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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 trarispgstem as exemplified by the
Czech Republic. In this sense, transport or trangetations are perceived as a
real demonstration of the functional and spatitdtiens generated by the settle-
ment system. Based on methods commonly used fatifidation 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 transpmwsfidistribution, or more pre-
cisely, on road transport volumes established énGaech Republic on a regular
basis every five years. The identified transportoemtration areas are then com-
pared to areas with the maximum population derssity integrated systems of
centres, which correspond to the methods employdadentify the metropolitan
areas in the Czech Republic.
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INTRODUCTION

Within the framework of the current trends in tqamg-geographical re-
search, an increasing number of works focusinghenrelation between the
transport and the spatial organization of the $patan be seen lately in the
Czech as well as the Slovak environments and, fiticp&ar, those focusing on
the dynamics of the development in the course efttansformation period of
the last twenty years (see e.g. Podhorsky 199aidka2004, Halas 2005, Ma-
rada 2008 or Kraft and Vaara 2009a). The reason for this interest is, above
all, the fact that in many cases the transformapimtesses have an impact on
the spatial dynamics and the importance of trarispodes in the entire trans-
port system (see discussion in Szczyrba et al. )2@ch changes can be seen
on all relevant hierarchical scales, ranging fréma Iocal to the international.
We can see the main driving force of changes irspgatial organization of the
transport system on the local and on the regi@wal$ 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 humawitses (Taylor 2003, Ma-
rada 2006 or Komornicki 2008). Study of the impaicthe current development
of individual car transport on changes in the egtédnt and regional systems is
among the core and today even topical researchséscun transport-
geographical studies (see the discussion in NulthHesse 2006 or Keeling
2007).
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The purpose of the article is interpretation of thlationship between trans-
port and the current spatial organization of sgdisting 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 tioasitrefer to a very close
relationship between the spatial organizationafisport and the settlement sys-
tem (e.g.Rehak 1988, Korec 1996, Seidenglanz 2007, etc.s Tut is based
on the ambivalent relationship between transpaltsattlement systems when a
settlement system and its configuration directifugnces transport relations,
and on the other hand, transport relations andgp@m infrastructure have a di-
rect impact on the configuration of the settlemsrgtem, and above all, on its
spatial dynamics (see e.g. Knowles 2006 or Rodr&jwa. 2006).

As the discussion above shows, the most signifispatial population con-
centrations are expected to reach a sort of agmtewith the most significant
spatial concentrations. These most significantisipabncentrations 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 iliso possible to expect that
the identified transport concentration areas valpresent a certain degree of
support for metropolitan relations of the settletr®rstem of the Czech Repub-
lic. They thus contribute in an essential manndramy to study of spatial in-
teractions generated by the settlement systemlsoitt@ the study of the core-
hinterland relationship that can generally be régdras one of the crucial hu-
man geographical phenomena. Transport concentratess 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 sydite create more extensive
regional complexes (first attempts byirsky as early as 1978 and Viturka
1981). They can serve subsequently as a sorterhalive to the identification
of the metropolitan settlement systems commonlyleyegl 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 ggalyjcal localities; transport
is thus regarded as the key factor for structuand organizing the geographi-
cal space (Seidenglanz 2008). From the geograppaiat of view, it is also
possible to emphasize the essential role of trahdpo the integration of re-
gions to make mutually cooperating functional caempk (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 geogragbticalities (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 sgastructure of cities and
transport systems (Fig. 1) is offered by Rodriguale(2006). The significance
of this theory consists in its high complexity asiapplied to the general stage
theory based on the traditional core-hinterlancapption. The stage theory
distinguishes three core developmental stageseisdhiety and is well applica-
ble to the development of human geographical systaelthough with some
limitations (for details see Hampl 2005). Accordiiogthis theory, the develop-
ment of the society proceeds in the following ssadere-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. ifldeistrial (dynamic) stage is
related to the transition to competitive relatiamsl polarization of units, which
results in differentiation given by the maturity @fies and regions. The post-
industrial (organic) stage is characterized by degelopment of competitive-
cooperative relations within the framework of thstems subject to monitor-
ing, by hierarchization of units and above-all biegration of the system with
the objective of creating a higher and a highleiimked organic unit in par-
ticular as far as transport is concerned. Withia ftamework of this organic
structure, more complex transport relations devékdpiak 2006). The exist-
ing radial concentric relations are modified by rtewgential relations resulting
in a change of the so-called starfish-shaped streicif transport relations into
the more comprehensive form of a spider’s web (Nufh Hesse 2006).

