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1 Introduction

Slovenia has had its regional centres of the highest hierarchical levels defined ever since the 1960s, when
the concept of polycentric development came into use (Vriser, 1989). In different periods of regional pol-
itics the number of regional centres ranged from 11 to 15. At the beginning, these centres were to encourage
a simultaneous regional development, whereas today their purpose, alongside enabling the autonomy of
decision-making, managing individual parts of the country and strengthening the regional identity, is pri-
marily to ensure equal accessibility for all the inhabitants of Slovenia (Drozg, 2005). Regardless of the fact
that the improvement of transport accessibility is one of the main strategic goals of spatial planning in
Slovenia, the developmental tendencies in this field haven't shown any really positive effects of all the sug-
gested measures (Kozina, 2009). In the field of accessibility of regional centres, the stress in the last decade
has been on constructing roads for long-distance transport, for example motorways within the European
motorway network as well as high-speed roads (Plevnik, 2008). The remaining state routes as well as the
main and regional roads were for the most part only preserved and maintained. The focus has been pre-
dominantly on improving transport flow and the safety of traffic as such. In this time period the general
condition of the road network even deteriorated. Current conditions show that 42% of state roads are in
abad or even in an extremely bad state (Resolution on transport politics, 2006). The current state of roads
in Slovenia is also shown in the results of the European independent programme of evaluating road safe-
ty, called EuroRAP (European Road Assessment Programme). These results reveal that 59,3% of state roads
in Slovenia represent a high or medium-high risk level (web 1). The aforementioned state of Slovene roads
is a restricting factor in simultaneous regional development of all areas in Slovenia which don't lie along
motorways. Due to bad accessibility and thus higher transport costs, these areas are becoming non-com-
petitive based solely on their location, even though they may have other factors important for development,
such as lower land-prices, an educated work-force, natural resources, etc.

Good transport accessibility to regional centres where the majority of public functions as well as work-
places are situated is in a society based on consumption and in an age of tertiarization a necessary prerequisite
for a simultaneous socio-economic development. Improving the aforementioned accessibility lowers the
time spent travelling as well as the need to travel itself, which diminishes many negative effects of trans-
port, such as the time and energy spent in travelling, excessive suburbanization, pollution, etc. This also
lowers the costs of the economy as such (Polyzos, Sdrolias and Koutseris 2008; Paez 2004), guarantees a more
even social fairness (Currie and Stanley 2008; Stanley and Vella-Brodrick 2009), and reduces the nega-
tive impact on the environment (Ewing and Cervero 2010; Bertolini, le Clercq and Kapoen 2005).

The purpose of the article is to present transport accessibility to the chosen regional centres in Slovenia
on the case of the road sub-system. Accessibility is defined as the travel time which people spend driving
their cars to the nearest regional centre.

The introductory chapter is followed by a chapter on methodology, where we will focus primarily on
the main tool used in our research, namely on the analytical model of transport accessibility and on the
analyses which entail the aforementioned model. The results of the modelling are presented in the third
and the fourth chapters. The first part of the results focuses mainly on defining the accessibility of vari-
ous areas and explaining the reasons for such a state, whereas in the second part, the results point to the
regionalization of Slovenia according to the criterion of transport accessibility, and to the most impor-
tant regional differences which arose as a result of this process. The main findings as well as some critical
points about the current planning of transport accessibility to regional centres are displayed in the con-
clusion.

2 Methodology

Transport accessibility to regional centres in Slovenia was determined with the help of the analytical model
of transport accessibility, which is based on the software ESRI ArcGIS in correlation with the upgraded mod-
ule Network Analyst. The model comprises digital vector data about the road and settlement network (2005),
to which we added attributive data on speeds reached on specific road sectors using a personal car (2005),
as well as data on the population number from the 2002 Census (web 2). The model enables the calcu-
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lation of travel times, distances, and the speed of travelling with a car within the state or local road net-
work among all settlements in Slovenia.

Quality control showed that the model works extremely well on the state level of the road-network,
and a bit worse within the local road network, where the data on travel speeds on individual road sec-
tions is less precise.

Among the deficiencies of the model we could also include the inability of using data about the inner
spatial structure of settlements, as the lowest level of the model defines the settlement as a centroid. In
a negative sense this comes into effect especially when considering bigger cities, such as Ljubljana and Maribor,
where the model neglects the differences in accessibility of the centre and the outskirts of the city and cal-
culates the accessibility to the city centre in the same manner as with other settlements.

With the mentioned analytical model of transport accessibility we determined, in each settlement in
Slovenia, the travel time to the nearest accessible regional centre and with that determined the areas of
better and worse accessibility. When choosing these regional centres we accepted the suggestion of the
administration of the Government of the Republic of Slovenia for local government and regional poli-
tics from 2007, which has for the needs of the regionalization of Slovenia suggested 14 centres as pillars
of regional development (web 3).

From the cartographic review of the aforementioned analysis we could determine that the accessi-
bility in Slovenia differs depending on the route of major transport axes (motorway network) and the structure
of the relief. For this reason we used the bivariate correlation analysis in order to determine the level of
correlation or the influence of the route of major transport axes (the accessibility of settlements to the
nearest access point to the motorway or to a high-speed road) and the relief (the average slope of the set-
tlement) on the accessibility to regional centres.

On the basis of the data about the travel time from settlements to regional centres we established the
regionalization of Slovenia with regard to the criterion of transport accessibility. With this we wanted to
show how Slovenia is divided into areas or regions based on the shortest time one needs to reach a spe-
cific regional centre.

Borders among regions were established in accordance with municipality borders, which can, in the
case of establishing regions as the second level of local government with 14 included regional centres, be
used to estimate the suitability of their borders from the perspective of transport accessibility (see Kozina
and Plevnik, 2008). The criterion of including one specific municipality into a specific region was that more
than 50% of their inhabitants access the regional centre of their region the quickest.

Many authors have already written about the modelling of road accessibility in Slovenia. Among some
of the oldest research we should mention especially the works by Gosar (1964, 1966, and 1975) and Pelc (1989),
whereas among the newest we should point out the works of Guli¢ and Plevnik (2000), Drobne et al. (2004)
and Setinc et al. (2006). Newer research differs from older research mainly in its more precise and modern
tools and data used to determine transport accessibility, which is based on the technology of geograph-
ic information systems. The model mentioned in this article differs from all previously represented models
in that it is the first which is able to calculate real travel times on the actual road network among all set-
tlements in Slovenia.

3 Travel time to regional centres

Regional centres in Slovenia are located mainly in flat areas, which are connected through highly effec-
tive transport routes in the form of motorways, high-speed and main roads. As expected, the travel time
of inhabitants of these areas to regional centres increases proportionally with their remoteness from major
transport axes and greater diversity of relief (picture 1).

