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Abstract: Traffic has a direct impact on local and regional economies, on pollution levels and is also a
major source of discomfort and frustration for the public who have to deal with congestion, accidents
or detours due to road works or accidents. Congestion in urban areas is a common phenomenon
nowadays, as the main arteries of cities become congested during peak hours or when there are
additional constraints such as traffic accidents and road works that slow down traffic on road sections.
When traffic increases, it is observed that some roads are predisposed to congestion, while others
are not. It is evident that both congestion and urban traffic itself are influenced by several factors
represented by complex geospatial data and the spatial relationships between them. In this paper
were integrated mathematical models, real time traffic data with network analysis and simulation
procedures in order to analyze the public transportation in Oradea and the impact on urban traffic.
A mathematical model was also adapted to simulate the travel choices of the population of the city
and of the surrounding villages. Based on the network analysis, traffic analysis and on the traveling
simulation, the elements generating traffic congestion in the inner city can be easily determined. The
results of the case study are emphasizing that diminishing the traffic and its effects can be obtained
by improving either the public transport density or its accessibility.

Keywords: GIS; urban traffic; sustainable transport; public transport; geospatial analysis

1. Introduction

The process of urbanization is affecting the whole world on an unprecedented scale,
leading to constant pressure on urban planners and local governments to deal with the
problems it creates: network infrastructure, transportation, risks, disaster prevention and
intervention, investment planning and so on.

Since urbanization is a continuously developing process, and one of its main pillars
is a fast-developing transportation network, planners are becoming more interested in
balancing sustainable development with sustainable transportation. A sustainable transport
system has been defined by the European Conference of Ministers of Transportation as one
which is accessible, safe, environmentally-friendly and affordable [1].

Other studies [2,3] consider that a sustainable transport system should:

• be affordable, efficient and offer various choices of transportation and at the same time
to support a vibrant economy,

• should allow the achievement of basic access needs of individuals and societies in a
manner consistent with human and ecosystem health,

• to be environmentally sustainable by limiting emissions, waste, consumption of non-
renewable resources [2].
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The sustainable transport goals were described in a different way by different authors,
but in the study Well Measured—Developing Indicators for Sustainable and Livable Transport
Planning, [3] the main ones were considered to be:

• Transport system diversity—where travelers are given the option to choose from
various modes of transportation;

• System integration—in which public transportation is integrated with other compo-
nents such as pedestrian and cycling;

• Affordability—transport is accessible even for low-income households;
• Resource and operational efficiency—consideration that the policies used in transport

planning are encouraging the energy and land efficiency;
• Efficient pricing and prioritization—consideration that all elements influencing the

transportation within a specific area (mainly road, parking and fuel) are priced to
ensure efficiency and to encourage more efficient means of transportation;

• Land use accessibility (smart growth)—integrates accessibility and transportation with
the urban development plans to ensure mixed, connected and multi-modal land use
developments;

• Operational efficiency—at the level of transport providers, travel agencies and facility
managers in order to maximize the service quality at an affordable cost;

• Comprehensive and inclusive planning—involving all stakeholders at the level of the
affected community.

A certain element to be taken into consideration while defining sustainable traffic sys-
tems is where the system will be implemented: urban/rural areas, large/small communities,
traffic hubs, type and location of different functional areas within the community (residen-
tial, cultural, educational, business and so on), local traditions, developed/undeveloped
communities [4].

One of the main effects of urbanization is the increase in traffic and the problems it
causes: congestion, traffic jams, increasing numbers of accidents, increasing travel time,
increasing pollution and the direct and indirect costs it causes [5,6].

As a result, congestion in urban areas has become a common phenomenon nowadays.
The city’s main arteries become congested during peak hours or when there are additional
constraints, such as traffic accidents and road works, so that residents are increasingly
faced with slowing down on certain stretches of road, which is implicitly accompanied by
an increase in the time needed to move around [7].

Due to the fact that traffic congestion is a problem that affects cities in direct proportion
to the urban population, and the global urban population is constantly growing and
cities have a higher population density, traffic congestion has a deep impact on people’s
daily life, the environment and the development of the social economy. The main impact
over the social economy is brought by lost economic efficiency, increased transportation
costs, increased pollution and negative influences on social cohesion. Therefore, many
studies have been conducted using different approaches to analyze urban traffic and
congestion. Some researchers believe that the topology of the road network within the
city is a major factor in causing traffic congestion [8]. Others believe that the increased
number of bottlenecks is mainly due to the fact that the roads are too small compared to
the traffic density and that the intersections do not take into account the restrictions on
traffic flow [7,9].

Congestion can occur also from different reasons, such as incidents, defective/inefficient
traffic signals, excess demand, work zones, weather related or even special sport or cultural
events, trade shows, fairs and markets [10]. It is also important to analyze if the road traffic
congestions are recurring or nonrecurring [11].

Recurring congestions are those which are occurring every day during peak hours
and are influenced by road capacity, inadequate traffic controllers (poor coordinated traffic
lights, stop signs, parking places or speed reduction zones), bottlenecks in narrow streets,
concentration of business or administrative and educational functions in a certain area of
the city [11,12].
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The nonrecurring congestion is generally linked with unpredictable events:

• accidents, traffic incidents, vehicle crashes or breakdowns blocking traffic lanes [13,14],
• work zones which are causing the reduction of speed, traffic diversion, reduction of

lanes or temporary road closure [10,11],
• weather such as heavy rain, snow, heavy winds or ice which can cause the traffic to

slow down, reduce visibility and affect driver behavior [10],
• other special events: sport or cultural events, concerts, trade shows, fairs or markets

which can cause a high number of persons to travel in a certain area of the city at the
same time and create congestions.

Several congestion control strategies have also been formulated, such as congestion
control method, traffic signal control at urban intersections and signal timing control to
optimize traffic flow [15,16]. The impact analysis of the public transport on traffic and its
optimization methods to discourage private transport and relieve traffic congestion has
also been studied by many researchers [6,17–19]. The topic of short and medium-term
estimation of traffic volume in road networks and identification of traffic patterns has
received much attention in recent decades [20,21]. There has also been a lot of research
on how to use information collected from mobile devices, including crowdsourcing and
volunteered geographic information (VGI), to analyze traffic congestion based on road
flow, but also to design and plan road infrastructure [22,23]. With the growing number of
vehicles, urban traffic is increasing, and it is observed that some roads/streets are prone to
congestion while others are not.

Some scientists highlight the fact that, since investments in enhancing transport infras-
tructure extension alone cannot solve the traffic problems, the focus should be transferred
from development of future transport towards traffic management and the usage of IT
systems to manage and control it [24].

