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Abstract: The fundamental aims of sustainable urban development and the pro-automobile oriented economic
development are on a collision course. It is obvious that automobile-dependent urban development is under
heavy/powerful influence of the automobile lobby (automobile and oil industries, along with construction). In this
domain famous land-use-transportation studies (or ‘grand transportation studies’) are, unfortunately, still
prevailing - a vicious circle of self-fulfilling prophecy of congestion, road building, sprawl, congestion and more
road building. Until recently, it was commonly thought that investment in public transport was not economically
sustainable and that focusing on the development of the automobile industry and financing the construction of
roadways stimulated economic growth. In this paper we clearly show that automobile industry is now
overcapitalized, less profitable than many other industries (and may become even less profitable in the future), that
transport market is characterized with huge distortions (more than a third of motor-vehicle use can be explained by
underpriced driving), while new road investment does not have a major impact on economic growth (especially in
a region with an already well-developed infrastructure), and that pro-automobile transport strategy inexorably
incurs harmful global, regional and local ecological consequences.
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Introduction

Although urban planning was more and more discredited during the 1980s, accused that
it “distorted and inhibited the operation of market forces, forcing industrialists to take sub-
optimal decisions... and even throttling entrepreneurship” (Hall, 2014, p. 344), the same did not
happen in the domain of urban transport.

Here the situation is completely different — powerful interests are at stake: the
automobile and oil industries, along with construction... Also, there is an acrimonious history of
conflict between road and rail lobbies (Newman and Kenworthy, 1991, p.101). The direct,
unscrupulous role of politics has prevailed in imposing pro-automobile urban development. The
National Highway Users Conference started in 1932, bringing together companies from
automobile, oil and other highway interests into a lobby for road funds. This was an end to mass
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transit funding. Between 1952 and 1970, the US government spent $ 1,845 million on highways,
while rail systems received only $ 232 million - eight times less funds!

Obviously, the development of cities is clearly influenced by politics. In this context to
lament over planning that “distorts and inhibits the operation of market forces, forcing
industrialists to take sub-optimal decisions... and even throttling entrepreneurship”, seems rather
funny. However, there is another dimension of politics that is perhaps not as obvious or so open
to public scrutiny and that is the political agenda of individual government agencies and the
technical advice they give to policymakers on transport and land use.

Land use/transportation studies

Newman and Kenworthy (1991) emphasise that the most important of the technical
procedures in transport planning is the land use/transport modelling process that emerged in the
mid 1950’s...which ushered in a period of multi-million dollar transportation studies, some of
which took up to 3 years to complete. The purpose of these studies was to plan for anticipated
growth in population, jobs and traffic flows as far ahead as 20 years...

The concept of the ‘grand transportation study’ was embraced with enormous
enthusiasm, with virtually every developed city between 1955 and 1975 undertaking at least one
major transportation study in the US since 1962. Urban areas with over 50,000 people have been
required to do land-use transportation studies on a regular basis to qualify for Federal road funds.
These technical procedures have been refined and tuned over the years but have evolved into
what is generally known as the conventional land-use transport planning study.

This process is by no means value-free, objective technical procedure. There are
numerous ways that objective results can be biased to facilitate certain directions...The earlier in
the process that transit trips could be removed from further consideration, the more efficient
would be the resulting highway travel forecasting procedure. The analysis would then proceed
with most forecasting based on private transport growth and land use patterns based around this.
Once such land use is in place, the only public transport that can service it is an efficient bus
service and hence the conclusion is inevitably that massive increase in road funding is needed to
provide the “grand plan” needs.

Very soon after completion, the freeways are already badly congested...The obvious
response to the failure of freeways to cope with traffic congestion is to suggest that still more
roads are urgently needed... The new roads are then justified again on technical grounds in terms
of time, fuel and other perceived savings to the community from eliminating the congestion. This
sets in motion a vicious circle of self-fulfilling prophecy of congestion, road building, sprawl,
congestion and more road building (Newman and Kenworthy, 1991).

This type of pro-automobile approach, of course, was not only a characteristic of the
USA. Pucher sarcastically noted: “Most auto apologists in the U.S. are quite generous in wanting
to spread the American auto paradise to the rest of the world. What’s good for us must be good
for other countries as well. ” (Pucher, 1999, p .3).

For decades, the World Bank itself advocated the construction of urban highways and
the use of motor vehicles. Vukan Vuchic, the well-known world expert in questions of urban
public transport points out that the World Bank persistently exercised its anti-transit attitude,
through “double standards for investments in highways and transit" (Vuchic, 2000, p. 245).
Although there has been a slight softening in the last couple of years of this classical anti-transit
approach (Gwilliam, 2013), nonetheless, these established, rigid attitudes prevail in World Bank
studies (Ingram and Liu, 1997; Ingram, 1997; Ingram and Liu, 1998; Ingram and Liu, 1999;
World Bank, 2002a, World Bank, 2002b).

Barter (2000) stresses that “The influence of car-oriented transport and urban planning also
began to be felt in developing countries in Asia even during the 1950s and 1960s. This influence
was felt both indirectly and directly.
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1. An indirect influence was the enormous prestige of the United States, and the West in
general, which tended to cause local elites all over the world to see highways and cars
as the way of the future.

2. The influence of Western car-oriented ideas was also felt directly, through foreign aid
for highway development, as for example American financing for major highways.

3. Another important direct influence was through the Western consulting firms that
conducted most transport or urban planning studies in Asian cities in this period. They
used the standard, and largely inappropriate, urban transport planning (UTP) process
developed in and for car-oriented, suburban-style cities (Dimitriou, 1992; Kenworthy,
1990a; Kenworthy, 1990b).”

That many Western consulting firms have been persistently promoting grandiose road-
building plans in poor Asian cities, Barter vividly illustrates with following examples.

One example was the 1964 First Kuala Lumpur Transportation Study by an Australian
firm, which emphasized capital intensive road building projects but had no measures to
encourage public transport (Jamilah Mohamed, 1992).

Between 1956 and 1960, Western staff helped to prepare a Master Plan for Jakarta,
which included a system of ring roads (Abeyasekere, 1989).

Another prominent example was the 1960 Greater Bangkok Plan by the American
consulting firms, Litchfield Whiting Bowne and Associates and Adams Howard and Greeley.
This plan proposed the construction of three ring roads around Bangkok, two expressways to
pass through Bangkok’s inner area, and thirty-eight new main roads (Poboon, 1997).

Manila’s 1954 master plan prepared by the Philippines National Planning Commission
incorporated many proposals made during the earlier American colonial administration and also
proposed a complex regional highway network (United Nations, 1986, p. 20). Capital intensive
expressways and major arterial roads were even emphasised by Japanese consultants in their
1970 study for Manila, albeit along with large rail investments (Rimmer, 1986).

In summary, there is nothing inherent in the actual techniques of land-use-transport
modelling process that will inevitably produce road-biased results. It is more the way decisions
are made about how to use the techniques. Historically road planners have dominated this
exercise.

The only requisite was to eliminate traffic jams, while the development of alternative
transport systems and intended use of city land - in other words, the application of a complex
approach directed at minimizing unnecessary city journeys - was never seriously considered.

Sustainable urban development

At the beginning of the 1980s, in parallel with the strengthening of market
fundamentalism and the redefining of the social politics of welfare state, the concept of
'sustainable development' took a wider hold. As a term, 'sustainable development' first came into
use during the early 1980s. It gradually replaced earlier concepts such as the eco-development
approach discussed during the 1970s, which focussed on scientific principle rather than political
applicability (Lele, 1991, p.29).

The concept of sustainable development (as an evident result of certain political
compromises) in theory never reached (any kind of) absolute perfection. However, its unusual
novelty gave it the possibility, from a bird's-eye view, to clearly point out the burning global
problems that often completely evade sophisticated, strictly theoretical approaches that are so
sterile and focussed that they "can't see the forest for the trees".

The definition “Sustainable development meets present needs without compromising
the ability of future generations to achieve their own needs and aspirations”, given in the
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Brundtland report, is most often quoted, but also strongly disputed, and for the same reason -
because of its simplicity, it allows for numerous different interpretations.

The paradoxical nature of the paradigm is that while it remains a hotly contested
concept because of the simplicity of its definition and its wide interpretability, it provided an
umbrella vision for a host of starkly different stakeholders in the debate, from governments,
business and civil society alike, and for roughly the same reasons (Jacobs, 1999).

Rather than directly confronting neo-liberalism, the seductive notion of 'sustainable
development' formed an effective counter-hegemonic rallying point that cut across previous
intellectual and political boundaries and retook the initiative from neo-liberalism, quickly
penetrating into many different intellectual spheres (McManus, 1996, p.51).

Hence, Peter Hall (2014, p.412) scathingly remarks that one of the major themes of
urban planners in the 1990s became the concept of urban sustainability. “The problem was that
though everyone was in favour of it, nobody knew exactly what it meant. To be precise, though
they could all quote by heart the definition of sustainability... it was not at all clear how this
mapped into actual everyday decisions in everyday urban contexts...

The general objectives were easy enough. We should develop:

building forms that conserve energy and minimize emissions of pollutants,

encourage accessibility without mobility, or specifically without the need for
mechanized transportation (particularly, by providing for places to be reachable by foot and by
bicycle),

develop public transport,

develop centres of activity around public transport nodes,

develop new forms of propulsion which are less polluting and more economical of
energy use than the internal combustion engine.

The difficult part was the next step. To translate these objectives into actual context”.
(Hall, 2014, p. 412)

In fact, despite clearly defined objectives, their realization is far from being easy and
smooth. It may not be so apparent, but economic development and the process of globalization
are firmly opposed to the concept of sustainability.

Peter Naess (1998) poses a crucial question: “Why does the current urban development
seem to make most cities in OECD countries less sustainable rather than more, in spite of the
political goals of sustainable urban development and sustainable mobility?... ....One important
reason is the tension between these goals and the goal of economic growth. Sustainability would
be a nice thing, but not as nice as economic growth! ... In the globalized economy, increased
transport, at a regional scale as well as at an intra-urban level, is often seen as a tool for fostering
economic development. Strong vested interests are also involved in construction of transport
infrastructure. ...Also, more spacious dwellings and commercial buildings are important elements
of economic growth. Together, the items of «travel and transport» and «residence, heating and
lighting» account for nearly half of the private consumption of households. A shift towards less
resource-consuming housing and transport would thus mean less consumer demand within
important sectors of the economy.”

It is therefore obvious that the fundamental aims of sustainable urban development and
the pro-automobile oriented economic development are on a collision course. The
interdependence of urban development and transport strategy becomes sharply apparent. Namely,
in the 1990s numerous empirical studies pointed to the high level of correlation between the
degree of mobility and population densities. For example, research in the UK found that:
“..travel varies according to density. Travel demand quickly rises as density falls below 15
people per hectare and falls sharply as density exceeds 50 people per hectare” (Royal
Commission on Environmental Pollution, 1994, p. 149; World Resources Institute, UN
Governmental Programme and UN Development Programme, 1996, p. 19).
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In addition, both Newman and Kenworthy, in the case of many world metropolises,
empirically proved that population density under 20 people per hectare resulted in exceptionally
high levels of car use (Newman and Kenworth, 1996; Barter and Kenworthy, 1997, p. 24) and in
insisting on high population densities as the only right way of solving the energy crisis, provoked
an avalanche of reaction in the scientific arena.

Furthermore, the interdependence between urban form (densities) and numerous other
(economic, ecological and transport) indicators can be easily established as presented in the
following Table 1, clearly showing the disastrous effects of an automobile-dependent urban
development orientation (see: Jovanovié, 2012; Jovanovié, 2010; Jovanovi¢, 2009; Jovanovic,

2008; Jovanovi¢ and Vracarevi¢, 2014; Jovanovi¢ and Vracarevi¢, 2012).

Table 1. Economic, spatial, transport and ecological parameters of world metropolises

CITIES GRP** Population Average daily | Energy Indicator of local | CO, Transport
per density pkm/ consumption | air pollution emissions | costs
capita (pop./ha) p-cap. (M1 per (CO,HC,NO4,SO7) | (Kgper share of
(US$) capita) (Kg per capita) capita) GRP
(in %)
*
USA 31,386 14.9 18,155a 60,034 265 4,405 11.79
+45m*
Western 6,202a*
Europe 32,077 549 +119m* 15,675 98 1,269 8.30
Wealthy 3,614a*
Asian 31,579 150.3 +357m* 9,556 37 825 7.08
Developi 1.855a%
ng 3,753 204.1 y 5,523 77 509 14.50
countries +684m*

* a = automobiles; m = motorcycles

** GRP — gross regional product

Calculated according to: UITP, 2001.

urban transport development

Alongside the ever-increasing empirical studies of the interdependence of urban
development and urban traffic, it becomes all the more evident that:

the pro-automobile approach to economic development requires the (“cosmetic”)
technical/technological enhancement of automobile performance, the building of
highways, very low population densities and a sudden rise in mobility (Dunn, 1998;

Gordon and Richardson, 1998), while

the concept of sustainable urban development strives toward considerably more
compact urban forms, greater population densities, a determined orientation toward
the use of public transport (pedestrian and by bicycle) and the concept of
accessibility (OECD/ECMT, 1996; World Bank, 1996; United Nations Centre for
Human Settlements (HABITAT), 1996).