Settlements with the shortest travel time to regional centres (under 15 minutes) are in Slovenia locat-
ed mainly in the areas of basins (the Ljubljana basin, the Velenje basin, the Krsko basin, the Novo mesto
basin, and the Pivka basin), valleys (the Mezica Valley), flatlands (the plains Dravsko-Ptujsko polje and
Gorisko polje) and other flatlands (the plain Mursko polje, coastal parts of Slovene Istria). The majority
of settlements with less than 15 minutes to the nearest regional centre lie in the north-eastern part of Slovenia

Figure 1: Travel times to nearest regional centres (by personal car). »

234



Acta geographica Slovenica, 50-2, 2010

0107 ‘NZVS DAZ NV Imnsul pisjeisoan o

RUIZOY] TUR( :BPIA3([waz 101AR/dew 3y} JO ToIny

[ E——  E— |
urf 0s oy 0¢ 0T (U8 0

BYSIPAIS BURUOIZAT
/sonuad reuordar O

Y
RIS
150 aujowo1d auae[3 1 5 i .,V’VV,‘MW
. X £X¢
/s9xe 110dURI) UTRUI = 5 > Ry

INUIW ()9 PeU/SANUIU ()9 I9A0 I ,.._mmu..wv
muru o9 op cp/somurur 09 03 S [
mur ¢ op gg/samurtu ¢ 03 o¢ [T
IMUTW ¢ Op T/sAMUIW 0g 03 6T [ ]
nurw G pod/saynurwr 6T Iopun _H_

Fonds
\’-3‘ Ny
RGN
'\.—«b J.ol.- ftr. S

o

Vo,
RS
NS

Ly
o Ory ; 2 S N
XL rdOAA S8 LR . T
R NS I

1S
N

.. !\ J"b@\\‘sﬂ«mf’?_r!
SEGESS

head

g’l;

“P
Vi

By 2
.!‘f'@‘,\
.ay\”:*.l o
o SR
....fo Ezires

T
L5
7

‘
NS
N
2]
s

-

il

fas
X

=
7 0"
R H

235



Jani Kozina, Transport accessibility to regional centres in Slovenia

and in the Ljubljana basin, which are a consequence of more accessible and densely populated flat land
as well as a higher density of regional centres in these areas. A larger number of such settlements is con-
centrated also alongside the northern part of the third developmental axis from the border with Austria
all the way to Celje, where there are as many as three regional centres, namely Ravne na Koroskem, Velenje
and Celje, with no more than 65 kilometres between the first and the last one.

As opposed to the settlements with the best transport accessibility, the settlements with the longest
travelling time to regional centres are located in the hilly or even mountainous areas, where there is a low
density of the population and consequently a lower density of regional centres.

The stripe of the worst accessible areas in Slovenia extends from the Alpine-Dinaric barrier towards
the east onto the wider areas of Ribnica and Kodevje. Somewhere in the middle this stripe, and along with
it the transport accessibility as such, is cut by the so-called Postojna Gate, which is with 612m of altitude
the lowest passage point from the Mediterranean to Middle Europe (Gams, 1998).

Settlements from which people need more than an hour by car to get to the regional centre are in Slovenia
located in the regions of Zgornje Posocje, Idrijsko, Cerkljansko as well as in Kocevsko and in the Upper
Kolpa Valley. These are the main areas where the state is trying to improve accessibility to major centres,
based on the planning and the construction of the 3a and the 4th developmental axes (Resolution on National
Development Projects for the period 2007-2023, 2006). More than a 45-minute drive to the nearest cen-
tre is characteristic also of some settlements in the region of the Upper Savinja Valley as well as the middle
part of the Posavje Hills. Furthermore, bigger, closed-up areas of lesser accessibility (more than a 30-minute
drive) are located in Upper Sotla Valley, in the middle part of Pohorsko Podravje (the Drava Valley), in
the northern and southern slopes of Slovenske Gorice, in the vicinity of Lendava and in the northern part
of Kras and in Brkini.

In Slovenia, approximately 54% (1.053.000) of the population live in areas from which they have a less
than 15-minute drive to the nearest regional centre, 88% (1.718.000) of the population has a less than
30-minute drive to the nearest centre and 97% (1.904.000) a less than 45-minute drive. About 99%
(1.946.000) of the whole population lives in areas where the travel time doesn't surpass one hour, more
than an hour's drive to the nearest centre have only around 14.000 people, which is less than 1% of the
whole population (table 1). The presented data shows that with improving transport accessibility the den-
sity of settlements in a particular area also rises. Based on this finding we can conclude that transport
accessibility represents one of the most important factors of settlement development in Slovenia.

Table 1: Data on the number and the percentage of inhabitants, surface area and the density of settlements in areas of various levels
of transport accessibility.

travel time to population percentage surface area population density
regional centres number of the population (%) (km2) (inhabitants/km?)
under 15 minutes 1.053.000 53,7 3870 272
15 to 30 minutes 665.000 339 8880 75
30 to 45 minutes 186.000 95 5020 37
45 10 60 minutes 42.000 2,2 1420 29
above 60 minutes 14.000 0,7 1080 13
total 1.960.000 100 20270 97

3.1 The influence of transport axes on accessibility

To determine the statistical correlation between both the variable of transport accessibility to regional cen-
tresand the variable of transport accessibility to the network of all major transport axes, a bivariate correlation
analysis was used. The scatter plot showed that the correlation between both variables is positive and lin-
ear. Nevertheless we couldn't use the Pearson coefficient in the analysis, because the values of both variables,
despite many attempts being made, weren't distributed in a normal manner. For this reason we decided
to use the Spearman coefficient, which establishes the ranking correlation. The results of the analysis showed

Figure 2: Travel speed of inhabitants to the quickest accessible regional centres using a personal car in correlation with the major transport
axes. »
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that the correlation is statistically typical (r = <0,01), while the value of the Spearman coefficient on a scale
from -1 to + 1 amounted to 0,63, which according to Sagadin (2003, 122) points to a relatively medium
principal positive statistical correlation.

The network of major transport axes, which comprises motorways and high-speed roads, in 2005 con-
nected 10 of the 14 studied regional centres. Today the network also includes routes to Murska Sobota
and Ptuj. This leaves only Velenje and Ravne na Koroskem as regional centres which have yet to be con-
nected to the road network with the construction of the 3rd development axis. In this manner, regional
centres are extremely well connected to their hinterland along this network, whereas some other parts
are left without immediate access to the major transport axes.

The importance of transport axes for the accessibility is shown also by the index of travel speeds to
the fastest accessible regional centre (picture 2). This index points out mainly some areas along individ-
ual motorway sections between regional centres. In these areas the density of transport routes which in
the hierarchy of the road network represent a higher speed level, is in comparison with other areas greater,
which also means that the travel speeds there are higher (i.e. sections Koper — Postojna, Postojna — Ljubljana
or Ljubljana — Celje). Consequently the travel time to regional centres in these areas is relatively shorter,
as it would be without the aforementioned faster transport connections. This review also clearly shows
that the highly efficient road infrastructure brings the towns »closer« (regarding the aspect of travel time),
although they are relatively far apart. Lower travel speeds are on the other hand characteristic of areas which
are not connected to the major transport axes, for areas in the close vicinity of regional centres where,
due to the great density of settlements, speed limits are greater, and areas where until 2005 no highly effi-
cient road infrastructure was constructed up to code with the national location plans (i.e. the motorway
section to Pomurje or the section between Trebnje and Novo mesto).

3.2 The influence of relief on accessibility

Among the principal elements of relief which define its structure we include altitude, slope level and
exposition (Hrvatin, Perko, 2003). According to Perko (2001), the diversity of the relief is in closest correlation
with the slope level. For this reason we, for the needs of studying the influence of relief on the accessibility,
analyzed the statistical correlation between the average slope of settlement areas and the transport accessibility
to regional centres. For the same reason (both variables are proportionally and linearly connected but, despite
many attempts of transformations, unevenly distributed) we used the Spearman rank correlation coefficient.
The analysis showed that the correlation is statistically typical (r =< 0,01), with the value of the Spearman
coefficient on a scale from —1 to + 1 in this case amounting to 0,33, which according to Sagadin (2003, 122)
shows a low positive statistical correlation.

The result confirmed the assumption that a certain level of correlation between the relief and the trav-
el time to the regional centre does indeed exist, although it is not extremely high. The comparison of both
foreseen factors shows that the route of major transport axes influences the element of accessibility in a far
greater manner than the relief. Various construction and engineering interventions in Slovene motorway
/ road network in the form of tunnels, viaducts, arcades, bridges, etc. have overcome many relief barri-
ers and with that lowered the influence of relief on overcoming distances.