It is obvious that traffic jams as well as urban traffic itself are influenced by multiple
factors represented by complex geospatial data and the spatial relationships between them.
Mapping all these factors using geographic information systems can expand the possibilities
of analysis and management of local, regional and national traffic. Nevertheless, it is clear
that traffic congestion has a direct negative impact not only on people’s daily lives, but also
on the environment and regional economy, as it imposes additional costs that makes life
more expensive and hinder local development. One of the main factors that can have a
direct and indirect influence on traffic is urban and regional public transportation.

The general trend in Europe is to discourage personal transport in favor of implicit
public transport and to take the necessary measures to make it more attractive. Therefore,
public transport contributes significantly to overall human mobility and passenger volumes.

The optimization of the urban public transport system represents one of the most
important socio-economic and environmental issues in recent decades. The complexity of
the problem actually arises from the mutual influence between the choice of passengers’
transport strategy and changes in the urban transport system. The selection of a certain
method of transportation by the population is an important element in estimating and
simulating traffic [25].

In several studies was highlighted the fact that traffic management is influencing both
the supply of traffic and also the demand for transport by implementing a set of procedures
which have the final goal to optimize the positive and negative impacts of traffic and
transport [24]. The main goals for implementing a public transport strategy are considered
to be mobility needs, traffic safety, environmental protection and economic efficiency [24].

Other studies are making an interesting comparison between mobility-based versus
accessibility-based transport sustainable planning [3]. The classical transport planning
is based mainly on mobility using indicators such as traffic speed and cost, therefore
concentrating in investment in big road infrastructural projects, usually ignoring acces-
sibility and improvement options. More sustainable planning is the accessibility-based
planning that is focused on identifying other solutions concentrated on improvement to
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mobility substitutes, accessible land use patterns, alternative modes and resource-efficient
solutions [3].

Several authors insist that in order to ensure a sustainable and resilient transportation
system and in order to reduce the congestion, the first step is to analyze the current
transportation system in a certain area and afterwards to build and manage an efficient
traffic control system, which can help the decision makers take multi-disciplinary mitigation
actions [10,26–33].

In Europe and worldwide, the trend is to discourage individual transport in favour of
public transportation; therefore, the main objectives of this paper are the following:

• To represent the street network and public transportation in Oradea using GIS, in
order to identify the areas without easy access to public transport.

• To estimate the cost for commuting by car or by public transportation in Oradea
Metropolitan Area, in order to understand how the residents are choosing the method
of transportation to commute and to be able to optimize public transport based on
their demands.

• Integration of mathematical models and analysis with simulation procedures in order
to assess the public transportation in Oradea and its impact on urban traffic.

2. Geographic Information Systems and Traffic

Climate change, socio-economic problems, uncontrolled urbanization and population
growth or decline can have disastrous effects on the sustainable development of cities and
regions. Due to the high complexity of urban development issues, information technologies
and geographic information systems have become fundamental tools not only for managing
urban infrastructure but also for formulating local development strategies.

2.1. Geographic Information Systems

One of the main effects of urbanization is the increase of traffic; the analysis and
optimization of urban traffic is one of the essential elements of sustainable development of
localities. While half a century ago GIS software was only used to automate the process of
map production without having too many analytical functions, today, geographic informa-
tion systems integrate various spatial and non-spatial information with decision support
systems and expert systems. By integrating traffic information into geographic information
systems, movements, flows and road closures including accidents or congestion can be
monitored in real time. Furthermore, by analyzing historical data, the system should be able
to identify patterns and highlight problem areas where congestion occurs at certain times
and their possible causes. Therefore, specialists in the field of urban planning and trans-
portation are increasingly integrating traditional methods of transportation research with
spatial analysis, offering various specific applications for both traditional transportation
and various transportation activities [34].

The road cadaster or road information system is a subsystem for the record and
inventory of land plots, structures, facilities and conditions of the road network from a
technical and economic point of view, with the aim of creating a road database, but also
its recording in technical documents of the cadaster and real estate advertising. The road
cadaster includes all public roads of which they are an integral part: bridges, culverts,
tunnels, cycle tracks, viaducts, pavements, etc.

The main road elements included in the topographic map and implicit in the geospatial
database related to the road cadaster are:

• Road axis—the imaginary line defined as the geometric location of points equidistant
from the road edges.

• Plan geometry of the road.
• Vertical geometry of the road to highlight the transverse profiles.
• Roadway including the definition of the number of lanes and special lanes: accelera-

tion, deceleration, left turn, etc.



ISPRS Int. J. Geo-Inf. 2022, 11, 16 5 of 19

• Elements located outside the roadway: sidewalks, greenways, bike lanes, sidewalks,
gutters, etc.

• Road safety facilities: traffic signs, markings, etc.

Many studies highlight the use of GIS to create a comprehensive spatial database
containing all integrated road cadastral data with traffic information, such as speed data,
road geometry, traffic flow, friction points, etc. [22,35–37]. Geographic information systems
facilitate users to integrate a variety of spatial information related to data transport and
traffic, such as road category, width, types of pavements, number of lanes, roads and inter-
section capacity, speed limits, sign inventory traffic restrictions and restrictions imposed by
them, temporary or semi-permanent traffic jams, incidents, vehicles, etc [38].

In Figure 1, you can see a map of Oradea with various spatial objects related to
traffic: roads, green areas, parking lots, traffic signs (black dots), traffic lights (red dots),
lanes(arrows) and various markings related to traffic [22].
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The applicability of geographic information systems in the field of traffic originates
not only from the spatial and distributed nature of transport data but also from the need for
various types of network-level analysis, statistical analysis and spatial analysis. Moreover,
systems based on GIS technology allow the integration of socio-economic data with geospa-
tial data of the transportation network for a wide variety of planning functions [37,39].

2.2. Geographic Transport Information Systems (GIS-T)

The many advantages of GIS make it an attractive option to be used in modeling
and solving traffic problems, especially due to its ability to cope with the large volume of
geospatial data. Accordingly, GIS systems have evolved beyond the initial stages of data
management and mapping and have advanced to modeling and analysis, thus facilitating
spatial decision-making. There have been several attempts to integrate various GIS models
and combine them with the development of intelligent transport systems. Using such a
merger is likely to meet the growing demand for improved GIS functionality in solving
transportation problems. As descried in [35,37], Geographic Transport Information Systems
(GIS-T) represents the integration of the Transport Information System (TIS) with GIS. The
main advantage of GIS-T is given by the potential integration of all types of geospatial
and alphanumeric data. Highlighting the interaction between the transport system and its
environment makes geographic information systems the ideal technology for route design,
risk analysis and decision making [37].
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Due to the multiple advantages, the use of geographic information systems for trans-
port (GIS-T) is now more widespread, the most common applications being route planning,
tracking and tracing of road maintenance works, traffic modeling, accident analysis and
impact assessment.

