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I.1.  INTRODUCTION

During the last couple of years, apart from working on conventional fields of architecture, the author of this study 
"AAPS Atelier für Architektur ZT GmbH" has been very deeply engaged in establishing a comprehensive approach 
of designing public urban spaces. 

Our office was amongst the first ones in Austria to consequently follow the ideas and principles of "Shared Space", 
and eventually we were chosen to implement the first pilot projects in this field in Austria. 
By now the topic of Public Space Design as an urbanistic strategy is gaining importance not only in requalifying 
urban areas through a holistic redesign of public spaces and new approaches to transport planning, but also 
within the field of traffic engineering and at the level of university research.

As a result of this wide approach towards urban structures in our field of work and projects, our clients, mostly 
the public sector, benefit from a broad spectrum of positive effects such as livability, stimulation of town centers, 
improvement of social and economic urban cohesion as well as environmental and ecological aspects and 
improved traffic safety.

The current requirement of towns and cities to improve the performance of their transport infrastructure by 
putting a strong focus on pedestrians and cyclists can be satisfied by these pioneering approaches and can lead 
to resilient and sustainable long term solutions, especially within urban and conurban contexts.

I.2. DEFINITION OF TASKS

A presentation titled "Shared Space as an Urban Strategy" for the Transport Planning Division of AO Institute 
Stroyproekt lead to the question if this approach could be also a possible strategy for St. Petersburg and 
Leningradskaya Oblast and how this approach could be implemented into the project "Integrated transport plan 
for Leningradskaya Oblast".

The present study provides a general overview over this subject and tries to adapt the concept to the local 
circumstances of designated project areas. Therefore, the specific questions this document is dealing with are:
1. Establishing criteria for the analysis of the Shared Spaces 
2. Describing the approach to the development of Shared Spaces
3. Developing graphic material reflecting Shared Spaces
4. Providing general instructions for pilot areas
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I.3 STRUCTURE OF THE STUDY

As a first step this study outlines the developmental history of public space in Western Europe. It explains the 
current paradigm shift and the presently changing attitude among urban planners and traffic engineers towards 
public spaces as a valuable limited urban resource, as this is directly connected to the emergence of the idea of 
Shared Space (see Chapter II).

Building on this, Chapter III provides a general overview about the topic Shared Space. Furthermore, the chapter 
delivers a definition of the concept and formulates its fundamental principles. The end of this chapter explains 
the goals, purposes and positive effects, which can be achieved by implementing Shared Space projects.

Chapter IV illustrates the operational criteria of Shared Space solutions. It defines its scope of application and 
delivers a rough guideline on how to make a pre-assessment of specific project areas based on settlement struc-
tures, the distribution of urban functions at the site and the importance of public space as a component within 
the local mobility network.
Chapter V provides recommendations for implementation on a more application-oriented level, while providing 
empirical criteria in form of facts and numbers, based on the experiences with these kinds of projects in Western 
Europe.

Eventually, after the methodological approach is clarified, Chapter VI examines the project sites chosen for revi-
sion and provides recommendations and instructions for further development.

INTRODUCTION | OVERVIEW OVER THE STUDY
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"The quality of a city as culture is naturally 
located in the open urban space."
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II.1.  INTRODUCTION

Scientists predict that in 2050, 75% of the world population will live in urban areas. The resulting increased 
requirements towards personal mobility and economic participation as well as each individual´s claims towards 
sojourn, recreation and social interaction will have to be balanced by the public space even more efficiently than 
today. Accordingly, the public space will play an even more important role in facilitating the processes within the 
overall system and within the living environment of the city.
The following chapter briefly deals with the transformation processes of urban public space and tries to identify 
some of the key aspects that have led to the current paradigm shift among the urban planners and transport 
planners of Europe.

The developments of cities in Western Europe and Russia have, for obvious reasons, taken a very different course 
after the end of the second world war. The experiences derived from Western European projects are at times 
not fully applicable to another cultural context. The societal objectives and planning guidelines from the soviet 
era have in many places resulted in urban structures which do not exist in most western European cities (e.g. 
"Microrayons"). Furthermore, Russia takes a unique view of public space and urban surroundings, following her 
own history and experience.

In this context, it is essential to note that the following discussion deals mainly with the transformational 
processes of the public space in Western Europe. This study tries to put the history of the development of the 
idea of Shared Space in the context from which it arose.

INTRODUCTION | A NEW CULTURE OF PUBLIC SPACE

Quote: Bernhard Hue, Documentation of the conference: 
Der öffentliche Raum, Frankfurt am Main, 1999 

Img.01.: Image: Austria´s largest Shared Space  Project  
in Ried, Upper Austria by AAPS
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II.2.  PUBLIC SPACE AS HUMAN HABITAT - 
 MULTIFUNCTIONALITY AND BALANCE

Public space has historically and by its very nature always been multifunctional. It has played an important role 
for the self-conception of any free society since ancient times: It is the undefined space in the center of society, 
the space for the presentation of one self, a place of opportunities and arguments. Since the Socratic era this 
also harbored the idea that public space incorporates the function of truth (or veracity) and enlightenment. The 
public space has been connected to the idea of the direct encounter (of free individuals), of exchange (of goods 
and messages) and of the passage of the foreign (mobility) since antiquity. In this space the necessary events 
(transport, work, trade, supply and disposal, religious rituals) and optional (social) activities of the lingering, 
playing, conversing and contemplation overlap. The extent of optional activities in public space has always been 
an important indicator for the wealth and culture of social life. The main functions (trade, encounter, mobility) 
maintained a finely tuned balance. 

Img.02.: "Children's Games" by Pieter Bruegel the Elder, 1560

Img.03.: Historic Street Life place de la concorde, Paris around 1915
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II.3.  DISEQUILIBRIUM OF PUBLIC SPACE 

This balance of the main functions was disrupted by the economic recovery after the Second World War, the 
accompanying general prosperity and the resulting "car invasion" (Jan Gehl) beginning with the 1950ies. Due 
to the dominance of motorized traffic, the space for many activities steadily decreased and was successively 
displaced from public space. Speed, objective danger, a reduced subjective feeling of safety and acoustic irrita-
tion led to the impoverishment of life in public space. The planning of public space was mainly subordinated to 
functional aspects of motorized traffic and not to the qualities which support and strengthen optional (social) 
activities in public space. 

Nevertheless, a continuously increasing need for mobility of urban dwellers can be observed. The larger and 
denser an urban agglomeration grows, the clearer emerge the limits to the increase of motorized traffic: low 
traffic safety, exceedingly high emissions, declining quality of life, congested road networks, exhausted space 
reserves etc.

Ultimately it becomes increasingly obvious that the developmental patterns of the 20th century with their strong 
focus on the individual motorized mobility fail in large cities, since they were designed for less density, less 
mobility and less cars. It turns out that the MIV (Motorized Individual Traffic) within the urban space requires a 
disproportionate amount of space and thus becomes very inefficient in dense urban agglomerations.

After decades of designing the functionality of roads to efficiently move as many cars as possible, many metrop-
olises all over the world are discovering the advantages of a design that tries to make public space as living 
environment safer and more habitable and to balance the needs of all its users.

Img.04.: Streets of London around 1925

Img.05.: Modern Highway

Public Space: Successive progression from a multifunctional space to a 
monofunctional dominance of motorized traffic

DISEQUILIBRIUM | A NEW CULTURE OF PUBLIC SPACE
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Img.06.: Jan Gehl: Development of Public Life from 1880 to 
Present 
 
Quote: Jan Gehl & Brigittte Svarre, How to study public life, 
Washington DC 2013, P.147

"At the beginning of the 20th century, many activities took place 
in public space by necessity. This was before vans and trucks made 
their way into cities, so goods were transported through the city by 
foot or horse, and most of remaining traffic was pedestrian. Many 
people also used the streets as their workplace. but over the course 
of the 20th century, goods moved inside or over to other forms of 
transport, and city space gradually became an arena for recre-
ational and leisure activities. In this context the quality of public 
space becomes all-important."



17 ATELIER FÜR ARCHITEKTUR
THOMAS PILZ CHRISTOPH  SCHWARZ ZT GMBH

 AA 
PS

II.4.  PUBLIC SPACE AS ("SOFT") LOCATION FACTOR

Currently, the significance of a high-quality public space as an identity-creating element as well as an identifica-
tion feature is being brought into focus again. Within current discourse, there is a broad consensus on its initiating 
role as a component of "flair and atmosphere". The quality of life and the satisfaction of residents (and guests) 
are therefore a direct indicator for the attractiveness of a location. The image of a city is generated primarily from 
the quality of its public spaces. The MIV in this context constitutes a negative influence.

"In the ongoing competition of the cities for inhabitants and businesses, the public space is awarded 
an important role for the public image of a city. As part of the transformation into a service society, 
so-called "soft location factors" are of growing importance. Although the classic "hard location 
factors" like labor supply, market, transport links or infrastructure still play an important role for 
the choice of location for businesses and the workforce, they tend to lose importance in line with 
growing independence from location for businesses, with the trend to ubiquitous availability of these 
factors (at least within large agglomerations) and with the technological advances of information 
and communication technology. The quality of public space and the image of the city, which is in part 
communicated through public spaces, can make a big difference. Public spaces in various forms have 
developed into an important argument for the city marketing, and the quality and attractiveness of 
the inner city depends largely on the quality of its public spaces as well." 

Quote: Christa Reicher | Thomas Kemme, Der öffentliche 
Raum, Berlin 2009, P.22 

PUBLIC SPACE AS ("SOFT") LOCATION FACTOR | A NEW CULTURE OF PUBLIC SPACE
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II.5.  THE POTENTIAL OF A SUCCESSFUL DESIGN: ACTIVATION 
 BY ENHANCING THE SURROUNDINGS

A significant contribution to the stimulation of positive developments can be achieved through the requalification 
of public spaces as a pioneering measure in disadvantaged sites or in areas with high vacancy rates. The close 
interplay of public space with the functions within the surrounding ensemble is obvious. The quality of a location 
can be improved by the deliberate strengthening of synergies in form of an individual focus utilizing existing 
trends. This can be achieved through localized concepts for the functions and the design of these areas, which 
may even activate adjacent vacant properties or whole zones.

"Streets, roads and squares should be [...] the frame of reference for the future development of city centers. 
Their stimulation and their attractive design with changing atmospheric qualities of movement areas, areas 
for sojourning and spaces of differentiated identities are of crucial importance for the appeal of city centers. 
Public space connects the built blocks and quarters to adjacent areas. Its attractiveness is thereby of critical 
importance for the interconnectivity between individual areas." 

Requalification of public space presents itself as an interesting Instrument for the management of urban planning 
processes, especially in connection with the possibility of immediate intervention by the public sector.

There are a number of projects that focus on the improvement of the quality of stay with proven positive economic 
effects on the existing retailers. An improvement of the public space often leads to higher sales in the retail sector 
and can thus foster the revaluation of entire sites or even whole quarters within a city.

"Neglected spaces or spaces with a heavy traffic load can lead to the exodus of functions. The revaluation of 
public spaces, however, can have the opposite effect and contributes to rising valuations of properties." 

In this context is a key criterion for success the multifunctionality, the unrestricted accessibility of public space to 
all people (and ideas) and a balance of functions. These are to date an undisputed high societal value. A free and 
democratic appropriation of space by all user groups should be allowed and promoted, particularly with regard to 
a long-term resilience. Consequently, the creation of an integrative concept for the inclusive adaptation of public 
space for all user groups takes a high priority - especially for often under-represented groups such as families, 
senior citizens, young people, etc.

Quote: Netzwerk Innenstadt NRW, Kurs 
Innenstadt, April 2010, p.15

Quote: Christa Reicher | Thomas Kemme, Der 
öffentliche Raum, Berlin 2009, p.16

POTENTIAL OF A SUCCESSFUL DESIGN | A NEW CULTURE OF PUBLIC SPACE

Img.07.: Shared Space Innercity of St. Johann in Tyrol, 
Requalitfication of the towncenter by AAPS. 
 
Designing for the context: Flair and atmosphere as 
components of an enhanced city identity generating quality 
of stay and touristic surplus value.
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 II.6.  PARADIGM SHIFT

Public space in an urban context is today again increasingly conceived as an environment for living. It has been 
recognized that the public space within dense urban agglomerations is a finite resource. The city of the future 
calls for a resilient plan, suitable to meet the changing future demands an urban habitat has to fulfill. It is time to 
reconsider and redefine familiar practices. It seems outdated to consider streets simply as traffic projects for the 
MIV. Any redesign offers the chance to create added value extending far beyond the simple transport require-
ments. One should always ask how the public of the future could look like!

Another major challenge in the future will be the looming upheaval from an individualized consumer society to a 
jointly cooperative "sharing economy" in which at the moment a changed consumption pattern is emerging. By 
jointly using things of daily and non-everyday needs within the society, the overall consumption will decrease as 
a whole.

The technical innovations of the recent past, such as, for example the comprehensive grid of connectivity for 
smartphones have already influenced mobility behavior in many cities. For the time being, many commercial 
passenger services such as "Uber" have occupied the newly created niches.

The large car manufacturers have for a long time been engaged in the reconstruction of their companies into 
"mobility providers". It is no coincidence that of the major car rental companies in Europe, only one economically 
independent provider, "Sixt/Budget", is left. All the other major players (Europcar, AVIS, Hertz) are already wholly 
owned subsidiaries of large car manufacturers. In total the car manufacturers cover, through their subsidiaries, 
40% of the market segment "car rental".

Daimler AG provides a very good example of this change of the self-understanding of the automobile manu-
facturer's role: The company, headquartered in Stuttgart, Germany, operates the car-sharing venture "Car2go". 
This has been operating since 2014 in cooperation with "Flinkster" of "Deutsche Bahn" (DB). With this model, 
DB can rely on a nearly nationwide network of car-sharing vehicles to offeri to their customers a complementary 
mobility component. Daimler has developed its own mobility app "Moovel" and holds shares in companies such 
as "MyTaxi" or "Flixbus", the largest European long-distance bus operator. It is clear from the internal dynamics 
within the automotive manufacturers that they are striving to adjust to a change in the mobility behavior of their 
customers as well as possible.

Source: http://www.buergerimstaat.de/3_02/anbieter.htm

Source: http://www.sueddeutsche.de/auto/autohersteller-
bauen-mobilitaetsdienste-aus-geteiltes-auto-groesserer-
markt-1.1869247



21 ATELIER FÜR ARCHITEKTUR
THOMAS PILZ CHRISTOPH  SCHWARZ ZT GMBH

 AA 
PS

The new mobility behavior manifests itself as a clear social trend: The future of mobility 
is flexible and multi-modal. 

There are several factors which are likely to accelerate this development even further: the emergence of auton-
omous, driverless cars, the integration of artificial intelligence into things of everyday life and the improved 
possibilities of integrated telematics based on the "Internet of Things".

All this should be considered even today when designing public space for the future, since these developments 
will impact our lives within the life cycle of a road (15 to 30 Years).

Source: https://www.vcoe.at/files/vcoe/uploads/News/
VCOe-Factsheets/2015-03%20Mulitmodale%20Mobilitaet/
VCOe-Factsheet%20Multimodale%20Mobilitaet%20im%20
Trend.pdf

PARADIGM SHIFT | A NEW CULTURE OF PUBLIC SPACE
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Space Occupied by Uses, Modes,  
and People in a Given Area

Analyze the way street designs allocate 
space among di�erent users in order to 
support a variety of activities and modes 
of transportation.
 Consider how the same 3 m x 25 m 
strip can be used for various uses and by 
di�erent numbers of people.

Space Occupied by 50 People 

While a bus needs three times as much 
space as a car, its carrying capacity per 
lane is unrivaled among other on-street 
modes. As land in urban areas becomes 
increasingly scarce, use the space within 
the street most efficiently to serve the 
largest number of people.
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II.7.  NEW SOLUTIONS FOR THE FUTURE

"We use yesterday's standards to design projects today, which will be realized tomorrow and which 
have to meet the requirements of the day after tomorrow." 

The urban dwellers of the future need and demand neighborhoods, where all everyday necessities are within 
reach on foot or on bike. They also call for an efficient integration of their neighborhood into a higher-level, 
transit-oriented mobility network. The capacity of the urban road network can be increased only in a manner that 
supports the urban context and its lifestyles, ensuring a high quality of stay. This can only be achieved by priori-
tizing sustainable forms of mobility: Robust multimodal transport networks are essential for densely populated 
cities, ensuring sustainable future growth without losing too much quality of life and equality of opportunity.

We need to realize, that only the deliberately induced balance of functions of residence, trade and mobility 
within the public space can provide the desired wealth of activities and scope of action. The fact that this cannot 
be achieved by restricting and separating functions is currently increasingly recognized in Europe. The ability to 
foster and support social life is becoming a measure of quality for the new design of public space. The quality of 
public space is, in essence, a social fact that finds expression spatially. The public life of a society is reflected in 
public space. Diversity - based on a "democratic" balance of functions and user groups - is an essential factor for 
the success of an attractive and lively urban organism.

Therefore, the requirements for the design of public space and the demands on its functions will have to be 
matched to the vision of the sustainable city of the 21st century as well as to the collective goals and visions of 
society as whole. This includes physical, social as well as ecological criteria: Societal health and safety; high quality 
of life; equality of opportunity and distributive justice; environmental and economic sustainability.

Img.08.: Space occupied by 50 people
Img.09.: Illustration of how the same 3m x 25m strip can be 
used for various activities and different numbers of people 
Source: Nacto, Global street design guide, NYC 2016, P.71
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6.2  | Comparing Street Users

Comparing the size of and space occupied by di�erent 
street users reveals the advantages of designing streets 
for transit, cycling, and walking. Providing high-quality 
facilities for these spatially efficient, a�ordable, and 
sustainable transportation modes allows the same 
street to accommodate more people. Reducing the 
amount of space devoted to movement and storage 
of private vehicles maximizes the amount of space 
available for other activities that add to the quality of  
the street.

Scale and Size

People and vehicles take up di�erent amounts of space when 
they are moving. Each needs an operational envelope that 
feels comfortable and supports safe movement. While walking 
and cycling use the least amount of space for movement and 
storage, and have the greatest flexibility, the comfort and safety 
of these modes is heavily influenced by the amount of space 
available to them.  

Speed of Movement

Vehicle speed is a key risk factor in road traffic injuries and 
death. High-impact speeds drastically increase the risk of 
severe injury or death in the event of a crash. People moving at 
low speeds have more time to observe the street around them, 
have more reaction time, and have very short reaction distances. 
Street design, human perception and comfort, and the activity 
of other people all impact moving and operating speeds.  

Travel Time and Distance

Understanding how far a person can travel in 10 minutes 
provides a basic measure of the number of destinations easily 
available to them. A person walking in a city center has access 
to many more destinations than a person driving in a low-density 
setting. Planning around 5-, 10-, and 15-minute distances, 
especially for transit stops and neighborhood cycle and walking 
networks, can help inform the potential of a street to become an 
important part of the active transportation network.  