4 Regionalization of Slovenia according to the criterion
of transport accessibility

On the basis of the available data on transport accessibility Slovenia can be divided into areas or regions
closest to a specific regional centre. We will name these spatial units after their regional centres (table 2).
The results of the regionalization in Slovenia show that from the perspective of transport accessibility impor-
tant regional differences as well as special characteristics exist and that they can be explained on the basis
of the principal physical and socio-geographic characteristics of the surface.

Picture 3: Regionalization of Slovenia according to the criterion of the quickest accessible regional centres and the typisation of regions
regarding the average travel time used to travel to regional centres. »
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Borders among regions are mainly defined according to the relief, which is also an important factor
of the alignment of the transport network (especially on lower hierarchical levels) (Gosar, 1966; Lampic
and Ogrin, 2009), which additionally affects the shaping of regions. We can see, that in the middle part
of the Posavsko hribovje area, in the vicinity of the highest peak (Kum, 1220m), borders of four regions
intersect (regions of Domzale, Celje, Kr$ko and Novo mesto). An even better example is the area of Pohorje,
where in the vicinity of the highest peak (Crni Vrh, 1543m), borders of four regions intersect (regions of
Velenje, Ravne, Maribor and Celje) and where the division of Pohorje almost exactly matches the exposi-
tion of the surface. North-eastern parts in the vicinity of Lovrenc na Pohorju gravitate towards Maribor,
north-western parts close to Ribnica na Pohorju towards Radlje ob Dravi and even further towards Ravne
na Koroskem, whereas on the south side the majority of the population finds Celje the most accessible,
with the exception of people from the municipality of Mislinja on the south-western part of Pohorje, who
find Velenje more accessible. In a similar way the borders among other regions in Slovenia are based on
orographic barriers. The ridges of the region of Slovenske Gorice represent the dividing line among the
regions of Murska Sobota, Ptuj and Maribor, whereas the watershed of the Adriatic and the Black Sea hydro-
graphic basins divides the regions of Kranj and Nova Gorica, and similarly the barrier of the lower karst
ridge the regions of Koper and Postojna, etc. (picture 3).

Taking into account the average travel time of inhabitants to get to their regional centres we can dis-
tinguish three types of regions in Slovenia. The first type are those regions where the travel time to their
regional centres is less than 10 minutes (the regions of Ljubljana, Maribor and Koper). Their common
characteristics are, along with good accessibility to the regional centre, also the relative smallness of the
area, bigger regional centres and a higher settlement density (table 2). Regarding the surface size, the small-
est is the region of Koper, followed by Ravne na Koroskem and then the Ljubljana and the Maribor regions.
In these three regions the two regional centres (Ljubljana and Maribor) are also the biggest Slovene cities,
which together with Koper, according to the Strategy of Spatial Development of Slovenia (2004); repre-
sent all three Slovene national centres of international importance.

In the second (intermediary) type we group those regions where the average travel time to regional
centres is between 10 and 20 minutes. These regions are located mainly in the north-eastern part of Slovenia,
their characteristic, compared to other, mainly western parts of the country, being a denser, but a greater
level of dispersed settlements. The higher density level of settlements suggests a larger number of region-
al centres and consequently a higher level of transport accessibility, whereas the average travel times to
regional centres are, due to a dispersed settlement, greater than they would be in the case of a more dense
settlement. A slightly worse state of average transport accessibility in some regions is a result of the small-
ness of their regional centres, in which the population density is lower than in some comparable settlements.
Characteristic of these regions is a relatively high percentage of inhabitants who drive to their regional
centres from neighbouring towns. This is with this type of regions typical of the regions of Ravne na
Koroskem, Kr$ko, Domzale and Murska Sobota, and regarding the two remaining region types also for
the Postojna region.

The third type of regions, in which inhabitants need more than 20 minutes to get to their regional
centres, is represented by the regions of Nova Gorica, Novo mesto and Postojna. The majority of settle-
ments in these regions are by personal car more than 45 minutes away from their regional centres. Compared
with other regions their common characteristic is the greater size of the area and a lower population den-
sity, which is the result of more demanding natural conditions (rough terrain, the lack of agricultural areas
as well as the lack of surface waters, etc.). Taking into account these criteria, the Kranj region could be
part of this group of regions as well. Together these four regions represent a geographically relatively round-
ed area of western and southern Slovenia, which from more than one geographical perspective (not only
the transport aspect) greatly differs from other Slovene regions.

Along with the general, wider characteristics of the Slovene country, a whole spectre of local pecu-
liarities can be seen in the defined regionalization. Among the most noticeable we could count the relative
smallness of the Ljubljana and Maribor regions. Their regional centres are connected with their surroundings
with a well equipped infrastructural network, as they are located in areas where the most important trans-
port routes meet in the flatlands (Cerne, 2004; Pelc, 1996). Consequently the size of both regions should
be greater according to the criterion of transport accessibility. But this is not the case, especially due to
the rather poor transport accessibility to the city centres of both regions. Compared to other regional cen-
tres, Ljubljana and Maribor have considerably longer roads that lead into town, all equipped with traffic
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Table 2: Basic characteristics of regions based on the criterion of the shortest travel time used to access a specific regional centre.

region population number area population density travel time speed of travelling
(in1000) surface (km2) (inhabitants/km?) to the regional to the regional
centre (minutes) centre (km/h)
Ljubljana 3N 895 347 4 53
Maribor 182 911 201 8 52
Koper 83 579 143 9 59
Velenje 78 938 83 11 58
Ravne na KoroSkem 66 825 80 14 60
Ptuj 105 1123 94 15 57
Krsko 84 1179 I 16 63
Murska Sobota 118 1286 92 17 60
Kranj 214 2328 92 17 64
DomZale 154 1490 103 17 72
Celje 224 1732 129 18 64
Nova Gorica 105 2002 52 22 59
Novo mesto 120 2277 53 24 58
Postojna 119 2707 44 25 78

lights. As the biggest employment, educational and supply centres of Slovenia, both cities are consider-
ably more burdened with commuters too (Bole, 2004). Travel speeds on roads leading into the city and
roads to the city are consequently rather low, which affects the rise in travel time to the city centre. This
is also seen in the factor of travel speeds, as the inhabitants of the Ljubljana and Maribor regions on aver-
age spend among all inhabitants of Slovenia most time getting to their regional centres (table 2).

Regarding the division of the Ljubljana region an interesting factor is the placing of municipalities
from the south-eastern part of the Ljubljana basin (Grosuplje, Dobrepolje and Ivan¢na Gorica) in the
Domzale region, although the distance to Ljubljana is more than a quarter shorter than the distance to
Domzale. The same goes for the placing of municipalities of Borovnica, Horjul and Vrhnika in the Postojna
region, with Ljubljana being more than a third of the distance closer to them than Postojna. The acquired
results point to the fact that smaller cities are, when all other characteristics are the same or similar (road
infrastructure, relief, city structure, etc.), more accessible compared to larger cities. DomzZale and Postojna
are, similar to Ljubljana, located in the flatland along the motorway, but are in terms of population in the
case of Domzale 20-times or in the case of Postojna 30-times smaller than Ljubljana. Something similar
can be seen in the division of the Maribor region, where the most »extreme« case is the municipality of
Race-Fram. Regarding its location, the municipality should be considered as the suburbs of Maribor, but
its inhabitants reach the city of Ptuj faster, though Ptuj being more than 4-times smaller than the biggest
centre of the Maribor region.