A B

.Cur& activities () Peripheral activities ——Major transport axis

D central activities l_j}Cantral 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 concentratfgghenomena within a rela-
tively small area on the one hand, and, exceptionahsity of interactions be-
tween units of entire systems can be regardedrasatvibutes of concentration
areas on the other. Both attributes are logicallystantiated 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 idewifon 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 theflepHampl 2005):

1. Identification based on the criterion of size ampatal intensity— an ex-
ample of such identification can be the Metropaliftatistical Areas used for
statistical identification of metropolitan areastie USA (e.g. Boustedt 1960,
Gibson 1987 etc.). Another example of this approadreas with maximum
population densitydentified on the basis of the population dengitythe set-
tlement agglomerations in Czechoslovakia &br1966)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 ifgnselativized criteria
having the form of multiples of the average popafatdensity 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 aspectsha&f population structure in
individual regions. A particularly suitable indioatis commuting from individ-
ual settlements that are linked to one or sevetadur centres (e.g. Best and
Lanzendorf 2005, Michniak 2005, Sykora and Meki 2009 or TouSek and
Novéak 2009).

3. Identification based on the criterion of intensdj interactions between
settlements- this approach is based especially on two-waytioglal interac-
tions between individual settlements of a metrdpolarea. An example can be
the so-calledntegrated systems of centrit 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 regiuas the critical interac-
tion level for the purpose of identification of #eesystems of centres. A disad-
vantage thereof, however, consists above all irfabethat they can be identi-
fied on the basis of data resulting from populatensuses acquired once every
10 years.

METHODS

The methodology of identification of transport centration areas is based
on general principles for identification of conaatibn areas and is inspired, in
particular, byareas with maximum population dengji§or¢ak 1966, Hampl et
al. 1987). With respect to the fact that the pdpeuses on changes in spatial
organization of road transport, data resulting fribvie Road Transport Survey

282



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

held in 2005 (Road and Motorway Directorate of @eech 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 origindadestination or the periodicity
thereof, it was executed in a territorial detaifisient 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 voluragsdividual cars that dem-
onstrate generally a lower percentage of tranaitsport than freight transport
(see the discussion in Kraft and \¢ara 2009b).

The methodology of interpretation is based on tbecept ofareas with
maximum population densjthhowever, 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 transglanvs, the indicator of spatial
concentration H (Tab. 1), different weights areduse the expression of spatial
concentration of transport volumes (multiples ¢f Hverage 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" class road 92.96
All roads 85.80

Source: Road transport census 2005, own calcuation

On the basis of these differentiations, three degyo# significance were dis-
tinguished on the level of spatial concentratioghsignificant, significant and
less significant) for the identification of the mi@sgnificant transport relations
within the road network of the Czech Republic. Fiitve point of view of trans-
port relations, individual types of roads are assdydifferent multiples of the
respective transport volumes. To express the toahsplations with the highest
volumes in the case of motorways and expresswayiijphes of the average
transport volumes were used, namely double, 1.54pleiland 1.3-multiple.
Triple, double and 1.5-multiple were used with fiie class roads and quintu-
ple, quadruple and triple (see Tab. 2) were uséd 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 lodigise empirical distribution of
frequency rates, the minimum scope of transporteoimation areas was deter-

283



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

mined as 0.2% of the length of all roads in thedBzZRepublic (in 2005). In this

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

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

subsequent comparison, the minimum number of cemtf¢he transport con-

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

2005). In this manner again, centres with sufficeope 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 interpretedtle following chapter using
comparison with identification of the curremteas with maximum population
density(results taken from the work by Kadlec 2007) antdgrated systems of
centresidentified on the basis of mutual labour commutiigume (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 rr?os_t .significant double .
significant 1.5-multiple
less significant 1.3-multiple

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

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

Average (2005) — 6,582 cars per 24-hour period
15U class roads rr?os_t .significant triple
significant double
less significant 1.5-multiple
Average (2005) — 2,021 cars per 24-hour period