GIS-T can also be integrated with sophisticated mathematical models and analysis
and simulation procedures designed to study different planning options and management
policies. In this article, GIS-T capabilities have been widely used to identify areas in Oradea
inaccessible to public transport and to highlight the dysfunctions that generate the option
to overuse the personal car and not public transport.

3. Materials and Methods

In order to fulfill the proposed analysis, different type of spatial analyses, network
analysis and mathematic modeling were used as it is described in this section.

3.1. Spatial Analysis

The main advantage of geographic information systems lies in the ability to perform
a detailed analysis of all managed data, both those with geometric characteristics and
non-geometric/alphanumeric.

Spatial analysis is a process by which processes can be modeled by spatially assessing
the feasibility of interventions/investments for a given location, estimating and predicting
results, interpreting and understanding changes, detecting patterns and more. It integrates
the spatial perspective with statistical and alphanumeric information through a process of
analysis and exploration of geospatial data [40,41].

In most cases quantitative studies of distribution analysis is presented as a homoge-
neous phenomenon because it is easy to generalize. Therefore, in socio-economic analyses,
it is considered that the phenomenon or entities analyzed are homogeneous across an ad-
ministrative territory. For example, the value of an indicator in an administrative territory
is calculated as the total of the indicators in the region [40].

T ind (region) =
n

∑
i=1

ind i (1)

where, n represents the number of entities in the region, and ind can be any economic
or financial indicator. In GIS, such an indicator is calculated with a spatial aggregation
function.

This type of spatial aggregation, similar to other generalization-based analyzes, ignores
the details of the original data and does not take into account the spatial heterogeneity of
geographic reality. Therefore, it is necessary to perform other types of analysis to obtain a
correct result.

3.2. Network Analysis

Proximity analyses are used to determine entities in the vicinity of an entity, not
necessarily adjacent to it. The most usual method for proximity analysis represents the
determination of buffer zones. However, buffer zones are regular spatial fields—polygonal
or spherical, at a specified distance, around and based on a geometric object.

Figure 2 below shows the buffer zones within 500 m of each public transport stop in
Oradea. In this figure, the city bus stop is shown in green, the tram stop in red and the
regional bus stop in blue.

As can be noticed, the accessibility is considered in areal distance; therefore, in the
case of traffic modelling and GIS-T application, the buffer zones are not relevant, so it is
necessary to use network analyses.

Network Analyst allows you to perform analyses on network or graph data sets.
These analyses can include finding the shortest route, identifying the minimum cost route,
identifying accessible areas, identifying the nearest facilities, choosing the best location or
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finding the best routes for a fleet of vehicles. Service area analysis is one important function
included in ArcGis Network Analyst.
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The service area is a function based on Dijkstra’s algorithm to traverse the network,
with the goal to return a set of connected edges within a specified distance or cost. Service
area analysis makes possible determining the area accessible from or to a point, but unlike
buffer zones, it takes into consideration the structure of the road network and barriers in
the traffic. The result of the analysis is a polygonal area that can be reached within a time
period or within a distance [42].

To create a service analysis, you need to specify the points of interest, the type of trip
(e.g., walking, driving, etc.), the distance of the trip or the cost of the trip in minutes.

3.3. Mathematical Modelling of Traffic Method Selection

Compared to road transport, public transport relies on rolling infrastructure, uses a
well-defined network of stations and runs according to a timetable. As a result, not all
places are directly accessible by public transport, and those that are accessible may not be
accessible at all times. The population chooses the method of travel, and thus implicitly
the choice of public transportation, taking into account mainly geographical aspects such
as the proximity of transport stations to the point of departure and destination, but also
aspects such as frequency, duration of travel, congestion and quality of service.

All models of traffic forecasting, transport planning or public transport services de-
pend heavily on human mobility and the preferred options of the population. According
to the model of urban economic, defined by Fujita and Ogawa, usually the population
are choosing their places of accommodation, their jobs and type of commuting in order to
minimize costs [43]. Based on this assumption, Verbavatz and Barthelemy simplified the
Fujita and Ogawa model, thus people choose the mode of travel that is minimizing the
costs of their commuting [17]. The costs to commute include not only the cost of tickets in
case of public transport, or gas and parking costs in case of traveling by car, but also the
queuing time and schedule delay (time early or late for work).

In order to get a better picture of what influences traffic, mathematicians Verbavatz
and Barthelemy have built up a simple schematic model that would capture the simplest
elements of the interaction between traffic and public transport [17]. Their goal was to get
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the basic relationship between the two key variables, first the people in a city who choose
to drive, rather than take public transport, and secondly the population of a city that has
easy access to public transportation and are also choosing this method.

If pa is the total population living “close” to public transport, P is the total population
and T is the fraction of people preferring to use cars as a means of commute instead of
public transport, the model defined by Verbavatz and Barthelemy provides a striking
prediction for the simple equation presented below:

T
P

= 1 − pa (2)

The model proposed by Verbavatz and Barthelemy starts with the hypothesis that,
usually a city is polycentric, and in all these centers of municipalities, public transportation
is accessible for the majority of possible destinations; but in the case of Oradea, this is not
valid. Therefore, the model was modified by adding a third situation, as shown in the
figure below:

• Those areas for which both departure and arrival do not have easy access to public
transport, so they have to use the personal car to commute (Figure 3a),

• Situation where one end point, departure or arrival has easy access to public trans-
portation, but the other is located at a distance of more than 1 km from any public
transportation station (Figure 3b),

• Situation where both endpoint departure and arrival are located in an acceptable
neighborhood by public transport (Figure 3c).
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Figure 3. Choosing means of transport (a) Those areas for which both departure and arrival do
not have easy access to public transport, (b) those areas where one point, departure or arrival, has
easy access to public transportation and (c) both points of departure and arrival are located in an
acceptable neighborhood by public transport (adaptation of Verbavatz and Barthelemy model) [17].

Therefore, it was proposed the modification of the model defined by Verbavatz and
Barthelemy to replace Pa with Pc, where Pc < Pa and Pc represent the total population
for which both the point of departure and point of arrival are located in an acceptable
neighborhood for public transportation.

T
P

= 1 − pc (3)

One of the main criteria in choosing the means of locomotion is the time required to
travel from the point of departure p to the point of arrival s.

The time required to travel from point p to point s in the case of driving is:

tm =
dist(s, p)

vm
(4)

where:

tm: the time required to travel by car,
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dist (s,p) is the distance required to drive from p to s,
vm: average speed of cars.