Mass and Vulnerability

Mass plays a very prominent role in the event of a crash. When 
a heavy vehicle collides with a lighter vehicle, the occupants of 
the light vehicle are far more at risk of sustaining severe injury.  
Pedestrians, cyclists, and motorcyclists have the greatest risk 
of severe injury when colliding with a motor vehicle and are 
commonly referred to as vulnerable users. Compared with other 
street users, this group is particularly exposed to injury as they 
are not protected by a vehicle shell.

Designing Streets for People
Comparing Street Users
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25-30 km/h

20 -25 km/h

20 -25 km/h
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4.2 km
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Quote: Fritz Kobi, Lecture "Mobilität für Alle", 2009
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1.7  | Multimodal Streets Serve More People

Multimodal Streets Move  
More People

Multimodal streets move more people. 
Repurposing street space for more 
efficient travel modes increases the total 
street capacity while reducing personal 
motorized vehicles.

This reduces time spent commuting, 
thereby increasing productive time that 
contributes to economic growth. 

Multimodal Streets Support Local 
Businesses

Street projects that improve safety and 
encourage multimodal use have positive 
economic e�ects, such as higher retail 
sales and improved property values. 27 
Moreover, people who walk or cycle often 
spend more at local retail businesses 
than people who come to an area by car, 
underscoring the economic importance 
of o�ering attractive, safe spaces for 
transit riders, pedestrians, and cyclists.

Great street designs move, 
hold, and serve more 
people within the same 
space. 

Streets must be designed to serve 
di�erent modes and provide multiple 
mobility options for its users. 

Multimodal streets o�er people options 
for safe, attractive, and convenient travel 
by foot, by cycle, on transit, as well as in 
motorized vehicles. 

Multimodal streets help to make cities 
more efficient. A reduction of private cars 
on streets has a direct link to reduced 
production of greenhouse gases, related 
to climate change. This shift also helps 
in increasing space for commerce and 
public use, and contributes to a better 
quality of life and economic growth. 

Multimodal Streets are Accessible 
to More People 

A multimodal street network allows 
people to tailor their trip by their 
preferred mode of travel. Multimodal 
streets provide better accessibility to 
locations within the citywide transit and 
cycling networks, which can enhance the 
adjoining neighborhoods and improve 
property values. This can help invite new 
businesses and services to improve the 
overall quality of life.

Multimodal Streets are More 
Environmentally Sustainable

Multimodal streets provide 
infrastructure for sustainable modes like 
walking and cycling, which helps lower 
carbon emissions and improves
overall air quality. 

Defining Streets
Multimodal Streets Serve More People

Mixed  Tra�c With Fr equen t Bus es
1,000 –2,80 0/hour

Pri vate M otor Vehicl es
600–1,600/hour

Two- way Pr otected Bike way
6,500 –7,50 0/hour

Dedi cated  Transi t Lan es
4,000–8,00 0/hour

On- stree t Transit way, Bus Or Rail
10,000 –25,00 0/hour

Side walk
8,000–9,00 0/hour

People capacity of di�erent modes.  
The illustration shows the hourly capacity 
of a 3 m-wide lane (or equivalent width) by 
di�erent modes at peak conditions with 
normal operations. 28 Ranges relate to the type 
of vehicles, traffic signal timing, operation, and 
average occupancy.
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The capacity of car-oriented streets and multimodal streets .  
These two diagrams illustrate the potential capacity of the same street 
space when designed in two di�erent ways. In the first example, the 
majority of the space is allocated to personal motor vehicles, either 
moving or parked. Sidewalks accommodate utility poles, street light 
poles and street furniture narrowing the clear path to less than 3 m, 
which reduces its capacity. 

In the multimodal street, the capacity of the street is increased by a more 
balanced allocation of space between the modes. This redistribution 
of space allows for a variety of non-mobility activities such as seating 
and resting areas, bus stops, as well as trees, planting and other green 
infrastructure strategies. The illustrations show the capacity for a 3-m 
wide lane (or equivalent width) by di�erent mode at peak conditions with 
normal operations.

Car-Oriented Street Multimodal Street

Hourly Capacity of a Car-Oriented Street

 4,500/h   x2  9,000 people/h

 1,100/h   x3  3,300 people/h

 0      x2  0 people/h

Hourly Capacity of a Multimodal Street

 8,000/h   x2  16,000 people/h  

 7,000/h    x1  7,000 people/h

 6,000/h   x1  6,000 people/h

 1,100/h   x1  1,100 people/h

 0    x1  0 people

Total capacity: 30,100 people/h 29
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Traffic Evaporation and Induced 
Demand

Induced Demand.  Travel in a given mode 
increases when it gains advantages in 
comfort, cost, travel time, or perceived 
convenience. Increased vehicle capacity 
on a street or network can result in 
increased vehicle travel, displacing other 
activity and slowing transit.

Traffic Evaporation. In urban areas, 
private vehicle volume decreases when 
road capacity is shifted to transit, cycles, 
and walking. This is known as traffic 
evaporation . Research shows that when 
road capacity is shifted to other modes, 
some vehicle traffic is absorbed by 
parallel routes, but drivers also shift to 
other modes, make trips at other times, 
or shift destinations. It has been shown 
that traffic disappears at a rate of 11%. 6 

Reducing VKT.  To reduce Vehicle 
Kilometers Traveled (VKT), construct 
streets that include dedicated transit 
facilities, comfortable sidewalks, cycle 
facilities, and compact development. 
Dedicated transit facilities help shift 
movement from private vehicles and 
taxis to higher-efficiency collective 
transport, increasing the capacity of the 
street to move people while decreasing 
VKT. 

9.3  | Design Year and Modal Capacity

% of Tra�c 
Diverted to
Collective 
Transportation

% of Tra�c 
Diverted
to Cycling

% of Tra�c 
Diverted
to Other Routes

% of Private 
Motor Vehicle 
Trips Not Taken

Reduced 
Private Motor 
Vehicle Tra�c

Traffic Evaporation. Research shows that when road capacity is shifted to other modes, some 
peak-period traffic disappears from the network. Drivers shift to other modes, make trips at other 
times, or shift destinations.

Design Controls
Design Year and Modal Capacity

Cities must make investments 
that consider the life of major 
infrastructure investment and 
account for anticipated future 
growth and development. Yet, 
traditional traffic forecasting 
substantially overestimates traffic 
growth. Even as trends show 
otherwise, many transportation 
models still assume an upward 
trend in traffic demand, accepting 
more vehicle kilometers traveled as 
inevitable. Instead, cities must link 
design capacity for each mode to the 
desired mode split and activity on a 
street. Capacity should be measured 
based on total person capacity 
rather than vehicle level of service, 
using vehicle capacity to understand 
operational decisions.

Street design should be goal oriented 
and policy driven, with design year 
decisions supporting these goals. City 
transportation policies often prioritize 
walking, cycling, and transit. Many set 
explicit mode share targets to reduce 
dependence on single-occupancy vehicle 
use. Meeting these aggressive goals 
and targets will require a shift in both 
infrastructure investment and travel 
behavior.

Design year is applied to a project 
as the future conditions it should 
accommodate. If increased traffic is 
assumed, a self-fulfilling projection of 
increased traffic will be established. 
Conventional scenarios may also be 
at odds with community goals and 
preferences. For example, a 2% annual 
growth rate in vehicle volume represents 
a doubling of vehicles within 35 years, or 
less than two generations. 5 Most cities 
and neighborhoods cannot a�ord such 
growth.

Modal Capacity and Mode Splits

Appropriate modal capacity helps 
achieve a desired mode split. Build new 
streets in large developments assuming 
that most short trips will be made on foot 
or by cycle, including access to transit.

On existing streets with new 
development, implement operational 
measures that change vehicle 
capacity, such as signal timing or 
lane assignments, only after a new 
development’s traffic impacts are known 
rather than relying on self-fulfilling 
predictions.

Cycle facilities often experience 
substantial growth in use when high-
comfort facilities are provided. Account 
for growth where expected. 

Capacity and Development Review

Development review is a critical 
juncture for street design, when long-
term decisions are made. Use existing 
transit capacity and opportunities for 
increased capacity to determine where 
new development is desirable. Estimate 
the person and freight capacity needed. 
Setting a desired and realistic mode 
split based on transit connectivity 
and proximity to destinations helps 
to determine the facilities needed to 
achieve an equitable modal mix.

The capacity of car-oriented streets and multimodal streets 
These two diagrams illustrate the potential capacity of the 
same street space when designed in two different ways. In 
the first example, the majority of the space is allocated to 
personal motor vehicles, either moving or parked. Sidewalks 
accommodate utility poles, street light poles and street 
furniture narrowing the clear path to less than 3 m, which 
reduces its capacity

Img.10.: Hourly capacity of a car oriented street 
Source: Nacto, Global street design guide, NYC 2016, P.15

Img.12.: Hourly capacity of a multimodal street 
Source: Nacto, Global street design guide, NYC 2016, P.15

Img.11.: Transport capacity of a dedicated 3m lane and potential of modal shift effects 
Source: Nacto, Global street design guide, NYC 2016, P.14+209

In the multimodal street, the capacity of the street is increased 
by a more balanced allocation of space between the modes. 
This redistribution of space allows for a variety of non-mobility 
activities such as seating and resting areas, bus stops, as well 
as trees, planting and other green infrastructure strategies. 
The illustrations show the capacity for a 3-m wide lane (or 
equivalent width) by different mode at peak conditions with 
normal operations.
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Img.13.: Car oriented street 
Source: Nacto, Global street design guide, NYC 2016, P.44+45

STATUS QUO: THE MOST EFFICIENT SOLUTION?
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Img.14.: Multimodal street -  a more efffective spatial distribution 
Source: Nacto, Global street design guide, NYC 2016, P.44+45

WHAT IS POSSIBLE? HIGHER TRANSPORTATION EFFICIENCY AND ENHANCED QUALITY OF STAY!

NEW SOLUTIONS FOR THE FUTURE | A NEW CULTURE OF PUBLIC SPACE
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III.4. GOALS AND EFFECTS
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"Public space is the heart of our society. 
The way we use and design public space 
tells us something about the people and 
the way they live together."

Quote: Hans Monderman, 1947-2008
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III.1.  INTRODUCTION 

In order to take account of the developments set forth in the previous chapter, a large number of new concepts 
have been developed in recent decades, to counteract the dominance of the MIV and to give the public space 
back to functions of residence and social activities by promoting a flexible and multimodal alignment. One of 
the more recent concepts in this context is the idea of "Shared Space". This chapter addresses the consider-
ations, principles, objectives and the impact forming the foundation of the concept of Shared Space. The basis for 
these considerations will in this context be the experiences and evaluations of projects implemented throughout 
Western Europe.

INTRODUCTION | SHARED SPACE - NEW DESIGNS, STRATEGIES AND A NEW CULTURE OF PLANNING

Img.15.: (right side) Early Information sign of a shared 
space area before the official legislative regulation  in each 
country

People reclaiming the streets! 

Img.16.: Dancing int he Streets of Glasgow 
Source: www.designcouncil.org.uk 

Img.17.: Yoga at Times Square 
Source: https://es.paperblog.com/ 
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III.2.  DEFINITION OF "SHARED SPACE"

Shared Space is a new concept for the comprehensive design of public space. Roads, paths and squares are 
construed as a living environment, used and shared equally by all members of society. This living environment 
should be set up and configured in such a way that it becomes a place of human encounter, communication and 
social interaction. This space will (ideally) not be organized by traffic lights, road signs, pedestrian islands and 
other barriers, but by the possibility of communication amongst all users - whether they are drivers, pedestrians, 
cyclists, flaneurs, playing children or just observers. The road users are not separated from one another, but share 
the public space through considerate coexistence. Even motorists blend into these human interactions of pedes-
trians, cyclists and playing children. Shared Space is to be understood as one component of a multimodal mobility 
concept, which, within a suitable urban situation, can improve the quality of stay on one hand and increase the 
performance and efficiency of roads on the other hand.

The concept of Shared Space was developed in the Netherlands around the year 2000 by Hans Mondermann and 
the Shared Space Institute (Drachten, NL) in the course of an EU-project. In Austria, this principle was first tested 
in various pilot projects, before it became a part of traffic regulations in 2013. Since then it has been integrated 
into regulations as "Encounter Zone" - a traffic space, where the road may be used equally by all users of public 
space. Generally, the speed limit is 20km/h, in particular cases a limit of 30km/h is also possible. Parking is 
permitted in designated areas only, stopping (up to 10 minutes) is permitted, as long as the flow of traffic is not 
impeded.
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Img.19.: Sign "Encounter Zone" in SwitzerlandImg.18.: Sign "Encounter Zone" in Austria

Shared Space and  Encounter Zone: Why two terms?  

Shared Space is the term that was forged by Hans Mondermann when for the first time this approach to traffic 
planning was developed. Hence it is widely understood in Europe as a description of the specific concept.

Once each country started to work on the integration of shard space concepts, authorities needed to develop 
a legislative framework in order to integrate these kinds of concept into their official traffic regulations. Thus, 
each country came up with a term that is anchored in their traffic laws and creates legal clarity for implementa-
tions.  The herefore chosen term is the German term "Begegnungszone" which translates to "Encounter Zone" 
in English. 

DEFINITION OF "SHARED SPACE" | SHARED SPACE - NEW DESIGNS, STRATEGIES AND A NEW CULTURE OF PLANNING
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BEST PRACTICE COMMERCIAL AREA
SWITZERLAND, BERN-KÖNIZ, SCHWARZENBURGSTRASSE (2005)

This requalification of a district-center as a Shared Space can very well be considered one of the most influencial 
pioneer-projects in central europe. The formerly declining comercial area is subject to a high traffic flow (average 
daily traffic of 21.000 motor vehicles per day). While the speed limit was lowered from 50 km/h to 30km/h, 
the traffic capacity of the road could be maintained. The public space could be revitalized and the sales of the 
resident shops could be increased. 

The project is characterized by an extensive waiver of traffic lights and signage and areal, barrier-free formation 
with road-bound bollards. A median strip functions as free crossing aid for pedestrians. Although the formal 
regulations in form of signage were reduced, the evaluation proved that 85% of the drivers were respecting the 
speedlimit.

Img.20.: (left side) Central Roundabout in front of the 
Supermarket

Img.21.: (bottom) Siteplan of the distric center showing the 
project extends

BERN-KÖNIZ, SCHWARZENBURGSTRASSE | BEST PRACTICE
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Img.22.: Köniz, Images of the Site before 2004 and after 2005
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Img.23.: Köniz: Images of the Site before 2004 and after 2005

BERN-KÖNIZ, SCHWARZENBURGSTRASSE | BEST PRACTICE
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III.3. SUPERORDINATE PRINCIPLES

• A key factor is the self-explanatory design: Through intensive spatial design of public space, each user is 
aware of the adequate and reasonable behavior in this space, making it possible to largely forgo traffic signs. 
The goal here is avoiding a false sense of safety. The design in combination with the dismantling of signage 
(e.g. removal of signs, road markings, traffic lights, etc.) causes a certain degree of uncertainty of the traffic 
participants, increasing attention and thus objectively enhancing safety.

• The streetscape is not exclusively structured according to aspects of traffic engineering (and according to 
motorized traffic); there is an increasing focus on spatial characteristics (architecture) to promote a respectful 
interaction with each other. Soft mobility and quality of stay are a high priority. The objective is a higher 
multifunctionality in public space. 

• The strict separation of territories in the form of mono-functional area allocations for the different user 
groups is abolished. Instead, a moderate application of the mixing principle is used in the sense of common 
usage of the available space. Without the functional separation, the number of socially motivated actions 
increases (eye contact, courtesy on the road, etc.).

• A participatory planning culture ensures the involvement of all stakeholders and citizens right from the 
beginning of the project. The consideration of the requirements of the population increases the acceptance 
and appreciation of Shared Space projects.
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Img.24.: Table overview: Characteristis and goals of 
encounter zones 
 
Source: Begegnungszonen – eine Werkschau mit 
Empfehlungen für die Realisierung, UVEK, Bern, Oktober 
2013, P.24

Characteristics and goals of encounter zones

Characteristics Goals

Residential Area Increased need for stay in the street area; Provide room to move and play;
Residential or school use; Enable encounters;
Low MIV frequency, max. 100-150 Guarrantee offers to be outdoors;
vehicles per peak hour; Cultural and social integration;
increased protection needs, especially of children; Ensuring safety;
increased need for protection of people with Permeability for motorized traffic;
reduced mobility or sensory perception Conectivity of private outdoor spaces;

Commercial Area close together, various spatially relevant uses Allow free crossing;
with public audience; Strolling and social encounters;
frequent, disperse pedestrian-desire High quality of stay;
relationships overlap; Higher staying time: location advantage for commercial;
Central location; Permeability for motorized traffic;
Generally rather high frequencies; Accessibility for motorized traffic;
medium to dense revival over extended Restoration of the public space - enabling
periods of time (e.g., shopping, gardening of "urban chaos"
or outdoor seating);
All types of traffic have a considerable need for
use of the limited road space;
the various uses have similar importance to 
increased protection needs of people with 
reduced mobility or sensory perception;

SUBORDINATE PRINCIPLES | SHARED SPACE - NEW DESIGNS, STRATEGIES AND A NEW CULTURE OF PLANNING
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III.4. GOALS AND EFFECTS

"Streets, squares and paths are set up as places for people and to make social and interpersonal 
relationships among the users self-evident." 

III.4.1. Road Safety and Reduction of Speed
Strengthening the social life in public space results in a significant improvement of road safety: the vast majority 
of implemented and evaluated Shared Spaces is free of serious accidents. This is even more remarkable because 
many of these completed projects are located on former points with a high accident rate.
The attention increases by removing the functional separation and regulative measures, as well as through the 
slight uncertainty prompted by these measures. This and the lack of clearly perceptible territorial borders trigger 
a significant reduction in speed, which reduces the risk of accidents by a large degree. A redesign will usually be 
accompanied by a clear provision of lower speeds (20km/h or 30km/h).

Img.25.: As a driver´s speed increases, periphal vision narrows severely, 
impacting stopping distance and risk of pedestrian fatality  
 
 
Approximately every 1km/h of increased speed results in a 4-5% increased 
risk of death for pedestrians in case of a crash.  
 
 
Source: Nacto, Global street design guide, NYC 2016, P.207
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Critical Guidance

Do not design streets for speeds higher 
than the posted limit.

Establish the target speed based on 
all users and not just drivers. Develop 
a realistic assessment of the way the 
street is used, and account for the 
immediate context and municipal safety 
goals. Design streets to constructively 
guide driver behavior, discouraging 
speeds above the target speed and 
promoting the safe mixing of multiple 
modes.

Set speed limits at the target speed if 
possible. If statutory speed limits are 
higher than safe urban speeds, set the 
design speed below the speed limit. 
Make speeding uncomfortable through 
design and operational techniques.

Target speeds must, in all circumstances 
and on all streets, allow people to walk 
along and to cross streets without 
substantial risk of being injured by 
vehicles. They must provide drivers with 
adequate time and distance to avoid 
striking pedestrians crossing the street. 

Do not use target speeds of 60 km/h  or 
higher. These speeds endanger safety 
on urban streets and are reserved for 
limited-access highways.