The »smallness« of the Ljubljana and Maribor regions is along with the aforementioned factors also
aresult of the proximity of other regional centres, as Ljubljana is for example in the north »bounded« by
Dom?Zale and Kranj and on the south-western part partly by Postojna. Whereas the region of Maribor is
in the south surrounded by Celje and Ptuj and in the north by the country's borders. The Ljubljana region
could in effect spread slightly only towards the area of the Ribnica — Kocevje valley (all the way to the Ribnica
municipality), which is from the neighbouring regional centres of Postojna and Novo mesto separated
by aline of hills and plateaus (Velika Gora, Mala Gora, Bloke, etc.), which renders quicker transport con-
nections difficult. The Maribor region has spread a bit more towards the west into the Drava valley only.

5 Conclusion

The modelling results show that there are areas in Slovenia with different transport accessibility to region-
al centres. The most remote settlements lie in the hilly and mountainous areas away from major transport
routes. Among these areas the most problematic are the following regions: the Poso¢je, Idrijsko and
Cerkljansko as well as Kocevsko with the area of the Upper Kolpa Valley. The state is trying to improve
the accessibility with planning and establishing the 3a and the 4th development axes of high priority. With
the increase of the transport flow in the areas of Skofljica, Velike Lasce, Ribnica and Kocevje, the 3a devel-
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opment axis would draw all the settlements along this axis closer to Ljubljana, to which they actually grav-
itate, whereas the 4th development axis would connect the area of Posocje with the central part of Slovenia
with the removal of narrow passages in the pre-Alpine highlands. The interesting thing about the 4th devel-
opment axis is the priority of the connection of Poso¢je to Ljubljana and not to Nova Gorica, a city to
which this area actually gravitates to. This shows a rather unadjusted manner of Slovene transport and
regional politics, which on the one side includes the area of Poso¢je in the Nova Gorica region, while on
the other is constructing a corridor to Ljubljana. Such improvement of transport accessibility can be defined
as less suitable, as it additionally contributes to centralization and has a detrimental effect on simultane-
ous regional development, which is against the concept of polycentrism and strengthening of regional
centres. That's why we could say that, along with the construction of the 3a development axis, a much
more suitable would be the construction of the 3rd development axis, which would connect Koroska from
the Austrian border, through Velenje, Celje and Novo mesto to the region of Bela Krajina and further-
more to Croatia. This axis is especially important in connecting strong regional economic centres. With
improved accessibility companies on this axis would expand much easier, seeing as, according to the esti-
mates of the Ministry of Traffic, this would lower the travel time between the economic centres of Celje
and Novo mesto by about 50% (web 4).

As the construction of the big motorway network is slowly coming to its end, we should warn about
the fact that Slovenia could, with future planning and the construction of new, more efficient road sec-
tions, continue to encourage solely better road accessibility and car transport as such. It is clear that we
should improve access to those areas which were with modelling defined as less accessible but we should
also strive towards using more sustainable transport possibilities, such as buses and trains on the nation-
al and regional level, and biking and walking on the local level.

Negative effects of encouraging car access to some areas can be seen in the case of regionalization of
Slovenia, where centres of the biggest cities are less accessible even to their suburbs. Further research should
strive towards analyzing accessibility with the means of public transport, and should also include or sim-
ulate the accessibility with an eye to employing various ways of improvements regarding such transport,
which has in Slovenia a far greater potential than cars as such.
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1 Uvod

Slovenija ima Ze vse od Sestdesetih let prejsnjega stoletja, ko je uvedla zasnovo policentri¢nega razvoja,
nalne politike je bilo njihovo $tevilo med 11 in 15. V zadetku so imela predvsem funkcijo spodbujanja
skladnega regionalnega razvoja, danes pa je njihov glavni namen poleg omogocanja avtonomije odlo¢anja,
upravljanja posameznih delov drZave in krepitve regionalne identitete zlasti zagotavljanje pribliZzno enake
dostopnosti za vse prebivalce Slovenije (Drozg 2005).

Kljub temu, da je izboljevanje prometne dostopnosti v Sloveniji eden izmed temeljnih strateskih ciljev
urejanja prostora, pa teznje razvoja na tem podrodju Se ne kazejo pozitivnih uc¢inkov vseh predlaganih
ukrepov (Kozina 2009). Na podro¢ju dostopnosti regionalnih sredis¢ je drzava v zadnjem desetletju daja-
la prednost predvsem dograjevanju cest za daljinski promet, to je avtocest na vseevropskem cestnem omrezju,
ter hitrih cest (Plevnik 2008). Preostalo obstojece omrezje drzavnih cest, kategorij glavnih in regionalnih
cest, pa se je predvsem vzdrzevalo in ohranjalo. V glavnem so se odpravljala ozka grla s ciljem poveceva-
nja prepustnosti in varnosti prometa. Splosno stanje obstojecega omreZja drzavnih cest se je v tem obdobju
celo poslabsalo. Trenutne razmere namrec kazejo, da je 42 % omrezja teh cest v slabem oziroma zelo sla-
bem stanju (Resolucija o prometni politiki 2006). Posredno stanje omreZja drzavnih cest prikazujejo tudi
rezultati evropskega neodvisnega programa ocene varnosti cest EuroRAP (European Road Assessment
Programme), po katerih ima pri nas 59,3 % drzavnih cest visoko oziroma srednjo-visoko stopnjo tvega-
nja (internet 1). Opisano stanje je omejitveni dejavnik skladnega regionalnega razvoja obmocij Slovenije,
ki ne leZijo ob avtocestnem krizu. Obmodja zaradi slabe dostopnosti in s tem visjih transportnih stros-
kov postajajo lokacijsko nekonkurenc¢na, cetudi imajo druge, za razvoj potrebne dejavnike (cenejsa zemljisca,
usposobljeno delovno silo, naravne vire itd.).

Dobra prometna dostopnost do regionalnih sredi$¢, v katerih so osredotocene oskrbne in javne funk-
cije ter delovna mesta, je v druzbi potrosnje in dobi terciarizacije pogoj za druzbenogospodarski razvoj.
Njeno izbolj$evanje zmanjsuje dolzino potovanj kot tudi potrebe po potovanjih samih, kar vpliva na zmanjsa-
nje $tevilnih negativnih uc¢inkov prometa (poraba ¢asa in energije, pretirana suburbanizacija, onesnazevanje
okolja ipd.). Na ta nacin se zniZajo stroski gospodarstva (Polyzos, Sdrolias in Koutseris 2008; Paez 2004),
zagotovi se enakomernejs$a druzbena pravi¢nost (Currie in Stanley 2008; Stanley in Vella-Brodrick 2009),
zmanj$ajo pa se tudi pritiski na okolje (Ewing in Cervero 2010; Bertolini, le Clercq in Kapoen 2005).

Namen prispevka je predstaviti prometno dostopnost do izbranih regionalnih sredis¢ v Sloveniji na
primeru cestnega podsistema. Ob tem je dostopnost definirana kot potovalni ¢as, ki ga morajo prebival-
ci prevoziti z osebnim avtomobilom na poti do najblizjih regionalnih sredi$¢. Uvodnemu poglavju sledi
poglavje o metodologiji, kjer je predstavljeno glavno uporabljeno orodje —analitiéni model prometne dostop-
nosti in analize, ki so se z njim izvajale. Rezultati modeliranja so zbrani v tretjem in ¢etrtem poglavju. Prvi
del rezultatov se je osredotocil na dolocevanje obmocij razli¢ne dostopnosti in pojasnjevanje vzrokov za
tak$no stanje, medtem ko je v drugem delu predstavljena regionalizacija Slovenije po kriteriju prometne
dostopnosti in najpomembnejse regionalne razlike, ki izhajajo iz tega naslova. Glavne ugotovitve in neka-
tere kriticne misli o aktualnem nadrtovanju prometne dostopnosti do regionalnih sredi$¢ pa so zbrane
v sklepu.