2. class roads rr_los_t .significant quintuple
significant quadruple
less significant triple

Source: Road transport census 2005, own calcutation

RESULTS

On the basis of spatial differentiation in the wsttion of the car transport
flows in the territory of the Czech Republic, 1ansport concentration areas
and 2 secondary transport areas that failed td juft one of the supplemen-
tary criteria for minimum scope or number of inggd centres were identified
using the selected methodology. To a certain extbet prerequisite that the
concentration areas will be linked to regional mptlises, or more precisely, to
inter-regional centres of the Czech Republic, thelper of which was 12 as
fixed according to the latest population census{pla2005), was fulfilled. Ac-
cording to another prerequisite, the identifiednsport concentration areas
were structured hierarchically depending on thgpscand 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 contternmost 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 Olomouadet 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 extéatong the transport areas
spread into a less extensive space, there are @irélas 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 areagt is
necessary to point to the secondary transport cdraton areas of Jihlava and
Tabor. In particular, in the case of Jihlava, whigkhe only regional metropolis
that does not create a full-valued transport dtéa,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, Unhs

Prague Melmk Brandys n. Lab Mlada Boleslav, monocentric 2.50
Mnichovo Hradist, Uvaly Ri¢any, Hostivice,
Jesenice, MniSek p. Brdy, Dig, Ribram
Opava, Kravie, Hranice, Novy din, Fibor,

Ostrava Frydek-Mistek, Paskov, Dobra, Karvina, polycentric 1.59
Orlovéa, Horni Sucha, Hatdv, Petvald, Tiinec

Blansko, Boskovice, Tidnov, Kim, Slapanice
Brno Zidlochovice, HruSovany, Rosice, Miicke, monocentric 1.35
Slavkov, Biovice

Prostjov, Prerov, Vyskov, Lutin, Velka

Olomouc Bystice, Sternberk monocentric 0.91
..., Hofice, Jaron, Tirebechovice, Lazn
Hradec Kralove/ Bohdane, Chrudim, Holice, Vysoké Myto, polycentric 0.89
Pardubice p =
Litomysl
- Dé&cin, Teplice, Bilina, Litvinov, Most, .
Usti nad Labem Chomutov polycentric 0.80
Plzai PresStice, Chlurany, Rokycany, flemosna monocentric 0.58
Liberec Jablonec, Trutnov, Chrastava polycentric 0.34
p Otrokovice, Frystak, Vizovice, Uherské .
%Iln Hradist polycentric 0.30
Ceské Budjovice Hluboka n. Vit., LiSov monocentric 0.22
Karlovy Vary ggreolov, Ostrov, Nové Sedlo, Chodov, Nov: polycentric 0.21
Jihlava Havlickiv Brod polycentric 0.16
Tabor Plan& n. Luznici, Saislav polycentric 0.13

Source: Road transport census 2005, own calcutation
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Fig. 2. Transport concentration areas in the CEagbublic (2005)
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If the core centre shows a higher percentage obspmart significance than
the percentage corresponding to its simple sha@deng all centres of the re-
spective system, then such a core centre formsrocentridype 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 thetarel, by the configuration of
transport infrastructure, and on the other handthieyconfiguration of the set-
tlement system as such. The areas of Ostrava atdats Labem show a sig-
nificant polycentricity, which is in full accord i their polycentric settlement
system. On the contrary, the areas of Prague, Btz and Olomouc have
significantly monocentric positions, which illuseathe exceptional position of
these metropolises in the regional settlement systewell as the transport sys-
tem.

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

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

CONCLUSION

The conducted empirical research concerning theilpitises of identifying
transport concentration areas as exemplified byCbech 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 tosthetial organization of soci-
ety. The fact that the identified transport concatiin areas were linked to the
regional metropolitan cores also offers an oppdttuie 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 separatiramsit transport, which is
partially reduced regarding the examined mezzosredihierarchical level. The
most important transport relations which form aid&sr creating transport con-
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centration areas also represent the most signifintractions generated by the
settlement system. These interactions provide @ ggample of the deepening
of regional distribution of labour and of the irtennecting of towns with their
easily accessible environs into interlinked unitscll form a basis for creating
of metropolitan regions. These changes are tymspkcially for the start of
post-industrial processes as also reflected inrimesport and settlement system
of the Czech Republic.

