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Abstract

This paper explores tramway-oriented developmenhiwitwo different cultures, France and the Czech
Republic, which nevertheless have significant fescto common with regard to the goal of promotihg modal
share of mass transit from a sustainable developpenspective. Besides the basic urban variables) as
density and mixity, our work attempts to exploreatteristics of pedestrian access to transitostsitiat
neighbourhood scale. The strengths and weaknessesach side and the potential for transfer of “best
practices” are further considered.

Keywords: public transport; tramway; urban design; spatiahning; pedestrian

Résumé

Cette communication s'inscrit dans le champs debéinisme orienté vers le tramway and focalise swxd
contextes culturels différents, dont pourtant lejgex de promouvoir les transports en commun somtneuns
aujourd’hui dans le cadre du développement durableart la densité and mixité fonctionnelle urbainte

travail s'intéresse ici plus particulierement a rybpndir des recherches sur les caractéristiqudadeessibilité

piétonne aux stations du TC a I'échelle de quarties points forts and points faibles de chaqué edisi que
les potentiels de transférabilité des “bonnes guat” pourront étre regardés.

Mots-clé: transport en commun; tramway; urbanisme; aménagemarche a pied
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1. Introduction

The modal shift from the private car to public spart is increasingly presented as one of the rpiltz

sustainable mobility in towns and cities within tfieiropean model”. At the same time, (re)constngthe city

through the organisation of mobility is at the ¢centf current debate on spatial planning. The mebegeld to

which this paper belongs looks at the design o&nrgpaces to optimise public transport demandtla Which,

in many research circles, is often referred totemnsit-oriented development”. Originally basedtlom American
“new urbanism”, the transit-oriented developmentagally seeks to create the conditions for averaigan density
and mixed land use with an emphasis on pedestirangyan areas around public transport statioith, tive aim of
promoting public transport use, and increasingrttoglal share of walking, cycling and other altenesgito the
private car (Cervero 2006, Maupu 2006). On thigesttbwhilst research on land use — representeal ineurban
density and land use diversity — is becoming exterand firmly established, the same does not deeme true

for the different aspects of pedestrian accessbdigtransport. Although “pedestrian-focused urllasign” is

cited in certain works that draw on principles dnisit-oriented development (Cervero & Kockelma®7,9
Dittmar & Ohland 2004), its real effects remairatelely unknown (Forsyth & Krizek 2010), probablgdause
the analyses of these factors are not sufficieciige grained (Stransky 2011). We therefore proposegard

especially some different issues relating to pe@astccessibility, notably in respect of the dis& needed to
reach stations on foot, road safety and comfor, finally, the aesthetics and legibility of thiméraries.

To explore this approach on the ground, we adopbraparative approach between France and the Czech
Republic, two countries that have followed markedifferent trends in the role of public transit rRdamodal
share — in recent decades. The role of public pamsn the Czech Republic, very powerful in theg/slaf the
planned economy, is now in freefall not only agsuit of the economic transition, but also becadsefailure

to relate transport and urban development, andusecthe image of public transport is often veryrp@ucher
1999, Schmeidler 2004). In France, by contrast|dhg dominance of the private car is now beinglehged
through policies that seek to promote public transpreflected in a real “boom” in tramway constian in
many French cities (Larroque 1989, Collective MEDBEL2), a trend that has been probably more saamifi

in France than in other European countries.