Recommended Guidance

Desired vehicle speed should be 
achieved by choosing street sections 
that encourage safe speeds. Keep the 
total number of through-traffic lanes to 
a minimum. Choose a small radius for 
turns, use signal timing to promote low 
speeds, and apply speed management 
techniques where the street section does 
not prove to be sufficient. See 8.7: Speed 
Management.

Where speeds greater than 40 km/h  are 
allowed create a physical separation 
between vehicles and vulnerable users 
such as pedestrians and cyclists. Parked 
vehicles, built medians, bu�ers, or other 
vertical elements may be used as a 
barrier, though frequent opportunities for 
safe crossing must be provided. These 
should be ideally located at intervals of 
80–100 m, and not more than 200 m. 

Limit the speed di�erential within and 
between modes. If people walk in the 
same space as motorists, use a speed 
of 10–15 km/h . If pedestrians routinely 
cross the street mid-block, away from 
formal crossings, select a target speed 
of 20 km/h  or less. If cyclists are mixed 
with motorists, but pedestrians do not 
share the same space, use a speed of 30 
km/h or less, even at low traffic volumes. 

These speeds are also consistent with 
bus traffic.

Default design speeds based on street 
types or zones can be established as 
a starting point. Above 40 km/h, the 
use of specific engineering action, 
such as signalization and other 
conflict management techniques, is 
recommended to create basic conditions 
for safe use across all modes.

Urban streets can rarely accommodate 
pedestrians and cyclists safely when 
prevailing speeds are 60 km/h or higher. 
If speeds cannot be reduced, high-quality 
walking and cycle facilities should be 
provided at grade, with robust protection 
such as parallel parking, trees, and 
medians. Do not use techniques that 
discourage pedestrian activity and 
destroy or limit the street’s economic 
functions and social activity. 

Foster a safety culture. Publicize and 
regulate the speed limit with signage, 
markings, and public information 
campaigns, and routinely enforce 
the speed limit. Full-time electronic 
enforcement by radar-enabled license 
plate readers or speed cameras and 
moderate fines are more e�ective and 
equitable than manual enforcement with 
high fines.

Every 1 km/h of increased 
speed results in a 4–5% 
increased risk of death in 
case of a crash. Speed on 
urban streets should be 
limited to 40 km/h.

As a driver’s speed increases, peripheral vision narrows severely, impacting stopping distance and 
risk of pedestrian fatality . See 1.5: Safe Streets Save Lives.

Design Controls
Design Speed

Stopping Distance

16-24 km/h

32-40 km/h

48-56 km/h

65+ km/h

7.5 m

2-5%

12 m

10-20%

22 m

50-75%

35 m

+90%
Risk of Pedestrian Fatality 
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Design Speed

Stopping Distance

16-24 km/h

32-40 km/h

48-56 km/h
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2-5%
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10-20%
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+90%
Risk of Pedestrian Fatality 

Quote: Hans Monderman, 1947-2008
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The evaluation of the accident data in the four Encounter Zones under 
consideration, Burgdorf, Biel, Lyss and Einsiedeln, shows a reduction in 
accidents, injuries, serious injuries and property damage. The reduction 
amounts to between 10% and 30% for all the indicators considered. "(...) 
Neither before nor after were there any deaths in the examples examined. 
The number of injured who could be included in the investigation was 20 
(before) and 16 (after).
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Img.26.: (above) overall statistical accident data for four evaluated 
Encounter Zones before with 50km/h (average of at least 5 years) and after 
(average of at least 3 years) the establishment of Encounter Zones with 
Tempo 20 km/h 
 

Img.27.: (below) Average number of Injuries per year 
 
 
Source:Begegnungszonen – eine Werkschau mit Empfehlungen für die 
Realisierung, UVEK, Bern, Oktober 2013, P.70

GOALS AND EFFECTS | SHARED SPACE - NEW DESIGNS, STRATEGIES AND A NEW CULTURE OF PLANNING
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III.4.2. Reduction of Separation Effects and Promotion of Soft Mobility
Lower speeds and an increased level of attention make it safer and easier for pedestrians and cyclists to cross 
roads and squares. By eliminating designated pedestrian crossings, the movements of pedestrians will spread 
more evenly through the available space and correspond more closely to the desire lines. Thus, soft forms of 
mobility become more attractive compared to the MIV. The increased use of soft mobility can be encouraged 
and the modal split will be influenced positively (Modal Shift Effects). The new and fair distribution of social and 
traffic-related functions increases the quality of stay locally and can, through a positive feedback-loop, lead to a 
stimulation of public space.

Img.29.: Seftigenstrasse 1995/1998: Waiting times and number of crossings 
per hour 
 
 
The renovation and redesign has reduced the separation effect, increased 
the safety of pedestrian and bicycle traffic and thus increased the 
attractiveness for slow traffic 
 
 
Source: Gemeinde Köniz, Zufrieden mit der neuen Strasse? Erfolgskontrolle 
Seftigenstrasse Wabern, Köniz, Mai 2000, P.8

Waiting Time (sec.)

(Traffic light control dismissed)

Number of Crossings
in 1 hour
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Gesamtbeurteilung Verkehr

Fragen

In der Bevölkerungsbefragung 2005, 
welche kurz vor dem Verkehrsversuch 
durchgeführt wurde, erhielt das neue 
Betriebskonzept eher schlechte Noten. 
Die Erwartungen, welche die Bevölke-
rung an die Umgestaltung der Köniz-/ 
Schwarzenburgstrasse stellte, wurden 
o�ensichtlich nicht erfüllt. Verglichen 
mit der Zentrumsumgestaltung waren 
die Zufriedenheitswerte relativ tief. 

• Wie hat sich die Zufriedenheit mit 
der Verkehrssituation zwischen 
2005 und 2006 entwickelt?

• Auf welche Akzeptanz stösst die 
Tempo-30-Zone?

• Welche Kritikpunkte bleiben beste-
hen? 

• Welche Wünsche werden an eine 
Weiterentwicklung gestellt?

Change in Satisfaction

Question in the population survey  
(n 2005 = 313-552,  n 2006 = 175-243)

Approval* 
2005

Approval*
2006

Overall improved tra�c situation
for pedestrians

68% 76%

Safe and comfortable footpaths 
were created

69% 69%

Overall improved tra�c situation 
for byciclists

41% 69%

Overall improved tra�c situation
for motorists

26% 56%

Crossing the center by car 
takes less time

21% 41%

Enough parking facilities are available-
in the center

55% 85%

* The answers counting as approval are "very agreeing" and "rather agreeing"

Akzeptanz der Tempo-30-Zone

Die Tempo-30-Zone, welche zu Beginn 
des Verkehrsversuchs grosse Skepsis 
auslöste, geniesst heute eine breite Ak-
zeptanz, wobei die Zustimmung zu den 
einzelnen Fragen bei den Fahrzeuglen-
kenden tiefer ist als bei den anderen 
Verkehrsteilnehmenden. Zu Beginn des 
Verkehrsversuchs waren es vor allem 
die Fahrzeuglenkenden, welche den 
Verzicht auf die Fussgängerstreifen be- 
grüssten. 

0% 20% 40% 60% 80% 100%

Tempo 30 on the center main road improves the �ow of tra�c

The area with Tempo 30 is well recognizable for motorists

T30 on enter-main street improves bicycling safety

i like it - Tempo 30 on center-main street

T30 on Center Main Street improves pedestrian safety

very agreeing rather agreeing less agreeing not agreeing at all

Kritikpunkte − Weiterentwicklung

In einer Fokusgruppe wurde die allge- 
meine Zufriedenheit geteilt, es wurden 
aber auch Kritikpunkte geäussert, wel- 
che die Fahrbahnbegrenzung auf dem 
Bläuackerplatz, dessen nüchterne Ge-
staltung, die Einmündungsverhältnisse 
beim Sonnenweg und die Signalisation 
und Übersichtlichkeit der Tempo-30-Zo- 
ne betre�en. Das Queren bei der Bus-
haltestelle Köniz Zentrum wird trotz 
Verbesserungsmassnahmen als heikel 
erachtet. 

Die Fokusgruppe schlug eine Ausdeh-
nung der Tempo-30-Zone vor.

 

Fazit 

Das neue Betriebskonzept und die  

Tem-po-30-Zone geniessen heute in 

der Könizer Bevölkerung eine hohe 

Akzeptanz.

n 2006 = 210-257

Img.31.: Evaluation of the acceptance within the population 
 
 
The redesign, which caused great skepticism at the beginning 
of the redesign attempt, is today widely accepted 
 
 
Source: Gemeinde Köniz, Zufrieden mit dem neuen Zentrum?, 
Bern, 2007, P.20
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Gesamtbeurteilung Verkehr

Fragen

In der Bevölkerungsbefragung 2005, 
welche kurz vor dem Verkehrsversuch 
durchgeführt wurde, erhielt das neue 
Betriebskonzept eher schlechte Noten. 
Die Erwartungen, welche die Bevölke-
rung an die Umgestaltung der Köniz-/ 
Schwarzenburgstrasse stellte, wurden 
o�ensichtlich nicht erfüllt. Verglichen 
mit der Zentrumsumgestaltung waren 
die Zufriedenheitswerte relativ tief. 

• Wie hat sich die Zufriedenheit mit 
der Verkehrssituation zwischen 
2005 und 2006 entwickelt?

• Auf welche Akzeptanz stösst die 
Tempo-30-Zone?

• Welche Kritikpunkte bleiben beste-
hen? 

• Welche Wünsche werden an eine 
Weiterentwicklung gestellt?

Change in Satisfaction

Question in the population survey  
(n 2005 = 313-552,  n 2006 = 175-243)

Approval* 
2005

Approval*
2006

Overall improved tra�c situation
for pedestrians

68% 76%

Safe and comfortable footpaths 
were created

69% 69%

Overall improved tra�c situation 
for byciclists

41% 69%

Overall improved tra�c situation
for motorists

26% 56%

Crossing the center by car 
takes less time

21% 41%

Enough parking facilities are available-
in the center

55% 85%

* The answers counting as approval are "very agreeing" and "rather agreeing"

Akzeptanz der Tempo-30-Zone

Die Tempo-30-Zone, welche zu Beginn 
des Verkehrsversuchs grosse Skepsis 
auslöste, geniesst heute eine breite Ak-
zeptanz, wobei die Zustimmung zu den 
einzelnen Fragen bei den Fahrzeuglen-
kenden tiefer ist als bei den anderen 
Verkehrsteilnehmenden. Zu Beginn des 
Verkehrsversuchs waren es vor allem 
die Fahrzeuglenkenden, welche den 
Verzicht auf die Fussgängerstreifen be- 
grüssten. 

0% 20% 40% 60% 80% 100%

Tempo 30 on the center main road improves the �ow of tra�c

The area with Tempo 30 is well recognizable for motorists

T30 on enter-main street improves bicycling safety

i like it - Tempo 30 on center-main street

T30 on Center Main Street improves pedestrian safety

very agreeing rather agreeing less agreeing not agreeing at all

Kritikpunkte − Weiterentwicklung

In einer Fokusgruppe wurde die allge- 
meine Zufriedenheit geteilt, es wurden 
aber auch Kritikpunkte geäussert, wel- 
che die Fahrbahnbegrenzung auf dem 
Bläuackerplatz, dessen nüchterne Ge-
staltung, die Einmündungsverhältnisse 
beim Sonnenweg und die Signalisation 
und Übersichtlichkeit der Tempo-30-Zo- 
ne betre�en. Das Queren bei der Bus-
haltestelle Köniz Zentrum wird trotz 
Verbesserungsmassnahmen als heikel 
erachtet. 

Die Fokusgruppe schlug eine Ausdeh-
nung der Tempo-30-Zone vor.

 

Fazit 

Das neue Betriebskonzept und die  

Tem-po-30-Zone geniessen heute in 

der Könizer Bevölkerung eine hohe 

Akzeptanz.

n 2006 = 210-257

Img.30.: Change in satisfaction - progressive approval 
 
 
Overall the satisfaction has improved in general. This is a 
big incentive encouraging the use of forms soft mobility  
 
 

SEPARATION EFFECTS AND SOFT MOBILITY | SHARED SPACE - NEW DESIGNS, STRATEGIES AND A NEW CULTURE OF PLANNING



42

ANALYSIS OF POTENTIALS AND CATALOGUE OF MEASURES SHARED SPACE
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BEST PRACTICE RESIDENTIAL AREA
AUSTRIA, GLEINSTÄTTEN, B 74 - CENTRAL VILLAGE THOROUGHFARE (2009)

The renovation of the B 74 thoroughfare in Gleinstätten, which was required for technical reasons, provided an 
opportunity to design the renovation in the sense of shared space. A public participation process is followed by 
the planning phases for the very first Shared Space pioneer project in Austria. 

The center of the rural village is characterized by a some functions of public relevance and most of all a central 
schoolyard. The previous situation was confusing and therefore marked by a permanent danger to the students. 
The old design led to excessive speeding by mototists and thus the school turned its back on the public space for 
safety reasons. 

The aim was to turn the street space into a public space with qualities for stay and social encounter. A detailed 
evaluation proves the positive effects of the redesign, such as improved quality of stay, identification, speed 
reduction and fewer accidents.

Img.32.: (left side) Aerial View of the central schoolyard which, by the 
change of traffic regime, could be reintegrated into the town-center

Img.33.: (bottom) Siteplan of the thoroughfare B74 
 
Source: AAPS

GLEINSTÄTTEN, B74 | BEST PRACTICE
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Comparison of crossings
Gleinstätten, B74 at Bank
Before 24.09.2009, 09:30-11:30
After    18.06.2009, 09:30-11:30

Crossings in each Segment
above 19
10 - 19
1 - 9

AFTER

BEFORE

Source: Steiermärkische Landesregierung, Shared Space – Vorher-Nachher-Vergleich: Gleinstätten, B 74 Sulmtal Straße, Graz 2010

Img.34.: The redesign enhances pedestrian safety, quality of stay and thus encourages free crossing comparing before (June 2009) and after (August 2009)

Img.36.: (left side) Aerial overview of the project

Img.35.: (above left) School, (right) Bank: The evaluation proves a significant reduction of driving speeds comparing before (June 2009) and after (August 2009)

Comparison of crossings
Gleinstätten, B74 at Schoolyard
Before 24.09.2009, 07:00-09:00
After    18.06.2009, 07:00-09:00

AFTER

BEFORE

Schoolyard Crossings in each Segment
above 99
50 - 99
1 - 49

former regulated crossing
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Img.37.: Gleinstätten: Images of the Site before 2008 and after 2009: a focus on the visibility of public functions as a key factor for public life

GLEINSTÄTTEN, B74 | BEST PRACTICE
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Img.38.: Travel times 2001, 2004 und 2006  
 
Travel times to cross the Center of Köniz has declined, the traffic flow 
became steadier. The results of the impact analysis show a tendency 
towards increasing public transport use and slightly decreasing MIV 
frequencies: The urban environment is beginning to affect mobility behavior.  
 
Source: Gemeinde Köniz, Zufrieden mit dem neuen Zentrum?, Bern, 2007, 
P.15

III.4.3. Harmonized Speeds and Reduced Emissions
Because of the more balanced speeds, the demand for pedestrian crossings and traffic lights decreases. Therefore, 
there is less obligation for motorists to stop. In total, the traffic flow will be smoother, on a lower and more 
harmonious speed level. Delay, acceleration and standstill can be reduced. It has been proven, that although the 
top speeds decreases, the overall travel time through a Shared Space stays the same or often even decreases. 
This general harmonization of the speeds of all movements lead to a verifiable reduction of emissions.

November 2004 
Tempo 50 (Center) with 
dedicated pedestrian crossing

2001 
Tempo 30 regulated 
with traffic lights

Februar 2006 
Tempo 30 (Center)  
with free crossing
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"Shared Space aims to design a public space where residency, traffic and other functions are in 
balance." 

Quote: Hans Monderman, 1947-2008

13

6 fahrverhalten und umweltbelastung

Die Belastungen, die vom motorisierten Verkehr

ausgehen, können sicht-, hör- oder riechbar

sein, manchmal aber sind sie nicht direkt

wahrzunehmen. Sichtbar sind etwa Staus im

Strassenraum oder Anlagen zur Verkehrs-

steuerung. Akustisch unüberhörbar sind Moto-

ren- und Reifengeräusche, riechbar die Auspu�-

gase. Nicht riechbar oder sichtbar sind dagegen

gesundheitsgefährdende Luftschadsto�e wie

Sticksto�dioxid (NO2), Ozon (O3) oder feinste

Schwebeteilchen. Alle diese Ein�üsse sind

u.a. von der Zahl der vorbeifahrenden Motor-

fahrzeuge, ihrer Fahrgeschwindigkeit sowie

von der Art des Verkehrs�usses abhängig: 

Hohe Geschwindigkeiten lassen den motori-

sierten Verkehr bedrohlich erscheinen: Die

Strasse wird zur Gefahrenzone, welche von

den Motorfahrzeugen dominiert wird und nur

an gesicherten Zonen überquerbar sind.

Fliesst der Verkehr ungleichmässig, nimmt der

Verkehrslärm durch Anfahr- und Bremsgeräusche

zu. Beschleunigungen brauchen beträchtlich

mehr Treibsto�: Entsprechend nehmen die

Luftschadsto�e zu.
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1994: Der Fahrverlauf

ist geprägt durch 

viele Stopps und steile

Abbrems- und Be-

schleunigungsmanöver.

1999: Der Fahrverlauf weist relativ viele  

Verlangsamungen, aber dafür keine Stopps auf. Die

Geschwindigkeitsunterschiede über die Gesamtstrecke

sind klein. Der Verkehrs�uss kann als stetig bezeichnet

werden.

•

•

Die vergleichsweise kleinste Belastung für die

Umgebung entsteht also, wenn sich der moto-

risierte Verkehr möglichst gleichmässig auf

tiefem Geschwindigkeitsniveau bewegt («ste-

tiger» Verkehr).

Der Umbau der Seftigenstrasse in Wabern

verfolgte unter anderem den Zweck, durch

bauliche und gestalterische Massnahmen eine

Verstetigung des Verkehrs zu erreichen. Neben

Bauten wie Kreiseln und Mittelstreifen spielen

dabei auch Umgestaltungen des Strassen-

raumes eine nicht zu unterschätzende Rolle:

Stetiges Fahrverhalten ist nicht nur eine Frage

der Technik, es hat auch zu tun mit der Wahr-

nehmung, mit der «Stimmung» im Strassen-

raum. Diese Stimmung ist durchaus auch von

der Gestaltung des Verkehrsraums abhängig. 

Die Stetigkeit des Verkehrsablaufs wurde mit

einem speziell ausgerüsteten Fahrzeug unter-

sucht, welches im Verkehr «mitschwimmt». Es

registriert die jeweils gefahrene Geschwindig-

keit und seine genaue Position auf der unter-

suchten Strasse. 