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

An interesting question and an issue worthy ofheirresearch 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 restifsecRoad 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 Buéjovice (GAJU 072/2010/S).
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Stanislav Kraft, Michal Vadaura

AREALY KONCENTRACIE DOPRAVY A ICH SUVISLOS T
S PRIESTOROVOU ORAGNIZACIOU SPOLOCNOSTI

Hlavnou témou prispevku je teoreticka diskusia wisddstiach medzi priestorovou
organizaciou spolmosti a dopravnym systémom a hlavne dynamika tozt@ahu
v s(tasnosti. VZah medzi dopravou a &isnou organizaciou sidelného systéheske;
republiky mozno do istej miery povazavaa obojstranny, k& si doprava a dopravné
vazby ovplyvnené konfiguraciou sidelného systénzdraver sitasny mohutny rozvoj
niektorych dopravnych odvetvi, predovSetkym indidthej automobilovej dopravy,
spatne ovplyiuje organizaciu a dynamiku sidelného systemu.

Na zaklade inSpiracie metodikou na vymedzenie aveébncentracie obyvaitstva
v Ceskej republike (predovsetkym K@k 1966 a Hampl et al. 1987) danok venuje
empirickej verifikacii moznosti vymedzenia tzv. al@ koncentracie dopravy, ktoré
mozno vSeobecne defindvaako miesta s vyninimou koncentraciou dopravnej
intenzity a s@asne s vyniménou dopravnou prepojentmi jednotlivych stredisk
osidlenia vCeskej republike. Vymedzenie areélov koncentracipray v Ceskej
republike vychadza z dat za@iania cestnej dopravy z roku 2005, ktoré je dostet
reprezentativne a predovSetkym v potrebnej l]zenprm:jrobnosti. Vzhadom na
skutanog’, Ze jednotlivé dopravné modusy vykazuji rozdiaharakteristiky v Grovni
Uzemnej koncentracie (tab. 1), je prispevok zanyel@mna individualnu automobilov
dopravu, ako hlavné dopravné odvetvie ovplyjuce v sdasnosti rozmiestnenie
viacerych socialno-ekonomickych aktivit v priestore
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Na zéaklade diferenciacie hodndt Uzemnej koncerdr@eiv prispevku navrhnuta
metodika na uenie najvyznamnejSich dopravnych vazieb v troclpistch vyznamu
(najvyznamnejSie, vyznamné a menej vyznamné), kisli&ia ako zaklad na
vymedzenie arealov koncentracie dopravy. Mglom natisto asymetrické rozlozenie
pocetnosti (zapsitané boli len horné kvartily hodn@y 75 intenzit dopravy na cestnej
sieti Ceskej republiky je ich odstiipvanie d’alej zavislé od druhu komunikécie. Pri
dialniciach a rychlostnych cestach st navrhnuté nasabHpovedajlcich 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 rozsahed&ov (minimalne 0,2 % z celkovej
cestnej S|eteCR) a minimélneho pdu dopravne integrovanych stredisk osidlenia
(minimalne tri strediska mikroregionalneho vyznamia zaklade tychto kritérii bolo
na uzem|CeskeJ republiky vymedzenych 14 areédlov koncentréopravy (tab. 3) a
bola stanovena ich zakladna typoldgia na baze ndeminancie hlavného strediska vo
vztahu k ostatnym strediskam. V poslednej faze boliomo vymedzené aredly
koncentracie dopravy porovnavané s vymedzenymiraregdaximalneho ziudnenia?
(Kor¢ék 1966 a Kadlec 2007) a integrovanym systémondistkgHampl 2005).

V oboch sledovanych pripadoch porovnavania sa pmall relativne vysoka
asociacia s arealmi koncentracie dopra¥y, poukazuje na ich integralnu povahu.
Aredly koncentracie dopravy su tak vhodnou metédwu Stadium priestorovej
dynamiky dopravneho systemﬂeskej republiky. SG zaroiienametom nad’alSie
Stadium sdasnej organizacie dopravnych systémov viazucich naaregionalne
metropolyCeskej republiky.
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