The paper begins by explaining the issues relatinghe role of public transport in France and theedh
Republic, in their particular contexts of econonsiogcial and urban development. The second parbgespa list

of urban variables that can be incorporated inéddfvork of an analytical or operational nature,oider to
evaluate how urban spaces are integrated or rthettransit-oriented development concept. Findtlig article
returns to the evaluation of selected French andciCairban spaces, and concludes by comparing the tw
cultures from the perspective of the subject angroposing some possible avenues for future rekearc

2. France and Czech Republic: similar origins, differat evolutions, common challenges

As in most European countries and elsewhere, itpubdic transport — including the tramway — whidgdered

the spread of mechanised mobility within citiescsi cars, rare at the time, remained the preragafithe few
and a symbol of luxury (Laisney & Grillet-Aubert @8). Indeed, it was the tramway that structured and
governed the form and sizes of streets and squhestramway line was the backbone of the transpgtem
and the central framework of mobility within theyc{ibid.). Not only all big cities, both in Frane@d the Czech
Republic, possessed at that time a generally widr¢onnected urban tramway network. By 1910, therse
perhaps 95 networks in France, and around 15 i€#eeh nations (Fournier 2006, Losos & Bouda 1983).

In France, however, this mode of transport wert significant decline from the 1930s onwards. Theval of
the “all car” era led to a contraction in the exigttram network. In the end, only three margineraples
remained: Lille, Saint-Etienne and Marseille, eagth just one remaining line (Larroque 1989). Pered as
obsolete and dated, the tram yielded to motorisstsport and the city was redesigned for the capraclaimed
by George Pompidou. As the economy developed amtlatds of living rose, extensive car ownershipbec
possible, accentuating the role of the car whictor—different reasons (comfort, autonomy...) — beeathe
dominant mode, to the overall detriment of pulbdamsport (Gouin 2007).

In recent decades, however, French public trandfasimade a comeback, associated with the impesadifv
sustainability and other factors (Kyoto ProtocogvwNAthens Charter, Agenda 21, Grenelle, etc.).Altgh the



launch of the Cavaillé Competition in 1973 triggesmmething of resurgence in the image of pubdingport in
France, it has only really made a full comebacthalast 20 years. However, the re-emergence oitey
systems is not as straightforward and is occuinrgjfferent conditions than a century ago. In firgltheir
place today, these transit systems face strong etitigm from the car, a mode of travel to which #rench are
particularly attached (Fournier 2006). So differstnategies have been sought and applied to atisatbmers to
the new tramways. These measures are based aike pasitive image of the tram and on joined-upkimg in
the planning of public transport systems and udErelopment (Gouin 2007, Collective MEDDE 2012).itSo
would be helpful to observe how planning actuadiffacts the concept of “tramway-oriented developthen

Unlike in France, tramway networks in the Czechamest survived even in the era when the “all carlggophy
was in vogue. In keeping with the practices of tthen regime, deliberate policies were implementedrtsure
that public transport should be the dominant methbgersonal mobility (Pucher 1999, Pucher & Buehle
2005). Of course, car use grew, leading to theamghent of certain tram lines (and occasionally levho
networks) by buses, but in most big cities the treontinued to be the backbone of the transportegyst
However, it has to be recognized that, in the cdndé a planned economy and limited individual phasing
power, the use of public transport was in fact monciie a necessity than a choice. Public transpastthe mass
transit system, with no particular attention to sgamyer comfort or overall public transport imagad(). As
paradoxical as it may seem, this transport poliag wot generally associated with urban policiesgdes to
coordinate urban development and transport. Thihately led to a lack of coherence between puéinsport
routes and the location of the residential areas tihey were supposed to serve. This left a legdogften
mediocre pedestrian access to stations, a statffadfs that users had no choice but to accepténabsence of
access to alternative modes. Against this backgrafim powerful political preference for publicrisport, there
were nevertheless some housing estates built ‘&talibly” around the tramway infrastructures, whethese
existed already or were built in parallel, at whvatwill look a little later on.

The change in political regime following the fall the Berlin Wall transformed the situation. Thartsition

from a planned to a market economy, and the shsepin living standards, were accompanied by aifsigimt

decline in public transport (Pucher 1999, Schmeid@04, Pucher & Buehler 2005). Apart from the tcdi,

economic or social reasons that may explain theal&s “catch up with” the developed countries, éxent of
the shift to the private car was also related tacéessible and often mediocre public transport amake

generally, to the decline in the image of publiansport (Kotas 2002). Today, public transport iterof
completely ignored by decision-makers in the plagrof new housing estates.