In the light of this dramatic collision of the aims of economic (pro-automobile) and
sustainable development, here we will analyse the different economic aspects of sustainable

Sustainable urban transport development

The numerous negative global effects of a dispersive type of urban development,
the dramatic rise in motorisation and the car use are much more apparent in light of the
concept of sustainable development.
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According to Newman and Kenworthy (1999, p.42-47) there are four different
groups of these (negative effects) constraints on automobile-dependent cities: 1.
Environmental Responsibility, 2. Social Equity, 3. Human Livability, 4. Economic
Efficiency.

These economic efficiency constraints on automobile-dependent cities can be
further divided into:

« Infrastructure costs. There are excessive costs for new suburban infrastructure (usually
subsidized) while older city infrastructure is underutilized.

« Transportation costs. The total costs of the car transportation system exceed transit
system costs by 30-40% and are not paid for by users.

» Time costs. The more committed a city is to building its way out of congestion, the
more it loses the battle to save travel time as people just travel farther. In all cities, no
matter what their infrastructure, people take about thirty minutes for the journey-to-
work. Thus, infrastructure justified on the basis of time savings (the main rationale for
big roads) is not providing this benefit but in general is time neutral.

« Land waste. The loss of land to parking and roads is greatly reducing the amount of
productive land available.

« Housing waste. The mismatch of housing type and household need is increasing.

From urban roads investments to transport demand management

Especially interesting for our analysis are these economic constraints on
automobile-dependent cities. For example, according to the conclusions of the OECD Round
Table (1997): “Some attempts have been made to account for the factors that give rise to
travel. These efforts have been principally guided by assumptions about human behaviour
derived from the field of micro-economics. Policy measures based on these assumptions,
however, have failed to account satisfactorily for the motivating factors and infrastructure
constraints that generate travel activity” (OECD, 1997, p. 6-7).

Actually, economic theory has provided transport policy-makers with simplified
assumptions of human behaviour that can be easily integrated into various models. These
assumptions take as their premise that individuals operate as rational economic actors
seeking to maximise their personal well-being in an organised and fairly well defined
market, trying to minimize their travel time and budgets (devoted to travel).

It is often stated that people (from the economic point of view) in cities act very
rationally, and that their urban travel choices are made according to the following formula:

Ci=M;+ V. T;+V, Ty, + Z;
where:

C; =total costs of trip by mode

M; = out-of-pocket money costs of trip by mode i

V, = value of walking and waiting time per hour

T,; = walking and waiting time in hours by mode i

V), = value of in-vehicle travel time per hour

Ty = in-vehicle travel time in hours by mode i

Z; = value of discomfort and loss of privacy involved in use of mode i compared to
automobile - (Z; would be zero for the automobile mode)
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Hence, urban travel-mode choices depend on: out-of-pocket money, costs of trip,
value of in-vehicle travel time per hour and — for public transport (PT) - value of walking
and waiting time to/in PT station, and value of discomfort and loss of privacy involved in
use of mode i compared to automobile (Frankena, 1979). Empirical studies revealed that
walking and waiting time for PT subjectively seems to be 2-3 times longer, compared to in-
vehicle travel time (Mc Fadden, 1974).

In conditions of falling prices and rising travel speeds (which are the dominant
characteristics of the urban transport market in the last 50 years), it would be normal to
expect the maximisation of a city populace's well-being - through less money spent on urban
transport or less time spent in travel.

Zahavi discovered that the average travel time in urban areas/world metropolises is
rather “constant” (approximately one hour), while transport costs per household (more or
less) are fixed (15% of household budgets) (Zahavi, 1974; Zahavi, 1979; Zahavi, Beckmann
and Golob, 1981). Hence, urban population do not save time as a result of increases in travel
speed, but apply the time saved from some trips for additional travel. In short, the
characteristic people have shown that has been important in shaping the nature of our cities
is that they do not like to commute, on average, more than half an hour to major urban
destinations (see Manning, 1978; Pederson, 1980; Zahavi and Ryan, 1980; Neff, 1996). In
the United Kingdom, a government study found that travel time for work trips had been
stable for six centuries (SACTRA, 1994).

In this way we obtain a perfectly logical explanation of why the increase in speed
of urban transport and the decrease in real price of petrol in the last 40 years has not led to
significant savings in time or fall in transport costs (which is the unavoidable premise of all
cost-benefit analyses), but rather ever longer urban travel/journeys and an incredible
expansion in the use of automobiles! Thus the conclusion was inevitable that the increase in
the use of motor vehicles was in fact without end...and from there it was but one step to the
discovery that: “... to try and build our way out of congestion is impossible, since the rate at
which traffic levels are likely to increase will far outpace any realistic construction
programme” (Tickell, 1993; Newman and Kenworthy, 1999, p. 54). The mechanism for this
is now obvious: if it is possible to travel faster, people just travel farther in their average
half-hour work journey. So the city spreads and traffic grows. This exponential rise of
mobility, simply, does not lead to better accessibility. Also, "induced traffic" from new
roads is now recognized by major transportation authorities (SACTRA, 1994), though most
do so only grudgingly (Transportation Research Board, 1995). The literature nonetheless
appears to be fairly conclusive on the matter (e.g. Goodwin, 1994).

As a result, the last few years have seen a significant reduction in the allocation of
funds for roads in many of the developed countries of the world. In the United Kingdom, for
example, a transport strategy was adopted that: restrains traffic, reduces the need for travel,
and provides high quality transport alternatives (Tickell, 1993). The new policy was
announced in 1993 along with the abandonment of plans for most of the United Kingdom's
controversial motorways. The next step was:

1. the set of regulations called PPG6, which gave guidance on how to reduce

travel through land-use changes, and

2. PPGI13, which banned the development of any further automobile-dependent

shopping malls outside traditional centres.

This was followed by the Traffic Reduction Strategy Bill of 1997, which requires
all local authorities to develop strategies not on how to manage traffic (their traditional re-
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sponsibility) but how to reduce traffic. One of the first results of pressure from local
government professionals on how to do this was a study from Phil Goodwin (1994) showing
that if road capacity is reduced, then up to 60% of the previous traffic just disappears
(Hamer, 1998).

Market distortions that result in automobile dependency

Alongside the dramatic growth in negative global effects caused by the expansion
of car use, in recent years the shortcomings of the conventional economic approach have
become much more evident: “Although governments have tried a host of policies and
strategies to reduce the environmental and other impacts of transport, the majority of these
appear to be either ineffective or politically unacceptable. There is growing recognition that
substantial reductions in transport-related impacts are likely to depend on changes in the
choices and behaviour of the providers and users of vehicles, infrastructure and services.
However, much as the proverbial drunkard looked under the lamppost for his lost keys
because that is where the light was, transport policy makers have looked for their answers
about individual travel behaviour almost exclusively in the light of economic theory. As the
analogy suggests, economic theory does indeed shine a bright light, but not necessarily
where the keys are to be found.” (OECD, 1996, p. 4)

Thus, in recent years, an ever-increasing number of studies present the high degree
of distortion in the transport market. From the next table it is clear that the external costs of
cars in the most developed countries are estimated to be 3,000-4,000 US$ per year per
vehicle. However, not a single economic model (coming from a neoliberal approach) has
taken these huge external costs into consideration.

Table 2. External Costs of the Automobile, as Found by Various Studies

External Cost per S
Country Car in SUS per Year ource
USA 4,220 Ketcham and Komanoff (1992)
USA 2,965 Litman (1992)
USA 2,312 MacKenzie et al. (1992)
USA 2,185-3,636 Moffet (1991.)
USA 3,647 Vorhees (1992.)
Switzerland 2,813 VCS (1991.)
Germany 3,376 UPI (1991.)
Australia 3,868 Laube and Lynch (1994.)

Source: Newman and Kenworthy, 1999, p.56.

In order to properly understand transport market distortions, we must understand
how efficient markets function (at least in theory). An efficient market allows consumers to
make informed trade-offs between quantity, quality and price, so they can choose the bundle
of goods” that best meets their needs. Only if consumers have a variety of choices, and
accurate information about their choices, can individuals' consumption decisions represent
their true preferences. A properly functioning market is usually the best way to allocate
resources. Such a market must reflect certain principles, including consumer choice,

2 In our analysis all travel activities (walking, cycling, in-vehicle travel) are considered consumer goods.
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information, competition, optimal pricing and economic neutrality. Current transport markets
often violate these principles.
1. Choice. Consumers need viable choices, and
2. Information. Consumers and producers need information about those choices.
3. Competition. Producers must face competition to encourage innovation and
efficient pricing.
4. Cost-based pricing. Consumers must bear the costs they impose. There should be
no significant external costs unless specifically justified.
5. Economic neutrality. Public policies (laws, taxes, subsidies, investment policies)
must not favour one class of businesses or goods over others, unless specifically
justified.

Not one of these principles, however, characterise the urban transport market. For
example, the possibility of choice, i.e. the principle that city dwellers must have a good
choice of transportation alternatives. In more and more automobile dependent cities in the
developed world (USA and Australia, in particular) public transport is so diminished that
more than half of the population (the elderly, children, the handicapped, i.e. all those who for
various reasons cannot use a car) are in fact a disenfranchised “caste” with no possibility of
choice. Like it or not, they are always waiting from someone else to transport them by car.
This has reached such proportions that today in the West they are seriously considering the
introduction of basic explanations about public transport in primary schools (similar to when
city children are introduced to domestic animals in a zoo), because they live in a world in
which public transport simply does not exist (OECD, 1997, p. 22-23).

The argument could be that in American cities cars replaced public transport -
because of consumer preferences. However, it was exactly the intervention of the US
government that was the deciding factor in this process, in no way was it simply the result of
consumer preferences (Jovanovi¢, 2012).

Conventional (neoclassical) theory assumes that all aspects of economic activity are
very precisely reflected on the market - through economic indicators forgetting that non-
market impacts are completely ignored in the process of taking economic decisions.
However, the external effects of automobile use are enormous (3,000-4,000 US$ per year).
Hence, the concept of sustainable development insists that this sphere of the imperfection of
the market be included in analysis (Jovanovi¢, 2012), along with all the other ecological and
social aspects of urban development and transport strategy.

With regard to subsidising the use of automobiles and public transport, there exist
many crucial ambiguities. The fact that the use of transport infrastructure in road traffic is
not charged directly to the user while it is automatically calculated into the costs of the rail
systems of public transport is often deliberately ignored. (For example, the toll for the use of
urban roadways in the central zone of Singapore is so extraordinary that many theoretical
studies are devoted to it). In this way, these hidden subsidies for the use of automobiles in
city transportation are usually disregarded, while those of public transport are given great
(usually very partisan) importance. According to the latest, methodologically better founded
research, the annual subsidising of public transport in the USA currently amounts to a mere
17 billion dollars, while total subsidies for the use of automobiles is estimated to be in the
hundreds of billions of dollars (Dellucchi, 1996; Litman, 2000, p. 46; Litman, 2001).

Also, as Litman points out, more than a third of motor vehicle use in the USA can
be explained by market distortions that reduce consumer choice and underprice driving
(automobiles pay only about 70% of the roadway expenses they cause, vehicle charges
would need to increase about 43% to fully recover those costs, and even more to also
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recover the costs of traffic services, such as policing and emergency services, currently
borne by general taxes, etc.) (Litman, 2000).

A free market implies that public politics (laws, taxes, subsidies, investment
policies) can in no way favour one type of business to the detriment of another. It is
interesting that the USA (with its politics of cheap petrol and a tax policy that maximally
favours the sale and use of cars), and the USSR (with its subsidising of public transport and
strict restrictions on the use of private automobiles) for decades favoured only one form of
urban transportation, in forms of protectionism unseen before in the history of economics.

Automobile industry, road infrastructure investments and economic growth

The generally accepted myth (particularly in the Anglo-Saxon world) until recently was
that investment in public urban transport was not economically profitable, while financing road
construction significantly stimulated economic growth. The reality, at least in cities, is the
complete opposite. It seems that the myth of economic progress based on “automobile cities” has
no foundation in serious economic analysis.

Therefore, this (very obvious) favouring of cars in the past was mostly justified by the
argument that the automobile and its ancillary industries (fuel production, steel, glass, rubber,
highway construction, etc.) employed large numbers of people, with the added rationale that both
the automobile industry and the construction of highways are characterised by exceptionally high
profit margins.

The latest research, however, shines more light on this sphere. The automobile industry
is now overcapitalized and world vehicle production capacity exceeds demand by nearly 30%
(Litman and Laube, 2002, p.10).

