated systems, there are, in pdaticthe areas of Prague, Brno,
Ceské Budjovice, Olomouc and Usti nad Labem. These settlésystiems ex-
ert a significant influence on the configurationtioé core axis of the transport
concentration areas. Relatively lower associatietwben the transport areas
and the integrated systems of centres can be sdée areas of Karlovy Vary,
Liberec and Ostrava where both the monitored feataorrespond to each other
in some cases only. In general, however, it isiptessgo confirm that the trans-
port concentration areas are closely related th di@as with maximum popula-
tion densityand thantegrated system of centres

CONCLUSION

The conducted empirical research concerning thsilpitises of identifying
transport concentration areas as exemplified byChech Republic proved the
high complexity and integral character of transgoricentration areas from the
point of view of spatial aspects of the organizatd the transport system of the
Czech Republic and the relationship thereof tostetial organization of soci-
ety. The fact that the identified transport concatian areas were linked to the
regional metropolitan cores also offers an oppatuie identify transport hin-
terlands of the individual settlement centres. Hasve methodological restric-
tion is caused by the spatial asymmetry of trartsflow distribution in the
Czech Republic and the impossibility of separatiragsit transport, which is
partially reduced regarding the examined mezzosreihierarchical level. The
most important transport relations which form ai®&sr creating transport con-
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centration areas also represent the most signifintaractions generated by the
settlement system. These interactions provide a ggample of the deepening
of regional distribution of labour and of the itennecting of towns with their
easily accessible environs into interlinked unitsal form a basis for creating
of metropolitan regions. These changes are tymspkcially for the start of
post-industrial processes as also reflected inrtiresport and settlement system
of the Czech Republic.

Another possibility for study of transport conceiittn areas is probably
their high complexity. Especially the relation cdrisport concentration areas to
other forms of regionalization of the geographispéce is an important ques-
tion. See, for example the transport-geographiegionalization of the Czech
Republic conducted byiisky (1978); complex socio-geographical regionaliza
tions of the Czech Republic (see Hampl 2005 and@&yand Mulkiek 2009) or;
theoretical regionalizations based on the use afityr model (see Halas and
Klapka 2010).

An interesting question and an issue worthy ofhfeirresearch into transport
concentration areas seems to be, in particulaintbepretation of the dynamics
of development of individual transport areas iroager run that may indicate
significant changes in horizontal structure andaaigation of the road transport
in the Czech Republic and consequently implicitnges in spatial human be-
haviour. Another inspiration for the follow-up studf these spatial structures
of the road transport may be the expected resfitsecRoad Transport Survey
for 2010, from which more general trends in roam$port development and, in
particular, the current changes concerning thereetitansport system of the
Czech Republic can be derived.

The study was supported by the project of the Ghgeincy of University of
South Bohemia id'eské Budjovice (GAJU 072/2010/S).

REFERENCES

BEST, H., LANZENDORF, M. (2005). Division of labowand gender differences in
metropolitan car use: an empirical study in ColodgbermanyJournal of Transport
Geography 13, 109-121.

BOUSTEDT, O. (1960). Die Stadtregionen in der Bugndpublik Deutschland.
Forschung und Sitzungsberichte der Akademie firnRaschung und Lands-
planung 14, 1-134.

GIBSON, C. (1987). The population in large urbanaantrations in the United States,
1790-1980: a delineation using highly urbanizednti@s. Demography 24, 601-
614.

HALAS, M. (2005). Dopravny potencial regionov Slorea Geografie 110, 257-270.

HALAS, M., KLAPKA, P. (2010). Regionalizac€eska z hlediska modelovani prosto-
rovych mterakaeograﬂe 115, 144-160.

HAMPL, M., GARDAVSKY, V., KUHNL, K. (1987). Regionalni struktura a vyvoj
systému osidle@SR Praha (Unlver2|ta Karlova).

HAMPL, M. (2005). Geograficka organizace spaleosti vCeské republice: transfor-
macni procesy a jejich obecny konteRraha (Univerzita Karlova v Praze;riedo-
védecka fakulta, katedra socialni geografie a rediohé rozvoje).

HANSON, S. (2004). The context of urban travel -a@Epts and recent trends. In Han-
son, S., Giuliano, G., ed¥he geography of urban transportatioNew York (The
Guilford Press), pp. 3-29.

288



GEOGRAFICKY CASOPIS / GEOGRAPHICAL JOURNAL 62 (2010) 4, 279-291

HORNAK, M. (2004). Rozmiestnenie obyvéittva vziiadom k Zeleziinej sieti SR
ako jeden z argumentov pre podporu rozvoja osobakjznénej dopravy.Acta
Facultatis Rerum Naturalium Universitatis Comenian&eographica4s, 27-37.

HORNAK, M. (2006). Identification of regions of transpanarginality in Slovakialn
Komornicki, T., Czapiewski, K., edfRegional periphery in Central and Eastern
Europe, Europa XXI, 18Narszawa (IGiPZ PAN), pp. 35-41.