3. Evaluation of the tramway-oriented development : inclusion of multiple fine-grained urban variables

For investigating of selected urban districts, weppse to classify the main factors, the presendeargensity of
which are likely to influence people’s readinessise public transport, agsban variablesrelating totramway-
oriented developmeninto two main groups, depending on their charaotenelation to the territory. One set
consists of variables about the land use and asgton of urban functions, and the other set cts1s$
variables relating to the qualities of pedestriaceas to tramway stations from their surroundings.

3.1.Variables representing land-use and the organisatiburban functions

3.1.1.Urban density

Density is generally considered as the crucialdiaéh the planning adequate public transport piowis
However, while this effective public transport pigign corresponds to a relatively high degree baardensity,
the ideal levels of density may nevertheless begveed differently from a sustainability perspeetior indeed
from the point of view of residents, for whom alhnigvel of urban density is not always necessaritlesirable
option (Dempsey 2010, Chambefort & Lensel 2011)spite all these differences, there is a consensisme
leading priorities today. First, the phenomenorudfan sprawl needs to be contained — if not stoppetd
future construction confined to existing built-ugeas (Malverti 2000). Second, there is a need ttorndo the
“traditional vocabulary” of urban development, ither words to revive the block and the parcel, all as the
street and the square (Wachter 2003), and alschieve a new kind of complementary relationshipaeen
public and private spaces (Chambefort & Lensel 2011



3.1.2.Functional mix

Beside its positive effects for transit-orientedrelepment, functional mix can also be shown to hatreer
virtues: a city of proximity and short distancesits the need to travel (Wachter 2003), and mixdxdhm space,
which encourages walking, helps to develop soeiations and urban ambience (ibid.). A function&t hrelps
to structure space polycentrically (Lavadinho & §eh2010) and therefore to balance public transpygstems
by generating the bidirectional demand at peak shohat polycentricism encourages. The consensusy tizsd
that it is preferable to correct the excessesmtional zoning and to return to land use diversity

3.1.3.Polycentricism
Polycentricism can be seen as an emerging formoafemm urban space, as well as a fundamental modelty
organisation (Wulfhorst, L’'Hostis & Puccio 2007).

3.2.Variables representing the conditions and qualitépedestrian access to tramway stations

3.2.1.Distance, time and energy needed to cover the soute

The maximum distance that people are theoreticallyly to travel in order to access public transodften
considered to be the crucial variable in plannindplig transit systemsCSN 2009, Van der Poorten 2010).
However, the theoretical (geometrical) distance thedreal (Manhattan) distance can be very differgince the
available network of routes does not usually pre\sttaight-line access, but obliges walkers to nuteurs of
varying lengths (Héran 2011, Leysens 2011, Rich&adnier 2011).

3.2.2.Road safety and pedestrian comfort

This broad aspect is explored in a humber of stydie particular the relation between walking ariteo
transport modes (Collective GART 2000, Collectiveriviont 2002, Collectiv€’ SN 2006); however, we find
much less work on access to public transit. Inkinigg about road safety, we need to focus on thatpaivhere
pedestrian routes intersect with other transpdragtructures. The approach to pedestrian crossingdstraffic
calming measures is of primary importance heremnfFtbe point of view of comfort are considered the
arrangement of different kinds of street furnitare lighting.

3.2.3.Route aesthetics and legibility

Although both aesthetics and legibility can be pared as an aspect of “enjoyment”, only the seccem be
measured objectively, although the urban desigecispf the first can have a greater impact (Tay009,
Timms & Tight 2010). In fact, there have been afitsrio measure the aesthetic qualities of urbaoesghere
are methods for assessing the design of a streén@gE2009), although the subjective dimension rermarucial
(Nasar 1997). Since the focus of this paper isottjective dimension, we will confine ourselves lte guestion
of legibility. The visual characteristics of a spacan stimulate access to the public transporiostatvhich
becomes “a mental landmark to which the user niyuefers when seeking orientation in space” (&tabulos
1993). Along the same lines, the more the statioteasily identifiable, easy to find and accesshia urban
environment, the more attractive and frequentedlitbe” (Sahabana & Mosnat 2002).