The conclusions of the Victoria Transport Policy Institute research are even more
painful: “The automobile industry is now overcapitalized and a significant portion of their input
value is imported at the national level. Even if cars are assembled in a country, many of their
parts are imported. Although economic losses may be smaller in a country that produces vehicles
and fuel, expenditures on these goods appear to be far less beneficial to both the regional and
national economy than most other consumer expenditures” (Litman and Laube, 2002, p. 11). As
a result, automobile manufacturing is less profitable than many other industries and may become
even less profitable in the future. Although the automobile industry was once a leader in
providing good wages, benefits and local taxes, this is no longer true. Other industries are much
more interesting today.

In light of the previous analysis, it is clear why the process of globalisation is
characterised by the rapid removal of many (for transnational corporations and the most powerful
industrial nations) obsolete, unprofitable, “dirty” production cycles, such as automobile
manufacture, to developing countries. In this way, the highly developed countries succeed in
extending the life production cycles that are unattractive to them, and at the same time
conquering new and distant markets.

Inasmuch as, under the patronage of the strongest international companies, the opening
of automobile production plants continues in the undeveloped countries, the metropolises of
these poorer countries (with their uncritically high regard of the West) will be directed toward the
use of motor vehicles. At the global level, this leads to disastrous consequences with regard to
energy consumption and CO, emissions, to say nothing of the local effects - it is enough to
remember the “Bangkok syndrome”.

It is in this context that the recent orientation of China towards the automobile as the
main means of travel gives rise to great concern on the part of experts (particularly those who
promote the concept of sustainable urban development) (London, 2002, p. 7)
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Although highways showed high annual return on investment (0.54) during the 1960s,
this declined significantly (0.09) by 1991 (CBO, 1998). Highway improvements in developed
countries provide only marginal productivity benefits (Boarnet, 1997). Transport facility
investments only contribute to development if other conditions are ripe and transport costs are a
significant economic constraint (Nijkamp and Blaas, 1993; Button, 2010). Although inter-city
transport improvements support economic development, intra-city transport improvements (such
as urban roadway widening) provide little economic benefit in developed regions (Dimitrou,
1992, p. 144; Rietveld, 1994, p. 339). This is also confirmed by the conclusions of SACTRA
research: “The available evidence does not support arguments that new transport investment in
general has a major impact on economic growth in a country with an already well-developed
infrastructure... Traffic reduction strategies can also achieve economic benefits by using existing
capacity more efficiently. Travel demand management (including road pricing or improvements
in alternative travel modes) should be considered as alternatives to capacity expansion®
(SACTRA, 1999; Litman and Laube, 2002, p. 13).

In recent years, the sobering realisation that investing in public transport is more
profitable than investing in travel infrastructure is growing. Aschauer (1989) has calculated that
for every $1 million invested in road funding, private-sector capital productivity increases 0.24%,
and private sector total factor productivity increases by 0.27%. This study has been used
extensively by the road lobby. However, they rarely note Aschauer's later study on transit
investment, in which he concludes that public transit spending carries more potential to stimulate
long-term economic growth than highway spending does (Aschauer and Campbell, 1991). Many
other researchers, such as Tod Litman and Newman and Kenworthy (Newman and Kenworthy,
1999; Litman and Laube, 2002) have come to the same conclusions.

Conclusion

Until recently, it was commonly believed that investment in public transport was not
economically sustainable and that focussing on the development of the automobile industry and
financing the construction of roadways stimulated economic growth. This approach was one of
the main causes of the untenable pro-automobile, dispersed low- density city development. In
fact, the automobile industry is now overcapitalized, less profitable than many other industries
and may become even less profitable in the future (since world vehicle production capacity
exceeds demand by nearly 30%), and public transit spending carries more potential to stimulate
long-term economic growth than does highway spending. Also, there is growing recognition of
huge transport market distortions — since more than a third of motor vehicle use can be explained
by transport market distortions or underpriced driving. At the same time, the pro-automobile
transport strategy inexorably leads to disastrous global, regional and local ecological
consequences: the dramatic rise in energy consumption, CO, emissions and local air pollutants,
as well as the sudden rise in the contribution of transport costs to the GDP of cities.
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HN3A30BHU NPO-AYTOMOBUWJICKE CTPATEI'HJE PA3BBOJA
I'PAACKOI CAOBPARAJA

MUOMUP JOBAHOBUR '

! Yuugepsumem y Beozpady — I'eozpagpcku paxyamem, Cmydenmeku mpe 3/3, Beoepad, Cpbuja

M3Boa: OCHOBHY IIMIBEBH OAPXKUBOT Pa3Boja IpajioBa M MPO-ayTOMOOMIICKH OPHjEHTHCAHOT EKOHOMCKOT pa3Boja y
030HJBHOj Ccy Komu3uju. OUHINenHo je Ja mpo-ayTOMOOMICKH OpHjeHTHCaH ypOaHH pa3Boj MIPOUCTHUE U U3 CaMOT
IUTAaHUpama y TOMEeHy rpaackor caobpahaja, Koje je Mo CHaXXHUM yTHIAjeM MpOo-ayTOMOOMIICKOT J100uja (MOhHHX
HHTepeca ayToMOOmICKe, HahTHE HHAYCTpHUje, rpaljeBUHAPCTBA...). Y 0BOj cepH joII yBeK JOMHUHHPAjy CTyIHje
HaMeHa Kopuinhema Tpaackor 3emJpHINTa W rpajckor caobpahaja (land-use-transportation studies), koje
MIOKPUBajy Iela METPONONUTEHCKA WM CyO-pernoHaNHa HOApydja M 0asupajy ce Ha H3rpaimH (ayTo)ImyTeBa,
eKcraH3uju Kopumhema NPUBATHUX ayTOMOOHIA M aMOpP(HOj, PaCIUIUHYTO] ypOaHOj (HOPMH HM3y3eTHO HHCKHX
I'yCTHHA HACEJbCHOCTH, KOja U3 TOra mpousmnasu. Y pajy IOoKa3yjeMo [a je 10 cKopa ommrenpuxBalieH MUT - KaKo
HWHBECTHLIMjE y jaBHU TpaacKu caoOpahaj yommre HHCY €KOHOMCKHM HCIUIATHBE, IOK OpHjeHTAalMja Ha pa3Boj
ayToMOOuMIICKe HHAYCTpHje U HHHAHCHpahe H3rpajme (ayTo)IyTeBa 3HAYajHO MOJACTHUY NPUBPEIHU Pa3Boj - Beh
030mbHO y3apMaH. McToBpeMeHo, ayroMoOMICKa HHAYCTPH]ja je mocTana Beh HCyBHIE KalTUTATHO NHTEH3UBHA U
EKOHOMCKH HEYIOPEANBO Marhe YHOCHA Ol MHOTHX JPYTHX HHIAYCTPH]CKHUX TPaHa, JOK HHBECTHLH]E Y IPOLINPCHE
U MOJICPHM3AIH]y TPAJCKHUX ayTOMyTeBa y Pa3BUjEHUM PETHOHMMA YOIIIITE HE JOHOCH EKOHOMCKE KOPHCTH, a Ipo-
ayToMoOuiicka caobpahajua ctpaTeruja (kako OpojHE CTyaHje IOKa3yjy) HEyMOJGUBO BOAHU IIOIYOHUM ITIOOATHUM,
PErHOHATHHUM H JIOKATHUM EKOJIOIIKHMM ITOC/IeANLaMa.

Kbyune peum: ayromMoOmiCKa 3aBHCHOCT, jaBHH caoOpahaj, ompxwuBu ypOaHH pa3Boj, ypOaHO IIaHHpambe,
caobpahajue cTynuje, ayToMoOMIICKa HHAYCTPHja, ayTOIyTEBU

YBoa

Ypb6ano mnanupame je 80-TUX 10XkKUBEJIO IpaBH AeOaKiI 3aTO IUTO je ,,Hee(hHKACHO U BOJU
Cy0-ONTHMAaNHUM JIOKAI[OHNM OMTyKaMa, TyIId TPeIy3eTHHINTBO U PEMETH [IEI0Bame
TpxkumHuX 3akoHa” (Hall, 2014, ctp. 344). To ce, mehyrum, Huje AecCUIO ca IUIAHUPAEHEM Yy
JIOMEHY rpajickor caoOpahaja.

Ty je curyanuja cacBUM Jpyradyuja - U3y3eTHO MONHU MHTEPECH BIaJajy OBOM CLIEHOM:
ayroMoOwiicka, Ha)THa WHAYCTpHja, y3 TpaheBuHapcTBo... tbyman u KenBopru mosaenaue na je
,,ca00pahajHOM IOJIMTUKOM yBEK JOMUHHUpaIa UCTOPHja OrOpUYeHUX KoH(IuKaTa uzMely myTHor
u kenesnundkor sodbuja” (Newman and Kenworthy, 1991, crp.101). V Hamerawmy mpo-
ayTOMOOMIICKOT ypOaHOI pa3Boja IpeBary je JOHeNla YIpaBo JUPEKTHA, OECKPYIylo3Ha yiaora
MoJIMTUKE. JIOBOJBHO je MOJICETUTH ce /1a je 10 popMuparma npo-ayroMOOMICKOT JIoOUja IONUIo y
CAJl jom 1932. rogune. 3a Bpeme wucropujcke National Highway Users koHdepenuyje,
yjemuHMIIe Cy ce ayTOMOOMIICKe, HaTHE U CBE OCTalle KOMIIAHU]E KOjUMa je 3ajeTHUYKH HHTEepEC
610 u3rpaama ayTolyTeBa, cTBapajyhu u3y3eTHO MohaH j100M ca LMJbEM Ja CpEICTBa U3
Jp>KaBHE Kace TpeycMepe y M3rpaliby MMIIO3aHTHE Mpeke ayTomyTeBa. Pasmepe ycmexa mpo-
ayTOMOOMIICKOT J100uja (M BeroBOr AUPEKTHOr yruiaja Ha Baaxy CAJl) Oumu cy HEBEpOBAaTHU.
To je yjenHo 3Ha4mMiIO M Kpaj cyOBeHIHMjama y jaBHU caoOpahaj. Y mepuoay on 1952. no 1970.
roIuHe aMepHUKa BiaJa yTPOLIMia je HeBepoBaTHUX 1.845 Munujapau nonapa Ha ayToOIyTeBe, a
camo 232 munujapae aosiapa (ocaM myta Mame!) Ha KeJIe3HUIKEe CUCTEME.

OuurnesHo je, 3Ha4u, Ja Ha pa3Boj caoOpahaja U rpajsoBa Kpajbe aporaHTHO, JUPEKTHO
yTude ynpaBo cepa MoJUTUKE. Y TOM KOHTEKCTY JIaMeHT Haj (10 JeGUHULHUjH) ,,Hee(PUKACHUM
IUIaHUpambeM™ Koje ,,Tako Tpy0bo HapyllaBa ci00OJHY, HECIyTaHy UIPY TPXKUIITAa KOja BOAU
ONTHUMAITHOj aJIOKALIUjU pecypca’ u3rieaa moMaio jagHo, Ma 4ak U CMEIHO.
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IIpo-ayTomoOuJiicke caodpahajue crynmje

Jenny pnanmexko Mame YOwbMBY cQepy IMOJMTHYKOT YTHIAja TMpEACTaBba 00JIACT
CTPYYHHUX CTyAHja U TEXHHYKHX CaBeTa pasHHUX MelhyHaponHMX, BIAJMHHUX U CTPYYHHX arcHIH]ja
Koje Kopucte ypOanu u caodpahajuu manepu. OBoM chepom, HaXKaIOCT, jOUT YBEK JOMHHHUPA]Y
CTyIuje HaMeHa Kopuuihewma TIpaJCcKOr 3eMJpHIITa U TIpajckor caobpahaja  (land-use-
transportation studies), Koje MOKpHBajy 1ieJia METPOTIOJIUTEHCKA WM CYO-pEerHOHaHA MOIpyYja.

3a oBe cTyauje U3/BajaHu Cy MUWJIHMOHM J0JNapa, HBUXOBAa M3paja Tpajana je H3y3eTHO
Iyro (70 TpH TOJMHE), a MOKpUBAJEe Cy HEBEPOBAaTHO oOMMHE TutaHcke nepuoae (20 roauna). Y
CA/Jl cy yop3o mocraine u o6aBesne: o1 1962. ronune cBaku rpaj ca uiie of 50.000 craHoBHHKa
MOpao je Ja Mpe3eHTHPa OBAKBY CTY/IH]y KaKo OM Ce YOTIITe MOTao KBAIM(PHKOBATH 3a J00Hjambe
cpencraa u3 @enepanHor Qorzpa 3a myreBe. HapaBHO, TeXHHUKe IpoLEIype H3paje OBaKBHX
CTyAdja Cy BpPEMEHOM IIocTajajie cBe paduHHpaHWje, Ja OM HAMOKOH TNpepaciie y jeaHy
MmehyHapoaHo npuxsaheHy METOAOJIOIH]y IUIaHUpabha pa3Boja caobpahaja. One, MehyTum, gecTo
¢dancudukyjy crBapHocT M Hamehy caoOpahajHe crpareruje koje (GaBopu3yjy NpUBaTHE
ayToMoOuIIe 1 ayTOIyTeBe.