2 Metodologija

Prometno dostopnost do regionalnih sredis¢ v Sloveniji smo dolocili s pomocjo analiticnega modela pro-
metne dostopnosti, ki deluje v programskem okolju ESRI ArcGIS z razsiritvenim modulom Network Analyst.
Model je sestavljen iz digitalnih vektorskih podatkov o cestnem in naselbinskem omrezju (2005), ki so jim
bili dodani atributni podatki o realnih hitrostih po posameznih cestnih odsekih ob uporabi osebnega avto-
mobila (2005), ter podatki o $tevilu prebivalstva iz Popisa 2002 (internet 2). Model omogoca izra¢un
potovalnih ¢asov, razdalj in hitrosti potovanj z osebnim avtomobilom po drzavnem in lokalnem cestnem
omreZju med vsemi naselji v Sloveniji.

Kontrola kakovosti je pokazala, da model zelo dobro deluje na drZzavnem, nekoliko slabse pa na lokalnem
cestnem omrezju, kjer je stanje potovalnih hitrosti po cestnih odsekih zajeto z manj$o mero natancnosti.
Med pomanjkljivosti modela lahko $tejemo tudi nezmoznost upostevanja podatkov o notranji prostor-
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ski strukturi naselij, saj je najnizja raven obravnave naselje kot tockoven objekt (centroid). To v negativ-
nem smislu prihaja do izraza predvsem pri ve¢jih mestih (npr. Ljubljana ali Maribor), kjer model zanemari
razlike v dostopnosti sredisca in obrobja mesta in tako kot pri ostalih naseljih racuna dostopnost do mest-
nega sredisca.

Z omenjenim analiti¢cnim modelom prometne dostopnosti smo vsakemu naselju v Sloveniji dolo¢ili
potovalni cas do najhitreje dostopnega regionalnega sredisca in s tem dobili obmocdja boljse in slabse dostop-
nosti. Pri tem smo se glede izbora regionalnih sredis¢ zgledovali po predlogu Sluzbe Vlade Republike Slovenije
za lokalno samoupravo in regionalno politiko iz leta 2007, ki je za potrebe regionalizacije Slovenije kot
nosilce regionalnega razvoja predlagala 14 sredis¢ (internet 3).

Iz kartografskega prikaza omenjene analize je bilo mo¢ ugotoviti, da se dostopnost v Sloveniji razli-
kuje predvsem glede na potek glavnih prometnih osi (avtocestni krizi) in razgibanost povrsja, zato smo
s pomocdjo bivariantne korelacijske analize dolo¢ili stopnjo povezanosti oziroma vpliv poteka glavnih pro-
metnih osi (dostopnost naselij do najblizjega prikljucka na avtocesto oziroma hitro cesto) in reliefa (povpreéni
naklon obmocij naselij) na dostopnost do regionalnih sredis¢.

Kot zadnji korak smo na podlagi podatkov o potovalnih casih prebivalcev naselij do regionalnih sre-
dis¢ izdelali regionalizacijo Slovenije po kriteriju prometne dostopnosti. Na ta nacin smo Zeleli prikazati, kako
v Sloveniji poteka razmejitev na obmocdja oziroma regije, ki so jim najhitreje dostopna posamezna regionalna
sredisca. Pri tem smo meje med regijami uskladili z mejami ob¢in, kar se lahko v primeru ustanovitve pokra-
jin kot druge ravni lokalne samouprave s 14 obravnavanimi regionalnimi sredi$¢i uporabi za presojo
ustreznosti njihovih meja z vidika prometne dostopnosti (glej Kozina in Plevnik 2008). Kriterij za dodeli-
tve posamezne obcine k neki regiji je bil, da ve¢ kot 50 % njenih prebivalcev najhitreje dostopa do regionalnega
sredisca te regije.

Z modeliranjem cestne dostopnosti so se v Sloveniji do sedaj ukvarjali Ze mnogi avtorji. Med starej-
$imi raziskavami lahko omenimo predvsem dela Gosarja (1964, 1966, 1975) in Pelca (1989), med novej$imi
pa velja omeniti dela Guli¢a in Plevnika (2000), Drobneta in sodelavcev (2004) ter Setinca in sodelavcev
(2006). Novejse raziskave se od starejsih razlikujejo zlasti po modernejsih in natanénejsih orodjih ter podat-
kih za dolo¢anje prometne dostopnosti, ki v glavnem temeljijo na tehnologiji geografskih informacijskih
sistemov. Uporabljeni model v tem prispevku pa za razliko od vseh do sedaj predstavljenih kot prvi omo-
goca izra¢unavanje realnih potovalnih ¢asov po dejanskem cestnem omrezju med vsemi naselji v Sloveniji.

3 Potovalni ¢as do regionalnih sredisc¢

Regionalna sredi$¢a v Sloveniji leZijo na najbolj nizinskih in nerazgibanih obmogjih, ki jih med seboj pove-
zujejo visoko zmogljivostne prometnice v obliki avtocest, hitrih in glavnih cest. Potovalni ¢as prebivalcev
naselij do regionalnih sredis¢ se zato pricakovano povecuje z njihovim oddaljevanjem od glavnih pro-
metnih osi in ve¢jo razgibanostjo povrsja (slika 1).

Naselja z najkraj$im potovalnim ¢asom do regionalnih sredis¢ (pod 15 minut) so v Sloveniji na obmoc-
jih kotlin (Ljubljanska, Savinjska, Velenjska, Krska, Novomeska in Pivska kotlina), dolin (MeZiska dolina),
polij (Dravsko-Ptujsko in Gorisko polje) ter drugih ravnin (Murska ravan, obalni deli Slovenske Istre).
Najved naselij z manj kot 15 minutno oddaljenostjo od regionalnih sredi$¢ lezi na obmocju severovzhod-
ne Slovenije in v Ljubljanski kotlini, kar je posledica predvsem lazje prehodnega in gosteje poseljenega
ravninskega sveta ter vecje gostote regionalnih sredi$¢ na teh obmocjih. Ve¢je stevilo tovrstnih naselij je kon-
centriranih tudi v severnem delu 3. razvojne osi od meje z Avstrijo do Celja, kjer so na razdalji samo 65 km
razvr$éena kar tri regionalna sredi$¢a (Ravne na Koroskem, Velenje in Celje).

Nasprotno od naselij z najboljso prometno dostopnostjo se naselja z najdaljsim potovalnim ¢asom
do regionalnih sredi$¢ nahajajo v hribovitem oziroma gorskem svetu z nizjo gostoto poselitve in posle-
di¢no nizjo gostoto regionalnih sredi$¢. Pas najslabse dostopnega ozemlja se v Sloveniji vlece ¢ez celotno
alpsko-dinarsko pregrado, ki se nato nadaljuje nekoliko bolj proti vzhodu na $irse Ribnisko in Kocevsko.
Nekje na polovici ta pas presekajo z vidika prometne dostopnosti zelo pomembna Postojnska vrata. Ta
so s 612 m nadmorske visine najnizje leze¢a prehodna tocka iz Sredozemlja v Srednjo Evropo (Gams 1998).

Naselja, ki jih do najbliZjega regionalnega sredisc¢a loci ve¢ kot ena ura voznje z osebnim avtomobi-
lom, so v Sloveniji v Zgornjem Posocju, na Idrijskem in Cerkljanskem ter na Kocevskem in v Zgornjem
Pokolpju. Hkrati so to obmodja, ki bi jim bilo treba prednostno izboljsati dostopnost do najve¢jih sredis¢,
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kar skusa drzava zagotoviti preko nacrtovanja in izgradnje 3a. ter 4. razvojne osi (Resolucija o nacional-
nih 2006). Poleg teh obmocij imajo ve¢ kot 45 minut voZnje do najblizjega regionalnega sredisc¢a Se
posamezna naselja v Zgornji Savinjski dolini in v osrednjem delu Posavskega hribovja, vecja sklenjena obmoc¢-
ja slabse dostopnosti (nad 30 minut) pa so Se v Zgornji Sotelski dolini, v osrednjem delu Pohorskega Podravja,
na severnih in juznih obronkih Slovenskih goric, v okolici Lendave, na severnem delu Krasa in na Brkinih.