HOYLE, B., SMITH, J. (1998). Transport and develamn conceptual frameworks. In
Knowles, R., Hoyle, B., ed84odern transport geographyChichester (Wiley), pp.
13-40.

HURSKY, J. (1978). Regionalizacgeské socialistické republiky na zakiadpadu
osobni hromadné dopravgtudia Geographiceb9,1-182.

KADLEC, P. (2007) Arealy maximalniho zalidéni jako metoda hodnoceni koncentra-
ce obyvatelstvaM.A. thesis, Geograficky UstaviiPodowdecka fakulta, Masaryko-
va univerzita, Brno.

KARVANKOVA, P., KRAFT, S. (2008. Verkehrswesen und Metropolregionen in der
Tschechischen RepublilBeitrdge zur Kommunal- und Regionalentwickludg,
53-57.

KEELING, D. (2007). Transportation geography: neinedtions on well-worn trails.
Progress in Human Geograph§l, 217-225.

KORCAK, J. (1966). Vymezeni oblasti maximélniho zadidh Acta Universitatis Ca-
rolinae, Geographical, 65-72.

KNOWLES, R. (2006). Transport shaping space: diffdéial collapse in time-space.
Journal of Transport Geographg4, 407-425.

KOMORNICKI, T. (2008). Changes of car ownership atally mobility in selected
Polish citiesGeografickycasopis 60, 339-362.

KOREC, P. (1996). Vyznam hierarchizacie cestnycimimwikacii v Bratislave Acta
Facultatis Rerum Naturalium Universitatis Comenian&eographica39, 181-196.

KRAFT, S. (2009)Dopravni hierarchie sedisek osidlent'eské republiky a jeji zny
v transforma@nim obdobi: geograficka analyzaAdvanced thesis, Geograficky
Ustav, Rirodowdecka fakulta, Masarykova univerzita, Brno.

KRAFT, S., VANCURA, M. (2009a). Geographical organization of thensport sys-
tem in Czechia and its development in the transétion period.Geografie 114,
298-315.

KRAFT, S., VANCURA, M. (2009b). Transport hierarchy of Czech satiént centres
and its changes in the transformations period: gggdcal analysisMoravian Geo-
graphical Reports17, 10-21.

MARADA, M. (2006). Dopravni vztahy v Prazskémestském regionulin Ouedntek,
M., ed.Socialni geografie Prazskéhaesiského regionuPraha (Univerzita Karlova
v Praze, Hrodowdecka fakulta, katedra sociélni geografie a rediohé rozvoje),
pp. 64-78.

MARADA, M. (2008). Transport and geographic orgatian of society: case study of
CzechiaGeografie 113, 285-301.

MICHNIAK, D. (2005). Niektoré priestorové aspektyochadzky za pracou na
Slovensku v roku 2001 na drovni okres@eografickycasopis 57, 207-227.

MULLER, P. O. (2004)Transportation and urban form: stages in the spagizolution
of the American metropoli$n. Hanson, S., Giuliano, G., edse geography of ur-
ban transportationNew York (The Guilford Press), pp. 59-87.

NUHN, H., HESSE, M. (2006).Verkehrsgeographie — Grundriss, Allgemeine,
Geographie Paderborn (Ferdinand Schoningh).

PODHORSKY, F. (1996). The position of transporttiire transformation of the re-
gional system of SlovakidActa Facultatis Rerum Naturalium Universitatis Come
nianae, Geographicad7, 242-248.

Road and Motorway Directorate of the Czech Repul@@05).Road Transport Survey
2005 electronic database.

289



GEOGRAFICKY CASOPIS / GEOGRAPHICAL JOURNAL 62 (2010) 4, 279-291

RODRIGUE, J.-P., COMTOIS, C., SLACK, B. (2006he geography of transport sys-
tems New York (Routledge)

REHAK, S. (1988).Moznosti daldiho rozvoje nasi geografie dopramyHolesek, M.,
ed. Sou:asny stav a perspektivy dopravni geografsrno (Geograficky Ustav
CSAV), pp. 15-20.

SEIDENGLANZ, D. (2007)Dopravni charakteristiky venkovského prostdiiserta-
ni prdce, Masarykova univerzita v Britirodowdecka fakulta, Brno.

SEIDENGLANZ, D. (2008). Typologie &doevropskych #st podle dostupnosti letec-
ké dopravy.Miscellanea Geographica Universitatis Bohemiae Qentalis, 14,
143-148.

SYKORA, L., MULICEK, O. (2009). The micro-regional nature of funotb urban
areas (FUAS): lessons from the analysis of Czebhruand regional systetdrban
Research and Practic@, 287-307.  _

SZCZYRBA, Z., TOUSEK, V., MARYAS, J. (2005)Procesy transformacyjne w
handlu detalicznym Republiki Czeskiej w uktadzigiomalnym. In Kosiedowski,
W., ed.Regiony Europysrodkowej i Wschodniej wobec glogalizacji i integrac
migdzynarodowejTorwu (Uniwersytet Mikotaja Kopernika), pp. 409-412.