Ibyman n KenBopTr HaBoJe /1a je pU U3payl OBaKBUX CTyAHja yoOHWYajeHo Ja ce ,,Beh
y mo4eTHoj ¢asu... myroama JI'C-oM jeTHOCTaBHO YKIOHE U3 JaJber pa3MaTparmba... U aHalu3a
Oynyhux myroBama 0a3upa UCKJbYYHMBO Ha €KCIAH3HMjH KOpHIINema NMPUBATHUX ayTOMOOWIA W
ypbaHoj popmu koja U3 Tora mpousuiasu. A kKaia oBakpa paciuluHyTa ypOaHa ¢opma Beh jeqHom
yhe y aHanusy, oHia o cBUX BHIOBA jaBHOT rpajckor caodpahaja (JI'C) y 003up jeauHo monasu
(HeedukacHM) CHCTEM jaBHUX IpaJckux ayroOyca.. Ha kpajy, HapaBHO, cieau HEU3O€KHU
3aKJbydaK Oa j€ jeJUHO pelerme - OrpoMaH HHBECTUIMOHH 3aXBaT y M3IPalby TPaACKUX
ayronyreBa“ (Newman and Kenworthy, 1991).

Taxo ce HemuHOBHO ynehe y 3auapanu kpyr. Harny ekcransujy kopuihema MOTOPHHX
BO3MJIA TPAJICKU ayTOITyTEBH HHCY y CTamy Aa 3aJ0BOJBE, jep CHAXXHO MOJACTHUYY HOB aMOp(hHU
ypOaHu pa3Boj y 30HM IUIaHUpaHe/u3rpaljeHe myTHe Mpexe. To ce HajOOJbe BHIM HA MPUMEPY
aMepUUKHX TpajoBa, y KojuMa je OecoMydYHa H3rpajgma Mpexke TPaJCKHX ayToIyTeBa yOp30
JIOBEJIa 70 HEBEPOBATHE MPOCTOPHE €KCIaH3Hje... ITO je (OBPATHO) TeHEPHCAIO BOJYMHHO3HE
caoOpahajHe TokoBe, Na cy (Hajuemhe yOp30 IO caMOM 3aBpLIETKY U3IPajibe) ayTOIyTeBU
MoTHyHO mpe3aryiieHd. Kao “ounrnenHo pememe” 3a oBa orpomHa caoOpahajHa 3aryiiema,
HapaBHO, OJIMax C€ UCIIOCTaBJba TEXHUYKH CABPIICHO HCIPaBaH, JOKYMEHTOBaH M 00Pa3IOkKeH
IIPEUIOT... J1a C€ XMTHO W3rPaJy jOUI BUIIE ayTOITyTeBa... Tume ce popMupa 3auapaHu Kpyr caMmo-
ocTBapyjyher mpopodancTBa o caoOpahajHUM 3aryniemuMa, U3rpagmbU IIyTeBa, eKCTCH3UBHOM
mpemy npearpaba... caoopahajHuM 3aryiiemsuma - 1 jou Opikoj U3rpajbH IMyTeBa.

OBakaB HpO-ayTOMOOMICKH HPHCTYI, HAPAaBHO, HHje OMO KapaKTEpHCTHYaH caMo 3a
CA. Ilyusep capkactuuno mpumehyje: ,Behumna 3actynnumka ayromoOmna wu3z CAJJ
,,BEIIUKOYIIHO” O J1a OBaj ,,ayTOMOOWICKH paj” MPOMIUPU U Ha ocTaTak cBera. OHO WITO je
no0po 3a AMepuKy MOpa, HapaBHO, Outh 100po u 3a cBe ocrane 3emsbe” (Pucher, 1999, ctp.3).

VmpaBo ce CBercka OaHKa JelleHHjaMa 3ajarajia 3a U3rpajmby IPaJCKUX ayToIMyTeBa U
kopuiitherme MOTOpHUX Bo3wia. Kao mro nctuye Bykan Byuuh, mo3HaTu cBeTCKH ekcrepT 3a
[MTaba jaBHOT rpajckor caobpahaja: ,,CBeTcka 6aHKa Iyro je UMaja HelpUjaTes/bCKU CTaB IpeMa
JT'C-y” (Vuchic, 2000). Nako y mocieamux map roJuHa J0JIa3d JI0 JIaTaHOT O/IMp3aBamka OBOT
kiacnyHor npucryna (Gwilliam, 2013), y crynaujama Cetcke OaHke, unak, npeosial)yjy oBu
ycrasbenu, puruaau craBoBu (Ingram and Liu, 1997; Ingram, 1997; Ingram and Liu, 1998;
Ingram and Liu, 1999; World Bank, 2002a, World Bank, 2002b).

baprep uctuue na ce: ,,Beh Tokom 50-Tux u 60-Tux ocehao cHaxkaH (Kako AUPEKTaH, TAKO
U MHJMPEKTaH) yTULAj [IPO-ayTOMOOUICKOT MPUCTYIA IUIAHUpay pa3Boja Ipaickor caodpahaja
1 ypOaHoTr pa3Boja y 3eMJbaMa y pa3Bojy:
1. MHIVPEKTHH yTHIIA] - HA €IUTE MIMPOM CBETA Ja ayTOIyTEeBEe U ayTOMOOMIIE BHJE Kao
jemunu myt y OyayhHoct, kpo3 eHopmuu npectk CAJl u 3anana y UeluHH,
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2. IMPEKTHHU YTHIIA] 3aMaHUX MPO-ayTOMOOUIICKUX HJIEja - KPO3 CIIOJBHO EKOHOMCKY
nomoh 3a U3rpajmy ayTomyTesa, Kao u

3. kpo3 OpojHe caoOpahajHe MpojeKTe U CTyIHje pa3Boja METPOIIOa Hepa3BHjCHOT CBETa
3aIaHUX KOHCYJNTAHCKUX (QUPMH, KOje Cy KOPHCTUIIE IIOTIIYHO HeaJeKBaTHY
METOOJIOTH]Y (CTBOPEHY 3a MOTpede aMepHuKuX rpaaoBa-npearpaha y kojuma napyjy
npuBaTHHU ayroMoOmiy) (Dimitriou, 1992; Kenworthy, 1990a; Kenworthy, 1990b).”

Jla mopen Ceercke OaHke M MHOTeE 3alajiHe KOHCYNTaHTcKe gupme Beh eneHujama
HOJACTUYY METPOIOJie 3eMajba y Pa3BOjy Ha H3rpajiby TIPaHIHO3HE (M 3a BHIIE HApPETHUX
JICIICHUja - afCOJYTHO HEMOTpeOHE) Mpeke TPaJCKUX IMyTeBa BHUCOKe mpomycHe mMohu baprep
BEOMa JKHBOIICHO HIIyCTpyje ciaeaehnM npumepuma:

- First Kuala Lumpur Transportation Study u3 1964. rogune (kojy je u3paauia jeqHa
KOHCyJNTaHTCKa (pUpMa M3 AycTpaimje) Ipeiaaxe U3rpaamy pasyheHe Mpexe IyTeBa, IpH TOM
yomiuTe He pa3marpajyhu kako ce moxe yHanpeautu JI'C. (Jamilah Mohamed, 1992).

- On 1956.-1960. 3anagHu cTpyusaly cy nomMaraiu 1 y uspaau Master Plan for Jakarta,
(dopcupajyhn u3rpaamy rpaHInO3HOT CHCTEMa Kpy:KHUX ayTomyTeBa (Abeyasekere, 1989).

- Uysen je u npumep Greater Bangkok plan -a u3 1960. rogune, npumpemibeH of
cTpaHe amepuukux koHcynTanTckux ¢upmu Litchfield Whiting Bowne and Associates u Adams
Howard and Greeley, xoju npeiaxxe HU Mambe HU BUILIE HErO: 3 MarucTpalHa Kpy:KHa IIyTa OKO
Banrkoka, 2 aprepujcka myTa Kpo3 rpaJicko TKUBO LIEHTPAJIHE 30He, M 38 HOBHX INIABHHX ITyTEBA.
(Poboon, 1997).

- Manila Master Plan u3 1954. ykiby4no je MHOIITBO MpEJJIOra HHTEH3UBHE M3TPAIHE
KOMILIEKCHE MpPEXe PETHOHAHUX M apTePHjCKHX IyTeBa HPETXOJHE aMepHYKe KOJIOHHjalTHEe
agmuuuctpandje (United Nations, 1986, ctp. 20), Koje Ccy KacHHje camMO HHTCH3MBUPAIH
JamaHCKM eKCHEepPTH Yy C€BOjoj cTyauju Manune u3 1970. roaune (mpemnaxyhu, mpu ToM, u
OTrpOMHE WHBECTHIIMjE Y U3TPaiby XKejle3Hnuke nHpactpykrype) (Rimmer, 1986).

Hema, HapaBHO, HUYEr WHXEPEHTHOI CaMHM TEXHHKaMa M MOJeIMMa IITO Ou
Hen30exkHO BoAUIO (haBopH30Bamy ayromyreBa. OBJie ce paay caMo O ojJyKama y Kojy cBpXy he
ce MOJENU KOPUCTUTU. A, Kao WITO je A00po I03HATO, y OBOj Cy 00JAacTH AOMUHUpPANIU
WHKCHEPH KOjU cy (DaBOPU30BAJIM TPAJICKE ayTOIYTERE.

Jenunu 3axteB OMO je Ja ce enMMHUHUIIY caoOpahajHa 3aryliema... JOK pa3BUjame
anTepHaTHBHUX caoOpahajHMX cucTeMa M HamMeHa Kopuihema rpajJicKor 3eMJBHUINTA - JIPYTHM
peyrMa: OpUMEHa KOMIDICKCHOT IPHCTYIIa YCMEPEHOT Ha MHHHMH3UpAame HEIOTPeOHHX
IPaJICKUX MyTOBakbha - HUKa/la HUCY 030MJBHO y3UMaHH y 003Up.

Onp:xuBy ypoaHu pa3Boj

IMouerkoM 80-THX, TOTOBO HAMOPENO Ca jayarmeM TPXKHUIIHOT (yHAaMEHTalIu3Ma |
peneduHUCaBEM COIMjATHE MONUTUKE JApXKaBe OJarocTama, y CBE MDY HPHMEHY Yylasd H
KOHIICNT '0ApXKUBOT pa3Boja’. OBaj KOHIENT MOCTEIIEHO MCTHCKYje TOKOM MPETXO/AHE ACLCHUjE Y
CTPY4HO]j JIUTEPATYpU YecTo kKopuuheHy nojaM 'eKo-pa3Boja’ (MHOIO BUILE YCMEPEHOT Ha HaydHE
MIPUHIIMIIE, HETO Ha MONUTHYKY nonaasbuBoct (Lele, 1991, ctp.29).

KonuenT oapxuor passoja (Oyayhum oumrienaH pesynrar W3BECHHUX HOJIMTHYKHX
KOMIIPOMHCA) Y TEOPUjCKOM CMHCIy HHKaJga HHje JOBEICH 0 (HEKaKBOT) arcoJyTHOT
caBpHIeHCTBa. Mel)yTuM, M3y3eTHy CBEXXHHY M aKTyelTHOCT My Jaje ympaBo MOryhHOCT jpa u3
CBOj€ MNTHYje MEPCIECKTHUBE jaCHO yKa)kKe Ha OrpoMHe, ropyhe riobaiHe mpooieMe... KOju 4ecTo
HOTIIYHO W3MHYy CO(UCTHIMPAHUM, CTPUKTHO TEOPHjCKHM NPUCTYIINMA, TOJUKO CTEPHIHHM U
(oKycHpaHuM Ja o1 ,,APBETA HE BUJIC IIyMY*.

Hajuemhe nurupana neduHunuja OIpXKHUBOI pPaszBoja je: ,,pa3Boj koju omoryhasa
3a]]0BOJbaBamke mocrojehux norpeda, a Aa npu ToM He yrpo3u MoryhHoct Oynyhux reneparuja
Jla 3370BOJbE CBOje morpede u acnupauuje.” IlapagokcanHa Opupoja oOBe MapajurMme je y Tome
IITO, HMAKO >JKECTOKO OCIOpaBaHa - YOpaBo 300T jeOHOCTABHOCTH, M CTOTa IIMPOKE
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WHTEPNPETATUBHOCTH caMe JeQUHHUIIMje - TPEACTaBba M yjenumyjyhy BH3Hjy Koja Jiako
HPUBJIAYU M3Y3ETHO LIAPOJHK, OpPOjaH CKYIl PasHOPOJHUX 3aHMHTEPECOBAHUX yUeCHHKA y nedaTn
(Jacobs, 1999).