Slika 1: Potovalni €as prebivalcev naselij do najhitreje dostopnega regionalnega sredi$ta ob uporabi osebnega avtomobila.
Glej angleski del prispevka.

V Sloveniji na obmocjih znotraj 15 minutne oddaljenosti od najbliZjega regionalnega sredisc¢a Zivi pribliz-
no 54 % prebivalstva (1.053.000), znotraj 30 minutne oddaljenosti priblizno 88 % prebivalstva (1.718.000),
znotraj 45 minutne oddaljenosti pa Ze 97 % prebivalstva (1.904.000). V obmocju enourne dostopnosti
do regionalnih sredi$¢ v Sloveniji skupno prebiva priblizno 99 % prebivalstva (1.946.000), nad to mejo
pa Stevilo prebivalcev ne preseze vrednosti 14.000, kar je manj kot 1 % prebivalstva (preglednica 1). Ome-
njeni podatki prikazujejo, da se hkrati z izbolj$evanjem prometne dostopnosti povecuje tudi gostota poselitve
na dolo¢enem obmodju. Glede na to ugotovitev je mo¢ zakljuciti, da prometna dostopnost predstavlja
enega izmed pomembnejsih dejavnikov razvoja poselitve v Sloveniji.

Preglednica 1: Podatki o Stevilu in deleZu prebivalcev, povrSini ter gostoti poselitve na obmogjih razlicne prometne dostopnosti.

potovalni ¢as do Stevilo dele? povrSina gostota poselitve
regionalnih sredis¢ prebivalcev prebivalcev (%) (km?) (preb./km2)
pod 15 minut 1.053.000 53,7 3870 272

15 do 30 minut 665.000 339 8880 75

30 do 45 minut 186.000 9,5 5020 37

45 do 60 minut 42.000 2,2 1420 29

nad 60 minut 14.000 0,7 1080 13
skupaj 1.960.000 100 20270 97

3.1 Vpliv prometnih osi na dostopnost

Za ugotavljanje statisticne povezanosti med spremenljivkama prometna dostopnost do regionalnih sredis¢
in prometna dostopnost do omreZja glavnih prometnih osije bila uporabljena bivariantna korelacijska analiza.
Razsevni diagram je pokazal, da je povezanost med obema razmernostnima spremenljivkama pozitivna
in linearna. Kljub temu pa v analizi ni bilo mogoce uporabiti Pearsonovega koeficienta, ker se vrednosti
obeh spremenljivk navzlic $tevilnim poskusom transformacije ne porazdeljujejo normalno. Zaradi tega
smo se odlo¢ili za uporabo Spearmanovega koeficienta, ki ugotavlja korelacijo rangov. Rezultat analize
je pokazal, da je povezanost statisti¢no znacilna (r =<0,01), vrednost Spearmanovega koeficienta pa na
lestvici od —1 do + 1 znasa 0,63, kar po Sagadinu (2003, 122) oznacuje zmerno srednjo Ze bistveno pozi-
tivno statisticno povezanost.

OmreZje glavnih prometnih osi, ki je sestavljeno iz avtocest in hitrih cest, je leta 2005 med seboj pove-
zovalo 10 od 14 obravnavanih regionalnih sredi$¢. Danes sta na to omreZzje prikljucena tudi Murska Sobota
in Ptuj. Tako sta med vsemi regionalnimi sredi$¢i edini izjemi le $e Velenje in Ravne na Koroskem, ki se
ju skusa na najzmogljivejse cestno omrezje prikljuditi z izgradnjo 3. razvojne osi. Na ta nacin so regional-
na sredisca zelo dobro povezana s svojimi zaledji vzdolz tega omrezja, precej slabse pa z deli zaledij, ki se
glavnim prometnim osem izognejo.

Pomen prometnih osi za dostopnost nam prikazuje tudi kazalnik potovalnih hitrosti do najhitreje
dostopnega regionalnega sredisca (slika 2), po katerem izstopajo predvsem obmocja vzdolZ posameznih
avtocestnih odsekov med regionalnimi sredi$¢i. Na teh obmogjih je gostota prometnic, ki predstavljajo
v hierarhiji cestnega omrezja viji hitrostni rang, v primerjavi z drugimi obmodji vecja, zato so potoval-
ne hitrosti tam visje (npr. odseki Koper—Postojna, Postojna—Ljubljana ali Ljubljana—Celje). Posledi¢no je
potovalni ¢as do regionalnih sredis¢ na tovrstnih obmo¢jih precej krajsi, kot bi bil brez hitrih prometnih
povezav. Iz tega prikaza je jasno razvidno, da visoko zmogljivostna cestna infrastruktura glede na poto-
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valni ¢as med seboj zblizuje kraje, kljub njihovi relativno vedji prostorski oddaljenosti. Nizje potovalne
hitrosti pa so po drugi strani znacilne za obmodja, ki se jim glavne prometne osi izognejo, vendar tudi za
obmodja v blizini regionalnih sredi$¢, kjer so zaradi gostejse poselitve omejitve hitrosti ve¢je, in obmo¢-
ja, kjer visoko zmogljivostna cestna infrastruktura do leta 2005 $e ni bila izgrajena v skladu z drzavnimi
lokacijskimi naérti (npr. pomurski krak avtoceste ali odsek Trebnje—Novo mesto).

Slika 2: Potovalna hitrost prebivalcev naselij do najhitreje dostopnega regionalnega sredi$¢a ob uporabi osebnega avtomobila v odvisnosti
od glavnih prometnih osi.
Glej angleski del prispevka.

3.2 Vpliv reliefa na dostopnost

Med bistvene sestavine reliefa, ki opisujejo njegovo razgibanost, sodijo nadmorska vi$ina, naklon in eks-
pozicija (glej Hrvatin, Perko 2003). Med njimi je po ugotovitvah Perka (2001) z razgibanostjo povrsja
v najtesnejsi zvezi naklon. Iz tega razloga smo za proucevanje vpliva reliefa na dostopnost analizirali sta-
tisticno povezanost med povprecnim naklonom obmocij naselijin prometno dostopnostjo do regionalnih sredisc.
1z istih razlogov kot v prej$njem primeru (obe spremenljivki sta razmernostni in linearno povezani, ven-
dar navkljub $tevilnim poskusom transformacij nenormalno porazdeljeni) smo uporabili Spearmonov
koeficient korelacije rangov. Analiza je pokazala, da je povezanost statisti¢no znacilna (r=<0,01), vred-
nost Spearmanovega koeficienta pa na lestvici od —1 do + 1 v tem primeru znasa 0,33, kar po Sagadinu
(2003, 122) oznacuje nizko, majhno pozitivno statisticno povezanost.

Rezultat je sicer potrdil predpostavko, da dolo¢ena mera povezanosti med reliefom in visino poto-
valnega ¢asa do regionalnega sredisca obstaja, vendar pa ni prevec visoka. Primerjava obeh predvidenih
dejavnikov kaze, da ima potek glavnih prometnih osi pomembnejii vpliv na dostopnost od reliefa. Ste-
vilni gradbeno-inZenirski posegi na nasem (avto)cestnem omrezju v obliki predorov, viaduktov, galerij,
mostov ipd. so prebili §tevilne reliefne prepreke ter s tem vec¢ kot ocitno zmanjsali pomen razgibanosti
povrsja na premagovanje razdalj v prostoru.