Since the average speed to cover the distance depends on the degree of intra-urban
congestion, the time estimation function was modified by a congestion-dependent coef-
ficient, calculated according to the traffic index. The ti was calculated, as a ratio between
the total number of cars in traffic and the capacity of the streets, raised to the power µ
representing the traffic sensitivity.

ti =

(
T
c

)µ

(5)

The traffic index, ti, is calculated by TomTom for the big cities of the world [44], but for
smaller cities as in our case, the traffic index was estimated based on usual traffic reported
by Google Maps and Waze.

Thus, for the calculation of the time required for travel by car is given by the formula
below:

tm =
dist(s, p)

vm
× (1 + ti) (6)

where:

tm: the time required to travel by car;
dist(s,p) is the distance required to drive from p to s;
vm: average speed;
ti: traffic index.

For cities such as Oradea, without high-speed public transportation, the speed of
the public transport is calculated also with the Equation (6). In this situation, the time
required to travel from point p to point s in the case of travel by public transport (PT) is a
sum of the walking time from departure to the nearest public transport, walking time to
destination from the nearest station, traveling time and waiting time, as it is presented in
the Equation (7):

tPT =
dist(s, ss)

v
+ twaiting +

dist
(

p, sp
)

v
+

dist
(
ss, sp

)
vPT

× (1 + ti) (7)

where:

dist(p,sp) represents the distance from the starting point p to the nearest public transport
station sp;
dist(s,ss) is the distance necessary to travel from point of arrival to the nearest public
transport stop ss;
dist(ss,sp) is the distance required to travel by public transport from the nearest public
transport point of departure to the nearest public transport point of arrival;
vPT is the average speed of public transport between sp and ss by applying the correction
factor, given by the traffic index, ti.

Therefore, if the time required to travel by car is faster than the time required to travel
by public transport, tm < tPT, and the probability of selecting the personal car as a method
of locomotion is in the detriment of public transport increases.

In conclusion, fewer people driving to work will help reduce traffic. In order to reduce
the number of cars on the road, and thus the number of people driving, the time taken to
travel by public transport should be reduced so that tm becomes much smaller than tPT.
This can be achieved by improving public transport, making it more accessible to a greater
number of people and reducing waiting times.

3.4. Metodology

In order to fulfill the proposed analysis, we used spatial databases that include the
network of streets in Oradea, the street plot and the axis of the street, since these are public
information and can be downloaded from the city hall web page.



ISPRS Int. J. Geo-Inf. 2022, 11, 16 10 of 19

The additional traffic information was collected by the authors from the field or from
other public documents such as Oradea Master Plan, public transport maps and information
published on Open Street and Google Maps. All the information collected were integrated
in a spatial database created by the authors.

The Figure 4 was highlighted a schematic representation of the methodology used in
the present research.
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Figure 4. Methodology of the study.

The identification and detailed parametrization of the significant street network was
made:

• the street network was defined as graph and database for the mathematical modeling
of the traffic. These represent the base map and presentation support for the simulated
traffic;

• the public transportation network and stations were defined as graphs and represented
on the base map;

• the identification the main traffic generating objectives (administration, education and
health institutions, shopping and service centers/areas, industrial areas, leisure and
recreation areas, so on);

• traffic censuses data and traffic data from Oradea Master Plan were also integrated in
the database and represent the base map.

The traffic data collected were integrated in Arcgis Online with real-time traffic data
World Traffic Services, provided by Esri through Living Atlas. Esri Living Atlas is a
collection of spatial data and maps provided by Esri and partners. They are accessible
to anyone and can be integrated with users’ own data to create maps, perform analyses
or develop strategies. Esri Living Atlas Traffic Service contains traffic information and
historical and timely data updated every 5 min [42].

Also, it was adapted the mathematical model defined by Verbavatz and Barthelemy,
as it was presented in Section 3.3. and was applied on the traffic census data for Oradea in
order to model and simulate the traveling choice of the population of the city and of the
surrounding villages.

Based on the network analysis, traffic analysis and on the traveling simulation, it can
be easily determined the elements generating traffic congestion in the inner city.

4. Results
4.1. Oradea Road Network

The proposed analysis was carried out for Oradea Municipality and Oradea Metropoli-
tan Area to study the impact of public transport on urban traffic. Oradea is a city located
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in the northwestern part of Romania with more than 220,000 inhabitants. Oradea, to-
gether with the neighboring municipalities (11 communes), forms the Oradea Metropoli-
tan Area with an area of about 125 square kilometers and a population of more than
350,000 inhabitants.

At this moment, the road network of Oradea consists of 879 streets with a total length
of 432 kilometers that occupy an area of 8.346 square km (approximately 10% of the urban
area). The street network is very dense, but many of them have reduced traffic capacity,
especially on streets in historic neighborhoods and in residential neighborhoods with collec-
tive housing. Additionally, some streets have reduced capacity due to allocation parts of the
road to parking areas. Another weak point of the street network is the excessive regulation
of one-way traffic due to the need of parking space and the insufficient number of bridges
over the natural barrier, the Cris, ul Repede River, and over artificial barriers, railways.

The international and national transit traffic has a major impact on the municipality of
Oradea and its metropolitan area due to the location of the city at the intersection of the
national and European roads 9 km from Bors, national border crossing. The Transylvania
Highway, once built and connected to the highway network in Hungary, will take over
a good part of the transit traffic (especially the cargo vehicles). Now, the ring road fully
channels the transit traffic of freight vehicles from four of five major penetration directions
(DN 79–Arad, DN 76–Deva, DN 1–Cluj and DN 1–Bors, ), but the traffic of transit for
passengers is only partially channeled on it. For the fifth direction, DN 19–Satu Mare, all
transit vehicles must cross residential and service area of Episcopia Bihor neighborhood.
On the direction DN 19–Satu Mare, the cargo traffic recently has been increased because
of the new border crossing, Bors, II, on the Transylvania Highway linked with the M3
Hungarian highway.

Also, a part of the transit traffic of passenger vehicles on the East–West axis (Cluj-Bors)
and North–South/West (Deva-Satu Mare) is made through the inner street network of the
municipality, the major impact is manifesting itself in the area of downtown Oradea.

The Figure 5 shows the main street network of Oradea according to the General Urban
Plan of Oradea.
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Therefore, the metropolitan area of Oradea and Oradea itself, in the latest years,
experienced an increasing number of traffic problems due to:

• An increasing number of transit vehicles,
• An increasing number of cars,
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• Narrow streets in the historical center,
• Mainly one-way streets in center of the street,
• The city is divided in two by the river Cris, ul Repede with 7 bridges, but only 4 of

them on main streets;
• Tram line overlaying with traffic lane is causing traffic jam in rush hours;
• Infrastructure works for rehabilitation of existing pipelines and infrastructure works

or installation of gas networks in different areas of the city.