Durch den Vergleich einer Stichprobe von

Messfahrten vor und nach dem Umbau der

Strasse kann berechnet werden, wie sich die

Zahl der Anhaltemanöver und der Beschleuni-

gungsvorgänge durch den Umbau verändert

hat. Gemessen wurde auch die Stillstands-

zeiten und die mittleren Geschwindigkeiten

zwischen den Stillstandszeiten. Das im Verkehr

«mitschwimmende» Fahrzeug» repräsentiert

das Fahrverhalten des Gesamtverkehrs auf der

Seftigenstrasse recht genau. Die Vorher-Un-

tersuchungen an der Seftigenstrasse fanden

1994, die Nachher-Untersuchungen 1999

statt. Die Wartezeit nach dem Umbau stellt

sicher, dass sich die VerkehrsteilnehmerInnen

ausreichend an die neue Situation gewöhnt

haben.
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Gegenüberstellung zweier typischer Fahrverläufe an der Seftigenstrasse

Img.39.: Comparison of two typical driving patterns on the 
Seftigenstrasse, Köniz 
 
Smoother traffic flow through more harmonious speed 
levels result in consistent travel time 
 
Source: Gemeinde Köniz, Zufrieden mit der neuen Strasse? 
Erfolgskontrolle Seftigenstrasse Wabern,  Köniz, Mai 2000, 
P.13
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6 fahrverhalten und umweltbelastung

Stillstandszeiten

In beiden Fahrrichtungen hat die durch-

schnittliche Stillstandzeit pro Passage deutlich

abgenommen: Statt vorher rund 14 Sekunden

stand das Messfahrzeug nach dem Umbau nur

2 bis 3 Sekunden lang. 

Mittlere Fahrgeschwindigkeit 

und Reisezeit

Die mittlere Fahrgeschwindigkeiten, die zwi-

schen den Stillstandszeiten gemessen wurden

nahmen mit dem Umbau leicht von vorher

rund 31 km/h auf rund 28.5 km/h ab. Die

Reisezeit für die Ortsdurchfahrt nahm eben-

falls leicht von knapp 67 Sekunden auf 64.5

Sekunden ab. Es ergibt sich also die Schluss-

folgerung, dass der motorisierte Verkehr nach

dem Umbau etwas langsamer fährt und zu-

gleich etwas schneller durch das Ortszentrum

gelangt. Diese Situation ist nur scheinbar

widersprüchlich: Die deutlich kleineren Still-

standszeiten sind nicht nur ein Komfortgewinn,

sie verringern die Reisezeit in genügendem

Masse, um die kleineren Fahrgeschwindig-

keiten mehr als nur zu kompensieren.

6.3 Veränderung des Fahrverhaltens und der Umweltsituation

In der folgenden Tabelle sind die wichtigsten Messresultate dargestellt.

Standstilltime (sec.)

Average Driving Speed (km/h)

Traveltime (sec.)

Stopps (Events/Passage)

Deceleration (Events/Passage)

 Status 1999Status 1995

centerbound

13.7

31.2

64.5

0.6

0.4

outbound

14.8

30.8

68.9

1.1

0.8

Average 

14.3

31.0

66.7

—

—

centerbound

2.1

28.9

62.0

0.5

1.2

outbound

3.3

28.2

67.0

1.0

0.7

Average

2.7

28.5

64.5

—

—

Stopps und Verlangsamungen

Vergleicht man die Anzahl der Stopp- und

Beschleunigungsmanöver vor und nach dem

Umbau, ergeben sich je nach Fahrrichtung

verschiedene Ergebnisse.

Stadteinwärts haben Stoppmanöver und Ver-

langsamungen mit anschliessender Beschleu-

nigungen leicht abgenommen.

Stadtauswärts hat die Zahl der Stopps ge-

samthaft leicht abgenommen. Beim Kreisel

Eichholz beobachtet man nach dem Umbau

eine ausgeprägte Zunahme der Verlangsa-

mungen, jedoch eine Abnahme der Stopps und

der Stillstandszeit. 

Im Vergleich zu ähnlichen Umgestaltungen

wie z.B. der Bernstrasse in Zollikofen, sind die

Änderungen des Verkehrs�usses im Fall der

Seftigenstrasse weniger ausgeprägt. Die Un-

tersuchungen der örtlichen Verteilung der

Stopps und Verlangsamungen zeigt, dass dies

in erster Linie auf die Benutzung der gleichen

Fahrspur durch das Tram zurückzuführen ist,

das den Verkehr immer wieder hinter sich

staut. 

Vor der Umgestaltung:

Der Strassenraum wirkt

ausgeräumt und lädt

zu einer schnellen

Fahrweise ein.

•

•

Übersicht über die Veränderungen im Verkehrs�uss

Img.40.: Overview of changes in traffic flow 
 
Source: Gemeinde Köniz, Zufrieden mit der neuen Strasse? 
Erfolgskontrolle Seftigenstrasse Wabern, Köniz, Mai 2000, 
P.14

1994: The driving course is characterized by many stops and steep 
deceleration and acceleration maneuvers.

Reduced average driving speed but less standstill times: Thus, the 
conclusion is that after the conversion the motorized traffic runs a little 
slower and at the same time passes through the center a little faster.

1999: The driving pattern has a lot of slowdowns but no stops. The 
speed differences over the total distance are small. The traffic flow can 
be described as continuous.

HARMONIZED SPEEDS AND REDUCED EMISSIONS | SHARED SPACE - NEW DESIGNS, STRATEGIES AND A NEW CULTURE OF PLANNING
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III.4.4. Indirect Profitability through Increased Quality of Stay
Economic effects are part of the track record of Shared Space as well: many sites saw a significant increase in 
retail sales after the implementation of a Shared Space project. Due to the improved quality of stay, pedestrians 
and cyclists returned to areas they had previously abandoned. With these new and returned walk-in customers, 
the retail sector could profit from local purchase power and could improve its economic situation with these 
enhanced framework conditions.

Img.41.: Evaluation of the attractiveness of the shopping places (Source: 
Representative population surveys in Wabern 1995/1998) 
 
 
Effects of the redesign: a massive increase in attractiveness of place - 
competitive with the shopping centers on the outskirts 
 
 
Source: Gemeinde Köniz, Zufrieden mit der neuen Strasse? Erfolgskontrolle 
Seftigenstrasse Wabern, Köniz, Mai 2000, P.12

Seftigen- 
straße
before 
1995

Seftigen- 
straße
after
1998

Innercity 
Bern

before
1995

Innercity 
Bern
after
1998

Shoppingcenter 
suburban

after
1998

Shoppingcenter 
suburban

before
1995

not good at all rather not good good very good
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Ein Blick auf die Kundschaft

Fragen der Erfolgskontrolle

• Welche Veränderungen zeigen sich  
auf Seiten der Kundinnen und Kun-
den im Könizer Zentrum? 

• Woher kommt die Kundschaft? 
Welche Verkehrsmittel werden für 
den Einkauf genutzt?

• Wie häufig kaufen die Kundinnen 
und Kunden im Zentrum ein, und 
welchen Einkaufsbetrag geben sie 
dabei aus?

Ausstrahlungskraft

Die Anziehungskraft des Könizer Zent-
rums zeigt sich auch in der Frage zur 
Verbesserung der Einkaufssituation: 
Die Einkaufsattraktivität des neuen 
Zentrums wird von den Kundinnen und 
Kunden aus dem Mittel- und Fernbe-
reich besonders positiv beurteilt. 

Etwas kritischer zeigen sich die Mei-
nungen zum Parkplatzangebot im Zen-
trum. In der Bevölkerungsbefragung 
finden nur etwas mehr als die Hälfte 
der befragten Personen, dass es ausrei-
chend Parkplätze hat. Dies obschon die 
Zahl der ö�entlichen Parkplätze von 
210 auf rund 400 erhöht wurde und zu 
jeder Zeit im Zentrum freie Parkplätze 
verfügbar sind – wenn auch nicht im-
mer am direkt gewünschten Ort.

 

Fazit 

Seit der Umgestaltung des  Könizer 

Zentrums hat die Kundschaft aus dem 

Fernbereich, welche in Köniz Grossein-

käufe tätigt, markant zugenommen 

und macht heute über einen Drittel der 

Kundschaft aus. Dieses Segment reist 

nach wie vor zu über zwei Dritteln mit 

dem Auto an.

Herkunft, Verkehrsmittelwahl  
und Einkaufsbetrag

Verschiedene Ergebnisse weisen darauf 
hin, dass das Könizer Zentrum seit der 
Umgestaltung deutlich mehr Kund-
schaft anzieht als zuvor: Der Anteil 
der Kundinnen und Kunden aus dem 
Fernbereich (Wabern, Wangental, obere 
Gemeinde, Schwarzenburg/Längenberg 
etc.) hat deutlich zugenommen, auch 
Kunden aus dem Nah- und Mittelbe-
reich tätigen ihre Lebensmitteleinkäufe 
häufiger im Könizer Zentrum.

Die Verkehrsmittelwahl der Kunden aus 
dem Fernbereich ist mit einem Autoan-
teil von 69% stabil geblieben. Kunden 
aus dem Nahbereich hingegen kauften 
2005 deutlich häufiger zu Fuss ein.

2001 konnte kein Zusammenhang zwi- 
schen dem Einkaufsbetrag und der 
Wahl des Verkehrsmittels festgestellt 
werden: Wer zu Fuss einkaufte, gab pro 
Einkauf zwar weniger Geld aus, kaufte 
aber häufiger ein. Von 2001 bis 2005 
ist zum einen der vergleichbare mittle-
re Einkaufsbetrag deutlich von 36 auf 
52 Franken gestiegen.  Zum anderen ist 
der Einkaufsbetrag der Autokundinnen 
und -kunden überproportional um über 
die Hälfte gewachsen. Das Könizer 
Zentrum konnte demnach seine At-
traktivität für Grosseinkäufe deutlich 
steigern.

Mittlerer Einkaufsbetrag 2001 und 2005

0

20

40
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80
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140

2001 2005 2001 2005

Average amount in Francs per purchase Average amount in Francs per week

People who always shop on foot People who always shop by car Total of all respondents

n 2001 = 103-186 
n 2005 = 68-113

Img.43.: Average purchase amount in francs in 2001 and 
2005 
 
Source: Gemeinde Köniz, Zufrieden mit dem neuen 
Zentrum?, Bern, 2007, P.8
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Das Könizer Zentrum als Einkaufsort

Fragen der Erfolgskontrolle

• Wie hat sich die Ausstattung des  
Könizer Zentrums bezüglich De- 
tailhandel und kommerziellen 
Dienstleistungen entwickelt?

• Wie wird das Angebot seitens der 
Kundschaft genutzt?

• Wie bewerten die Einwohnerinnen 
und Einwohner, die Gewerbetrei-
benden und die Kundschaft die 
Angebotsänderungen im Zentrum?

Entwicklung von Angebot und 
Nachfrage

Der Zentrumsumbau hat das Könizer 
Zentrum als Einkaufsort und Standort 
für kommerzielle Dienstleistungen ge- 
stärkt. Zwischen 2001 und 2005 hat 
die Zahl der Betriebe im Könizer Zen-
trum in allen Bereichen zugenommen:

Die Zahl der grösseren Anbieter von 
Gütern für den täglichen Bedarf ist von 
5 auf 7 gestiegen. Zugenommen hat 
auch die Zahl der Spezialgeschäfte und 
der kommerziellen Dienstleistungen. 
Besonders spürbar ist die Angebotser-
weiterung im Tiefpreissegment und bei 
den Restaurants.

Der Zentrumsumbau hat sich aber auch 
auf die bestehenden Betriebe ausge-
wirkt. Zahlreiche Betriebe planten 2005 
einen Umbau oder die Vergrösserung 
des Betriebs oder hatten diesen bereits 
vollzogen.

Das verbesserte Angebot hat dazu ge- 
führt, dass im Könizer Zentrum ver- 
mehrt eingekauft wird. Dies gilt beson- 
ders für Lebensmitteleinkäufe, in gerin- 
gerem Masse aber auch für Güter des  
aperiodischen Bedarfs. Auch die Nach-
frage nach finanziellen Dienstleistun-
gen hat zugenommen.

Die Erhebung der Einkaufsbewegungen 
im Zentrum zeigt, dass sich die Kundin-
nen und Kunden vorwiegend um den 
Bläuackerplatz mit seinen Magneten 
Coop und Migros bewegen.

Beurteilung der  
Einkaufsattraktivität

Punkto Einkaufsattraktivität (Warenan-
gebot und Einkaufsatmosphäre) erhielt 
das Könizer Zentrum bereits vor der 
Umgestaltung von der Bevölkerung 
gute bis sehr gute Noten. Diese Werte 
haben sich 2005 nochmals verbessert. 

 

Fazit 

Durch die Umgestaltung ist das Könizer 

Zentrum – insbesondere der Bereich um 

den Bläuackerplatz – als Einkaufsort 

und Standort für kommerzielle Dienst-

leistungen gestärkt worden. Bewertung der Attraktivität der Einkaufsangebote  
von Bern und Köniz auf einer Skala von 1 bis 4

1

1.5

2

2.5

3

3.5

4

2001 2005 2001 2005

Center Köniz Bern Innercity

Product range

Sales atmosphere in shops

Sales atmosphere in the outdoor area of the shops

n 2001 = 828-890 
n 2005 = 555-624

Img.44.: Rating of the attractiveness of the shopping offers 
of Bern and Köniz on a scale of 1 to 4 
 
Source: Gemeinde Köniz, Zufrieden mit dem neuen 
Zentrum?, Bern, 2007, P.7
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Zentrumsaufwertung zu Lasten der Quartiere?

Fragen der Erfolgskontrolle

• Welche Auswirkungen hat die Zen-
trumsumgestaltung auf die nahe 
gelegenen Subzentren am Neu-
hausplatz, in Schliern, im Spiegel 
und im Steinhölzli?

Entwicklung der Betriebe

Die Anzahl der Betriebe in den Berei-
chen Detailhandel und kommerzielle 
Dienstleistungen und die Vielfalt des 
Angebots haben sich zwischen 2001 
und 2005 in den Subzentren wenig ver-
ändert. Im Steinhölzli und im Spiegel 
haben aber ein Viertel bis ein Drittel 
der Betriebe und Dienstleistungsanbie-
ter gewechselt. 

Die Betro�enheit der Betriebe in den 
Subzentren durch den Zentrumsumbau 
Köniz ist je nach Branche unterschied-
lich. Der Detailhandel in den Subzen-
tren ist mit einem deutlich stärkeren 
Rückgang von Umsatz, Gewinn,  Kun- 
denfrequenz und Laufkundenanteil 
konfrontiert als die kommerziellen 
Dienstleistungen. Die eher gedrückte 
Konsumentenstimmung im Befragungs- 
jahr hat die Einbussen vermutlich noch 
verstärkt.

Zwischen 2001 und 2005 nimmt die 
Bedeutung aller Subzentren als Ein-
kaufsort für Lebensmittel ab. Das Köni-
zer Zentrum wird hingegen häufiger als 
Einkaufsort genannt. 

Solange die Grossverteiler ihre Filialen 
in den Subzentren aufrechterhalten, 
kann der Detailhandel den Rückgang 
der Laufkundschaft durch Beratungs-
angebote, die Pflege der Stammkund-
schaft und die Spezialisierung auf Ni-
schenprodukte und -dienstleistungen 
kompensieren. Wo der Frequenzbringer 
wegfällt, wie am Neuhausplatz, wird 
das Umfeld für die anderen Geschäfte 
deutlich schwieriger.

Einschätzung durch die Betriebe

Von den 60 im Jahr 2005 befragten 
Betrieben sehen sich rund 20 eher als  
Profiteure des Zentrumsumbaus. Eben- 
falls rund 20 Betriebe sehen sich eher 
als Verlierer. Die Restlichen stellen kei-
ne Auswirkungen fest.

Klare Di�erenzen in der Beurteilung 
zeigen sich zwischen den Betrieben im 
Zentrum und denjenigen in den Sub-
zentren und zwischen den Branchen. 
Besonders kritisch äussert sich der De- 
tailhandel in den Subzentren.

 

Fazit 

Das umgestaltete Könizer Zentrum ist 

auch für viele Kundinnen und Kunden 

aus den Subzentren zum bevorzugten 

Ort für den Lebensmitteleinkauf gewor-

den. Dadurch haben sich die Rahmen-

bedingungen für den Detailhandel in 

den Subzentren spürbar erschwert.Nennung des häufigsten Einkaufsorts in % aller Befragten
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Img.42.: Nomination of the most frequent shopping place 
in % of all respondents 
 
Source: Gemeinde Köniz, Zufrieden mit dem neuen 
Zentrum?, Bern, 2007, P.9

The redesigned Center of Köniz has also become the 
preferred place for grocery shopping for many customers 
from adjacent sub-centers.

The center of Köniz could significantly increase its 
attractiveness for large purchases.

The reorganization has strengthened the center of Köniz as 
a shopping place and location for commercial services.

INDIRECT PROFITABILITY THROUGH QUALITY OF STAY | SHARED SPACE - NEW DESIGNS, STRATEGIES AND A NEW CULTURE OF PLANNING
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BEST PRACTICE TOURISTIC AREA
AUSTRIA, VELDEN AM WÖRTHERSEE, CORSO (2013)

The B83 has developed into a main transit road in the last decades, which lead to raising discontent amongst the 
adjoining owners. Thus in 2007 residents and business owners asked for measures of traffic calming. At the same 
time the traffic function as a thoroughfare had to be maintained. From 2012 to 2013 road secvtion of 700m was 
redesigned as an Encounter Zone with a speedlimit of 30km/h.
 
Designing for the specific context: In order to make the public space, in its possible fullness and expanse, appear 
solemn and inviting, a generous, continuous surface is laid between the delimiting buildings in the sense of the 
shared space principles: "Velden rolls out a red carpet for everyone!" After the renovation, the spatial quality of 
the public space beyond the dismemberment of the traffic emerges clearly. On this stage for the appearance of 
the guests, elements for the guidance of movements are used as sparingly as possible. The design features of the 
orientation demonstrate: motorists are only guests.

As result the relocation of shops could be stopped, new businesses opened and the restaurants could raise their 
sales (average 9-15%/year) and therefore started to make investments into the site. While earlier there had been 
a high ratio of changing tenants (up to 20% in some years), after the redesign there has been no change of tenants 
at all. Consequently the value of properties increased which can eventually considered as proof for  the improved 
attractiveness of the town center. 

Img.46.: (bottom) Siteplan of the Corso 
Source: AAPS

Source: Land Kärnten, Abschlussbericht: Begegnungszone 
Velden am Wörthersee, Klagenfurt 2014

VELDEN, CORSO | BEST PRACTICE

Img.45.: (left side) Aerial View of the grand opening: A red 
carpet for the visitors of the Casino
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Img.47.: Images of the Site before 2011 and after 2013. (top) the casino now has an adequate attractive  forecourt (bottom) flexible furniture tetra+ by AAPS: roadside limit, seating and playground
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Img.48.: Images of the Site before 2011 and after 2013. (top) the image of the street was transformed by the superordinate design idea (bottom) formerly cramped situations are now characterized by maximum generosity

VELDEN, CORSO | BEST PRACTICE
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INFORMATION

PARTICIPATION

DESIGN

DETAILED PLANNING
Integrating tra�c planning,
spatial qualities, implementation
planning

LEGAL FRAMEWORK

Transferring the social mission
statement into a spatial concept

Self-responsibility, feeling of
suitability, good life

Quality of life
Quality of stay

Monitoring

How do we want to live?
Developing a social mission 
statement, e�ect, opportunities,
dreams

Evaluating opportunities on-site, 
collecting ideas

IMPACT EVALUATION
Have we reached our goals?
Evaluation and evolution

POLITICS

IMPLEMENTATION

LEGAL FRAMEWORK (CAR) DRIVING BEHAVIOR DESIGN

Img.49.: Schematic Illustration of a participatory 
planning process for shared space projects 
Source: AAPS
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III.4.5. Acceptance through Participation
One urgent recommendation by the "Austrian Society for Research Road-Rail-Traffic" (Österreichische 
Forschungsgesellschaft Straße-Schiene-Verkehr, FSV), who prepared a working paper for Shared Spaces, is the 
integration of a participatory planning process.