The legibility of the station from its environmecén also be presented as a piece of “urban infawniatan
element that can be used for orientation and tk pig the station in its environment. Factors a$ tkind can
then be divided into two types (Zelezny 2013):tlyrsurban information in the literal sense, reprsd by
elements that are directly perceptible and legible&sh as arrows, symbols and other forms of sigraagk
landmarks; and secondly, urban information in tigarbtive sense, where spatial characteristicso(taical,
geometric, dimensional or other) can have an impaaither words, what we are talking about is“tipgality of
a space in terms of how easy it is to decode -ttzm@fore to identify — for the pedestrian walkinghe station”
(Stransky 2011). This notion can be founded in sduwheoretical concepts; the most common is tleerth of
urban composition which deals with the physicablatyof all the components of a space (Kupka 20Thg
elements of urban composition can finally also hdasstood as aesthetic factors (K@kea 2005). To provide
some more concrete examples relating to trans#ted development, we can consider the followirggados:
» urban axes, e.g. avenues and other urban thoraeghfahich lead to the station as a dominant lamkdma

» other visual effects, such as ground markings;Itreel alleyways, lines of street lamps;

* public spaces around the station, which accenitsateban quality;

 street furniture that suggests the appearancesdfam;

» proportions of buildings or public space chosegdoerate a positive gradient leading to the station



4. Tramway-oriented development in France and the CzdcRepublic: realities, possibilities, prospects

Regarding the main groups of variables listed abmesgocus now on certain French and Czech ciiesthe purpose

of comparison, we have chosen four cities, two remting cases in each country, and conversely tmdas
cases between the different countries; the contastesemblance here is in terms of the size of the
agglomeration as well as the role of the tram endity, represented by the size and connectivitthefnetwork,

the modal share of the tram in total public tramspetc. The cities chosen for this purpose areé#&m$ and
Montpellier in France and Liberec and Brno in thee€h Republic.

We will regard the tramway urban relations spealficin collective housing estates which generailyolve the
highest population density among all type of urlm@ighbourhood, and were also constructed “delibérat
around some tramway infrastructures during the r@dreconomy period in Czech countries. For each of
selected cities, firstly, on agglomeration scale, werify how these housing estates are — or are-mgvbally
served by tramway infrastructure. Secondly, on m@ighood scale, we focus on some selected housiates
quarters in order to regard how these are — omate- globally designed, regarding to here propasdn
variables relative to the transit-oriented develeptn

4.1.0rléans

The capital of France’s Centre Region, the cityOoans has a population of 110,000, 370,000 ferttital
conurbation. In historical terms, it is an impottaity with an interconnected tram network datiragkto 1880.
However, this was completely abandoned before #wi®l World War. The Orléans tram system was revive
in 2000 with a single line, and a second line wpsned last year. As regards its route in relatithe town
layout, especially the first Orléans tramway linaswdesigned to serve as many significant urbar fmgats as
possible. This means that access to the tramasively good, but also that there are numerousrsivas and
detours on its route, making it ultimately less coencially competitive in terms of operating speed.

The routes for both of the lines were chosen tuesatso most of the existing housing estates a¢hassity: in

the case of the first line, the districts of Flelgg-Aubrais, Mouillere and la Source thus havaidran density
and also a certain functional mix that favour tbeaept of tram-oriented development. By contrédm,gosition
of the station in certain cases, e.g. in the Métgllhousing estate, is significantly less favowablterms of
access routes. Indeed, the safety and legibilityenfestrian access to the station within that feeighthood are
not very convincing either. In addition, some esdabhave been newly created around the tram statiothon
previously unadopted land. Whilst the featureshef Coligny apartment complex, with the station anblic

space in the middle of the district, match the idédram-oriented development, this is not the ciagethe