MexkManyc uctuue: ,,He xoH(ppoHTHpajyhu ce TUPEKTHO ca Heo-IHOepaau3MoM, OBa
3aBO/IJbMBA HOTA KOHIIENTA '0/JpXKHBOT Pa3Boja' CTBOpHIIA je ehUKacHy, Cjenumbyjyhy NpoTUBTEKY
XEreMOHM3My, IIpoOujajyhu ce Kpo3 IPeTXOAHE UHTENEKTyallHe M MOJIUTUUYKE Oapujepe, U cBe
BHUIIIC TIpey3uMajyhn MHUIMjaTUBY OJ] HEO-IMOepaau3Ma U Beh HaroJsa yrameHor couujainma‘
(McManus, 1996, ctp.51).

Crora, ITurep Xon (2014, ctp.412) Ha Ty Temy jeTko 3amaxa: ,,JeqHa ox “XuT tema”

ypOanux mnaHepa 90-TuX roguHa MOCTaje - KOHLENT OAPXKHUBOI ypOaHOr pasBoja. ~ Hako ce
JTaHAC CBH 3/IyLIHO 3aJIaXYy 32 OBaj KOHIIENT, OCHOBHH MPOOJIEM je Y TOME IIITO HUKO, 3alpaBo, HE
3Ha IITa OH TayHOo 3Ha4yu. Wim, na OyneMo mpeuusHUju, Maja MHOTU LUTUDPA]y AepuHHLNjy
OJIIPXKMBOT Pa3Boja ... HUKOM, y CYIITHHH, HHj€ jaCHO KaKO CE€ OBH MPUHIUIN MOTY NPETOYUTH Y
CBAaKOJHEBHE OJUTyKE CBaKHAAIIET ypOaHOT pa3Boja. [ TaBHM MIJBEBHU Cy MPIIMYHO jaCHH...
- pa3Bujath ypOaHe QopMe Koje cMamyjy MOTpOLIkY €HEepruje M eMmucujy 3arahuBaua;
- (opcupaTH KOHIENT MPUCTYIHOCTH (a HE MOOMJIHOCTH) IpacTUYHO cMamyjyhu motpely 3a
KopuithemeM MOTOPHUX BO3WiIa (ITOCEOHO - MOJCTHIATH TEHIaYehe M KOpHUIIheme OUINKIIA);
- pa3BUjaTu jaBHU Ipajcku caoOpahaj u neKypakupaTu MojeAuHadHO Kopuihewme ayroMobOuna,
- pa3BHMjaTM HOBE BHIOBe caoOpahaja koju 3HaTHO Mame 3aral)yjy JKHBOTHY CpEOUHY H
eKOHOMUYHHje  KOPHCTE CHEpPrHjy OJ MOTOpa ca  yHYTpalllbUM  CaropeBameM;
- pa3BHjaTH IIEHTPE aKTUBHOCTH OKO YBOPHIITA jaBHOT rpajickor caoOpahaja...

MHOro TeXH €0 OBAaKO 3aMUIUBCHOr KOHIIENTa, MehyTHM, IpeAcTaBba YIpaBoO
OCTBapHBamC¢ HAPEAHMX KOpaka - CIpoBoljeme OBUX IMJBEBA y PEaNHH KOHTEKCT ypOaHoT
pasBoja”. (Hall, 2014, ctp. 412)

U nopen (jow mpe 15 roauna) jacHO NeUHUCAHUX IMJbEBA KA0 OCHOBE 32 CHEPIHYHY
riao0aiHy aKIWjy MHOTHX MelyHapOIHHX OpraHuW3anyja, JajleKo OJ TOra Ja CBe Tede JIAKO U
rnatko. Ha npBu mornen Mokaa To M HHje YOUJBMBO, JIM CaM €KOHOMCKH DPa3BOj M IPOLEC
riao6anu3anyje ¢y y olTpoj CyIpPOTHOCTH ¢a KOHLIEITOM OJP>KUBOT Pa3Boja.

IMutep Hec (1999) crora u nocrarsba KIJbY4HO NHUTamkeE: ,,300T Yera ce pa3Boj rpajosa y
semspama OELl/l-a He onBHja y CKJIagy ca NPUHIMINMA OJPXKUBOT pa3BOja, MAKO ce Kao
HAj3HAYajHUjH TIOJIMTHYKU IUJBEBU JAHAC MPOKJIAaMYjy YIpaBO OAPKHUBU DPa3BOj TpagoBa H
OJIpKMBU HUBO MOOUIHOCTH?... Pa3iio3u 3acurypHo Jiexe y 1yOokoj Koau3uju uzMely oxpxxusor
ypOaHoT pa3Boja U caMOT €KOHOMCKOT pa3Boja. OpKUBHU pa3Boj je, HaUMe, BeOMa MpPHUBIIAYaH,
alM HU W3/ajJeKa TOJHMKO 3HayajaH Kao €KOHOMCKM pa3Boj! 3a riio0ain3oBaHy €KOHOMH]Y je
mopact obuMa caoOpahaja (kako Ha PErHOHAJIHUM HUBOY, TAaKO M Ha HHUBOY Ipaja), Y CTBapH,
caMoO CpEICTBO 3a OCTBAPUBAKEC CKOHOMCKOT pa3Boja. MoOWHHM HHTEepecH cy YKJbYYCHU U Y
usrpaamwy caobpahajue unppactpykrype... CBe nmpocTpaHuje npuBaTHe Kyhe M MOCIOBHE 3rpajie
cy, Takohe, BaxkaH €lIEeMEHT €KOHOMCKOI pa3Boja. CBe y cBeMy, 30up H3jaraka 3a caoOpahaj,
CTaHOBAmE, IPEjarbe U OCBETIHEH:E YMHH MTOJIOBHHY YKYITHHX IIPOCEYHHX M3AaTaka foMahuacTaBa
y CkaHauHaBCKUM 3eMJbaMa. JIpyruM peuuma, 3a0KpeT Koju OM BOAUO MamoOj HOTPOLIKU, Tj.
MambHM HM3/IalMa 3a CTaHOBame M caoOpahaj, 3Ha4M0 OM MCTOBPEMEHO U Mamby MOTPAKEBY Y
Ba)XHUM CEKTOpPHUMa €KOHOMHjE”.

OuurnenHo je, 3HauW, Ja Cy OCHOBHHM LIMJbEBH OJPIKHUBOT pasBoja rpagoBa U Ipo-
ayTOMOOMIICKM OpPUjEeHTHCAHOI €KOHOMCKOI pa3Boja y 030MJbHOj Komu3uju. MebhysaBucHoct
KoHIlenTa ypOaHor pa3Boja M caoOpahajHe crpareruje no0Hja TakKO CBE M3OLITPEHH]Y BU3YPY.
Haume, 90-Tux roguHa OpojHa eMIUpUjCKa UCTPaKUBamba yKa3yjy Ha M3y3€THO BHUCOK CTEIEH
Kopenanyje u3Melhy cremeHa MOOMIHOCTH TPaiCKOr CTaHOBHHIITBA W T'YCTHHA HAaceJbeHOCTH
rpagosa. Ilpmmepa pamu, ucTpaxkuBama y Bemmkoj bputannmju otkpuBajy na: ,,... o0HM
caoOpahaja Harjmo pacrte Kaja ryCTHMHE HACEJhEHOCTH TaJHy UCMOJA 15 CTaHOBHHKA IO jEAHOM
XEKTapy; a Harjlo ce CMamyje Kaja T'yCTHHE HaceJbeHOCTH HopacTy u3Haj 50 CTaHOBHHKA MO
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xekrapy ” (Royal Commission on Environmental Pollution, 1994, ctp. 149; World Resources
Institute, UN Governmental Programme and UN Development Programme, 1996, ctp. 19).

Takohe, u tbyman u KenBoptu cy Ha npumepy OpOjHHX CBETCKHX METPOIOJa
eMITHPHjCKH JI0OKa3aly Ja TYCTHHE HaceJbeHOCTH ucron 30 CTaHOBHHKA IO XEKTapy BOJE
M3y3€THO BHCOKOM HHBOY Kopuiihemwa ayromobmina (Newman and Kenworthy, 1996; Barter and
Kenworthy, 1997, ctp. 24) u - uHcucTupajyhu Ha BHUCOKUM IyCTHHaMa HAcE€JbEHOCTU Kao
JjEAMHOM MPABOM HAuyMHY 3a PEIIaBamk-e EHEPreTCKe KpH3e - M3a3BaNIM NPaBy JIaBUHY peaknuja y
HAy4YHO] U CTPYYHO] jaBHOCTU.

HUcto Tako, MehyzaBucHoct ypbaHe ¢opme (TyCTHHA HACEJHEHOCTH) U OPOJHHUX APYrHX
(EKOHOMCKUX, €KOJIOLIKUX U caoOpahajHUX) MHIUKATOPa ce MOXe (Kao IITO Mokasyje Tabena 1)
JIAKO YOUHUTH, M TMOKA3aTH KOjUM MOTYOHHM e(eKTHMa BOJM MPO-ayTOMOOWIICKH THUI ypOaHOT
pa3Boja (Buzmeru: JoBaHoBuh, 2012; JoanoBuh, 2010; JoBanosuh, 2009; JoBaHouh, 2008;
Josanosuh u Bpauapesuh, 2014; Josanosuh u Bpauapesuh, 2012).

Tab6ena 1. ExoHoMcku, npocTopHH, caoOpahajHM M eKOJIOIIKH IOKAa3aTe/bH PAa3JIUYMTHX CBETCKHX
MeTpoIoJia

Hanopeno ca cBe OpojHHjUM EMIIUPHjCKUM HUCTpakMBambUMa Mel)y3aBuCHOCTH ypOaHOT
pa3Boja u rpajackor caoopahaja nocraje, 3Ha4u, CBE OUUIIIEHU]E JIa:
- TIPO-ayTOMOOMJICKH TPHCTYI €KOHOMCKOM pPa3Bojy MHCHUCTHpa Ha ('KO3METHYKUM') TEXHHUYKO-
TEXHOJOMKHM MOOOJbIIAkIMa MepGOPMAHCH ayTOMOOMIa, W3Tpaglbd ayTOIyTeBa, H3Y3eTHO
HUCKHMM TyCTHHaMa HAaceJbeHOCTH, M HarioMm mopacty moowiHoctd (Dunn, 1998; Gordon and
Richardson, 1998); nok ce
- KOHILIENT OJPXKMBOT ypOaHOT pa3Boja 3ajiake 3a 3HATHO KOMMAakTHHUje ypOaHe dopme, Behe
IYCTHHE HACeJbEHOCTH, OATYy4YHU]y OpUjeHTalujy Ha Kopuirheme jaBHOI rpajackor caoOpahaja
(nmemrayewe u Ounmkie) u konuent npucrynHoctd (OECD/ECMT, 1996; World Bank, 1996;
United Nations Centre for Human Settlements (HABITAT), 1996).

Cana hemo y cBemy OBe ApaMaTHYHE KOJHM3HMjE LMJbEBA EKOHOMCKOT (IIpo-
ayTOMOOMIICKOT) M OJPXKUBOT ypOAHOT pa3Boja aHAIM3UPATH DA3IHYATE SKOHOMCKE ACIICKTE
OJIP’KUBOT pa3Boja caoOpahaja y rpagoBuma.

Onp:xuBH pa3Boj rpajackor caodpahaja

bpojuu HeraTuBHM I700anHU e(eKkTH IUCHEP3UBHOI THUIA YpOaHOT pa3Boja,
JIpaMaTHYHOT MOPACTa CTEIICHAa MOTOpHU3allMje U KOpUIhema ayToMOOHIIa, MHOTO Cy YOUJbUBH]H
y CBETIIy KOHIIENITa OAPKHUBOT Pa3Boja.

Bbyman u KenBoptu (1999, ctp.42-47) cBe 0Be HeraTHBHE €(EeKTe MPO-ayTOMOOHIICKE
caoOpahajHe crpareruje CBpCTaBajy y YeTHPH IpyIie: a) €KOJIOMKH, 0) couujanty, 3) KBAIUTET
KHUBOTA, U 4) EKOHOMCKA He-e(DMKACHOCT.

OBy ueTBpTy rpymy (akTopa - EKOHOMCKE He-e(h)UKaCHOCTU — OHU ([aJbe) Pa3BPCTaBajy
Ha:

- TpomrkoBe wuHppacTpykType - OrpOMHH TpOIIKOBH H3IPailke HOBE HH(PPACTPYKType Y
npearpahuMa 0oOMYHO ce 3Ha4YajHO CyOBEHIMOHMINY, A0K je Beh mocrojeha mHppacTpykTypa y
(IpaKTUYHO  OIyCTENIMM) YXHM TpajJCKUM je3rpuMa MeTponoyia 3amaja HeIOBOJEHO
uckopuiheHa.

- TpaHcnopTHE TPOIIKOBE - YKYIHH TpOLIKOBH Kopuithewa ayromobuna sehu cy 3a 30-40% y
onHocy Ha TpomkoBe JI'C-a, u - mTo je moceOHO 3HadajHO - He Mwiahajy WX JUPEKTHH
KOPHCHUIIN.