In order to revitalize the public space, new design and traffic concepts are required, as well as new planning and 
decision-making processes.. All stakeholders should be involved in these processes from the very beginning, 
developing a joint vision with professional support. Hence a modern and forward-looking understanding of plan-
ning processes is required for the implementation of projects for the democratic public space: the integration of 
participatory processes and the dialogue between citizens and political leaders. Politicians, therefore, should not 
be individuals solving problems for others, but should empower others to solve their problems for themselves. 
The role of politics will change when we are convinced that citizens, businesses and interest groups can find solu-
tions on their own. One of the basic principles of this strategy is to mobilize social force and existing knowledge 
as far as possible to reach a high-quality consensus on a vision for a lively public space through a consistent 
participatory process of as many citizens as possible. This public space is to become the expression and the stage 
of the jointly desired public life.

The goal of this process is to optimally capture the possibilities for the social revitalization of public space and to 
reach the highest possible level of acceptance for the project and ensure a new, improved balance of social and 
traffic-related use of space.

"The vibrancy and development of inner cities and centers is unthinkable without the city's community 
and citizenship. The city center as compressed city identity needs people of the city center and people 
for the city center. Integrated approaches for the future of the city must start from there. [...] The key 
challenge is the transition from individual entitlement to shared responsibility. 
Therefore, the aim of all efforts regarding civic engagement must be the creation of greater public 
awareness of urban contexts. This awareness is born and grows through clear and open offers of 
cooperation, fair discussion, an atmosphere of mutual trust to each other, public presentations and 
events, unusual orchestration and the involvement of new partners, because the design of the living 
environment of the city center focuses on other requirements than before."

Quote: Netzwerk Innenstadt NRW, 
Course Inner City, April 2010, p.15

Img.50.: Round tables during the particapatory 
stage for the Corso in Velden.

ACCEPTANCE THROUGH PARTIZIPATION | SHARED SPACE - NEW DESIGNS, STRATEGIES AND A NEW CULTURE OF PLANNING
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Baustelle

2012 2013
~ - 600/1.200
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III.4.6.  Documentation and Evaluation 
Shared Space is not an off-the-shelf, finished product, not an action plan with strict instructions and clear-cut 
results. It is a continuously evolving concept. It is a learning process and its content and organization must be 
anchored within regional policy and within research and educational institutions.

This process does not end with the realization of a construction project. The consequent development of livable 
places and the local quality of life requires close monitoring and control - a comparison of the desired objec-
tives with the actually achieved effects. Each individual situation must be carefully considered to identify ways 
for further improvement. Accompanying scientific research from different disciplines can help collecting and 
analyzing the resulting knowledge.

It is advisable to create accurate documentation of the initial situation, to be able to compare the actually 
achieved effects directly to the realization of one's own specifications. In the context of this evaluation of effec-
tiveness the success of the intervention can be examined. This allows the possibility of an efficient response to 
possible difficulties occurring in the initial phase. It is also well known that long-term habituation effects may 
occur. To this end, it is useful to carry out an evaluation at a later stage after the commissioning, to implement 
further measures based on the results of this evaluation.

Img.51.: Performance evaluation of the road B83 before 
(2012) and after the conversion (2013). The Encounter Zone 
with a speedlimit of 30km/h can handle as many motorized 
vehicles as the former traffic regime with 50km/h - with 
less congestion and increased quality of stay. 
 
Source: Land Kärnten, Abschlussbericht: Begegnungszone 
Velden am Wörthersee, Klagenfurt 2014, P.5

DOCUMENTATION AND EVALUATION | SHARED SPACE - NEW DESIGNS, STRATEGIES AND A NEW CULTURE OF PLANNING
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IV. CRITERIA FOR THE IMPLEMENTATION 
OF SHARED SPACE SOLUTIONS

IV.1. INTRODUCTION

IV.2. AREAS OF APPLICATION

IV.3. LOCATION WITHIN THE CITY (STRUCTURE OF SETTLEMENT)

IV.4. FUNCTIONS OF THE SURROUNDINGS (STRUCTURE OF USAGE)

IV.5. ROAD IMPORTANCE AND EFFECTIVENESS (STRUCTURE OF TRAFFIC)

SHARED SPACE | CRITERIA FOR THE IMPLEMENTATION OF SHARED SPACE SOLUTIONS
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"Cultures and climates differ all over 
the world, but people are the same.  
They’ll gather in public if you give them a 
good place to do it." 

Quote: Jan Gehl in: Annie Matan and Peter Newman, 
People Cities, Washington 2016, p.40
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IV.1.  INTRODUCTION

The goals which can be achieved through Shared Space solutions provide a broad range of applications. Their 
potential effects make them seem very attractive for many situations. Nevertheless, it is advisable to carry out 
examinations of each separate case and determine the detailed project basics in advance of each project.

This chapter deals with the various application areas of Shared Space and tries to provide an overview over the 
basic instruments for the assessment of key success criteria in order to check the plausibility of a possible applica-
tion in advance. Common practice and assessment will vary from country to country and from culture to culture. 
To give an example of the different assessments even amongst Europe's German speaking countries the differ-
ences between Austria, Switzerland and Germany will be compared in extracts. (These countries are chosen due 
to the simple fact that they represent our field of activity.) In this respect should be noted that the characteristics 
listed below reflect the experiences in these countries and will have to be verified and revised for Russia.

INTRODUCTION | CRITERIA FOR THE IMPLEMENTATION OF SHARED SPACE SOLUTIONS



62

ANALYSIS OF POTENTIALS AND CATALOGUE OF MEASURES SHARED SPACE

IV.2.  AREAS OF APPLICATION

Shared Space can be categorized into four types, which differ in respect to their functional requirements and 
basic spatial conditions. 

• Streets and squares with a high proportion of pedestrian and bicycle traffic and a resulting relatively high 
demand for crossing of soft mobility forms compared to motorized traffic.
These include central squares of great public relevance (forecourts in front of train stations, educational 
institutions, etc.) or shopping streets with retail functions on both sides and a high frequency, usually near 
the center of town or in compact residential areas. The objectives in this case are to strengthen the function 
as a center, to reduce the separating effect of the MIV and to improve the integration of adjacent areas. 

• Narrow public spaces in existing situations which do not, or only with severe restrictions for individual traffic 
participants permit separation of the individual types of traffic (due to spatial restrictions). 
This form can usually be found in central areas with historic building structure. Here the available space is 
often restricted by existing buildings and not expandable. The objective in these areas often includes the 
defusing of dangerous situations, improving the quality of stay and a legal protection of pedestrians (most 
of the time, the width of the sidewalk is reduced before there will be reductions of the width of the street).

• Requalification and transformation of areas with an urbanistic pioneering role for future developments.
The goal in this case is to deliver suggestions for the improvement of public space through its development 
and initiate and promote development with respect to urban planning. This category includes spaces in 
which, for example, it is made apparent from an analysis of the lines of movement that an improvement 
to the pedestrian network is possible by closing gaps, but crossing is currently impossible because of the 
dominance of motorized traffic. In addition, it is also conceivable that, because of an improved quality of 
stay, new functions can be purposefully established.

• The design of public space in new neighborhoods allows the inclusion of the principles of Shared Space in the 
course of a holistic planning approach. The consideration of functions of residency, communication, trade 
and mobility at the beginning of the planning phase allow the establishment of a fine balance of these factors 
and thus the realization of the public space as a human habitat right from the beginning.
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Img.52.: Standardized organizational chart for the 
decision making process concerning the implementation of 
Encounter Zones in Switzerland 
 
Source: bfu – Beratungsstelle für Unfallverhütung, 
Fachbroschüre Begegnungszonen, Bern 2013, P.4
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Criteria for / against Encounter Zones in business areas

Criteria  rather beneficial for an Encounter Zone rather negative for an Encounter Zone

Fussgänger Medium to high pedestrian frequency; Hardly pedestrian Frequencies;
need for free crossing; both sides Low need for crossing;
audience-oriented uses Highly bundled crossing need (e.g.
with or without a sidewalk; Exit from important building with busy
High pedestrian count in Summer and Winter public relevance, next to a closed wall);
as well as in daytime and night (a); One-sided audience-oriented use
Need for stay and strolling in the street area Strong seasonal crossing need (e.g.
(Center function) or good opportunity Swimming pool access from May to Sept);
for a corresponding upgrading of the no resident functions and poor conditions for
center function; an upgrading of the center funcition;

Traffic Settlement-oriented street traffic-oriented street (b)
Low to medium traffic count at 6'000 bis traffic count > 10'000 cars/day
 7'000 cars/day (c) High proportion of transit traffic
Ratio of trucks as low as possible high ratio of trucks
No regular truck maneuvers worth mentioning
in the street space used in conjunction with 
pedestrians  in the daytime.

Parking Parking is of minor importance - High parking requirement with gapless layout 
little search traffic - little parking maneuvers and no possibility for reorganization
Customer parking spaces along the street are 
still possible, arrangement with intermediate areas
 for crossings are feasible. (d)

Public transport Stops are outside or adjacent to the Encounter Zone Stops in the meeting zone:
Stops in the area of the encounter zone ensure not possible to move;
high pedestrian traffic € High public transport frequency (f);
Medium public transport frequencies do not speak Tram line without stop;
against a meeting zone in the business area (f) Tram - needs more detailed review

Remarks
a) otherwise the acceptance and speeding over at times with little pedestrian frequency may be the result.
b) Check alternative traffic regimes with traffic calming measures 
c) City of Zurich, meeting zones in business areas; Guide; Metron Traffic Planning AG, Oct 2010; P. 5
d) Find parking solutions that pay attention to customers by bike and on foot, as a gapless parking layout puts them at risk to a high degree.
e) Public transport stops in Encounter Zones require appropriate measures (e.g., installation of a railing) to ensure sufficient visibility
 for cross-pedestrians before and after the stopping bus.
f) Meeting zones with public transport see www.begegnungszonen.ch. 
Experience shows that public transport is usually not hindered by pedestrians. The central station Biel with
12'000 DTV, of which 1'200 buses, is a very successful example, since the traffic flow runs smoothly at all times of the day.

Img.53.:  Table overview: Criteria for / against Encounter 
Zones in business areas 
 
Source: Begegnungszonen – eine Werkschau mit 
Empfehlungen für die Realisierung, UVEK, Bern, Oktober 
2013, P.43
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Img.54.:  Table overview: Criteria for / against Encounter 
Zones in residential areas 
 
Source: Begegnungszonen – eine Werkschau mit 
Empfehlungen für die Realisierung, UVEK, Bern, Oktober 
2013, P.44

Criteria for / against Encounter Zones in residential areas

Kriterium  rather beneficial for an Encounter Zone rather negative for an Encounter Zone

Pedestrians Middle to high proportion of children; increased Small occurrence of the vulnerable;
Children occurrence of the vulnerable (a); Low need for stay and play in the street area;

Need for stay and play in the street space; Plenty of nearby and attractive places to stay
Residents making an effort for "their" street; (Green areas, playgrounds, courts with hard surface

for ball game and for moving with bicycle
and vehicle-like equipment);
V l d (f l i i lVery seasonal need (for example swimming pool access
from May to September) and hardly any traffic
during the rest of the time (b);

Traffic Settlement-oriented street; traffic-oriented street
Low traffic count (motorized) High proportion of transit traffic
(max. ca. 1’000 cars/day respectively 150 vehicles High ratio of trucks
at peak hour); many truck maneuvers
traffic mostly by local residents (c), hardly any
transit traffic;
Ratio of trucks as low as possible;p ;
No regular truck maneuvers worth mentioning
in the street space used in conjunction with 
pedestrians in the daytime.

Parking Parking is of minor importance - high parking pressure, on both sides of the 
little search traffic - little parking maneuvers; street gapless parking spaces (d);
public space is available for stay and play; no possibility for reorganization
Parking can be arranged so that enough the parking and provision of
large intermediate areas remain free for Travel between the parking lots;
stay and play. (25 to 30 meters);

Public Transport No public transport; Bus line with more than one course per hour
Only exceptionally, public transport (e.g.
School bus or small district bus)

Street tight space (Too) Large expansion of
The road differs significantly from the adjacent intended meeting zone (e)
Tempo-30 or Tempo-50-Street (f)

Remarks
a) For example, district road between two school buildings or kindergartens, street in the area of retirement and handicapped facilities etc.
b) Easier to solve with temporary route signaling 30 km / h during the season (or zone Tempo 30) and 
vertical offset in the pedestrian and bicycle access area.
c) Also residents with parking spaces with insufficient visibility due to hedges, garden walls, etc. profit from lower speeds.
d) Playing children are at great risk with this system.
e) Acceptance of car drivers would be questionable and speed only with frequent speed controls
f) Where this is not possible, great creative efforts are necessary. Where this is not possible, or not sufficiently,
 for example because of restrictions on the protection of the townscape, a meeting zone must be abandoned.

AREAS OF APPLICATION | CRITERIA FOR THE IMPLEMENTATION OF SHARED SPACE SOLUTIONS
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IV.3.  LOCATION WITHIN THE CITY (STRUCTURE OF SETTLEMENT)

A close look at the type of area and the definition of the function of the street is required to correctly define 
specific measures and to assess realistic and achievable targets.

Particularly suitable areas for the establishment of a Shared Space are inner-city areas with a dense settlement 
structure or highly populated areas with high job density such as town centers, shopping streets, old city areas, 
office locations, community centers or public transportation hubs. Ideally, there will be an existing "high number 
of pedestrians and cyclist in relation to the volume of motor vehicle traffic". The flows through a Shared Space will 
become much smoother the more constant the encounters between moving motorized traffic and pedestrians/
cyclists are.

Consequently, in addition to the analysis of the urban structure, the detailed consideration of the road network 
and the small-scale relationships as well as the larger pedestrian context each play an important role.

Each project must be developed for each specific site individually. The set priorities and possible effects vary 
depending on the type, extent, location and characteristics of a Shared Space. Accordingly, inclusive concepts 
must be drawn up that are precisely tailored to each individual case and the specific situation. A universal panacea 
or a standard solution does not exist - the designs can reach their full potential only if they perfectly meet local 
requirements.

The guidelines of the city of Zurich frame this as follows: 

• "Structure of Settlement: An Encounter Zone in the area in question should make sense for urban planning. 
The structure of the settlements and of the developments have to support the traffic regime to make the 
Encounter Zone understandable and self-explanatory.

• Structure of Functions: Furthermore, functions and their arrangement are important: on the one hand for 
the estimation of pedestrian traffic and on the other hand for the "central zone character" of the area.

• Structure of Traffic: Especially the volumes of the different types of traffic and the behavior and the require-
ments in regards to crossings of the slower traffic, apart from functional factors, have to be considered." 

Quote: Leitfaden Begegnungszonen in Geschäftsbereichen, Metron 
Verkehrsplanung AG on behalf of the city of Zurich, 2010, p.14

Quote: Workpaper 27: Application of Encounter 
Zones, FSV, Vienna, July 2016, p.4
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Img.55.: Table overview: Criteria for Encounter Zones structured according 
to the principles of the City of Zurich 
 
Source: Begegnungszonen in Geschäftsbereichen, Leitfaden, Metron 
Verkehrsplanung AG, Zürich,  2010, P.12
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IV.4.  FUNCTIONS OF THE SURROUNDINGS (STRUCTURE OF FUNCTIONS)

A certain density of public functions on the ground floor is another contributing factor to the success of a Shared 
Space. These include retail, but also educational and care facilities or offices. The most important factor in this 
regard is a strong integration of these functions into the public space as well as a high degree of visibility to 
generate a high frequency.

The same applies to areas where people can stay in public space without the need of consumption and areas 
which inherently attract people. Public squares and parks or green spaces that can attract a certain density of 
users increase the potential for a successful implementation.

A decisive factor is the analysis of the specific local distribution of additional "serving" functions and structuring 
elements in public space. These could be the location of public transport stops or short-term parking and loading 
areas as well as on a smaller scale the furnishing and greenery (bollards, benches, planters, roadside trees, etc.). 
Their positioning can significantly affect the readability of a Shared Space solution and provide an additional 
design and artistic dimension to projects beyond their purely functional composition: Rhythm, sequencing, struc-
ture by spatial graduations, etc.
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G L O B A L S T R EE T D E S I G N G U ID E 6 5

One Context, Di�erent Priorities
Understanding the existing conditions of a street is important 
in guiding responsible street design. It is equally important, 
however, to identify the functions and uses desirable for the 
future. Current street types can, and often should, transform 
from one type to another in order to support long-term citywide 
policy goals. Three possible alternatives for a given street with  
a specific context are illustrated below. Each example reflects  
a di�erent set of priorities and desired outcomes identified 
during the planning and design process.

Existing Context

•  A dense, mixed-use urban 
neighborhood.

•  Two lanes of traffic in each direction.
•  Angled parking and narrow sidewalks. 

Option 1: Two-Way Street with 
Bidirectional Cycle Track

•  Travel lanes are narrowed and reduced.
•  Parallel parking is kept on one side. 
•  Collective transport remains in mixed 

traffic.
•  Transit stops improve accessible 

boarding. 
•  A two-way cycle track is included on 

one side.
•  Sidewalks are widened.
•  Parklets, trees, and loading bays 

alternate with parking spaces.

Option 2: Transit-Oriented Street

•  Mixed traffic is removed and replaced 
with transit-only lanes. 

•  Rain gardens and trees are added 
to support the citywide green 
infrastructure plan. 

•  Spaces for seating, shade structures, 
vendors, and transit stops are included 
on each block. 

•  A continuous surface with wide, clear 
paths allows commercial activity to 
extend from adjacent buildings and 
ground floors.

Option 3: Shared Street

•  The street is redesigned as a shared 
street, as part of a network of 
pedestrian-priority spaces in the city 
center. 

•  A continuous surface prioritizes 
pedestrians and invites private motor 
vehicles and loading vehicles to use 
the space at slow speeds. 

•  Street furniture and landscape 
improve the quality of the public realm.

Two-Way Street

Transit Oriented Street

Shared Street

Context:  
Dense  
Urban  
Neighborhood  

Designing Streets for Place
Changing Contexts
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5.4  | Changing Contexts

Context 1: Neighborhood Main 
Street

•  A mix of residential and commercial 
ground floor uses line each side of the 
street in a low-to-mid density context. 

•  Transit is provided in mixed traffic.
•  Dedicated cycle tracks are created in 

both directions.
•  On-street parking is maintained. 
•  Green infrastructure and trees are 

added. 
•  Transit stops are provided on boarding 

islands.