4 Regionalizacija Slovenije po kriteriju prometne dostopnosti

Na podlagi podatkov o prometni dostopnosti je Slovenijo mozno razdeliti na obmodja oziroma regije, ki
jim je najhitreje dostopno posamezno regionalno sredisce. V nadaljevanju te prostorske enote poimenu-
jemo po njihovih regionalnih sredisc¢ih (preglednica 2). Rezultati regionalizacije kazejo, da v Sloveniji z vidika
prometne dostopnosti obravnavanih sredis¢ obstajajo pomembne regionalne razlike in posebnosti, ki se
jih da v zadovoljivi meri pojasniti z glavnimi fizi¢no in druzbenogeografskimi znacilnostmi povrsja.

Potek meja med regijami Se v najvedji meri temelji na reliefu. Od njega je zelo odvisen tudi potek pro-
metnega omrezja (zlasti na niZjih hierarhi¢nih ravneh) (Gosar 1966; Lampic in Ogrin 2009), kar dodatno
vpliva na oblikovanost regij. Tako lahko opazimo, da se v osrednjem delu Posavskega hribovja v blizini
najvisjega vrha (Kum, 1220 m) stikajo meje kar Stirih regij (Domzalska, Celjska, Krska in Novomeska regi-
ja). Se lepsi primer za to je obmo¢je Pohorja. Tudi tu se v bliZini najvijega vrha (Crni vrh, 1543 m) st1ka)o
meje Stirih regij (Velenjska, Ravenska, Mariborska in Celjska regija), delitev Pohorja pa se v tem prime-
ru skoraj povsem ujema tudi z ekspozicijo povrsja. Severovzhodne lege v okolici Lovrenca na Pohorju tezijo
proti Mariboru, severozahodne v okolici Ribnice na Pohorju proti Radljam ob Dravi in naprej proti Rav-
nam na Koroskem, medtem ko na juzni strani vecina prebivalcev tamkaj$njih ob¢in najhitreje dostopa
do Celja z izjemo prebivalcev ob¢ine Mislinja na jugozahodu Pohorja, ki jim je bolj dostopno Velenje. Na
podoben nacin poteka meja po orografskih pregradah tudi med drugimi regijami v Sloveniji. Tako sle-
mena Slovenskih goric predstavljajo lo¢nico med Murskosobosko, Ptujsko in Mariborsko regijo, razvodje
Jadranskega in Crnomorskega povodja med seboj loc¢uje Kranjsko in Novogorigko regijo, pregrada niz-
kega kraskega roba pa Koprsko in Postojnsko regijo itd. (slika 3).

Slika 3: Regionalizacija Slovenije po kriteriju najhitreje dostopnega regionalnega srediS¢a in tipizacija regij glede na visino povprecnega

potovalnega ¢asa do regionalnih sredisc.
Glej angleski del prispevka.
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Glede na visino povpre¢nega potovalnega ¢asa prebivalcev regij do njihovih regionalnih sredis¢ lah-
ko v osnovi v Sloveniji razlikujemo med tremi tipi regij. V prvi tip se uvrscajo regije, katerih potovalni
¢as do njihovih regionalnih sredis¢ ni ve¢ji od 10 minut. To so Ljubljanska, Mariborska in Koprska regi-
ja. Njihove skupne lastnosti so poleg dobre dostopnosti regionalnega sredi$c¢a povrsinska majhnost, vecja
regionalna sredisca in visja gostota poselitve (preglednica 2). Po povrsini je med vsemi regijami najmanj-
$a Koprska, nato ji sicer sledi Ravenska, takoj za njo pa Ze Ljubljanska in Mariborska. V teh treh regijah
sta dve regionalni sredi$¢i (Ljubljana in Maribor) hkrati nasi najvecji mesti, ki skupaj s Koprom po Stra-
tegiji prostorskega razvoja Slovenije (2004) predstavljajo tudi vsa tri nasa nacionalna sredis¢a mednarodnega
pomena.

V drugi (vmesni) tip se uvr§éajo regije, katerih povprec¢ni potovalni ¢as voznje z osebnim avtomobi-
lom do regionalnih sredi$¢ je med 10 in 20 minut. Te regije so v glavnem v severovzhodni Sloveniji, zanje
pa je v primerjavi z drugimi predvsem zahodnimi deli drzave znacilna gostejsa, a bolj razprsena poseli-
tev. Gostej$a poselitev vpliva na vecje Stevilo regionalnih sredis¢ in posledi¢no na boljso prometno dostopnost,
medtem ko so zaradi razpr$enega vzorca poselitve povpre¢ni potovalni ¢asi prebivalcev do regionalnih
sredis¢ vedji, kot bi bili v primeru bolj strnjene poselitve. Na nekoliko slabse stanje povpre¢ne prometne
dostopnosti v nekaterih regijah pa vpliva tudi majhnost njihovih regionalnih sredis¢, v katerih je glede
na ostala naselja koncentrirano manjse $tevilo prebivalcev. Na ta nacin je za te regije znacilen relativno
vedji delez prebivalcev, ki se v svoja regionalna sredi$¢a vozi iz okoliskih krajev. To je v tem tipu regij zna-
¢ilno predvsem za Ravensko, Kr$ko, Domzalsko in Murskosobosko regijo, od ostalih dveh tipov pa tudi
za Postojnsko regijo.

V tretjo skupino regij, kjer Zivijo prebivalci z ve¢ kot 20 minutno oddaljenostjo od njihovih regional-
nih sredis¢, pa lahko na koncu uvrstimo Novogorisko, Novomesko in Postojnsko regijo. V njih leZi velika
vecina naselij, ki jih do najbliZjega regionalnega sredi$¢a loci vec kot 45 minut voZnje z osebnim avtomobi-
lom. V primerjavi z ostalimi regijami je njihova skupna lastnost ve¢ja povrsina in niZja gostota poselitve,
kar je posledica zahtevnejsih naravnih razmer (vecja reliefna razgibanost, pomanjkanje obdelovalnih povr-
$in, povrsinskih voda ipd.). Po teh kriterijih pa bi lahko k njim pogojno uvrstili tudi Kranjsko regijo. Skupaj
te Stiri regije predstavljajo geografsko precej zaokroZeno obmocje zahodne in juzne Slovenije, ki se iz mar-
sikaterega geografskega vidika (ne zgolj prometnega) precej razlikuje od ostalih slovenskih pokrajin.

Preglednica 2: Osnovne znaCilnosti regij, ki so bile razmejene po kriteriju najhitreje dostopnega regionalnega sredisca.

ime regije Stevilo prebivalcev povrsina gostota poselitve potovalni ¢as potovalna hitrost

(v1000) (km2) (prebivalci/km?) do regionalnega do regionalnega

sredista (minute) sredista (km/h)
Ljubljanska 311 895 347 4 53
Mariborska 182 911 201 8 52
Koprska 83 579 143 9 59
Velenjska 78 938 83 1 58
Ravenska 66 825 80 14 60
Ptujska 105 1123 94 15 57
Krska 84 179 I 16 63
MurskosoboSka 118 1286 92 17 60
Kranjska 214 2328 92 17 64
DomZalska 154 1490 103 17 72
Celjska 224 1732 129 18 64
Novogoriska 105 2002 52 22 59
Novomeska 120 2271 53 24 58
Postojnska 119 2707 44 25 78