- 'BpeMeHcKke TpOIIKOBE' — INTO CE METPOIoJe BHIlE Tpylae Aa Hapacrajyha caoOpahajna
3arymema pelle H3rpaJmboM HOBHX MyTeBa, KaKO O IPAafCKH CTAHOBHUIM YIITEIETH JParoreHo
BpeMe, TO BHlIlle Iy0e OUTKY - jep TPOCEYHO BpeMe 3a IyTOBAaWkE Ha 10CA0 CBY/A Y CBETY OCTaje
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MpUOIMKHO UCTO - 30 MUHYTA. JeIHOCTABHO, U3rPaIkbOM HOBE ITyTHE MHPPACTPYKTYpE - KOja ce
00MYHO TIpaBJa 3HAYajHUM yIITeAaMa JoOUjeHnM cKpaliBambeM BpeMEHa MPOBEACHOT y PEBO3Y

- HE MOTy ce OCTBapuUTH OYCKUBAHU Oenedury.
'Pacumambe’ 3emibe - M3rpammoM IMyTeBa M HapKUHTa 3HAYajHO CE CMambyje MOBpIIMHA
o0pauBor 3eMJBHIIITA.

- 'Pacuname' crambenor ¢onma - Ce je Behu nucbamaHc usmely nocrojeher u xesbeHOr
cramOeHor (OHA, Tj. CTBAPHUX cTaMOeHHUX MoTpeda rpaJcKor CTAHOBHHUIITBA.

On MHBecTHLHja y IPAJCKe AyTONyTeBe 10 YIPaB/bakha TPAKHOM

3axspyu okpyriaor crona OECD-a nocsehenor nuramuma caobpahaja cy: ,,Cnopaguunu
JIOCaalliby MOKYIIaju Ja ce UcTpake (DAaKTOpH KOju TeHepuiny caoOpahaj momaswim cy of
HPETHOCTaBKU O JbYICKOM IOHAIIAmY, IPOHCTEKINX U3 MHUKpoekoHoMuje. KoHmenmuje u mepe
caoOpahajHe MOJMTHKE 3aCHOBAaHE HA THUM MpeMHcaMa, HUCY YCIele Ha 3aJ0BoJbaBajyhn HauMH
Ja obyxBaTe HM MOTHUBaLUOHE (akTope KoOju reHepuuly caoOpahajHe aKTUBHOCTH, HUTH
orpaHuueH-a Be3aHa 3a caoOpahajuy unppactpykrypy* (OECD, 1997, ctp.6-7).

Beh je mocrano cacBUM OYHITIETHO Ja OCHOBHE IOCTAaBKE KOHBEHIIMOHAIHOT EKOHOMCKOT
MPUCTYa HEW30e)KHO BOZAE TOTIYHO MOTPEIIHUM 3aKJbydlliMa, jep TMoJia3e Ol Kpajie
npoOIeMaTHYHE TPETIIOCTAaBKE Ja TPAJCKH CTAHOBHUIM MaKCHMH3Hpajy CBOje Ollarocrame Ha
caoOpahajHOM TpXHINTY - MUHHMHU3Upajyjyhul BpeMe M HOBal Koje M3aBajajy 3a caoOpahaj.
OOuYHO ce UCTUYE KAaKO Ce IPajJCKU CTAHOBHUIM Ha caoOpahajHOM TpXKUIUTY HOHALIA]y KpajHbe
palmoHai Ho, uckaszyjyhu cBoje npedepeHirje Tako MTOo Oupajy IPEeBO3HO CPEACTBO Y CKIIaLy ca
€KOHOMCKHM KPHTEPHjyMUMa, KOjU & MOTY IpecTaBUTH cienehom hopmynom:

Ci=M;+V,T;+ VT + Z;
TIIE Cy:
C; = yKyIlHM TPOILIKOBH ITyTOBamba
M; = TpOLIKOBH IYTOBaba NPEBO3HUM CPEICTBOM
V., =Bpeanoct 1 x nmemrauema 1o cranuie JI'C 1 yekama Ha CTAaHUIU
T, = nemauewe 10 cranuie JI'C u yekame Ha CTaHUIU (M3PAXKEHO Y YAaCOBHMA)
V), = BpeIHOCT BpeMEHa MPOBEICHOT Y BO3UITY
Ty = BpeMe NpoBeIeHO Y BO3MITy (M3pakeHO Y 4aCOBUMa)
Z; = BPeJHOCHO BaJIOPHU30BaHO OACYCTBO KOH(Opa M HEIOCTAaTKA IIPUBATHOCTH KaJa Ce YMECTO
ayromoOuia kopuctu JI'C (Z; = 0 3a ayromo0Ou)

M360p npeBO3HOT Cpe/ICTBA, 3HAYH, 3aBHCH O TPOIIKOBa caMor IyToBama (out-of-pocket
money), O TOora KOJUKO 3a IOjeAuMHuA 'Bpeaud' BpeMe, Tj. 1 caT mIpoBeleH Yy IpajicKoM
caoOpahajy, u (YKOJIMKO KOPUCTH jaBHH rpajicku caoOpahaj) - on Tpajarba nemademna 10 CTaHUIEe
JI'C-a, u BpeMeHa YeKkama IPEBO3HOI CPEICTBAa HA CTAHUIHM, Ka0 U CyOjeKTHBHE BPEIHOCHE
nporeHe oxacyctBa komdopa u npusarHoctd (y JI'C-y y omnHocy Ha ayromoOwun) (Frankena,
1979). (Emnupujcka ucTpaxkuBama II0Ka3yjy J1a ce BpeMe IIPOBEJEHO y Nelllayey A0 CTaHUle U
yekamwy Bo3wia JI'C cy0jekTHBHO YMHHU 2-3 TyTa ,,Iy’KHM” O/ BpEMEHAa TPOBEJICHOT Y MPEBO3Y)
(Mc Fadden, 1974).

VY ycnoBuMa maza 1eHa U nopacra Op3uHe mpeBo3a (LITO ¢y JOMUHAHTHE KapaKTePHCTHKE
TpKUIITA rpajackor caobpahaja y nociaeamux 50 roauHa), HopManHo Ou OMI0 ouekuBaTH ja he
IpaJICKi CTAHOBHHIIM MaKCUMH3HMPATH CBOje OJlarocrame - u3zBajajyhul Mambe HOBIA 3a TPajCKU
caobpahaj, unu - npoBojehu Mame BpeMeHa y IIPEBO3Y.

3axaBu je yrBpauo (Zahavi, 1974; Zahavi, 1979; Zahavi, Beckmann and Golob, 1981) na
je IPOCeYHO BpeMe KOje CTAHOBHHUIITBO CBETCKUX METPOIOJa IpoBese y caobpahajy cBynaa ucro
- ¥ U3HOCH NPUOIIKHO jeJjaH yac, JIOK je MpoceyaH yAeO TPaHCIOPTHHX TPOIIKOBA y OyleTy
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nomahuHCTBa (HKcaH - 1 u3HOcH 15%! bpojHa eMmupujcka UCTpaKuBama MOCIEABUX TOANHA
HNOTBpAMIA Cy pe3yinTare 3axaBHjeBUX MCTpakuBama (Manning, 1978; Pederson, 1980; Zahavi
and Ryan, 1980; Neff, 1996). ¥V uecto uutupanoj cryauju SACTRA-e yak ce TBpIU Kako ce
IIPOCEYHO BpeMe IIyToBamba Ha 110cao Huje npomeHuno seh mynux 6 croneha! (SACTRA, 1994).
Tume cMO JOOHIHM CaBPILICHO JIOTUYHO 00jallmbee 300T uera nopact Op3uHe rpajickor
caoOpahaja u man peanHe 1ieHe OCH3WHA TOKOM Tocieamux 40 ToAMHA HUje BOJHMO 3HAYAjHUM
yiuITerama y BpeMEHy, HHTH Tajy TpouikoBa nocBehenux caoOpahajy (mro je HezaoOmiazHa
mpernocraBka cBuUX cost-benefit aHanmmza) - Beh cBe AyXHM TpajiCcKUM IyTOBamUMa H
HEBEPOBATHO] €KCMaH3Wju Kopuinhewma ayromobuna! Tako ce HenzOe:kHO Mopaio nohu 10
3aKJbydKa Jla eKCHaH3Hja KopHuInhema MOTOPHHX BO3MJA, 3alMpaBo, YOIIITE HeMa Kpaja... a
ozatiie je OMO caMo Kopak o0 OTKpuha Kako: ,,...NMOKYIIaj Ja C€ W3rpaJikbOM IyTeBa pPEIIH
npobneM caoOpahajHux 3aryiiema Mopa yHanpen OuTa ocyleH Ha Heycrex, jep mopact oonuma
caoOpahaja nmanexo HajaMmainyje OWJIO KakaB peajHO 3aMHUCIMBH TPOTPaM H3rpajiibe MyTHE
mpexe (Tickell, 1993; Newman and Kenworthy, 1999, ctp.54). HcroBpemeHo, mocraje cBe
OUMIJICAHH]H jeJaH KpPajibe YIeyaTJbuB MapajoKc: MaKo I'PajJCKA CTAHOBHHIIU CBE Op)Ke M CBe
Jlajbe MYTYjy KpO3 TPaAJICKO TKUBO, JIOK C€ IPajioBH MpocTopHO mupe (1 1o 150 kunomerapa), a
caoOpahaj Oyja eKCIOHEHIHjaTHOM OP3UHOM - MPOCEYHO BpeMe MyTOBakbha Ha 10Ca0 OCTAJIO j€ U
JlaJb€ MCTO W M3HOCH TEK HEKHWX TpUAeceTak MHHyTa. [lopacT MOOMIHOCTH, jeITHOCTABHO, HE
omoryhaBa ¥ mopact NMpUCTYNHOCTH. Tako caoOpahaj kora WHIYKyje M3Tpajilba HOBHX MyTeBa
(infrastructure induced traffic) mocraje ¢eHomen koju cnosHaje cBe Behu Opoj BakHHX
caoOpahajuux uncturynuja (SACTRA, 1994), u ctpyumaka (anp. Goodwin, 1994).

Crora je mocineimUX TOAWHA yCJequia 3Ha4yajHa pEIyKIHja W3/Bajama 3a IyTEBE Y
MHOTMM pa3BHjeHMM 3eMJbaMa CBeTa. Tako je, Ha mpumep, y Bennkoj Bpuranuju nocieamux
rojIMHa YCBOjeHa caoOpahajHa MONUTHKA YHjH Cy OCHOBHH IIMJbEBH: IECTUMYIIUCamke caoOpahaja,
OCTBapelkE¢ 3HAYajHUX peayKiuja oOuma moTpeda 3a MPEeBO30M, M CTUMYIHCABE MOHY/AES
KBaJMTEeTHUX caoOpahajuux anrepunaruBa (Tickell, 1993). Hopa cao0Opahajna mnonutHka
oOHaponoBaHa je 1993. ronuHe, 3ajeJJHO ca OAyCTajambeM OJI MHOTMX KOHTPaBEP3HUX ILIaHOBA
usrpajime ayromyresa y bpuranuju. Cienehu kopak 6uo je:

1. maker akara - Koju ce Ha3uBajy PPG 6 - a najy cMmepHHIle Kako Jia ce, Kpo3 U3MEHY

HaMeHe Kopuuihema 3eMJbUILTA, CMabU 00uM caoOpahaja; u

2.PPG 13, koje cy 3abpanuie pa3Boj cBux Oyayhux BenHMKuX, ayTOMOOMIICKH-3aBUCHHUX

TPXKHUX IIEHTapa M3BaH TPAJAUIMOHATHOT IPaJCKOTr je3rpa.

TTorom je ycnemmo m 'Traffic Reduction Strategy Bill' uz 1997. romune, xojuMm ce of
JIOKQJHAX BJIACTH 3aXTeBa Jia pa3BUjy CTpaTerujy cMamema obuma caobpahaja, (a He - Kao
JI0Taaa - Ja caMoO CauuHe CTpaTerwjy ympasibama caoOpahajem). Jeman on mpBuX (CTBapHO
3anamyjyhux) pesynrara oBe HeBuleHe IpecHje Ha NMpoQecUOHANLEe KOjU paje y OpraHuMa
JIOKAJIHUAX BJIACTH OO je aa, kao mro cryauja @una 'yasuna (1994) nokasyje - kajga ce cMambk
KaIaluTeT MyTHE Mpexe - OHla npubimkHo 60% nperxoaHor caobpahaja jeqHOCTaBHO HecTaHe!
(Hamer, 1998).