Context 2: Central Two-Way Street

•  Transit lines run along a dedicated 
center-running transit lane. 

•  Side-loading transit stations are 
connected with raised crossings.

•  Parking is exchanged for wider 
sidewalks to support higher pedestrian 
volumes.

•  One travel lane is maintained in each 
direction with slow speeds and limited 
access, and is shared with cycles.

Context 3: Transit Street

•  The street transitions into a transit 
mall in a high-density context, serving 
large volumes of pedestrians. 

•  Commercial activity extends from 
storefronts, and new street furniture 
supports a high-quality public realm. 

•  Collective transport moves through 
the space at slow speeds, allowing all 
users to safely navigate the mall. 

•  A mix of uses keeps the space active 
and engaging through the day and 
evening.

Neighborhood Main Street

Central Two-Way Street

Transit Mall

Context  
1

Context  
2

Context  
3

One Street, Di�erent Contexts
Context is a crucial, yet often overlooked, factor in designing 
streets. Densities, land uses, and travel characteristics can 
shift as the street traverses the city from one neighborhood 
to another. Street design should respond to and a�ect the 
desired character of the public realm. As the needs and uses 
along a street change, street designs should respond and adjust 
accordingly.
 Below, a single street is illustrated at three points along its 
length, depicting three di�erent potential designs that respond 
to the adjacent contexts.

Designing Streets for Place
Changing Contexts

Img.56.: (left side) The structure of 
settlement - functions - traffic : 
 
One Street, Different Contexts
 
Context is a crucial, yet often overlooked, 
factor in designing streets. Densities, 
land uses, and travel characteristics can 
shift as the street traverses the city from 
one neighborhood to another. Street 
design should respond to and aect the 
desired character of the public realm. 
As the needs and uses along a street 
change, street designs should respond 
and adjust accordingly. To the left, a 
single street is illustrated at three points 
along its length, depicting three dierent 
potential designs that respond to the 
adjacent contexts.

Img.57.: (right side) Paradigm Shift - 
Designing the future
 
One Context, Different Priorities  
 
Understanding the existing conditions 
of a street is important in guiding 
responsible street design. It is equally 
important, however, to identify the 
functions and uses desirable for the 
future. Current street types can, and 
often should, transform from one type 
to another in order to support long-term 
citywide policy goals. Three possible 
alternatives for a given street with a 
specific context are illustrated to the 
right. Each example reflects a dierent 
set of priorities and desired outcomes 
identified during the planning and design 
process.

Source:  Nacto, Global street design 
guide, NYC 2016, P.92+93
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IV.5.  ROAD IMPORTANCE AND EFFECTIVENESS (STRUCTURE OF TRAFFIC)

Before the beginning of the actual planning phase, there are two aspects to be balanced: The importance within 
the higher priority traffic network and the functions of sojourning (see III.4) of a street or a square.

In this regard, an exact classification with regard to the rank and function of the traffic space shall be made. 
Neighborhood streets and collecting roads are generally more suitable for a Shared Space than major roads with 
a predominant transit function. For the latter, the suitability as a Shared Space must be carefully assessed and the 
implementation tends to be difficult as its design usually requires special resources. The recommendations of the 
Austrian legislation, for example, provide that major roads with a national transit function for motorized traffic 
are only of limited suitability for Shared Spaces.

The estimates in respect to the suitability vary from country to county. The rather conservative position of the 
state of Salzburg considers even 5,000 cars per day as problematic and requires an assessment by the Department 
of Traffic Planning. Generally however, there is a consensus that 10,000 cars per day are not a problem and 
further analysis is required only for numbers above that.

From the experience and the accompanying evaluations of realizations in Switzerland we know that Shared 
Spaces can, provided the right design, process higher traffic volumes of up to 20,000 cars per day and beyond 
and the efficiency of roads can in individual cases even be increased through a properly balanced package of 
measures. As a number of current examples also show, a reduction of the number of lanes is possible as well. In 
the event, however, that the performance of a road with one lane in each direction can definitely not be proven 
and correspondingly more lanes are necessary, this road is currently categorized as unfit for the establishment of 
a Shared Space. Thus, in order to finally assess a specific situation the traffic data needs to be collected.

If the capacity of a road is to be reduced, the expected shifts and their effects on the surrounding traffic network 
have to be assessed.

In addition to the average annual traffic volumes, other criteria are the maximum load in the peak hours and the 
composition of traffic regarding the proportion of heavy traffic as well as pedestrian and bicycle traffic.

INTRODUCTION | CRITERIA FOR THE IMPLEMENTATION OF SHARED SPACE SOLUTIONS

Source: Workpaper 27: Application of Encounter Zones, FSV, 
Vienna, July 2016, p.5)

Source: State of Salzburg, Department 6: Landesbaudirektion. 
Leitfaden Begegnungszone, Salzburg, 2014, p.7
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"Both the crossings and the longitudinal movements of pedestrians and cyclists are relevant for the 
implementation of Encounter Zones. The more even the crossing is distributed, the stronger is the 
argument for the implementation of an Encounter Zone. Besides the observable behavior regarding 
crossing, the possible desire lines (based on existing and planned functions) must be included in the 
consideration. If there is a spatially extensive requirement for crossing in an Encounter Zone it must 
be ensured that the pedestrian traffic can flow unimpeded in the longitudinal direction. In areas with 
a rate of motorized vehicles of more than 300 cars per hour during rush hour, designated pedestrian 
zones off the space for vehicle traffic should be provided. [...] In Encounter Zones with more than 300 
cars per hour during rush hour, free crossing opportunities represent a qualitative leap for pedestrians, 
even if the greater part of the surface is used by the vehicle traffic."

The spatial distribution of the crossings is an important aspect. It is advisable to consider the course in increments 
of 100m. If the crossings in one of these sections are spread uniformly, one may assume the necessity for free 
crossing opportunities. If they appear focused, which is often the case at intersections, specific crossing points 
may be more effective depending on the operational concept for the Shared Space. 

If the need for crossing is too small (less than 25 people per 100m and hour), the implementation of a Shared 
Space is generally not productive. An average rate of crossing of non-motorized road users of less than 10% is 
another indicator for this. If both the MIV and the crossing (over 10,000 cars per day and over 500 persons per 
100m and hour), an in-depth assessment of the flows is recommended. It should be noted that the expected 
distribution of movement after the redesign must be considered as well as the current situation.

Quote: Workpaper 27: Application of Encounter Zones, FSV, 
Vienna, July 2016, p.4

Count of Pedestrian- und Bicyclist 
Crossings per Hour and 100m Length

Suitability as Encounter Zone

0 - 24 Encounter Zone usually inappropriate

25 - 49
and min. 150 Pedestrians / 24h

Encounter Zone possible, if the ratio of pedestrian 
and byciclist crossings in the peak hour  adds up 

to 10% of the motorized traffic 

50 - 500
Encounter Zone possible up to 1000 motor vehicles/h

Higher numbers need to be assessed by an in-depth analysis

> 500  seperate in-depth analysis required

Img.58.: Facts Table: Workpaper 27: Application of 
Encounter Zones, FSV, Vienna, July 2016, p.5
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For the sake of completeness it should be mentioned that there are other methods to verify the suitability of an 
area as a Shared Space based on the demand for crossing. The State of Salzburg developed its own calculations 
to determine the suitability. This method considers the total area of the Shared Space, which is categorized 
depending on the type (square, regional road, local road). The spatial as well as temporal distribution of non-
motorized traffic participants is then calculated according to specific parameters. 

Switzerland (transport planning of the city of Zurich) on the other hand does not use quantitative criteria for 
the determination of suitability at all. The city suggests empirical studies on an individual basis: The ratio of 
non-motorized traffic to motorized traffic during the whole day is monitored for the survey period to counteract 
a potential statistical bias of the numbers during peak hours, which are based on projections. A rule of thumb 
applies: the more balanced the ratio of motorized to non-motorized traffic, the safer feel the users of soft mobility 
and the better the suitability.

This can be stated as a general principle:

A well-balanced ratio of MIV to soft mobility enhances the functionality of a Shared Space.

INTRODUCTION | CRITERIA FOR THE IMPLEMENTATION OF SHARED SPACE SOLUTIONS

Tabelle 2.2-2: Orientierungswerte für Einsatzgrenzen des "Shared Space" - Gedankens bei Straßenräumen mit besonderem 
Querungsbedarf (FGSV 2014, 13) 

level of complexityu-
 

Ratio of motorized 
vehicles  

Pedestrian  &
bicyclists
crossings

 

 ratio 
tra�c load of 

crossing pedestrians 
and bicycle tra�c

 

(ped.+bike/h) to 
Longitudinal tra�c

or node load
(vehicles/h) 

aimed planned 
max. driving
speed (v85) 

Length 

 [vehicles/h] [trucks/h] 
[ped.+bike (100

m x h)]  
[-] [km/h]  [m]  

K1, K2  
< 1.800*  

on average  
<80 

>200  >0,5  20 -30  <500  

K3  

< 1.200**  

Amount of in�ux at
node  

<80 

* For route loads of over 1,000 vehicles / peak hour, the installation of a central „shelter island“ is required  

** For mini roundabouts without special proof  

 

Ratio of trucks

Img.59.: Table Overview: suggested orientation values for 
application limtis of Encounter Zones  
' 
Source: Road and Transportation Research Association 
(FGSV), Hinweise zu Straßenräumen mit besonderem 
Querungsbedarf - Anwendungsmöglichkeiten des "Shared 
Space"- Gedankens, Aachen 2014, p.13

Source: Land Salzburg, Abteilung 6: Landesbaudirektion. 
Leitfaden Begegnungs zone. Salzburg, 2014, p.7f
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People feel safer and the zone will be better accepted by all users of public space. The ratio of non-motorized 
traffic to MIV should, as a rule of thumb, reach 20%.

Another characteristic value is the peak load of 1,000 cars per hour. For greater loads a special suitability test will 
be necessary in Austria, and Germany requires a central protected area.

Another consideration is the volume of heavy traffic. A high proportion of heavy traffic reduces the subjective 
sense of safety of pedestrians and cyclists as well as negatively influencing the behavior in terms of crossing. A 
threshold value is generally 50 trucks per hour.

Routing of public transport through Shared Spaces it possible in any case. It is even possible to generate pedes-
trian traffic by strategically placing bus or tram stops within the Shared Space. The effects, however, should be 
thoroughly considered. By carelessly integrating tram lines or the thoughtless placement of stops, a certain sepa-
rating effect can occur. The effects on schedules and timing should be considered as well. These factors should 
be taken into account and coordinated during the creation of an operational concept for the public transport. 
Many examples demonstrate the successful implementation and the synergies of the integration of trams into 
Shared Spaces.

ROAD IMPORTANCE AND EFFECTIVENESS | CRITERIA FOR THE IMPLEMENTATION OF SHARED SPACE SOLUTIONS
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V. RECOMMENDATIONS FOR  
IMPLEMENTATION

V.1. TRANSITION AREAS, INTERSECTIONS AND TRAFFIC LIGHT SYSTEMS (TLS)

V.2. DIMENSIONS OF SHARED SPACE AND TOPOGRAPHIC ASPECTS

V.3. DESIGN OF THE SHARED SPACE

V.4. ACCESSIBILITY  

SHARED SPACE | RECOMMENDATIONS FOR THE IMPLEMENTATION 
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The importance of the design for the successful implementation of a Shared Space has already been noted. The 
design significantly influences the behavior of the traffic participants and is therefore a key factor for the success 
of a project. The following section deals with important details to be considered during the planning process and 
develops appropriate recommendations for action.

"Space needs to tell people how to behave 
in it. If you want people to behave like they 
were in a church, build a church!"

Quote: Hans Monderman, 1947-2008

INTRODUCTION | RECOMMENDATIONS FOR THE IMPLEMENTATION 

Img.60.:  (left side) Shared Space Gleinstätten: 
Designing the section in front of the school in the sense of a square tells 
motorists to behave like passing a square. It has been proven that the 
driving speeds have been reduced
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V.1 TRANSITION AREAS, INTERSECTIONS AND TRAFFIC LIGHT SYSTEMS

A Shared Space, compared to a regular street, constitutes a change of traffic regime. The maximum permissible 
speed varies according to the applicable regulation between 20km/h and 30km/h. Consequently, the design of 
the transition areas into and out of a Shared Space is of great importance. These are an important instrument for 
the regulation of speed levels and to influencing the behavior of the drivers of the MIV. The goal is to raise aware-
ness in self-evident way and generate acceptance for the usage of space by everyone. It is of essential importance, 
that each traffic participant can discern the change of regime when entering the Shared Space (Portal effect).

A variety of design tools are suitable to achieve these goals: for example the narrowing of lanes, the obvious 
elimination of regulating elements and territorial orientation markers (road markings, curbs, etc.), disruption 
of the linearity of the road, change of surface, etc. The most important thing is the visible contrast of these 
transition areas to the existing road. Again, there is no universal solution for the design. Ideally these "portals" 
are integrated into a holistic design concept. In general, it can be said, that a more intensive design makes the 
change of traffic regime more obvious.

"A good design is achieved by the restrained use and sensible variation of individual materials regarding color, 
form, surface treatment (roughness) and type of laying within a holistic concept." 

A common means to create these areas of transition for large and high-traffic Shared Spaces starting at inter-
sections are roundabouts. This type of intersection lowers the speed of traffic in a natural way. They offer an 
additional advantage within the overall system: The flow of traffic is not disrupted by stop-and-go as at an inter-
section controlled by traffic lights. In this way, the flow of traffic can be maintained already at the entrance and 
exit zones. 

The general objective should be to remove unnecessary signage, traffic lights and road markings to optimize 
the flow of traffic. It may initially appear counterintuitive that a disassembly and simplification of the traffic 
area should lead to higher efficiency. Ultimately this reduction in regulations the only way to reach a road´s full 
potential regarding the harmonization of speeds and a reduction of overall travel times in connection with free 
crossing opportunities.

"The implementation of an Encounter Zone often requires a removal rather than a development of regulating 
elements. According to traffic regulations, it is sufficient to place a traffic sign at each end of the Encounter 
Zone. Redundant signage and markings should be removed."

Quote: Road and Transportation Research Association 
(FGSV), Hinweise zu Straßenräumen mit besonderem 
Querungsbedarf - Anwendungsmöglichkeit en des 
"Shared Space"- Gedankens, Aachen 2014, p.13

Quote: Federal Ministry of Transport Austria, 
Innovation and Technology, Neue Wege zur Förderung 
des Radverkehrs in Gemeinden - Die Umsetzung von 
Fahrradstraßen, Begegnungszonen und Radwegen ohne 
Benützungspflicht. Guideline, Vienna 2013, p.38

Img.61.:  (left side) Central roundabout at the Encounter 
Zone in Köniz: Extensive waiver of street signage and traffic 
lights ensures a steady flow of traffic

TRANSITION AREAS, INTERSECTIONS AND TLS | RECOMMENDATIONS FOR THE IMPLEMENTATION 
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6.6.7  | Traffic Calming Strategies

Designing Streets for People
Designing for Motorists
Traffic Calming Strategies

Lane Narrowing

Narrow lanes reduce speeds and 
minimize crashes on city streets by way 
of reducing the right-of-way and making 
drivers wary of traffic and adjacent 
users. Use the additional space for 
pedestrian space, cycle facilities, or 
green infrastructure. See 6.3.7: Sidewalk 
Extensions and 8.7: Speed Management .

Corner Radii

Narrowing corner radii reduce vehicle 
turning speeds as well as pedestrian 
crossing distances. Minimizing the size of 
a corner radius is critical to creating safe 
and compact intersections. See 6.6.5: 
Corner Radii . 

Gateway Treatments 

Gateway treatments alert drivers that 
they are entering a slower area. This 
treatment may include signage, entry 
portals, speed tables, raised crossings, 
and curb extensions. 

Buildings and Trees

Buildings at the right-of-way with 
articulated facades and windows 
indicate that a street is in an urban 
environment, not a highway. See 5: 
Designing Streets for Place .

G L O B A L S T R EE T D E S I G N G U ID E 13 3

Designing Streets for People
Designing for Motorists
Traffic Calming Strategies

Pinchpoints 

Pinchpoints narrow the roadway at a 
mid-block point. They can be combined 
with speed tables to create high-quality 
pedestrian crossings. They can also be 
used on low-volume, two-way streets to 
require facing motorists to yield to one 
another. See 6.3.7: Sidewalk Extensions .

Chicanes and Lane Shifts

Chicanes and lane shifts use alternating 
parking, curb extensions, or edge islands 
to form an S-shaped path of travel 
which lowers vehicle speeds. See 6.3.7: 
Sidewalk Extensions .

Medians and Refuge Islands

Raised center medians and pedestrian 
refuge islands can be used to reduce 
lane width for vehicles, even on relatively 
narrow streets. They can also be used 
to organize traffic at intersections or to 
block access at strategic points. See 
6.3.6: Pedestrian Refuges .

Mini Roundabouts

Mini roundabouts are round islands at 
intersections that serve to both reduce 
speeds and organize traffic, routing 
vehicles around the island rather than 
directly across the intersection. See 11.4: 
Mini Roundabout .
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Speed Humps 

Speed humps are formed by raising 
sections of the road in a sinusoidal 
shape, typically 10–15 cm  high and 4–6 
m long. The dimensions can be tailored 
to match the target speed of the street. 
They are typically constructed of the 
same material as the roadway, but can be 
of di�erent materials.

Speed Cushions 

Speed cushions are similar to speed 
humps, but have wheel cut-out openings 
to allow large vehicles like buses to pass 
una�ected while reducing car speeds.

Speed Tables 

Speed tables are similar to speed humps, 
but have a flat top, typically 6–9  m 
long. When speed tables are combined 
with pedestrian crossings, at the 
intersection or mid-block, they are called 
raised crossings. See 6.3.5: Pedestrian 
Crossings.

Pavement Materials and Appearance 

Pavement appearance can be altered 
through unique treatments that add 
visual interest, such as colored or 
pattern-stamped asphalt, concrete, or 
concrete pavers, which can be used to 
make other traffic calming techniques 
more noticeable to drivers. Pedestrian 
crossings and intersections can be 
painted to highlight crossing areas.

G L O B A L S T R EE T D E S I G N G U ID E 13 5
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Two-Way Streets 

Two-way streets, especially those with 
narrower profiles, encourage motorists to 
be more cautious and wary of oncoming 
traffic. See 10.6.2: Central Two-Way 
Streets.

Signal Progression

Signals timed to cycle- and transit-
friendly speeds can reduce motorists' 
incentive to speed and can create lower 
and safer speeds along a corridor. See 
8.7: Speed Management and 8.8: Signs 
and Signals.

Diverters

Diverters and other volume management 
strategies, such as restricted movement 
and restricted access strategies, help 
in reducing motor vehicle volumes 
and speeds. Reduced traffic volumes 
significantly impact cyclist comfort. See 
8.5: Volume and Access Management.

Shared Streets

By removing the physical distinctions 
between pedestrian, cycle, and vehicular 
spaces, shared street treatments force 
all users to share the street, increasing 
awareness and reducing motor vehicle 
speeds. See 10.4: Shared Streets.