TAYLOR, Z. (2003). Accessibility to facilities veus daily mobility of rural dwellers:
The case of Poland. In Higgs, G., &liral services and social exclusion, European
research in regional science, 12ondon (Pion), pp. 95-125.

TOUSEK, V., NOVAK, V. (2009). Jihlava — the centéthe Vys@ina region and for-
eign investmentsActa Universitatis Palackianae Olomucensis, Faculferum
Naturalium, Geographicad0, 45-66.

ULLMAN, E. L. (1973). The role of transportation caithe bases for interaction. In
Blunden, J., Brook, Ch., Edge, G., Hay, A., €isgional analysis and development
London (The Open Un|verS|ty Press) pp. 52-65.

VITURKA, M. (1981). Vztah sidelni struktury a siémi dopravy.SbornikCeskosloven-
ské geograﬂcke spaleosti 86, 28-37.

Stanislav Kraft, Michal Vadura

AREALY KONCENTRACIE DOPRAVY A ICH SUVISLOS
S PRIESTOROVOU ORAGNIZACIOU SPOLOCNOSTI

Hlavnou témou prispevku je teoreticka diskusia wissastiach medzi priestorovou
organizaciou spolmosti a dopravnym systéemom a hlavne dynamika toat@ahu
v sttasnosti. VZah medzi dopravou a &snou organizaciou sidelneho systébeske;
republiky mozno do istej miery povazavaa obojstranny, ki si doprava a dopravné
vazby ovplyvnené konfiguraciou sidelného systénzaraver sitasny mohutny rozvoj
niektorych dopravnych odvetvi, predovSetkym indidthej automobilovej dopravy,
spatne ovplyiuje organizaciu a dynamiku sidelného systému.

Na zaklade inSpiracie metodikou na vymedzenie avelbncentracie obyvatstva
v Ceskej republike (predovSetkym K@k 1966 a Hampl et al. 1987) &anok venuje
empirickej verifikacii moznosti vymedzenia tzv. al®/ koncentracie dopravy, ktoré
mozno vSeobecne definadvaako miesta s vynimimou koncentraciou dopravnej
intenzity a sdasne s vyniménou dopravnou prepojentmi jednotlivych stredisk
osidlenia vCeskej republike. Vymedzenie arealov koncentracigraiy v Ceskej
republike vychadza z dat za&i&nia cestnej dopravy z roku 2005, ktoré je dostet
reprezentativne a predovSetkym v potrebnej uzenpmajrobnosti. Vzadom na
skuta:nod’, Ze jednotlivé dopravné modusy vykazuju rozdieharakteristiky v Grovni
Uzemnej koncentracie (tab. 1), je prispevok zanyelemna individualnu automobilovu
dopravu, ako hlavné dopravné odvetvie ovplyace v sdasnosti rozmiestnenie
viacerych socialno-ekonomickych aktivit v priestore
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Na zéklade diferenciacie hodndt Gzemnej koncerdrgeiv prispevku navrhnuta
metodika na ufenie najvyznamnejSich dopravnych vazieb v trocpistch vyznamu
(najvyznamnejSie, vyznamné a menej vyznamné), kieli&ia ako zéklad na
vymedzenie arealov koncentracie dopravy. Mrlom nadisto asymetrické rozlozenie
podetnosti (zapéitané boli len horné kvartily hodn@l, 75) intenzit dopravy na cestnej
sieti Ceske] republiky je ich odstipvanie d’alej zavislé od druhu komunikécie. Pri
diarniciach a rychlostnych cestach su navrhnuté nasablpovedajucich priemernych
intenzit (2, 1,5 a 1,3), pri cestach 1. triedy agaké hodnoty 3, 2, 1,5 a cestach 2.
triedy nasobky 5, 4 a 3 (tab. 2). Na definitivnemegzenie arealov koncentracie
dopravy boli prijaté kritéria minimalneho rozsatmedaov (minimalne 0,2 % z celkovej
cestne] sieteCR) a minimalneho ptiu dopravne integrovanych stredisk osidlenia
(minimalne tri strediska mikroregionalneho vyznamip zaklade tychto kritérii bolo
na uzem|Ceskej republiky vymedzenych 14 areélov koncentrécpravy (tab. 3) a
bola stanovena ich zakladna typolégia na baze ndenyinancie hlavného strediska vo
vztahu k ostatnym strediskam. V poslednej faze boliopo vymedzené arealy
koncentracie dopravy porovnavané s vymedzenymirargdaximalneho zéudnenia?
(Kor¢éak 1966 a Kadlec 2007) a integrovanym systémondistkgHampl 2005).

V oboch sledovanych pripadoch porovnavania sa pmalf relativne vysoka
asociacia s arealmi koncentracie doprasy, poukazuje na ich integralnu povahu.
Aredly koncentracie dopravy su tak vhodnou metodwu Stadium priestorovej
dynamiky dopravneho systemﬂeskej republiky. Su zarotiendmetom nad’alSie
Stadium sdasnej organizacie dopravnych systémov viaZucich naa regionélne
metropolyCeskej republiky.
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