HecappuieHoCTH TPAHCHOPTHOT TP:KMILTA U PO-ayToMOOMIIcKka cao0pahajua
cTpaTeruja

Hamopezo ca apamMaTH4HO HapacTajyhuM HEraTMBHUM ITIOOATHUM e(eKTHMAa N3a3aBaHIM
€KCIaH3MjOM Kopuilnhema ayToMoOuia, MOCIEABUX TOJIMHA je CBE OYMIJICJAHU]ja HEOCTATHOCT
KOHBECHIIMOHAJIHOT €KOHOMCKOT ITIpHCTymMa: ,,Jako cy Biaje ApxaBa Pa3BHjEHOr CBETA UHHHIIC
HeOpojeHe MOKyIIaje Ja CMHCIEe M CHPOBELYy Y KHBOT CTaTerHjy Koja MMa 3a IiJb Jla CMarbh
3araljeme )KUBOTHE CpeluHe U OpOojHE HeraTUBHE eKCTepHe edekTe rpanckor caobpahaja, Behuna
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OBHX TIOKYyIIaja IOKa3ana ce OmiIo Hee(pMKACHUM WM IOJUTHUYKM HelpuxBaT/buBHM. Hammk
[MjaHIly KOju Oe3yCIeIHO TPaXKh U3ry0JbeHe KibydeBe Oalll 101 YIMYHUM CBETIOM - jep je CByza
OKOJIO Mpak - M Kpearopu caoOpahajHe MOJUTHKY Tpa)ke OArOBOpP HCKJbYYHBO Y CBETIY
€KOHOMCKE TeopHje... AJlH, Kao IITO HAM IPETXOJHA AaHAJIOTHja Cyrepulle, eKOHOMCKA TEOpHja
MOJK/a CTBAPHO HCHjaBa jaCHY CBETJIOCT, alld HEe Oall TaMo TAE ce U3ryOJbeHU KJbYYEBH MOTY
nponahu.” (OECD, 1996, ctp.4)

Tako mocnenmux roauHa cBe Behm Opoj cTymWja OTKpHBa HEBEpOBATaH CTEICH
JqucTop3uja caodpahajaor TpxkumTa. M3 HapemHOT IMpUIilora BUAMMO Ja C€ €KCTEPHH TPOIIKOBH
ayToMoOmIIa y Hajpa3BHjeHUjUM 3eMJbaMa CBeTa mporemkyjy Ha 3.000-4.000 CAJ] $ romumime o
ayromoOwmity. Hujenan ekoHOMCKHM Mozen (Ipou3aniao u3 HeolmbepaaHor npucryna) Mehyrum,
HE y3UMa OBE OTPOMHE €KCTEPHE TPOILIKOBE Yy 003Hp.

Tabena 2. EkcTepHM TPOLIKOBH ayTOMOOMJIA (1aTH Y pa3HUM cTyaujaMa) (Mcka3zanu y US $ roqumme)

Jla GucMo paszjacHunu npoOiieMe Be3aHe 3a HECaBpIICHOCTH caoOpahajHOr TpikuIiTa
MOpaMo ce HMOACeTHTH 0a3MYHMX MOjMOBA U3 EKOHOMCKe TeopHje. Hamme, Tpxxumre koje 106po
(GYHKIMOHHMIIIE HAIUK je T00po M30aKIapeHoj MalllMHU: KOHKYpEHIIMja Tpou3Bohade mojcTuye
Jla 1o0oJblIajy CBOje€ MPOM3BOAE, IOTpolIayyd OMpajy M3 MHOLITBA IPOU3BOJA OHE KOjU UM
HajBHIIE OrOBapajy’, a IEHE Jajy HEOMXOAHEe MH(pOPMALHje O BPEIHOCTH KOjy MOTPOLIAYM
npunajy poou. Ce To, HAPABHO, MOpa PE3yNTHPATH ONTHMAIHHM KOpHIINemeM pecypca u
MaKCHUMaJHUM OnaroctameMm apymtea. To, Takohe, cBuMma naje jeiHake IIAHCE, A CBAaKO ca
aJIeKBaTHUM pPECypCHMa Ha TPXKHUINTY MOXE KOHKYpPHCATH Kao MpoH3Bohay WM MOTpoLIad.
3axBasbyjyhu oBuM OeHeuTHMa, HE YyAM INTO MOCTOjH HapacTajyhu eHTy3Hja3aM 3a yBoheme
TPXKUIIHUX TPUHIIMIIA.

He crBapa, mehyrum, cBako TpxkumTe HaBeaeHe Oenedure. Jla 6u Omno edukacHo u
HEIPUCTPACHO TPXKUIITE MOPA CIICIUTH HEKE OCHOBHE MPHHIIUIIE:

e 1300p. - [ToTpomaun Mopajy umaru Gorat uzdop pode u yciyra.

e Uudpopmanuje. - INoTpomaunma u mpomsBohaunMa Cy HEONXOJHE HPEIH3HE
uH(OpMAIHje 0 pecypcrMa 1 MPOU3BOIUMA.

e  Konkypennuja. - Jla 6u ce nmojcraxiie HHOBalWje ¥ CMambHiIe IeHe pou3Bohaun
ce MOpajy CyOuHUTH ca KOHKypeHLHUjoM. VcroBpemeHo, Mopa WM OUTH
oMoryheHo Ja Ha TpxkuIlTe 'yiaase' M 'M3nase’ 6e3 UKaKBUX OIpaHUYEHA.

e [lene 6a3upaHe Ha TPOUIKOBHMA. - [[O0TpoIIaun MOpajy CHOCHTH TPOILKOBE KOje
y3pokyjy. He Ou cmeno Outm Behux cyOBeHIMja, HM EKCTEPHHUX TPOIIKOBA
(u3y3eB y MOCEOHUM, CTBAPHO OIPABIAHUM YCIOBUMA).

e ExoHOMCKAa HeyTpalHOCT. - JaBHa MHOJIUTHKA (3aKOHH, MOpe3H, CyOBeHHHje,
WHBECTHUIIMOHA TIOJIMTHKA) HEe OU cMena (paBOpHU30BaTH jelHY BPCTYy OM3HHMCA Ha
padyH Ipyror (U3y3eB y IOCEOHNM, CTBAPHO ONPABIAHUM YCIIOBUMA).

Hujenan o1 oBuX NmpuHIMINA ce€, HAPABHO, (HM MUHHMAJIHO) HE MOIITYje HA TPXKHINTY
rpajgckor caobpahaja. Y3muMo 3a npumep MoryhHoct u30o0pa - Tj. OPUHLUN Ja IpajcKu
CTAaHOBHMIIM MOpajy UMaTH 100ap n3bop caobpahajuux anrepuatusa. Cee je Behu Opoj rpagosa-
npearpaha y passujenom cBery (y CAJl u AycTpanuju 1moceOHO) y KOjUMa j€ jaBHH I'PajCKu
caoOpahaj TONMKO TOTHCHYT Jla BHIIE OJ MOJIOBHHE TPaJCKOr CTAHOBHHUINTBA (CTapHjH, JAela,
XCHJMKCIUPAHH, Tj. CBH OHM KOjU IO pPasHAM OCHOBaMa HE MOTY KOPHCTUTH ayTOMOOIT)
MpeJCTaBJbajy, 3alpaBo, OOECHpaB/bCHY 'KacTy' jep Hemajy HM HajMamy MoryhHoct u3bopa.
XTenu TO WM He, OHM CTAIHO 4eKajy Ja MX IPYTH mpeBe3y ayroMoOmioM. OBO je IOCTHUIIIO

> V mamoj amammsu ce u caobpahajHe aKTHBHOCTH, TONYT MENIAYeHha H BOKEE KOIA, CMATPA]y MOTPOLIHKM
nobpuma (consumer goods, engl).
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TakBe pa3Mepe, J1a ce JaHac Ha 3amnajy 4ak 030MJbHO pa3MHILIba O yBohewy MoceOHOTr npeaMeTa
y OCHOBHE ILIKOJI€ KOjU O el AaBao OCHOBHA OO0jallllkbemha O jaBHOM IpajickoM caoOpahajy
(cnruHO Kao kaja ce rpajackoj e y 300 BpTy nokasyjy nomahe ;xuBOTHLE), jep, jeIHOCTABHO,
XKMBE Yy jeIHOM CBETy y KOME jaBHM rpajcku caoOpahaj yommre He nocroju (OECD, 1997,
cTp.22-23).

Moskza OM ce MOrao HaBECTH apryMEHT Ja je y aMEepHYKUM TPaJOoBHMa ayTOMOOWI
uctucHyo JI'C 3axBaspyjyhu nmorpomaukuM npedepeHuujama. Taj apryment, mehytum, yonmre
HE CTOjU — ymIpaBo je uHrepseHuyja Buajge CAJl 6una omrydyjyhu ¢akTop y oBUM Ipolecuma -
JTAJIEKO OJ1 TOra Ja je To 0o caMo 1o norporraykux npedepeniuja (Jopanosuh, 2008).

KoHBeHIMOHAIHA (HEOKIAaCHYHA) TEOpHja IPETIOCTaBba Ja C€ CBH AacCIeKTH
€KOHOMCKHX aKTHBHOCTH NPENU3HO pedIeKTyjy Ha TPXKUIITY KPOo3 eKOHOMCKE HHAUKATOPE, 0K
ce He-TPXKMIIHKU yTuuaju (non-market impacts) HOTIyHO 3aHEMapyjy y AOHOLIEHY €KOHOMCKUX
omyka. Mehytum, ympaBo cy ekctepHu edektu kopuinhema ayroMoOMiIa OrpoMHH (H3HOCE
3.000-4.000 CAl $ rogumme). Crora KOHIENT OJP>KUBOT Pa3Boja MHCHCTHpA Ja CE aHAIU30M
00yxBatu oBa cdepa HecaBpieHOCTH TpxuiiTa (Joanosuh, 2012), Kao ¥ CBU OCTAJIN EKOJIOIIKH
U COLUjalIHU acIeKTH ypOaHOr pa3Boja U cTpaTeruje rpajackor caobpahaja.

U y norneny cyOBeHuuja 3a kopumheme ayromoomsina u JI'C-a gaHac mocToju MHOTO
6utHuX HejacHoha. YecTo ce CBECHO 3aHEMapyje UMIbCHUIIA Ja ce Kopuliheme caoOpahajHe
HHPpaACTPYKType Y ApyMckoM caoOpahajy (mo mpaBuiy) He Haruiahyje TUPEKTHO 0/ KOPHCHUKA,
JIOK KoJ muHCKuX cucrema JI'C-a oBH TpOIIKOBU ayTOMaTcKH ynase y meny. (IIpumepa pamu,
Hariata Kopuiihema rpajIckuxX MmyTeBa y HeHTpaitHoj 30Hu CHHramypa je y Toj MepH jeJJMHCTBECH
cllydaj y cBeTy, Aa cy My nocBeheHu OpojHM Teopujcku pajoBu). Tako ce oBe MpPUKPUBEHE
cyOBeHIMje 3a Kopullhewme ayToMoOWia y rpajackoM caobOpahajy MO MpaBWily MOTIIYHO
3aHeMapyjy, 1ok ce cyosenuujama y JI'C npunaje Benuku (Hajuemrhe gpaMaTHYHO MHTOHUPAH)
3Hauaj. [IpeMa HajHOBHjUM, METOJIOJIOIIKA HEYHNOPEIHUBO 00JbE YTEMEJbEHUM HCTpPaKUBAHUMA,
JlaHac TOJMIIbe CyOBeHLUje y jaBHU rpajcku caobpahaj CAJl-a usHoce Tek 17 munujapau
Jojlapa, JIOK ce BUCHHA YKYNMHHMX CyOBEHIMja 3a Kopuiiheme ayToMoOWiIa Ipolemyje Ha
HEKOJIMKO cToTHHA Muinjapau nonapa (Dellucchi, 1996; Litman, 2000, ctp.46; Litman, 2001).

Takohe, kao mTo JluTMaH ca MpaBOM KCTUYE, HajMamke TpehnHa yKymHOT oOuMa
IOYTHHYKUAX KHJIOMETapa OCTBAPCHUX MOTOPHHM BO3WIMMAa AUPEKTHO HPOUCTHYE YIPABO U3
HaBEJICHUX HECABPIICHOCTH (TPAaHCIIOPTHOT) TPXKHINTA, KOje OTpaHWyYaBa clo0oay uzbopa u
omoryhaBa xopumheme ayroMoOuia MO M3y3eTHO HHCKUM lieHama (Bozauu cHoce Tek 70%
peaHuX TpOUIKOBa Kopuinhewma MyTHe WHPPACTPYKType, Te OM MOpEe3W, TaKCe M HAKHAJe 3a
BO3MJIa MOpAalU Ja IopacTy HajMame 3a 43% Ja MOTIYHO IOKPHUjy CBE HEOIXOAHE TPOLIKOBE -
Ia YaK ¥ BHIIE, Kaja ce y 003up y3My cBH caoOpahajHu TPOIIKOBU KOjH Ta/lajy Ha TEPET JpKaBe,
Kao IITO cy 6e30eHOCT Ha ApyMy, nonunyja u ci.) (Litman, 2000).