4.2. The Public Transportation Service in Oradea and Oradea Metropolitan Area

The public transportation service, in Oradea and the metropolitan area, is provided by
the Oradea Local Transport S.A. (O.T.L.) and is performed by trams and buses between 5:00
and 24:00. The timetable and number of means of transportation put into operation vary
during the day depending on the number of passengers, the peak hours being between
5:00 and 08:30 and 13:00 and 17:00.

The bus transport network is made of 27 lines (10–35) covering the entire area of
Oradea, including the newly built residential neighborhoods.

The trams run on five main lines, 1N, 1R, 2, 3N and 3R, plus an extension line that
serves the Calea Bors, ului industrial area. An extensive investment is currently underway
to extend the tram lines in order to introduce tram NO. 8.

Compared with road traffic, public transport can only run according to a timetable
and use preset stations infrastructure. The Figure 6 presents the current transport routes in
Oradea, provided by O.T.L.

ISPRS Int. J. Geo-Inf. 2021, 10, x FOR PEER REVIEW 12 of 19 
 

 

Therefore, the metropolitan area of Oradea and Oradea itself, in the latest years, ex-

perienced an increasing number of traffic problems due to: 

• An increasing number of transit vehicles, 

• An increasing number of cars, 

• Narrow streets in the historical center, 

• Mainly one-way streets in center of the street, 

• The city is divided in two by the river Crișul Repede with 7 bridges, but only 4 of 

them on main streets; 

• Tram line overlaying with traffic lane is causing traffic jam in rush hours; 

• Infrastructure works for rehabilitation of existing pipelines and infrastructure works 

or installation of gas networks in different areas of the city. 

4.2.The Public Transportation Service In Oradea and Oradea Metropolitan Area 

The public transportation service, in Oradea and the metropolitan area, is provided 

by the Oradea Local Transport S.A. (O.T.L.) and is performed by trams and buses between 

5: 00 and 24: 00. The timetable and number of means of transportation put into operation 

vary during the day depending on the number of passengers, the peak hours being be-

tween 5:00 and 08:30 and 13:00 and17: 00. 

The bus transport network is made of 27 lines (10–35) covering the entire area of Ora-

dea, including the newly built residential neighborhoods. 

The trams run on five main lines, 1N, 1R, 2, 3N and 3R, plus an extension line that 

serves the Calea Borșului industrial area. An extensive investment is currently underway 

to extend the tram lines in order to introduce tram NO. 8. 

Compared with road traffic, public transport can only run according to a timetable 

and use preset stations infrastructure. The Figure 6 presents the current transport routes 

in Oradea, provided by O.T.L. 

 

Figure 6. Public transport routes in Oradea, provided by O.T.L. (realized by the authors in ArcGIS 

Online). 

4.3.Analysis Regarding the Influence of Public Transport on Urban Traffic 

A fundamental goal of many local governments is to achieve sustainable citizen mo-

bility. Smooth traffic flow can drastically reduce time spent in traffic, but also has other 

positive effects on people and the environment. Our goal in this paper is to understand 

Figure 6. Public transport routes in Oradea, provided by O.T.L. (realized by the authors in ArcGIS
Online).

4.3. Analysis Regarding the Influence of Public Transport on Urban Traffic

A fundamental goal of many local governments is to achieve sustainable citizen
mobility. Smooth traffic flow can drastically reduce time spent in traffic, but also has other
positive effects on people and the environment. Our goal in this paper is to understand
people’s mobility patterns in order to identify the reasons for the continuous decline in
interest in public transport despite increasing investment in new buses and trams.

By analysing statistical data provided by O.T.L. and Oradea City Hall, it can be noticed
that starting with 2012, there was a decrease in the number of passengers by local means
of transport. In 2012, on an average working day, approximately 120,000 passengers used
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public transportation, of which almost 2/3 was by tram. Regarding the frequency of use of
the public transportation system, in 2012, it was used daily by 37% of the population of the
municipality; 20% used it often (1-4 times a week), 27% rarely and 16% did not use it at all.
Nowadays, less than 30% of the population uses the public transportation on daily base,
18% use it often (1–4 times a week), 32% rarely and 20% do not use it at all. The Figure 7
shows the frequency of public transport use based on data provided by OTL.
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Figure 7. Public transport usage Oradea, provided by O.T.L.

The general opinion, presented in the mass-media, by the Oradea local administration
is that the main reason for the decreasing number of passengers using public transportation
is caused by the increasing number of cars registered in the city and Metropolitan Area.

This study tried to analyze every aspect of the public transportation that are influences
the traffic. First, it analyzed the distribution of public transportation stations in the Oradea
municipality by using spatial aggregation. As, presented in the previous section, spatial
aggregation encapsulates several objects, in our case the public transportation stations, into
a single object, based on their location in an established neighborhood. The incapsulated
value was calculated with the Formula (1) and for the spatial representation of the resulted
analyses, a gradient color palette representing higher values with darker shades was used.
The Figure 8 represent the density of bus/tram stops for each neighborhood.
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As can be seen in the figure below, public transport lines have been extended in the
new residential areas, but they cover only a very small area. This aspect, combined with the
fact that many transport lines are served by only two vehicles, with an hourly frequency of
60 min or 30 min, shows the clear motivation of the population to find alternative methods
to public transport.

Another important aspect in the choice of transport mode is the distance to the nearest
public transport station. As presented before, the accessibility for the public transport
stations cannot be determined with the buffer zone because in this case, the service area
is considered to be in areal distance without taking in consideration the road network
and traffic barriers; see in Figure 2. Therefore, in order to evaluate the coverage of public
transport, a service area analysis was made in order to determine the area accessible from a
public transport station or to a public transport station. The network analysis was made by
taking into consideration the following parameters: travel by walking and time of travel
10 minutes. The result of the analysis is a polygon area that can be reached within a time
period of ten minutes to a public transport station. The areas generated were merged in
order to unify the results.

The Figure 9 highlights the accessible areas within 10 minutes’ walk to and from a
public transport station.
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In 2020, the local transport company introduced real-time monitored public transport
as a result of an agreement concluded with Google Maps. Using the Google application,
all the routes served by the O.T.L. and the transport schedule can be followed, so that
the population can optimize their travel times. However, this highlighted the fact that
many areas are not adequately covered by public transportation, including the central
area, shown in the Figure 10. The main problem is caused by the existence in the area of
four schools with no school buses: George Coşbuc Primary and Gymnasia School, Mihai
Eminescu National College, Ady Endre National College and Special Technological High
School No. 1. All the streets in this area are one-way, and blockages caused by these aspects
extend throughout the day, the highest level being met before 8 am and around 2 pm.