Aulnaies district: it is a long walk from the statito the newly created dwellings here, with a nerdf detours,
whereas the land immediately around the statiorbbas converted into a large open-air car parlqa phoice
in terms of urban density. In a neighbouring distrcertain plots around Lorette station are stiimpletely

unadopted, despite the fact that significant detowere made to the tram route in order to servathe
N ; ‘ & T

Fig. 1. Land use around Les Aulnaies (on the &#dion is out of step with the concept of tranentéd development, and
the choice of the tramway route around Loretteesagguestions (source: author on GoogleMaps).



4.2.Montpellier

Capital of the Languedoc-Roussillon region, thg oit Montpellier has a population of 260,000, 54®,8or the
conurbation as a whole. The development of the sgstem began in 1880 and continued until the rDidh2
century, culminating in an interconnected netwofklb dines, subsequently dismantled. Montpellierived the
tramway in 2000 with the opening of two lines; 12 a further two lines have been built, formingemuinely
interconnected network. We included the town of peflier in this research because we were partityukeeen
to talk about the new construction on the land adothe Malbosc, Port Marianne and Pablo Picassmista
which are noteworthy examples of the concept ohiaiented development.

Fig. 2. (a) The design of the Port-Marianne distied (b) the design of the Malbosc district in Mmailier include elements
in harmony with the concept of tram-oriented depatent (source: author on www.serm-montpellier.fr).

These areas have been designed with medium urbesitydeacceptable for residents and efficient fansport
provisionvia a mass transit system. Similarly, there is a figant functional mix through a concentration of
numerous shops and services near the station, vitsielfi is located as close to the middle of thstriit as
possible. At the same time — by contrast with tlredd districts, what is probably explained by thféecent
construction date — all the aspects that favouegti@dn access to the tram are present here: ihareetwork of
access routes offering good overall conditionsadéty, comfort and legibility.

4.3.Liberec

Situated in northern Bohemia and once Czechoslaiskiecond city behind Prague, the town of Liberew
has 100,000 inhabitants. A rich town with a stramdustrial tradition, it began developing its traystem in
1900, achieving a network with several branchelsetac is one of the few Czech towns where thealraf/the

“all car” era led to the suppression of the trarstesn. Here, this process was only partial: a coesstine and

an interurban line were maintained. Paradoxicatlyyas later, in the 1990s when the country waswaid
through the economic transition to a market systesmen this tram system came close to eradication fo
financial reasons. In the end, it held out; a nemntline, designed to serve the city’s largest @mpamt housing
district, is currently under construction.

Fig. 3. The Gagarinova and Vratislavice housingtestin Liberec were built around the existing tiafrastructure and
therefore include elements favourable to tram-deiémlevelopment (source: author on GoogleMaps).



In keeping with the “logic” of the time, severalllestive housing districts were built in the yed%70-1980,
outside the catchment zones of the existing trafmasiructure, very fact the tram system was noermsite
enough to provide provision for all housing nee@s. the other hand, through an integrated urbannpign
strategy, two older apartment housing estatesaifttine, and a recent complex, were built arourdetkisting
tram routes. A detailed examination of these twib districts, Gagarinova and Vratislavice, revealpegts
favourable to the concept of tram-oriented develeptmNot only is there density and functional mithrough a
concentration of shops and services close to #test which is located in the middle of the distr but there
are also factors that facilitate pedestrian act@dke station (or from it). In particular, thereeahortcuts and
urban lighting pedestrians, crossings in immedpatximity to the station and even old neighbourhocaps
posted all along the routes, showing the locatibthe station. By contrast, in the recently builbvd Ruda
district, apart from density, there is no signité# heed for proximity having been included in thenp