Cno0oJHO TpXKUINTE, HAPABHO, MOJpa3yMeBa Jla jaBHA MOJNMTHKA (3aKOHH, IMOPE3H,
cyOBeHIje, HHBECTULIMOHA [IOJMTHKA) HUKAKO He Ou cMela (paBOpHU30BaTH jeHYy BPCTY OU3HHCA
Ha ymTpO npyror. Matepecantro je na cy u CAJl (MOnMuTHKOM jeTHHOT OCH3MHA U TIOPECKOM
HOJIUTUKOM MaKCUMalHOI (aBopu3oBama Inpoaaje u kopumhemwa ayromobuna), u CCCP
(cyoBenumonucamem JI'C-a M Kpajie PECTPUKTHBHOM TOJIMTHKOM Y TMOMNIEAy Kopuiihema
IIPUBATHUX ayroMoOMiIa) AelieHUjaMa (paBOpHU30Balle caMo jelaH BUJ Ipajckor caoOpahaja, mro
j€ IPOTEKIMOHU3aM BEPOBATHO HE3a0€JIekKEH Y EKOHOMCKO] UCTOPH)H.

Pa3Boj ayTomo0mn/icke MHAYCTpHje, IyTHe HH(PACTPYKType U NPUBPEIHH Pa3BOj

Jlo cxopa ommrenpuxBaheHn MUT (IOCEOHO Y aHIJIOCAKCOHCKOM CBeTy) Ouo je na
WHBECTHUIIMjE Y JaBHM TpajJCKu caoOpahaj — yommre HHCY EKOHOMCKH HCIUIATHBE, OK
buHaHCUpame U3rpaamke MyTeBa — 3HaYajHO MOJCTUYE IPUBPEIHU Pa3Boj. PeanHocr je, OapeM y
rpaJoBUMa, MOTIYHO CyNpoTHa. M3riema a ce MUT O €KOHOMCKOM Iporpecy 0a3upaHoM Ha
'ayTOMOOMIICKOM I'pajy' He 3aCHHUBA Ha MOJIE 030MIbHH]0j €EKOHOMCKO] aHAJIU3H.
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Tako ce (0BO Kpajie ouurieqHo) (aBOpH30BamkEe ayTOMOOHMIA y MPOUUIOCTH Hajuelihe
paBAaJIo apryMEHTalljoM Ja je y ayroMoOuickoj u mpatehum uHmycTpujama (IpOU3BOJHA
ropuBa, 4elMKa, CTaKjia, TymMa, U Ipa)eBUHAPCTBO - M3rpajba MyTeBa, UTI.) 3al0CIeH BEIHKU
Opoj Jbynm, y3 MOJATHH apryMeHT Ja WM ayTOMOOWICKY WHIYCTpHjy U H3Tpajmy IyTeBa
KapaKTepHIIe H3y3eTHO BUCOKA MPO(HUTHA CTOIIA.

HajHoBuja ucrtpaxuBama, MehyTum, yHOce BHIIEe cBeTIa W y OBy cdepy. Haume,
MPOU3BOJHM KalalUTeTH ayTOMOOWJICKE HWHIYCTpHje 3a caMO MHap ToauWHa he HaaMalIuTH
riIo6anHy NoTpaxmy 3a ayromoounuma - 3a 30% (Litman and Laube, 2002, ctp.10).

3akspyurin Victoria Transport Policy Instituta y morneny ayromoOuicke u HadTHE
UHIyCTpUje cy joml HeymoJeuBHju: ,,JI ayromoOuicka u HadTHa UHAYCTpUja Cy KaIMTalHO
WHTEH3UBHE (3aIollJbaBajy Manu Opoj pagHMKa), IOK Ce 3HauyajaH JIe0 HEONXOJHUX HHITyTa 3a
IPOU3BOJIbY - YBO3U. (YaK U Kaja ce ayTOMOOWIIU CKIIANajy y 3€MJbH, YBO3€ CE MHOTH JEJIOBU).
Hako cy Mame eKOHOMCKE INTeTe y 3eMJbaMa KoOje NMPOM3BOJE M MOTOpPHA BO3WiIa M HadTy,
u3any 3a oBe pode A0HOCE Mamu OeHe(DUT pErHoHANHOj U HAIlMOHAIHO] eKOHOMUjU 0] BehuHe
ocTaluxX BUAOBa u3Aataka Ha norpoumwy” (Litman and Laube, 2002, ctp.11). Tako je
ayTOMOOMJICKa MHIYCTpHja JaHAaC 3HATHO Mame NpodurabuiHa Hero panuje, a Ouhe To joum u
Mame y OyayhHoctu. [Ipyre npuBpeaHe AEIaTHOCTH MOCTAJE Cy HEYIIOPEAUBO HHTEPECAHTHH]C.

VY cBeTiIy IpeTxojHe aHalM3e jacHO je 300r uera mpolec riobanu3anyje KapaKkTepuile
yOp3aHo oabalMBamke MHOTHX (32 TpaHCHAIMOHAIIHE KOpIIOpaltje ¥ MHAYCTPUjCKU HajMohHHje
3emibe) Beh mpeBaszuheHUX, HEAOBOJBHO MPO(PUTAOUIHUX, ,,[IPJbABUX” IPOU3BOJAHUX LUKIyca —
MOTYT MPOM3BOKHE ayTOMOOWIIA - HA TEPUTOPHUjY 3eMaiba y pa3Bojy. Tako pa3BUjeHE 3eMIbC
yCIeBajy Ja OBHM, 332 FHX HCJOBOJBHO ATPAKTHBHHUM, MPOU3BOJHUM LUKIyCHMa 3HAYajHO
IIPOJY’KE JKUBOTHH BEK, U IIPHU TOM OCBOj€ ¥ HOBA, YaJbeHa TPIKUILTA.

VKOIMKO ce HOJ NaTPOHATOM HAajjaynX CBETCKHX KOMIIaHHMja yOp3aHO HAacTaBU ca
OTBapameM IOTOHA ayTOMOOWIICKE WHAYCTPHje y HEPa3BHjEHUM 3eMJbaMa, TO he MeTporose
CHUPOMAIIHOT CBeTa (Koje ce Beh MOHAKO HEKPUTUYKY YIVIeajy Ha 3anaj) A0JaTHO YyCMEPUTH Ha
kopuiiherme MOTOPHHUX BO3Wia. Y TIIOOAIHHUM pa3Mepama TO BOIU TOTyOHHM e(deKTHMa y
norneny norpoume eHepruje u emucuje CO,, a 0 JoKalIHUM e(peKTUMa U Ja HE TOBOPUMO -
JIOBOJBHO je MmoJiceTuTH ce 'baHrkok-cuHapoma’.

VrpaBo y TOM KOHTEKCTYy BEIHKY 3a0pHHYTOCT CTpydmaka (IOCeOHO OHHX KOju
MPOMOBHIIIY ~KOHIICNIT OJPXHMBOT ypOaHOr pa3Boja) U3a3MBa HAJHOBHja OpHjCHTAIM]ja
MHoroJbynHe Kune Ha ayroMo0uJ1, Kao r1aBHO IpeBo3HO cpenctBo (London, 2002, ctp. 7).

HcroBpemeHo, 1ok je 60-tux nHBectunmje y ayronyrese y CAJl kapakrepucaia Beoma
Bucoka croma nospahaja (0,54), mo 1991. roaune onHa je nama na camo: 0,09 (CBO, 1998).
WuBecTuije y ayTomyTeBe Y pa3BHjeHHM 3eMJbaMa JIOHOCE JaHAC CaMO MapruHaiHe KOPUCTH
(Boarnet, 1997). Haume, unBectuiuje y caobpahajuy UHGPaCTpyKTypy HOJCTHUYY €KOHOMCKHU
pa3Boj jeOMHO KajJa TPaHCIOPTHH TPOIIKOBH MPEACTaBJbajy CTBAPHO OWTAaH orpaHuvaBajyhu
daxrop (Nijkamp and Blaas, 1993; Button, 2010). 1 nox mehyrpaacku caobpahaj jomr y
oapeheHoj Mepu W JIONMPHUHOCH €KOHOMCKOM pa3BOjy, MHBECTHIHMje Y Trpajicku caobOpahaj (y
HPOIINPEHEe W MOJEPHHU3ANN]Y TPAJCKHX ayTOIyTeBa) y Pa3BHjEHHM pPETHOHMMA YOIIITE HE
JIoHOCcH eKoHOMcKe kKopuctu (Dimitrou, 1992, crp.144; Rietveld, 1994, ctp.339). To notephyjy u
pesynratu uctpaxusama SACTRA-e: ,HoBe unBectunuje y caoOpahaj Hemajy 3Hauaja 3a
€KOHOMCKH pa3BOj 3eMJbe Koja Beh mMma J00po pa3BHjeHy HH(PACTPYKTYpY... YMECTO Ha
noBehame KalaluTeTa ITyTHE MpeXke, MOPaMO C€ YCMEPHTH Ha YIpPaBJbame TPAKHBOM (Koje
yksbyuyje toad pricing' 1 (aBopu3oBame ocTaaMx BHUAOBA caoOpahaja) M CTpaTerujy peayKiiuje
caoOpahaja, kpo3 - epukacHuje kopumheme nocrojehux xananurera® (SACTRA, 1999; Litman
and Laube, 2002, ctp.13).

Iocneamux rojuHa jaua U OTpexXibyjyha cro3Haja Aa Cy MHBECTULUjE Y jaBHU caoOpahaj
po(UTOHOCHH]E HETO Y MyTHY UHPpACTpyKTypy. Y 10K Mpo-ayTOMOOMIICKH JIOOU YECTO IUTHUPA
no3Hary crynujy Acuxayepa (Aschauer, 1989) xoja oTkpuBa ma 1 mMunMjapiia MHBECTHPaHUX
CAJI$ y myreBe NOHOCH IOpAcT MPOAYKTHBHOCTH KamuTana mpuBatHor cekropa o 0,24% (u
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YKYIIHH TIOPacT NPOAYKTHBHOCTH CBHX NPOM3BOAHMX (hakTopa mpuBaTHOT cekropa ox 0,27%),
PETKO ce U NOMHILE HOBHja AclxayepoBa CTyAMja y KOjoj j€ OH II0Ka3a0 KaKo ylarama y jaBHU
caoOpahaj (Ha Iyru poK) HEynopeauBo e(pUKACHU]e CTUMYITHILY EKOHOMCKH Pa3Boj O yliarama y
ayromyreBe (Aschauer and Campbell, 1991). J[lo uctux pesynrara mojiase U MHOTM JpYru
ucTpaxxkuBauu, oyt Toxa Jlutmana u tbymana n Kensopruja (Newman and Kenworthy, 1999;
Litman and Laube, 2002).

3akibydak

Jlo ckopa je O6uo ommrenpuxsaheH MUT Jla HHBECTULIMj€ y jaBHU Ipajcku caobpahaj —
YOIIITE HUCY EKOHOMCKHU HMCIUIATHBE, OK OpPHjCHTAllMja Ha pa3BOj ayTOMOOHIICKE HHIYCTPHjE 1
¢buHaHCUpame M3rpale (ayTo)IyTeBa — 3HA4ajHO IIOACTHYY HpuUBpenHU pa3Boj. OBakap je
€KOHOMCKH TPUCTYIl OHO jelaH O]l TVIABHHX y3pOKa KPajEe HEOJPIKHBOT, MPO-ayTOMOOUICKOT
HIPOCTOPHOT THIA ypOAaHOT pa3Boja BeOMa HHUCKHX I'yCTHHA HACEJHEHOCTH. Y CTBApH, JaHac je
ayToMOOWJICKa HMHIyCTpHja Beh IocTana WMCYBHIIE KAalMUTATHO HMHTCH3MBHA M EKOHOMCKH
HEyNOpeJUBO Mambe YHOCHA O] MHOTMX APYruX HMHIYCTpUjcKuX rpaHa (Oyayhu na je rioGanHa
IIPOM3BOIba MOTOPHUX Bo3mia 3a 30% Beha ox moTpaxkme), JOK M3KalM Ha jaBHU caoOpahaj
CTUMYJIATHBHUjE YTHIYy HAa EKOHOMCKH Pa3BOj OJ] M3rpambe ayTomyTeBa. VICTo Tako, MocieImux
rojIMiHa HapacTa U OTpPeXkKmYyjyha Cro3Haja a y pa3BHjeHOM CBETY Bullie oJ TpehuHe TPOIIKOBa
kopuihierba MOTOPHUX BO3MIIA (AUPEKTHO MIIH MHIUPEKTHO) y CTBApH, CyOBEHI[HOHUIIIE APXKABa.
HcroBpemeHo, oBakBa mpo-ayroMoOuicka caoOpahajHa crpareruja HEyMOJbUBO BOJIHM MOTYOHHUM
II00aHUM, PETMOHANTHMM U JIOKAJTHHM EKOJOMIKAM IOCIEAWIaMa: JIPaMaTHYHOM IOPAacTy
norpoiume eHepruje, emucuje CO, U JIOKaJIHUX aepo3araljuBaua, Kao ¥ HArJOM TOPACTy yzena
TPaHCIOPTHHX TPOIIKOBA y OpyTo nomaheM mpou3Boxy METPOIOA.
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