ONLY
BUS

Img.62.: Exerpt of different street calming design elements that may support the Consicousness of Zone: the permanent awareness of all speed limits and the applicable precedence law. Source: Nacto, Global street design guide, NYC 2016, P.161-163



81 ATELIER FÜR ARCHITEKTUR
THOMAS PILZ CHRISTOPH  SCHWARZ ZT GMBH

 AA 
PS

V.2.  DIMENSIONS OF SHARED SPACE AND TOPOGRAPHIC ASPECTS

It has been observed that the willingness of a driver to maintain the reduced speed level decreases with the 
length of a Shared Space, if there is a lack of density of social life and thus a reduced speed does not seem 
justified. If a Shared Space is too short, on the other hand, drivers will perceive it as a singular barrier (like a 
pedestrian crossing). Very short sections should be assessed in regards to the demand of full-length crossing. In 
some circumstances a simple zebra crossing could be more appropriate.

The ideal and generally speaking unproblematic length lies at approximately 100 to 500 meters. At higher or 
lower lengths, the above-mentioned factors must be considered. The actually possible lengths however are to 
be assessed in each individual case. These are strongly influenced by the above-mentioned factors like situation, 
structure of adjacent developments, functions and traffic. Ultimately, a successful implementation depends on a 
bespoke, appropriate and intensive design.

The Federal Department of Environment, Transport, Energy and Communications (DETEC) calls this the 
"Consciousness of Zone: the permanent awareness of all speed limits and the applicable precedence law".
In the view of this department it is quite legitimate to combine several streets into one Shared Space if the Shared 
Space is perceptible in each separate area.

Topographical features must be considered as well. This involves reduced visibility due to a winding road layout, 
as well as gradients that lead to unconscious acceleration both up- and downhill and thus increase the speed 
level. This potentially reduced traffic safety has to be counteracted by appropriate measures in the design.

Quote: DETEC, Shared Zones - Recommendations for 
evaluation, planning and implementation, Bern 2013, p.46

DIMENSIONS AND TOPOGRAPHIC ASPECTS | RECOMMENDATIONS FOR THE IMPLEMENTATION 
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BEST PRACTICE CENTER AREA
AUSTRIA, RIED IM INNKREIS, TOWN CENTER (2015)

On the occasion of the construction of a new inner-city shopping center, the question arose as to whether and 
by what means the redesign of the public space could improve the integration of the shopping center into the 
economic and spatial structure of the inner city. An analysis of the local potentials was followed by design and 
furnishing planning. Originally conceived as a shared space, Austria's most spacious meeting zone has emerged 
here. The project, which was handed over in August 2015, was subsequently further refined and optimized based 
on the impact control of an public evaluation (survey).

The large-scale extend of the Encounter Zone, together with the meandering streets presented the special chal-
lenge of how to archieve a consistent consciousness of zone for the motorists. This circumstance was taken into 
account by a strategic distribution of the furnishings, bicycle stands and loading zones. Whilst the speedlimit by 
decree was set to 30 km / h, the desing goal was to provoke lower average driving speeds. Deliberately placed 
visual constrictions create a high and constant level of alertness amongst the motorists. Although the Encounter 
Zone is completely open to motorized vehicles, the redesigned area reaches almost the atmosphere of a pedes-
trian zone. 

Img.63.: (left side) Austria´s most extentious Encounter 
Zone: Town Center Ried: Strategical placement of 
furnishings

Img.64.: (above) Schematic overview over the project extent

Img.65.: (below) Furnishing elements 

Stadtgemeinde Ried im Innkreis

MÖBLIERUNGSKONZEPT

Ried im Innkreis

OBERFLÄCHENGESTALTUNG

Möblierungskonzept

Staatlich befugte und beeidete Ziviltechniker
Arch. DI Mag. Thomas Pilz
Arch. DI Christoph Schwarz, Schönaugasse 8a, 8010 Graz
T: +43 69918104570, E: pilz@aaps.at, W: www.aaps.at
T: +43 69918102560, E: schwarz@aaps.at, W: www.aaps.at

-

Lageplan
Bayrhammergasse

Hoher Markt, Rainerstraße

RIED IM INNKREIS

Vorentwurf 3.03 | 2015

MÖBL_3.03

Erläuterungen zum Vorentwurf BAYERHAMERSTRASSE:
Dieser Plan berücksichtigt im Bereich der Bayerhamerstrasse Planänderungen, die
aufgrund von Sitzungen und Problemdarstellungen von Bürgerinnen gefordert sind;
diese Planänderungen beziehen sich vor allem auf die Verdichtung der Möblierung
im ostseitigen Fußgängerbereich.

Der  Plan bildete den ersten Versuch, die Ergebnisse der Begehungen und
Gespräche vom 19.09.2016 sowie die wichtigsten Ergebnisse aus den zahlreich
eingelangten 'Arbeitsblättern' in Form eines Vorentwurfs darzustellen.

Häufig genannt wurden folgende Wünsche:
Reduktion des rechtlich verordneten Geschwindigkeitsregimes auf 20 km/h;
mehr Grün, vor allem zur Erzeugung von Schatten, alternativ Sonnensegel;
konsequente Möblierung des 'Weberplatzes' unter Einbindung der nördlichen
Platzseite;
Verdichtung der Möblierung ostseitig, um 'wildes' Überholen über den
Fußgängerbereich physisch zu unterbinden.
Verdichtung der Möblierung im Bereich der Einmündung Hoher Markt.
Verschieben der Portalartigen Blumenampeln in nördlicher Richtung.

Die wichtigsten Motive bei der Erarbeitung des vorliegenden Vorentwurfs war im
Bereich des Weberplatzes:
die Möblierung wird genutzt, um den als Fahrbahn wahrgenommenen Bereich
maßvoll einzuengen; alle Möblierungselemente werden im rechten Winkel zur
Fahrachse gesetzt, um weitere Effekte im Sinne der Geschwindigkeitsreduktion zu
erzeugen;
Sitzmöbel werden nach Möglichkeit in Zweiergruppen zueinander gestellt, wie ein
Dialog;
die in Trögen gesetzten Bäume (Berech Webezeile) werden im positiven Sinn als
raumbildende Elemente aufgegriffen; sie sollten in Ergänzung der Blumenampeln
auch in der Rainerstraße verwendet werden.

Die wichtigsten Motive bei der Erarbeitung des vorliegenden Vornetwurfs im
Bereich Rainerstraße waren:
Erhöhung der Anzahl von Kurzparkplätzen, unter Vermeidung von 'Wänden' aus
parkenden Autos - aufgelockerte Aufstellung, Wechselspiel zwischen verparkten
und freien Bereichen zwischen beiden Straßenseiten (Erzielung eines schwingenden
Verkehrsflusses und Bewahrung der großzügigen Bewegungsmöglichkeiten für
Fußgänger und Radler).

Wir bekräftigen unsere Empfehlung, die vorhandenen Sitzmöbel zu kleineren
Gruppen zu formen und nach Möglichkeit senkrecht zur Fahrtrichtung zu stellen
(maximaler geschwindigkeitssenkender Effekt); ebenso empfehlen wir die
Ergänzung von Baumtrögen, wie sie im Bereich Weberplatz bereits vorhanden
sind.

RIED IM INNKREIS, TOWN CENTER | BEST PRACTICE
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-

Lageplan
Bayrhammergasse

Hoher Markt, Rainerstraße

RIED IM INNKREIS

Vorentwurf 3.03 | 2015

MÖBL_3.03

Erläuterungen zum Vorentwurf BAYERHAMERSTRASSE:
Dieser Plan berücksichtigt im Bereich der Bayerhamerstrasse Planänderungen, die
aufgrund von Sitzungen und Problemdarstellungen von Bürgerinnen gefordert sind;
diese Planänderungen beziehen sich vor allem auf die Verdichtung der Möblierung
im ostseitigen Fußgängerbereich.

Der  Plan bildete den ersten Versuch, die Ergebnisse der Begehungen und
Gespräche vom 19.09.2016 sowie die wichtigsten Ergebnisse aus den zahlreich
eingelangten 'Arbeitsblättern' in Form eines Vorentwurfs darzustellen.

Häufig genannt wurden folgende Wünsche:
Reduktion des rechtlich verordneten Geschwindigkeitsregimes auf 20 km/h;
mehr Grün, vor allem zur Erzeugung von Schatten, alternativ Sonnensegel;
konsequente Möblierung des 'Weberplatzes' unter Einbindung der nördlichen
Platzseite;
Verdichtung der Möblierung ostseitig, um 'wildes' Überholen über den
Fußgängerbereich physisch zu unterbinden.
Verdichtung der Möblierung im Bereich der Einmündung Hoher Markt.
Verschieben der Portalartigen Blumenampeln in nördlicher Richtung.

Die wichtigsten Motive bei der Erarbeitung des vorliegenden Vorentwurfs war im
Bereich des Weberplatzes:
die Möblierung wird genutzt, um den als Fahrbahn wahrgenommenen Bereich
maßvoll einzuengen; alle Möblierungselemente werden im rechten Winkel zur
Fahrachse gesetzt, um weitere Effekte im Sinne der Geschwindigkeitsreduktion zu
erzeugen;
Sitzmöbel werden nach Möglichkeit in Zweiergruppen zueinander gestellt, wie ein
Dialog;
die in Trögen gesetzten Bäume (Berech Webezeile) werden im positiven Sinn als
raumbildende Elemente aufgegriffen; sie sollten in Ergänzung der Blumenampeln
auch in der Rainerstraße verwendet werden.

Die wichtigsten Motive bei der Erarbeitung des vorliegenden Vornetwurfs im
Bereich Rainerstraße waren:
Erhöhung der Anzahl von Kurzparkplätzen, unter Vermeidung von 'Wänden' aus
parkenden Autos - aufgelockerte Aufstellung, Wechselspiel zwischen verparkten
und freien Bereichen zwischen beiden Straßenseiten (Erzielung eines schwingenden
Verkehrsflusses und Bewahrung der großzügigen Bewegungsmöglichkeiten für
Fußgänger und Radler).

Wir bekräftigen unsere Empfehlung, die vorhandenen Sitzmöbel zu kleineren
Gruppen zu formen und nach Möglichkeit senkrecht zur Fahrtrichtung zu stellen
(maximaler geschwindigkeitssenkender Effekt); ebenso empfehlen wir die
Ergänzung von Baumtrögen, wie sie im Bereich Weberplatz bereits vorhanden
sind.

Img.66.: Excerpt of the furnishing plans by AAPS: strategic spatial distribution 
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Img.67.: Images of the Site after completion in 2015. (top) allthough cars are present at all times: almost the atmosphere of a pedestrian zone (bottom) furnishing elements as a means of decelleration

RIED IM INNKREIS, TOWN CENTER | BEST PRACTICE
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V.3.  DESIGN OF THE SHARED SPACE

The most important factor for a successful implementation of a Shared Space project is the design. At the same 
time, this is a factor which is quite difficult to measure. The fundamental issue is this: What is the language of 
space?

The objective is a change of behavior of the drivers. They should not only depend on the signage for orientation 
as on regular roads, but a conscious and active interaction with other users of public space should be encouraged. 
Ideally this behavior should be maintained all along the Shared Space. This means, that a high memorability and 
legibility of the traffic regime within the Shared Space must be ensured.

Each and every measure should support the objective and the desired effects. Additional criteria using a design 
theme related to the specific location can be implemented to create added value and synergy effects going 
beyond a purely technical adaption to potentiate the success of the project (like the added touristic value of the 
red Carpet in Velden, a project by AAPS). There are in fact no limits to the creative possibilities of the design (apart 
from legal requirements from road traffic regulations etc.). Therefore, it is only possible to list but a few select 
design options, which are not to be interpreted as generally applicable instructions.
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• Equality of all road users through removal of barriers 
A frequently used design measure is the removal of separating elements between the different traffic partici-
pants. A continuous and level surface for all traffic participants may play an important role in the success of 
a project. It underlines the approach of the equal access to public space.

• Deceleration through design elements
One fundamental objective is the already mentioned "calm, slow but steady way of driving". To further 
encourage a deceleration of motorized traffic, linear elements in the direction of the flow of traffic should 
be removed. Horizontal elements transverse to the flow can be used as barriers to increase the subjective 
feeling of speed, encouraging further deceleration. Real barriers however, which are perceived by motorists 
as harassment, reduce the acceptance of a Shared Space and do more harm than good.

• Increased attention through different surfaces 
A variation of different surfaces, e.g. to accentuate certain spatial contexts, constitutes a good chance to 
create self-explanatory streets, which are easy and obvious to navigate. The selection of surfaces has to meet 
functional criteria of the traffic and safety as well as budgetary constraints and higher design principles (e.g. 
more expensive materials in the old city)

• Increased attractiveness through appropriate furnishing
The furnishing and equipment of public space as well as its vegetation plays an important part in the creation 
of a certain quality of stay. The attractiveness of a space promotes the stay of people and facilitates smooth 
operations with a well-balanced presence of all users. Additionally, these elements provide the possibility 
to create further qualities or to use and strengthen existing qualities by placing them cleverly in space and 
creating an additional structural level.

• Holistic planning principle
Adjacent areas should be included in the concept, since the interaction of existing or projected adjacent and 
marginal functions with the options within a Shared Space has a strong influence on the local quality of stay.

• Clarity
To facilitate the best possible communication among traffic participants, the spatial configuration of the 
road should be kept as clear as possible. Obstructions of visibility should be avoided. Areas for parking and 
stopping should be assessed very carefully, since these functions reduce the visibility and can have nega-
tive effects on traffic safety. Moreover, parking cars are perceived as a barrier, limiting the potential of free 
crossing possibilities.

DESIGN OF THE SHARED SPACE | RECOMMENDATIONS FOR THE IMPLEMENTATION 
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Img.68.: Genf, Cornavin, Encounter Zone at the Central Station 
 
Unpretentios composition: a simple painting of the street 
signals the presence of pedestrians 
 
Source: Begegnungszonen – eine Werkschau mit Empfehlungen 
für die Realisierung, UVEK, Bern, Oktober 2013, P.30 

Img.69.: Bern Turnweg; Encounter Zone "Pausenplatz" 
 
Child-friendly implementation at a schoolyard:  
Striking design with eye-catching furniture 
 
Source: Begegnungszonen – eine Werkschau mit Empfehlungen 
für die Realisierung, UVEK, Bern, Oktober 2013, P.26

DIFFERENT DESIGNS OF SHARED SPACES: SAME PRINCIPLES, DIFFERENT APPEARANCES
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Img.70.: Velden, Encounter Zone Corso  
 
Touristic surplus-value and discreet noblesse: 
A red carpet for guests and residents 
 
Source: Begegnungszonen – eine Werkschau mit Empfehlungen 
für die Realisierung, UVEK, Bern, Oktober 2013, P.26

Img.71.: Villach, Encounter Zone Bahnhofsstraße 
 
Transformation from monofucntional traffic space  
into a place to stay 
 
Source: Begegnungszonen – eine Werkschau mit Empfehlungen 
für die Realisierung, UVEK, Bern, Oktober 2013, P.26

DESIGN OF THE SHARED SPACE | RECOMMENDATIONS FOR THE IMPLEMENTATION 
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V.4.  ACCESSIBILITY FOR CHILDREN, DISABLED AND ELDERLY PEOPLE

The accessibility presents a central aspect of a Shared Space. It is the overall objective to enable all people to 
participate in public life. Especially in view of the steadily increasing average age, it is recommended to imple-
ment a forward-looking design by considering accessibility.

New challenges arise however from the removal of separate possibilities for crossing and the reduction of struc-
tural boundaries of roads like curbs. These challenges should be considered during the planning phase for the 
following groups in particular:

• Blind or visually impaired people,
• Disabled people and people in wheelchairs,
• Children, and
• Elderly people

Img.72.: Multipurpose bicylcestand:  
a low threshold offer to stay for kids

Img.73.: Non-commercialized benches:  
easier accessibility for elderly people

Img.74.: Tactile guidance system: fostering  
independence for blind or visually impaired people
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ACCESSIBILITY | RECOMMENDATIONS FOR THE IMPLEMENTATION 

Different user groups have different impairments to their mobility and these differences should be considered 
when designing a Shared Space. The following needs and requirements of the above-mentioned user groups 
have to be aligned to the higher priority design principles of Shared Space:

• Self-explanatory design of squares and roads 
This comprises, in terms of accessibility, especially a clear conduction of the MIV traffic by visual and creative 
means, but not by regulative means like road markings or signage. At areas with high traffic densities and/
or an improperly balanced distribution of users, a clear structural separation of the zone of motorized traffic 
to the "soft mobility" is recommended without disrupting the overall character of the space (e.g. change of 
surface material, Bollards etc.).

• Full-surface stay of pedestrians and full-surface crossing 
These factors constitute the core of the idea of a Shared Space. This freedom cannot be provided for visually 
impaired people. Therefore, there should be a dedicated crossing for blind and visually impaired persons. 

• Design for visually impaired and blind persons 
Visual contrast (e.g. different surfaces) is important for this group of people to facilitate orientation. 
Additionally, tactile guidance systems are to be provided, to designate the main walking routes. Appropriate 
guidance systems should be installed at the entrance and exits of the Shared Space, to make the change of 
zone noticeable to visually impaired persons. Dedicated crossings at intersections and stops of the public 
transport system are recommended. These must be easily recognizable by motorists.

• Design for people with limited mobility
The removal of barriers is, generally speaking, an improvement. Differences in level as well as ramps should 
be treated accordingly. Passage widths and accessibility of furniture elements are another important point. 
Disabled and elderly people need rather closely spaced seating in public space, since they can only cover 
shorter distances without resting. This enables them to move freely and independently. A rule of thumb is 
seating every 100 meters.

Img.75.: Barrier-free design: no differences in level are a  
massive  improvement for people with limited mobility
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VI. SITE ANALYSES AND INTERVENTIONS 
Analysis of the area

Definition of possible locations for shared space interventions

VI.1. INTRODUCTION
VI.2. OVERVIEW

VI.3. ST PETERSBURG
VI.4. AGALATOVO

VI.5. ANNINO
VI.6. FORNOSOVO

VI.7. GATCHINA
VI.8. NOVYI SVET

VI.9. OTRADNOYE
VI.10. SELTSA

VI.11. SERTOLOVO
VI.12. SOSNOVY BOR

VI.13. SVERDLOVSKOYE 
VI.14.  VSEVOLOZHSK
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●Sertolovo
●Agalatovo

●Vsevolozhsk

●Otradnoye
●Sverdlovskoye

●Sosnovy Bor

●Gatchina●Fornosovo
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VI.1. INTRODUCTION

In the previous chapters, the development of the idea of Shared Space, its general principles, criteria and basic 
recommendations for its implementations were elaborated. This part of the study deals with the analysis of the 
selected sites within Oblast Leningrad within the catchment area of St. Petersburg. These sites comprise the 
eleven settlements of Agalatovo, Annino, Fornosovo, Gatchina, Novyi Svet, Otradnoye, Seltsa, Serlovo, Sosnovy 
Bor, Sverdloskoye und Vsesvolozhsk. 

Based on the provided data, we analyzed the respective areas according to the previously set out criteria in 
regard to a suitability for the implementation of a Shared Space and to develop objectives based on the potential 
effects, identifying specific enhancements that may be achieved with a realization.