By overlaying the map created for the accessibility of the public transport with the
with real time traffic data, provided by Esri through Living Atlas World Traffic Services, it
can noticed the extended traffic congestions in the central area of the town, an area without
public transportation.
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The following figure, represents the graphical representation of traffic, with real
time traffic data, which emphasized the traffic jams in the center of the city due to the
unavailability of public transportation.

In summary, the results of analyzing the public transport system using spatial analysis
methods and GIS applications reveal some existing deficiencies in the public transport
network:

• Despite the introduction of new transmission lines in new residential areas, they cover
only a very small area, as it can be seen in Figure 8.

• Many transport lines are served by only two vehicles that are operating with a fre-
quency of 60 min or 30 min.

• The central area is serviced in a circular network by trams, but many central areas are
not accessible in 10 minutes’ walk from a tram stop, as can be seen in Figure 9.

4.4. Mathematical Modeling for Traveling Choice

Figures 9 and 10 emphasized the areas without easy access to public transportation
and also the existence of usual traffic congestion in these areas and in the adjacent streets.
The choice of travel is given not only by accessibility of public transportation but also by
the cost of commute, especially for parents who need to take children to school before
going to work.

As it was presented in the previous section, the time required to travel by car is given
by Equation (6).

Considering the fact that for Oradea the traffic index of TomTom is not calculated, ti
was calculated, depending on the typical morning traffic estimated by Google Maps: 55%
for Oradea and 45% for the Oradea Metropolitan Area.

The average speed during the morning congestion is about 25 km/h, and the average
distance of commuting for Oradea residents is 6 km; for the Oradea Metropolitan Area
residents, it is 15 km.

Substituting these values in Equation (6), it was obtained an average traveling time,
during rush hours, of 23 min for a distance of around 6 km in Oradea.

The time required to travel from point p to point s in the case of travel by public
transport (PT) is given by Equation (7).

It was estimated that both points of departure and arrival are located in an acceptable
neighborhood by public transport, with an average walking time of 10 min from each point
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to the closest station and an average waiting time for 10 min. Waiting time during rush
hour was estimated at 10 min for Oradea and 25 min for the urban area. In this case it can
be estimated:

• For Oradea Municipality dist(s, ss)
v + twaiting +

dist(p, sp)
v = 30 min.

• For Oradea Metropolitan Area dist(s, ss)
v + twaiting +

dist(p, sp)
v = 45 min.

In Table 1 it is presented the analysis of the time required for travel in Oradea and in
its metropolitan area by car or by public transportation.

Table 1. The result of analyses—time required for travel.

Population Surface
(sqkm)

Average
Distance

Traffic
Index

Time by PT
tPT (min)

Time by Car
tm (min)

Oradea
Metropolitan

Area
350,000 773 15.69007 45.00% 92.07021 54.60145

Oradea 250,000 125 6.30943 55.00% 48.92829 23.47108

As can be seen in the table above, the time required to travel by car during the
peak period represents half of the time required to travel by public transport both in the
metropolitan area and in Oradea, even if both points of departure and arrival are located in
an acceptable neighborhood.

We tried to estimate the costs of commute by each means of transportation. For cars
we take into consideration the average wage per hour for the time of commute and the
daily cost of the car, gas and parking, and in the case of public transport, we are taking into
consideration wage per hour for the time of commute and the cost of tickets.

In emerging or developing countries, low-income residents usually prefer public
transportation because using their own cars reduces travel time while increasing the cost of
travel. In Oradea, the cost of public transport is much higher compared to owning a car
due to the large difference in travel time. Therefore, it is obvious that the majority of the
population chooses own car as a means of transportation, which leads to an increase in
traffic congestion.

The general opinion, also held by the Municipality of Oradea, that the traffic volume is
mainly determined by the population density and the lack of parking spaces, is refuted by
the analysis carried out. The result of the analysis assumes that the creation of an efficient
public transport network has a decisive influence on the reduction of the number of cars
in traffic.

5. Conclusions

The future of cities depends on the capacity for innovation and the ability to harness
the socio-economic and cultural resources of all the actors involved in the development of
urban society. The dynamics of urban development require a series of strategic, flexible
and creative redefinitions through multi- and transdisciplinary approaches to urban issues.
Public transportation and traffic control can be used as an instrument of urban management
towards a sustainable urban development.

As it was pointed out in the previous section, in order to reduce the number of cars
on the road and thus the number of people driving them, it is essential to reduce the time
taken to travel by public transport so that tPT becomes much smaller than tm, which can be
achieved by:

• Increasing the number of people who have easy access to public transportation by
extending transit lines to both new neighborhoods and the metropolitan area as well
as downtown,

• Reducing waiting times by increasing the number of public transport vehicles on
each line,
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• Introducing additional lines to avoid transfers to other means of public transport.

Optimizing the public transport has a multiplier effect on reducing pollution and on
sustainable urban development. A lower number of cars leads to better traffic flow, which
drastically reduces the time travelers spend in traffic, but also has other positive effects on
individuals and the environment. Road transport is one of the main sources when it comes
to air pollution, and less congestion led to less fuel consumption.

The main advantage in using the proposed methodology, spatial analysis, simulations
and modeling performed within this research are:

- It can be applied for any urban agglomeration, and it can be further extended on
similar cities and regions.

- It can be used in order to decongest the traffic and prioritize public transport.
- It can be used to analyze the improvability of ecological efficiency.
- It can be used as a basis for the economic analysis.

The main weakness of the model consists in the fact that it does not include subjective
transport decisions taken by local authorities and social traffic patterns which are affecting
the inhabitants and businesses in both direct and indirect ways, and therefore their inputs
should be included in the planning process.

The authors are preparing another larger study extending the area and the scope of
this article to other similar historical cities. In that study a simulation will be performed
regarding the decongestion of traffic by the extension of public transport in the central
areas, proposal of relocation of existing stations and restriction of car traffic; it will also
be analyzing the social and economic benefits. The future study will also be comparing
different empirical models in order to assess further the economic impact of congestion
and decongestion.

Author Contributions: Conceptualization, Gabriela Droj; Formal analysis, Gabriela Droj; Funding
acquisition, Gabriela Droj, Laurent, iu Droj and Ana-Cornelia Badea; Investigation, Gabriela Droj;
Methodology, Gabriela Droj and Laurent, iu Droj; Resources, Gabriela Droj, Laurent, iu Droj and
Ana-Cornelia Badea; Software, Gabriela Droj; Supervision, Gabriela Droj; Validation, Gabriela
Droj, Laurent, iu Droj and Ana-Cornelia Badea; Visualization, Gabriela Droj; Writing—original draft,
Gabriela Droj and Laurent, iu Droj; Writing—review & editing, Gabriela Droj and Laurent, iu Droj. All
authors have read and agreed to the published version of the manuscript.