4.4.Brno

The capital of South Moravia (a region in the ezfsthe Czech Republic), the country’s second chjaitizr
Prague, the town of Brno has a population of 38D,0this city, of industrial and cultural importanéer
centuries, began developing its tram system af801An extensive network was gradually built otre first
half of the 20th century. Subsequently, this nekwwas retained and developed even during the 1968sp0w
70 km long with good interconnections, forming theckbone of Brno’s urban transport system. Thecjpies
behind the Brno tram system, and the coordinatiith wrban planning, are considered to be the misareced
in the Czech Republic. However, as in Liberec, svV@ousing estates were built in the 1970s out8ideram
system’s catchment zones, and here — by contrétstiierec — despite a network with good connettivi

On the other hand, again as with Liberec, numendder housing estates were built around the exjstiam
lines; thus the districts of Stary Liskovec, BystréSeai, Lesna andReckovice include a number of elements
favourable to the concept of tram-oriented develeptmNot only is there density and functional mithrough a
concentration of shops and services close to dtest which is located in the middle of the distr but there
are also factors that facilitate pedestrian acdesthe station (or from it) — shortcuts, urban tigh for
pedestrians, crossings in the immediate proximitthe station. Especially in the first three distsimentioned,
the tram lane runs right through the middle of digrict, separate from the lanes set aside foerothodes of
transport which, because of the design of the tstretvork, tend to relatively light in these dists.

To fit fully with the concept of tram-oriented déepment, however, these districts in Brno, likeshe- to a
slightly lesser degree — in Liberec, could do viaditer designed public spaces. In most casescintfese have
remained “empty” since the era of the planned engnand are therefore lacking in any form of corhfand
any kind of street furniture) or legibility (the ifmrmity of Central Europe’s big housing estates ifirly well-
known phenomenon). Today, the city has a numbgiasfs for extensions to the tram network, mostheit
designed to serve the old housing estate disthiettshave missed out until now; moreover, the npagference
throughout the town is for electrified modes, ameré are no non-electrified lines operating indbetral area.

Fig. 4. The Bystrc housing estates in Brno were lamdtind the existing tram infrastructure and timetuide elements that
favour tram-oriented development (source: authoGongleMaps).



4.5. Situation analysis of the two cultures in relattortramway-oriented development

Whilst transit-oriented development is now a comrabjective around the world, in the Czech Repuiblis the
housing estates of the planned economy era — ilthe 1970-1980s — which seem closest in their
characteristics to achieving this objective, bytcast with most of the estates of more recent coasbn. These
old districts offer — at least theoretically — tight urban density for a mass transit system. Aaoadvantage is
the short average journey between the districtthadtation — which is generally well placed in teaitre of the
area — by an interconnected network of pedestdates. This network is generally separated fronerotiaffic
and includes planned shortcuts or pedestrian ¢rgssion the other hand, other aspects of thesectisstill
bear the imprint of their time, particularly a ftional mix limited to small day-to-day services askops,
concentrated in the immediate proximity of the iete. There are also clear deficiencies in terms of
landscaping, with hardly any sign of street furrétor elements that might make the space easierderstand.

Indeed, it is for these reasons amongst otherslddimg a social desire to escape from the legddhepast —
that these old housing estate districts risk lodimgir appeal in the eyes of today’s populationweeer,
municipalities are gradually introducing renovatipmojects, starting with the buildings and moving to the
public spaces. So it will be important that thesggrts should include factors that might contribig tramway-
oriented development, in order to stimulate demand prevent the shift to car use that has beemettent
trend. It should be specified that in the two Czeities considered, after a massive shift to theircdhe early
years following the change of political regime, fuliransport has managed to stabilize its positithe urban
transport system. A possibility for the future abube that, through the emphasis on transit-oriented
development, public transport will be able to atd@ack part of the population that currently dptsthe car.

In France, by contrast, transit-oriented developnsenarcely existed at the time the tramway emergead,it is
only now that we see policies favourable to it. léwer, the realities observed on the ground are bitaraus.
Many examples are very stimulating, such as a mamway infrastructure introduced sensitively intaséng
housing estates or districts newly created in peralith the tram infrastructure. Some examples lgws
convincing, such as poorly placed stations in @gstlense districts or new districts developed adostations
without any reference to tram-oriented development.