The conditions on these sites vary strongly. They differ not only in terms of the existing, or future, density, size 
and structure of developments, but also regarding the projected potential for growth. Moreover, the quality of 
the existing data varies from place to place as well. For this reason, we opted for an assessment on a case-by-
case basis. The weight of the specific aspects within the catalogue of criteria was adapted to the specific local 
situation.

VI.2. METHODOLOGY

The first step was a parametric GIS-Analysis of the existing, already developed areas. Based on the GIS-Data 
provided, in conjunction with the publicly available data from OpenStreetMap.org (OSM), we assessed the 
existing road network of the selected sites in regard to diversity, density of public and related functions as well as 
accepted pedestrian radii and in consideration of their role within the higher-priority traffic network. One limiting 
factor was the availability of consistent data. 

The result is a "heatmap" identifying specific sites with potential for improvement in terms of Shared Space. 
These algorithms, while attuned to Western European structures (and data sets), can provide reliable preliminary 
examination results. This tool is, however, for the present analysis in the Oblast Leningrad suitable only to a 
limited extend, since the density of available data and/or the structure of the data is not sufficiently compatible. 
For this reason, the results of this automated analysis of the relevant sites should be viewed with reservation 
and seen as a first rough overview and indicator for the subsequent deeper understanding of a potential target 
area. The projected future developments could not be considered as well, since they were not available to us in 
the appropriate format. With the example of the city of St. Petersburg, a typical result of such an analysis of an 
existing development will be briefly discussed below.

INTRODUCTION | SITE ANALYSES AND INTERVENTIONS

Img.76.: Leningrad Region and an overview of the 
locations of the selected project sites for review
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VI.3. ST. PETERSBURG

 ST PETERSBURG | SITE ANALYSES AND INTERVENTIONS

For reasons described in the previous chapters of this study, the greatest potential for successful Shared Space 
interventions can generally be found in dense urban areas. The often difficult traffic situation within large metro-
politan areas provide a great opportunity to exploit the full potential of Shared Spaces as an element within 
multimodal mobility solutions.

As a first glimpse into the complex situation of St. Petersburg, we ran our preliminary GIS-analysis as described 
above.

This first analysis enables us to identify zones within the urban structure, which hold the potential for future 
development of Shared Space. Although the area of St. Petersburg does not, strictly speaking, constitute part of 
the project, the results are clear enough: there are a number of areas within the city, which would justify further 
investigation with regard to the establishment of Shared Space.

For further assessment, we advise to examine, as mentioned above, the identified areas on a smaller scale, 
to determine the actual need for action, to develop specific objectives and to make recommendations for the 
implementations.

Img.77.: Heatmap created by the preliminary GIS-analysis  
 
This shows the potential output for areas with a rather 
high density of compatible data - the black dots show 
sites that are recommended for review on the basis of the 
algorithm developed by AAPS.

Img.78.: Legend: 
Points of interest considered by the algorithm 
 
 Result: Suggested location for Shared Space
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VI.4. AGALATOV

AREA 1
Specific characteristics of the site:
This area is a medium-sized development close to a road of local significance. It is currently in the construc-
tion phase. The adjacent area is designated as "priority development area". The central zone will comprise very 
diverse functions and the intersection in the center of the new development will provide the residents access to 
the residential areas on both sides of the road. 

Identified potentials:
- high density
- high diversity and small-scale structure (shops, institutions, restaurants, green space)
- pedestrian access possible (300-400m)
- public transport connection within walking distance

Planning objectives and proposed interventions: 
Both sides of the road should be integrated and connected by Shared Space. This Shared Space should reach 
north into the central boulevard and thus create a lively center for the new settlement. The development of a 
Shared Space in this area should have a higher priority than area 2 below.

AREA 2
Specific characteristics of the site:
This development is situated right next to a highway interchange. The area will have a commercial/social center 
with basic amenities.

Identified potentials:
- different functions (shops, institutions)
- pedestrian access possible (300-400m)

Planning objectives and proposed interventions: 
The new settlement will profit from a new local center designed according to the principles of Shared Space. 
This zone will provide pedestrian accessibility to the available facilities. The main regional roads will pass outside 
of the new development area, the internal access will therefore be restricted to residents. A more thorough 
examination is necessary.

Img.79.:  Agalatov: Delivered data base for analysis: 
Plan of the Area showing the sites  

selected for further review 
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Area 1

Area 2

 AGALOTOV | SITE ANALYSES AND INTERVENTIONS

Img.80.:  Plan section showing Area 1 in more detail

Img.81.:  Plan section showing Area2 in more detail

Site suggested for further review and 
potential development as a Shared Space
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VI.5. ANNINO

Specific characteristics of the site:
The town has a distinctly rural character with low density development. The insufficient and incomplete docu-
mentation makes an analysis of the scattered development very difficult.

Identified potentials:
- limited foreseeable development (according to present plans)

Planning objectives and proposed interventions: 
We could not identify a suitable zone in the area of Annino.

Img.82.:  Annino: Delivered data base for analysis: 
No potential for Saared Spaces
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 ANNINO | SITE ANALYSES AND INTERVENTIONS
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VI.6. FORNOSOVO

Specific characteristics of the site:
The town of Fornosovo is characterized by very low density development and little diversity of functions.

Identified potentials:
- limited foreseeable housing development (according to the present plans)

Planning objectives and proposed interventions: 
We could not identify a suitable zone in the area of Fornosovo.

Img.83.:  Fornosovo: Delivered data base for analysis: 
No potential for Shared Spaces
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 FORNOSOVO | SITE ANALYSES AND INTERVENTIONS
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VI.7. GATCHINA

AREA 1 - Rayon Aerodrom
Specific characteristics of the site:
The new development on the historical airfield continues the existing developments to the north. This 
"microrayon" will house several educational facilities and the density of the existing as well as the planned devel-
opment is rather high. There are extensive shopping facilities and medical institutions in close proximity and 
within walking distance.

Identified potentials:
- high density
- strong growth area
- creation of a center
- focus on education
- diversity (shopping, health, education, social facilities, green spaces etc.)
- pedestrian access
- connection to local and regional public transport

Planning objectives and proposed interventions:  
Our proposal for an intervention includes the creation of internal access routes within the individual develop-
ment blocks according to the principles of Shared Space. These blocks will in turn be connected to each other by 
so-called "bridges" across the separating roads. This improves the pedestrian integration of the whole area into 
the structure of the city of Gatchina.
  

Img.84.:  Plan section showing Area 1 in more detail - Suggestion #1

Site suggested for further review and 
potential development as a Shared Space

Better connectivity: Revaluation for 
Pedestrians and Cyclists
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Area 2

Area 1

 GATCHINA | SITE ANALYSES AND INTERVENTIONS

Img.85.:  Gatchina: Delivered data base for analysis: 
Plan of the Area showing the site  
selected for further review 
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VI.7. GATCHINA

AREA 1 - Boulevard Aviatorov - Gatchina Palace
Specific characteristics of the site:
Gatchina Palace is situated between the train line and the large recreational area behind the palace. The axis to 
the palace currently starts at the square in front of the train station runs through the park dividing it in two sides 
and ends in front of the palace at an intersection. This situation does not do justice to the historic and touristic 
importance of the building. The future development in the area of the microrayon Aerodrom envisions a continu-
ation of this axis in the new Boulevard Aviatorov.

Identified potentials:
- historic importance provides visitor volume
- connection to public transport
- necessary connection of the area "Aerodrom" to the train station (see image)
- pedestrian access of park/recreation area 
- fine network of paths
- design of a deserving forecourt for the palace

Planning objectives and proposed interventions: 
Axis: New traffic circle - new boulevard - train station - park - Gatchina Palace
Boulevard: Design according to the principles of Shared Space to facilitate free crossing in selected areas and to 
better connect the adjacent areas to each other
Train station: Improve connection to the Boulevard and safety of the crossing (see image 87 access to train 
station), as well as redesign of the square in front of the station.
Park: The whole street through the park should be dedicated Shared Space to re-integrate the two sides of the 
park and facilitate free pedestrian crossing (see image 88 access to palace)
Palace: Improve access to the palace by redesigning the feeder road and parking; give the palace an adequate 
forecourt

Img.86.:  Plan section showing Area 1 in more detail - Suggestion #2

Img.87.: Current access to train from Aerodrom    Source: Google Maps Img.88.: Current Situation: Access to palace with desire path    Source: Google Maps

Site suggested for further review and 
potential development as a Shared Space

Better connectivity: Revaluation for 
Pedestrians and Cyclists
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Img.90.: Intersection Sobornaya/Karl Marx, view from the cathedral Source: Google Maps

VI.7. GATCHINA

AREA 2 - St. Paul Cathedral
Specific Characteristics of the site:
The ulitsa Sobornaya is currently a pedestrian zone. This zone forms a lively part of the city center and is oriented 
towards the west to the St. Paul's Cathedral, a major touristic attraction of the city. The high density of the 
commercial functions in conjunction with the point of interest create a rather high pedestrian volume. The 
pedestrian zone, however, ends at an intersection (Sobornaya/Karla Marksa) just about 100m in front of the 
church and leaves the view of the church obstructed by parking cars.

Identified potentials:
- high diversityv 
- existing pedestrian zone
- St. Paul's Cathedral as point of interest
- high pedestrian volume
- possible connectivity for bicycles
- improved presentation of the cathedral

Planning objectives and proposed interventions: 
Our proposed intervention in this case includes a transformation of the intersection of ulitsa Sobornaya/Karla 
Marksa into a Shared Space (Image 90). The subsequent development of the continuation of the ulitsa Sobornaya 
up to the cathedral should be designed according to the principles of Shared Space as well, to integrate the cathe-
dral into the existing pedestria n axis and to stage the church according to its touristic and historic importance.

 GATCHINA | SITE ANALYSES AND INTERVENTIONS

Img.89.:  Plan section showing Area 2 in more detail - Suggestion #2

Img.91.: Area 2: Results of the preliminary algorithmic analysis by AAPS  
The accumulation in the west is already a commercial pedestrian area
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VI.8. NOVYI SVET

Specific Characteristics of the site:
The settlements of Novyi Svet, Torfyanoye and Maloye Zamostye are small suburbs of Gatchina. They are charac-
terized by low diversity, low density and only limited housing development in the short and medium term.

Identified potentials:
- limited foreseeable housing development

Planning objectives and proposed interventions: 
We could not identify a suitable zone in the area of Novyi Svet.

Img.92.:  Novyi Set: Delivered data base for analysis: 
No potential for Shared Spaces
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VI.9. OTRADNOYE

AREA 1
Specific Characteristics of the site:
Otradnoye is a small town on the bank of the Neva with large development areas to the north and south. This 
new development is situated south of the train line. The entrance to the new development is located at an inter-
section of different functions & transport modes - bus, train, cars. The plan provides a diverse mix of functions, 
relatively dense housing as well as commercial zones. 

Identified Potential:
- high density
- local and regional public transport
- portal into new development area

Planning objectives and proposed interventions: 
For this specific situation, we propose the development of a Shared Space "bridge" over the train line from the 
existing city into the new development. This connection facilitates the integration of the public transport system, 
the green axis, the commercial areas as well as the housing developments into a lively and livable quarter, which 
can be accessed completely by foot or bicycle.

Img.93.:  Plan section showing Area 1 in more detail (transport map)

Img.94.:  Plan section showing Area 1 in more detail (Functional zones)

Site suggested for further review and 
potential development as a Shared Space

Better connectivity: Revaluation for 
Pedestrians and Cyclists
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Img.95.:  Otradnoye: Delivered data base for analysis: 
Plan of the Area showing the sites  
selected for further review 
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AREA 2
Specific characteristics of the site:
This new development is situated northeast of the city of Otradnoye. The zone will be accessible by regional as 
well as local public transport. According to the functional distribution, there will be a central zone with a variety 
of supporting functions. Part of this central zone is already projected as a "pedestrian-transport" zone (green).

Identified potentials:
- high diversity
- good pedestrian accessibility
- local and regional public transport
- centrally located within the area

Planning objectives and proposed interventions: 
This whole block should be designed as a Shared Space and thus connect to the adjacent new and existing 
developments.

Img.96.:  Plan section showing Area 2 in more detail (transport map)

Img.97.:  Plan section showing Area 2 in more detail (functional zones)

VI.9. OTRADNOYE
Site suggested for further review and 
potential development as a Shared Space
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Img.99.:  Plan section showing Area 3 in more detail (transport map)

Img.100.:  Plan section showing Area 3 in more detail (functional zones)

Area 3 - Ulitsa Shchurova
Specific characteristics of the site: 
This is an existing "shopping street" (see Image 98). The street is lined on both sides with various functions 
such as shops, restaurants and health care facilities. The widening of the street creates a square-like space and 
provides a good setting for social interaction and informal trade.

Identified potentials:
- widening of the street
- trade and flexible functions
- space for lingering
- central location in the urban fabric
- dense surroundings and high diversity
- proximity recreational areas
- good local transport links

Planning objectives and proposed interventions: 
The recommended measures include among others the improvement of the quality of stay by enhancing the 
green space, creating a concept for the necessary parking and a design of the road surface.

OTRADNOYE | SITE ANALYSES AND INTERVENTIONS

VI.9. OTRADNOYE

Img.98.: Current Situation: Ulitsa Shchurova Source: Google Maps
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VI.10. SELTSA

Specific characteristics of the site: 
This development area is close to the small settlement of Seltsa. The town and the development area is charac-
terized by a very small-scale structure and a diversity of projected functions.

Identified potentials:
- potential for pedestrian access
- high diversity

Feasibility of an intervention has to be assessed by further research.

Planning objectives and proposed interventions: 
We propose to design the central axis of this new development as a Shared Space to create a pedestrian friendly 
settlement. All amenities and facilities will be easily accessible. 

Img.101.:  Plan section showing Area 2 in more detail (transport map)

Site suggested for further review and 
potential development as a Shared Space

Better connectivity: Revaluation for 
Pedestrians and Cyclists
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Img.102.:  Seltsa: Delivered data base for analysis: 
Plan of the Area showing the sites  
selected for further review 



116

ANALYSIS OF POTENTIALS AND CATALOGUE OF MEASURES SHARED SPACE

VI.11. SERTOLOVO

Specific characteristics of the site: 
The central axis of the existing town starts at the Vyborgskoye shosse, a road of regional importance, with a 
diverse and commercially used square. This area provides many of the daily needs of the citizens.

Identified potentials:
- high diversity (shops, institutions, education)
- high density
- portal to the city center

Planning objectives and proposed interventions: 
We propose a redesign of the Sertolovo "Plaza" (Image 104) as a portal to the city centre. This will simplify the 
pedestrian access to the town and its facilities. This zone will be a showcase for the city.

Img.103.:  Plan section showing Area 2 in more detail (functional zones)

Img.104.: Current Situation: Sertolovo "Plaza"  Source: Google

Site suggested for further review and 
potential development as a Shared Space
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Img.105.:  Sertolovo: Delivered data base for analysis: 
Plan of the Area showing the sites  
selected for further review 
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VI.12. SOSNOVY BOR

Specific characteristics of the site:
The town of Sosnovy Bor is heavily industrialized. The center is characterized by dense high-rise developments.  
Areas of future housing development are located to the north and to the east. The lack of historic structure within 
this city is apparent.

Identified potentials:
- high density
- strong barriers between blocks
- diverse functions within blocks
- internal pedestrian accessibility
- projected pedestrian routes (yellow dotted lines)

Planning objectives and proposed interventions: 
In this town we suggest interventions that interconnect the microrayons using Shared Space sections, "bridging" 
the strong barrier of the roads. To maximize the impact, these interventions should be implemented at selected 
location all over the city. The overall accessibility of the heretofore very isolated blocks will improve, reducing 
motorized private transport, promoting pedestrian and bicycle access and thus making the city a safer, more 
livable space. The examples on the plan require further analysis.

Img.106.: Results of the preliminary algorithmic analysis by AAPS 

Img.107.:  Plan section showing the Area in more detail (transport zones)

Site suggested for further review and 
potential development as a Shared Space

Img.108.:  (right side) Sosnovy Bor: Delivered data base for analysis: 
Plan of the Area
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VI.13. SVERDLOVSKOYE

Specific characteristics of the site: 
The development areas indicated on the plans on the previous page are situated to the south of St. Petersburg on 
the eastern bank of Neva river. The analyzed area constitutes a large new development zone with dense housing 
and diverse functions. We assume a connection to public transport along the regional road leading into the city 
of St. Petersburg.

Identified potentials:
- strong future growth
- dense housing developments
- high diversity

Planning objectives and proposed interventions: 
We identified one potential Shared Space in the zone of Novosaratovka, out of the four zones that comprise the 
development plan for this area. A Shared Space at the entrance to the newly developed area will strengthen the 
residential character and facilitate the pedestrian access to all functions and institutions for the residents. The 
connection between the northern residential areas, the parks and the recreational area along the river Neva will 
be strengthened.

Img.109.:  Plan section showing the Area in more detail (functional zones)

Site suggested for further review and 
potential development as a Shared Space
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Img.110.:  Sverdlovskoye: Delivered data base for analysis: 
Plans of the Area
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VI.14. VSEVOLOZHSK

Specific characteristics of the site: 
The structure of the town of Vsevolozhsk is quite compact. Several good opportunities for the application of the 
principles of Shared Space arise from this structure. Our analysis showed a large potential between the intersec-
tion of Oktyabrskiy Prospekt and Vsevolozhskiy Prospekt (A) and the train station Vsevolozhskaya (B). Because of 
the high quality of available data for this area, we could apply our parametric analysis to assess the area.

Identified potentials:
Intersection A:
- high diversity (shops, cafés, institutions, shopping center, sports)
- square with high quality of stay
- result of the analysis
- potential bicycle route
- multimodal connections: train, local and regional public transport
- MIV of local importance
- parking available
- street continues as a pedestrian zone towards the center of town (Vsevolozhskiy ulitsa)

Train Station B:
- high diversity
- multimodal (train, bus, bicycle)
- high volume
- no MIV-transit
- pedestrian connection to the south

Planning objectives and proposed interventions: 
We propose to convert A (Image 111) and B (Image 112) into Shared Spaces and subsequently develop the 
Vsevolozhskiy Prospekt connecting those two. The businesses in the area will profit from the better quality of 
stay and increased pedestrian traffic in the area. In the process, the projected bike path along the river should 
be continued to the station and be developed alongside the Vsevolozhskiy Prospekt. Thus the whole city will be 
accessible by bike.

Img.111.: Current Situation: Intersection (A) view to the south      
Source: Google Maps

Img.112.: Current Situaton: Train Station (B)      
Source: Google Maps

Img.113.:  (rigt side) Vsevolozhsk: Delivered data base for analysis: 
Plan of the Area
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Img.114.: Detailed Plan of the area (Development 
Limitation)

Img.115.: Transport Map with bike path Img.117.: Aerial View     Source: Google Maps Img.116.: Results of the preliminary algorithmic analysis 

A

B

A

B
Bike path

A

B

A

B

Site suggested for further review and 
potential development as a Shared Space

Better connectivity: Revaluation for 
Pedestrians and Cyclists
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