Funding: This research received no external funding.

Data Availability Statement: Not applicable.

Conflicts of Interest: The authors declare no conflict of interest.

References
1. European Conference of Ministers of Transportation. Assessment and Decision Making for Sustainable Transport; European

Conference of Ministers of Transportation and the OECD; OECD Publishing: Paris, France, 2004; Available online: http:
//internationaltransportforum.org/pub/pdf/04Assessment.pdf (accessed on 10 October 2021).

2. CST. Defining Sustainable Transportation, Centre for Sustainable Transportation. 2005. Available online: http://cst.uwinnipeg.
ca/documents/DefiningffSustainableff2005.pdf (accessed on 11 October 2021).

3. Litman, T. Well Measured—Developing Indicators for Sustainable and Livable Transport Planning; Victoria Transport Policy Institute:
British Columbia, Canada, 2021.

4. Hart, M. Evaluating Indicators: A Checklist for Communities; Johnson Foundation: Racine, WI, USA, 1997; Available online:
www.johnsonfdn.org/spring97/indicators.html (accessed on 11 October 2021).

5. Buchanan, M. The Benefits of Public Transport. Nat. Phys. 2019, 15, 876. [CrossRef]
6. Bull, A. Traffic Congestion—The Problem and How to Deal with It; United Nations Economic Commission for Latin America and the

Caribbean: Santiago de Chile, Chile, 2003.
7. Långström, S.; Fridsäll, E. Optimizing Traffic Flow on Congested Roads; Kth Royal Institute of Technology School of Electrical

Engineering and Computer Science: Stockholm, Sweden, 2019.
8. Sun, H.; Wu, J.; Ma, D.; Long, J. Spatial Distribution Complexities of Traffic Congestion and Bottlenecks in Different Network Topologies;

Applied Mathematical Modelling; Elsevier: Amsterdam, The Netherlands, 2013.

http://internationaltransportforum.org/pub/pdf/04Assessment.pdf
http://internationaltransportforum.org/pub/pdf/04Assessment.pdf
http://cst.uwinnipeg.ca/documents/DefiningffSustainableff2005.pdf
http://cst.uwinnipeg.ca/documents/DefiningffSustainableff2005.pdf
www.johnsonfdn.org/spring97/indicators.html
http://doi.org/10.1038/s41567-019-0656-8


ISPRS Int. J. Geo-Inf. 2022, 11, 16 18 of 19

9. Roads Task Force—Technical Note 10—What is the Capacity of the Road Network for Private Motorized Traffic and How Has This Changed
Over Time? Transport of London: London, UK, 2013.

10. Afrin, T.; Yodo, N. A Survey of Road Traffic Congestion Measures towards a Sustainable and Resilient Transportation System.
Sustainability 2020, 12, 4660. [CrossRef]

11. Falcocchio, J.; Levinson, H.S. Road Traffic Congestion: A Concise Guide; Springer: Berlin/Heidelberg, Germany, 2015; Volume 7.
12. Wang, Y.; Zhu, X.; Li, L.; Wu, B. Reasons and Countermeasures of Traffic Congestion under Urban Land redevelopment. Procedia

Soc. Behav. Sci. 2013, 96, 2164–2172. [CrossRef]
13. Robinson, R.M.; Collins, A.; Jordan, C.A.; Foytik, P.; Khattak, A.J. Modeling the impact of traffic incidents during hurricane

evacuations using a large scale microsimulation. Int. J. Disaster Risk Reduct. 2018, 31, 1159–1165. [CrossRef]
14. Haselkorn, M.; Yancey SSavelli, S. Coordinated Traffic Incident and Congestion Management (TIM-CM): Mitigating Regional Impacts of

Major Traffic Incidents in the Seattle I-5 Corridor; Department of Transportation, Office of Research and Library: Washington, DC,
USA, 2018.

15. Yan, L.; Lijie, Y.; Siran, T.; Kuanmin, C. Multi-Objective Optimization of Traffic Signal Timing for Oversaturated Intersection.
Math. Probl. Eng. 2013, 2013, 182643.

16. Yuan, S.; Zhao, Y.X. An identification and optimization of traffic bottleneck with signal timing. J. Traffic Transp. Eng. 2014, 1,
353–361. [CrossRef]

17. Verbavatz, V.; Barthelemy, M. Critical factors for mitigating car traffic in cities. PLoS ONE 2019, 14, e0219559. [CrossRef]
18. Dumitru, I.; Nicolae, D.; Matei LRacila, L. Public transport traffic management systems simulation in Craiova city. In Proceedings

of the XII Conference on Transport Engineering, CIT 2016, Valencia, Spain, 7–9 June 2016.
19. Zhang, W.; Tan, G.; Ding, N.; Wang, G. Traffic Congestion Evaluation and Signal Control Optimization Based on Wireless Sensor

Networks: Model and Algorithms. Math. Probl. Eng. 2012, 2012, 573171. [CrossRef]
20. Min, W.; Wynter, L. Real-time road traffic prediction with spatio-temporal correlations. Transp. Res. Part C Emerg. Technol. 2011,

19, 606–616. [CrossRef]
21. Truong, R.; Gkountouna, O.; Pfoser, D.; Züfle, A. Towards a Better Understanding of Public Transportation Traffic: A Case Study

of the Washington, DC Metro. Urban Sci. 2018, 2, 65. [CrossRef]
22. Droj, G.; Droj, L. Usage of GIS based application for assessing urban traffic under influence of COVID-19. In Proceedings of the

Conference Modern Technologies for the 3rd Millennium, Oradea, Romania, 23 October 2020.
23. Goodchild, M.F. Citizens as sensors: The world of volunteered geography. GeoJournal 2007, 69, 211–221. [CrossRef]
24. Boltze, M.; Tuan, V.A. Approaches to Achieve Sustainability in Traffic Management. Procedia Eng. 2016, 142, 205–212. [CrossRef]
25. Bindzar, P.; Saderova, J.; Sofranko, M.; Kacmary, P.; Brodny, J.; Tutak, M. A Case Study: Simulation Traffic Model as a Tool to

Assess One-Way vs. Two-Way Traffic on Urban Roads around the City Center. Appl. Sci. 2021, 11, 5018. [CrossRef]
26. Yodo, N.; Wang, P.; Rafi, M. Enabling Resilience of Complex Engineered Systems Using Control Theory. IEEE Trans. Reliab. 2017,

67, 53–65. [CrossRef]
27. Bhandari, A.; Patel, V.; Patel, M. A Survey on Traffic Congestion Detection and Rerouting Strategies. In Proceedings of the 2018