The recent trend in favour of the tramway, particiyl strong in France, merits a broader look. kt,falthough
the tramways introduced into French cities are gelyedeemed to be “successes” from the point efwbf
attractiveness, effective use of urban public spaantribution to economic development, this vdonibt seem
always to be the case. Indeed, the investmentuntraam systems can sometimes deliver poor retumoisonly
from the purely economic point of view, but alsaénms of sustainability, viewed against the vasipunciples
of sustainable development. For example, thereriskathat instead of a mode of transport thatttven really
needs, the tram might be more like a fashion stat¢mnd a showcase for municipal power. We havednibtat
political statements often dominate the officiadatiurse on the relevance of the tramway in the ehereas
scientific research, in particular on medium-sizedns, has a lower profile. At the same time, iffedent
discussions within the scientific community, we &afound a social-based criticism of the “FrencHesty
tramway”, regarding the relevance of the “city-ti@ay pairing”: because in many cases the netwotkniged
to one or two lines, it ultimately serves only aadimproportion of the total population. Another plem we have
identified relates to “urban renewal” around themway: the tram lanes are often very carefully gie=il and
developed, but with a complete absence of investimehe districts nearby.

However let us return to the question of the “trasnfashion statement”, which is also linked wité ttotion of
the tramway’s image. The positive role it can piayenhancing urban space, along with its attraoggs to
customers, is indeed far from insignificant (Fo602, Hamman 2010). What is the reality of this a8aty
psychological aspect, and can we find a scientificaore precise way of describing it? While theltdnge of
the tram’s image is clearly present in France ()bithe question should be posed also in the CReglublic that
transit’s image tends to be somewhat tarnishedoubt through its association with the old commulggacy.
Conversely, could this positive image in Francebémahe tramway to achieve the role in total tramsp
provision it actually still has in the Czech Repaptlespite its poor image among many users?



5. Conclusion

This paper had two main interrelated objectivesidgelop research in the field of public transpEvelopment
and to look more specifically at two particular ambcultures. Concerning the first one, it emphasike need
for the analysis to take a number of concurrenbfacinto account; however, while this is enoughdb initial,
more global reading of the terrain, it fails to yide the quantitative basis of assessment whichesofrom
looking specifically at the way each aspect of sibariented development has a weighting, which ban
assessed. On this subject, we are currently demgi@method which aims to represent the studysattgaugh
GIS data model (using data both from existing dagab and from terrain collection), and to evalub&m
through GIS analyses, in order to permit a moreatiffe evaluation and comparison of different tesa
Further, some in-depth sociological surveys ofigtias on user individual mobility, as well as cfen attitudes
should be conducted, in order to find out theirfgmences and to explore the effects of tram-orgnte
development on the use of the tram by its potentiahtele. Finally, we propose to include some isginective
surveys, such as investigations with technical depents, directional analyses of the main pedestfiews
close to stations, and the production of mentalgnap

The basic global reading of the French and Czeathitecorresponds to the second objective of thjzep. In the
Czech Republic, in conditions of strong competitioom the car, and after a collapse that followeel ¢thange
of regime, the role of public transport is currgrdtagnant; the concept of transit-oriented devalem has been
almost absent from recent projects. However, celtan provide experience from the past: in theoérdne
planned economy, housing estates were built thaieccose to the concept of tramway-oriented devety;
with the help of certain appropriate modificatiortegse districts still have the potential to meeese
development objectives. Inspiration from recentErestrategies in this field could also be relevantrance,
by contrast, the current drive to encourage tramhyscitizens long accustomed to the advantagekeotar,
could be supported, amongst other things, by theciEzxperience. Apart from numerous very stimugatin
examples, moreover, some of the new French tranpn@jgcts themselves fail to take account more odyedf
the concept of tramway-oriented development.
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