Poleg splo$nih in $irsih znacilnosti slovenskega prostora se v dobljeni regionalizaciji odraza e cela vrsta
lokalnih posebnosti. Med najbolj ocitne lahko kot primer uvrstimo majhnost Ljubljanske in Mariborske
regije. Njuni regionalni sredis¢i z okolico namre¢ povezuje dobro opremljeno cestno-infrastrukturno omrez-
je, saj lezita na pomembnih prometnih preseciécih v nizinskem in nerazgibanem svetu (Cerne 2004; Pelc 1996).
Posledi¢no bi pricakovali, da bo povrsina obeh regij glede na kriterij prometne dostopnosti ve¢ja. Temu
ni tako v prvi vrsti zaradi slabse dostopnosti obeh mestnih sredis¢. Ljubljana in Maribor imata v primer-
javiz drugimi regionalnimi sredis¢i precej daljse semaforizirane mestne vpadnice. Kot najvedji zaposlitveni,
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izobraZevalni in oskrbovalni sredi$¢i Slovenije pa sta tudi bolj obremenjeni z dnevnimi vozaci (Bole 2004).
Potovalne hitrosti na mestnih vpadnicah in obmestnih cestah so zatorej precej nizke, kar vpliva na poveca-
nje potovalnega ¢asa do mestnih sredis¢. Slednje dokaj dobro potrjuje tudi kazalnik potovalnih hitrosti,
saj prebivalci Ljubljanske in Mariborske regije v povpred¢ju najpocasneje potujejo do svojih regionalnih
sredi$¢ (preglednica 2).

Zanimivost v razmejitvi Ljubljanske regije je tudi uvrstitev ob¢in z jugovzhodnega obrobja Ljubljan-
ske kotline (Grosuplje, Dobrepolje in Ivan¢na Gorica) v Domzalsko regijo, kljub temu, da je njihova razdalja
do Ljubljane za ve¢ kot Cetrtino krajsa kot do Domzal, ali uvrstitev ob¢in Borovnica, Horjul in Vrhnika
v Postojnsko regijo ob tem, da jim je Ljubljana po $tevilu kilometrov za tretjino bliZje od Postojne. Dob-
ljeni rezultati nakazujejo na dejstvo, da so manj$a mesta ob zagotavljanju enakih oziroma podobnih ostalih
znacilnosti (cestna infrastruktura, relief, mestna zgradba ipd.) dostopnejsa od vecjih. Domzale in Postoj-
na namre¢ enako kot Ljubljana lezita v ravnini ob avtocesti, s tem da sta po velikosti (Stevilo prebivalcev)
priblizno za dvajsetkrat oziroma tridesetkrat manjsi od Ljubljane. Nekaj podobnega lahko zasledimo tudi
v razmejitvi Mariborske regije, kjer je skrajen primer obcina Race-Fram. Ta glede na svojo lego praktic-
no sodi Ze v predmestje Maribora, vendar njeni prebivalci vseeno hitreje dostopajo do (po kilometrih)
bolj oddaljenega Ptuja, ki je po velikosti sicer $tirikrat manjsi od na)veCJega sredi$¢a mariborske regije.

Na majhnost Ljubljanske in Mariborske regije pa poleg zgoraj omenjenega pojava vpliva tudi blizina
ostalih regionalnih sredis¢, saj Ljubljano na severu omejujeta bliznja Domzale in Kranj ter na jugozaho-
du deloma Postojna, Maribor pa na jugu obkroZata Celje in Ptuj ter na severu drZavna meja. Ljubljanska
regija se je posledi¢no lahko nekoliko bolj razsirila le v smeri proti Ribnisko-kocevskemu podolju (do ob¢i-
ne Ribnica), ki ga od sosednjih regionalnih sredis¢ (Postojna in Novo mesto) lo¢uje v dinarski smeri potekajo¢
niz hribovij in planot (Velika gora, Mala gora, Bloke itd.), kar otezuje potek hitrih pre¢nih povezav. Mari-
borska regija pa se je v nekoliko ve¢ji meri razsirila le proti zahodu v dravsko dolino.

5 Sklep

Rezultati modeliranja prikazujejo, da v Sloveniji obstajajo obmodja z razli¢no prometno dostopnostjo do
regionalnih sredi$¢. Najbolj oddaljena naselja lezijo v hribovitem in gorskem svetu z odmaknjeno lego
od glavnih prometnih osi. Med temi obmog¢ji so najbolj problemati¢na Zgornje Posocje, Idrijsko in Cer-
kljansko ter Kocevsko z Zgornjim Pokolpjem. Drzava skusa njihovo dostopnost izboljsati z na¢rtovanjem
in izgradnjo 3a. ter 4. prioritetne razvojne osi. 3a. razvojna os bi z odpravo ozkih grl na Skofljici, v Veli-
kih Las¢ah, Ribnici in Kodevju naselja ob tej osi priblizala Ljubljani, h kateri tudi dejansko gravitirajo,
4. razvojna os pa bi z odpravo ozkih prehodov v predalpskem hribovju povezala Poso¢je z osrednjo Slo-
venijo. Zanimivost v zvezi z izgradnjo 4. razvojne osi je prednostna navezava Posoc¢ja na Ljubljano in ne
na Novo Gorico, kamor to obmo¢je sicer najbolj gravitira. To kaZe na precej$njo mero neusklajenosti slo-
venske prometne in regionalne politike, ki na eni strani Poso¢je vkljucuje v Gorisko regijo, na drugi strani
pa mu gradi koridor do Ljubljane. Tovrstno izboljsevanje prometne dostopnosti zato lahko oznacimo za
manj ustrezno, saj s tem samo $e dodatno spodbujamo centralizacijo in neskladen regionalni razvoj, kar
je v nasprotju s konceptom policentrizma in krepitvijo regionalnih sredis¢. V tem oziru je poleg 3a. raz-
vojne osi veliko bolj primernej$a tudi gradnja 3. razvojne osi, ki bi Korosko od meje z Avstrijo povezala
preko Velenja, Celja in Novega mesta z Belo Krajino in naprej s Hrvagko. Ta os ima poseben pomen v po-
vezovanju mocnih regionalnih gospodarskih sredi$¢. S pove¢ano prometno dostopnostjo bi bilo
gospodarskim subjektom na tej osi omogoceno $irjenje trga, saj naj bi se po nekaterih navedbah Mini-
strstva za promet denimo potovalni ¢asi med gospodarskimi centri na relaciji Celje-Novo mesto zmanjsali
tudi za 50 % (internet 4).

Ob vsem tem pa je ob skorajsnjem zakljucku gradnje avtocestnega kriza treba opozoriti na eno veli-
ko nevarnost, da bo Slovenija z nadaljnjim nacértovanjem in gradnjo novih veliko zmogljivostnih cestnih
odsekov $e naprej spodbujala samo cestno dostopnost in avtomobilski promet. Seveda drzi, da je treba
izbolj$evati dostopnost do obmocij, ki smo jih z modeliranjem evidentirali kot slabse dostopna, vendar
je hkrati treba skrbeti tudi za prehod k uporabi bolj trajnostnih prometnih nacinov. To sta na drzavni in
regionalni ravni predvsem avtobusni promet in Zeleznica, na lokalni ravni pa tudi kolesarjenje in hoja.

Negativne ucinke spodbujanja avtomobilske dostopnosti lahko opazimo tudi na primeru regionali-
zacije Slovenije, kjer so se sredi$c¢a najvecjih mest izkazala za slabse dostopna tudi za svoja predmestna
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naselja v suburbanem pasu. Nadaljnje raziskave bi se zato nujno morale usmeriti v analiziranje dostop-
nosti s sredstvi javnega potniskega prometa. Pri tem bi morale upostevati oziroma simulirati tudi
dostopnost ob razli¢nih vrstah izboljsav tega prevoznega nacina, ki ima v primerjavi z avtomobilskim pri
nas gotovo veliko ve¢ji potencial.
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