2nd International Conference on Trends in Electronics and Informatics (ICOEI), Tirunelveli, India, 11–12 May 2018; pp. 42–44.
28. Li, Z.; Liu, P.; Xu, C.; Duan, H.; Wang, W. Reinforcement Learning-Based Variable Speed Limit Control Strategy to Reduce Traffic

Congestion at Freeway Recurrent Bottlenecks. IEEE Trans. Intell. Transp. Syst. 2017, 18, 3204–3217. [CrossRef]
29. Stefanello, F.M.; Buriol, L.S.; Hirsch, M.J.; Pardalos, P.M.; Querido, T.; Resende, M.G.C.; Ritt, M. On the minimization of traffic

congestion in road networks with tolls. Ann. Oper. Res. 2017, 249, 119–139. [CrossRef]
30. Choudhary, A.; Gokhale, S. Evaluation of emission reduction benefits of traffic flow management and technology upgrade in a

congested urban traffic corridor. Clean Technol. Environ. Policy 2018, 21, 257–273. [CrossRef]
31. Nellore, K.; Hancke, G.P. A Survey on Urban Traffic Management System Using Wireless Sensor Networks. Sensors 2016, 16, 157.

[CrossRef] [PubMed]
32. Kumar, T.; Kushwaha, D. An Approach for Traffic Congestion Detection and Traffic Control System. In Information and Communi-

cation Technology for Competitive Strategies; Springer: Berlin/Heidelberg, Germany, 2019; pp. 99–108.
33. Cárdenas-Benítez, N.; Aquino-Santos, R.; Magaña-Espinoza, P.; Aguilar-Velazco, J.; Edwards-Block, A.; Cass, A.M. Traffic

Congestion Detection System through Connected Vehicles and Big Data. Sensors 2016, 16, 599. [CrossRef]
34. Loidl, M.; Wallentin, G.; Cyganski, R.; Graser, A.; Scholz, J.; Haslauer, E. GIS and Transport Modeling—Strengthening the Spatial

Perspective. ISPRS Int. J. Geo-Inf. 2016, 5, 84. [CrossRef]
35. Huang, B.; Pan, X. GIS coupled with traffic simulation and optimization for incident response. Comput. Environ. Urban Syst. 2007,

31, 116–132. [CrossRef]
36. Wilkie, D.; Sewall, J.; Lin, M.C. Transforming GIS Data into Functional Road Models for Large-Scale Traffic Simulation. IEEE

Trans. Vis. Comput. Graph. 2011, 18, 890–901. [CrossRef] [PubMed]
37. Gupta, P.; Jain, N.; Sikdar, P.K.; Kumar, K. Geographical Information System in Transportation Planning; Geospatial World.

2009. Available online: https://www.geospatialworld.net/article/geographical-information-system-in-transportation-planning/
(accessed on 15 October 2021).

38. Droj, G. Introducere in GIS; University of Oradea: Oradea, Romania, 2009.
39. Droj, G.; Droj, L. Spatial Data Mining Using GIS Webservices. In Proceedings of the Conference Modern Technologies for the 3rd

Millennium, Oradea, Romania, 4–5 April 2019.

http://doi.org/10.3390/su12114660
http://doi.org/10.1016/j.sbspro.2013.08.244
http://doi.org/10.1016/j.ijdrr.2017.09.013
http://doi.org/10.1016/S2095-7564(15)30281-6
http://doi.org/10.1371/journal.pone.0219559
http://doi.org/10.1155/2012/573171
http://doi.org/10.1016/j.trc.2010.10.002
http://doi.org/10.3390/urbansci2030065
http://doi.org/10.1007/s10708-007-9111-y
http://doi.org/10.1016/j.proeng.2016.02.033
http://doi.org/10.3390/app11115018
http://doi.org/10.1109/TR.2017.2746754
http://doi.org/10.1109/TITS.2017.2687620
http://doi.org/10.1007/s10479-015-1800-1
http://doi.org/10.1007/s10098-018-1634-z
http://doi.org/10.3390/s16020157
http://www.ncbi.nlm.nih.gov/pubmed/26828489
http://doi.org/10.3390/s16050599
http://doi.org/10.3390/ijgi5060084
http://doi.org/10.1016/j.compenvurbsys.2006.06.001
http://doi.org/10.1109/TVCG.2011.116
http://www.ncbi.nlm.nih.gov/pubmed/21690653
https://www.geospatialworld.net/article/geographical-information-system-in-transportation-planning/


ISPRS Int. J. Geo-Inf. 2022, 11, 16 19 of 19

40. Droj, L.; Droj, G.; Ban, O. Geospatial and Financial Analysis of the Tourism Sector in Romania; Turism & Hospitality Industry: Rijeka,
Croatia, 2020.

41. Kopczewska, K.; Churski, P.; Ochojski, A.; Polko, A. SPAG: Index of spatial agglomeration. Pap. Reg. Sci. 2019, 98, 2391–2424.
[CrossRef]

42. Mitchell, A. The Esri Guide to GIS Analysis; ESRI Press: Beijing, China, 2005.
43. Masahisa, F.; Hideaki, O. Multiple equilibria and structural transition of non-monocentric urban configurations. Reg. Sci. Urban

Econ. 1982, 12, 161–169.
44. TomTom Traffic Index. 2008–2020. Available online: https://www.tomtom.com/en_gb/traffic-index (accessed on 15

October 2021).
45. Plan Urbanistic General Oradea, Oradea, Romania. 2016. Available online: http://www.oradea.ro/fisiere/subpagini_documente/

129/PUG%20Oradea%20Aux%2001%20ORGANIZAREA%20TRAFICULUI%20SITUATIA%20EXISTENTA.pdf (accessed on
15 October 2021).

http://doi.org/10.1111/pirs.12470
https://www.tomtom.com/en_gb/traffic-index
http://www.oradea.ro/fisiere/subpagini_documente/129/PUG%20Oradea%20Aux%2001%20ORGANIZAREA%20TRAFICULUI%20SITUATIA%20EXISTENTA.pdf
http://www.oradea.ro/fisiere/subpagini_documente/129/PUG%20Oradea%20Aux%2001%20ORGANIZAREA%20TRAFICULUI%20SITUATIA%20EXISTENTA.pdf

	Introduction 
	Geographic Information Systems and Traffic 
	Geographic Information Systems 
	Geographic Transport Information Systems (GIS-T) 

	Materials and Methods 
	Spatial Analysis 
	Network Analysis 
	Mathematical Modelling of Traffic Method Selection 
	Metodology 

	Results 
	Oradea Road Network 
	The Public Transportation Service in Oradea and Oradea Metropolitan Area 
	Analysis Regarding the Influence of Public Transport on Urban Traffic 
	Mathematical Modeling for Traveling Choice 

	Conclusions 
	References

