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Abstract. Mobility management covers the soft management measures that have emerged in Europe in the recent 
decades and that are aimed at changing behaviour of traffic participants, promoting use of nonmotorised vehicles and the 
public transport as an alternative for a car. At present, the world keeps speaking about the integration of mobility 
management measures into the process of territorial planning, meanwhile in Lithuania the concept of mobility 
management is accepted sceptically. The process of transport planning and introduction as well as the related land use 
planning is usually chaotic. 

For the meantime, an information base of population mobility does not exit in Lithuania. There exist no systemised 
data on transport modes preferred by population for daily travel, average length and duration of travels, to say nothing of 
the analysis of social factors influencing the changing mobility. 

The article presents analysis of researches published by the authors and other specialists who worked on mobility that 
reveals that changing population mobility by its nature does not approximate to the model of sustainable transport system 
to be implemented not only in major but also in smaller towns of Lithuania. One of the reasons for that could be failure to 
integrate mobility management measures into the process and documents of territorial and strategic planning. The article 
presents experience of other European countries in combining mobility management and spatial planning on all levels of 
planning. It also offers proposals for assessment and use of mobility management in the drafting of general and special 
territorial plans. 

 
Keywords: mobility types, mobility management, principles of sustainable transport system, strategic and territorial 
planning. 

 

1. Introduction  
 

In Europe, and especially in the old EU countries, 
the conception of mobility management has existed for 
several decades, manifesting itself in different forms of 
influence exerted over awareness of passengers, planners, 
and politicians. Mobility management is in particular a 
demand-based approach to passenger and cargo transport 
encompassing new partnerships and measures supporting 
and promoting change in the approach to balanced 
vehicles and behaviour with regard to them [1]. These 
measures usually are based on information, organisation, 
coordination and they must be advertised (promoted). 

For the meantime, an information base of population 
mobility does not exist in Lithuania. No on-site or 
sociological researches are carried out in a systematic 
way. Every day the problem incident to all cities becomes 
more acute: transport jams on the main streets, high 
accident rates, worsening quality of environment, social 

dissatisfaction, wear to be late, fear to get injured, etc. 
Unfortunately, evident facts are hypothetically assessed 
as an outcome of too small supply of transport 
infrastructure and low quality of traffic organisation. 
Episodic reconstruction of intersections, widening of 
streets, building of new structures not only fail to solve 
the above-mentioned problems but even worsen them 
when during such reconstructions traffic is paralysed on 
the main streets.  

The problem really exists. Every season, the 
situation in the towns (Vilnius, Kaunas, Klaipėda) 
becomes worse; and what is really sad is that this 
situation develops also in smaller towns of Lithuania 
which causes dissatisfaction of population of regions 
higher than that of population of bigger towns. 
Unfortunately, in all cases this problem is being solved in 
the same way: if it is difficult to turn to the left then a 
bypass is built; if passengers complain about a large 
number of transfers on the public transport, then a new 
public transport mode is considered. Thus, another 
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alternative is offered, and usually is has nothing to do 
with the real mobility needs of population.  

The countries that are richer than Lithuania in their 
main strategic and spatial planning documents have been 
using such notions as “mobility management”, 
“management of mobility needs” for several decades 
already. Individual mobility management plans are 
devised for specific situations, towns, regions, or they are 
integrated into appropriate detailed, general or strategic 
plans. In Lithuania, declaration of planning of the 
sustainable transport system is only theoretical, and in 
reality it is displayed only on the level of traffic 
organisation possibilities and special infrastructure (e.g. a 
new bypass) studies or projects. Usually, such documents 
are intended to solve the new infrastructure issues that are 
related to the existing state of the territory and not to 
potential development of the new territories.  

 
2. Goal and object of the article  
 

The main goal of the article is to assess mobility 
indicators of Lithuania as well as legal and information 
framework related to the transport system planning and 
to present proposals for the integration of mobility 
management into the planning process. To achieve the 
goals, the following tasks were formulated: 

1) analysis of changes in mobility as the indicator of 
transport in the case of Vilnius; 

2) analysis of mobility management features, 
measures and competences;  

3) analysis of possibilities of integrating mobility 
management into strategic and territorial planning. 
 
3. Background of mobility and its management in 

Lithuania and Europe 
 

 Mobility types 
 

Every theory of urban development aims at creation 
of urban environment in which the quality, outcome and 
price of the town functioning correspond to the aggregate 
of the main goals [2]. Among the key indicators of the 
quality of living are the following: population’s mobility, 
possibility to travel at chosen time, by a chosen mode, at 
chosen costs and ability to influence comfort, safety and 
speed of travelling. By its mode, mobility is divided into 
localization, communicative, and virtual mobility [3]. It is 
forecasted that some part of physical mobility will be 
replaced by virtual mobility. This would reduce the 
volume of work related travels as well as shopping related 
trips (in some countries 30% decrease in travel volumes is 
forecasted). However, in practice mobility is further 
growing as the number of recreational travels (after work, 
at weekends) is increasing and the territorial spread of 
travels is expanding [2]. Virtual mobility here is 
understood as carrying out of certain tasks or groups tasks 
with the help of Internet or a cell phone in this way 

avoiding the necessary expression of communicative 
mobility. On the other hand, virtual mobility, in this 
article analysed as a type of mobility, could also be 
considered as one of the measures for regulation of 
communication mobility of population. 

All the three (above-mentioned) types of mobility 
are significant for urban development processes, as they 
may substitute each other under certain conditions and 
possibilities. In this process, the quality factors of urban 
structure and physical availability of transport and other 
ways of communication are relevant [3]. To define the 
main tendencies of population mobility as well as their 
impact on urban development, closer attention should be 
devoted to population mobility types, their shift 
depending on certain living conditions and possibilities of 
population, e.g. impact of physical mobility on the growth 
of virtual mobility (change in travel length, time, vehicle), 
etc. However, objective definition of the above-
mentioned issues with the help of physical figures is 
difficult as virtual mobility information base does not 
exist. Relevance of this issue is demonstrated by results 
of surveys carried out in the capital and other towns of 
Lithuania (surveys were arranged when making general 
plans of towns and regions [4]).  
 
3.2. Changes in mobility as communication indicator 
3.2.1. Results of researches on mobility 
 

In 2006, more than 200 students of Vilnius 
Gediminas Technical University (VGTU) kept a working 
day journal of physical and virtual mobility describing the 
main purpose of use of Internet and cell phones. 
Respondents also described all travels made using 
different transport modes, and duration and time of such 
travels. It is considered that research results have 95Į 
probability and 1.9% error. Identical research was 
repeated in 2007 [5]. In 2006, the time of one respondent 
spend for travelling per day was 91 min., while in 2007 it 
was 97 min. Meanwhile, according to one of the most 
significant attributes of mobility, the number of travels 
per day per one citizen of Vilnius, population mobility 
has been decreasing (see table 1). These results prove the 
assumption that population mobility is increasing with 
regard to the total duration of travels or the number of 
travelled kilometres per day per one citizen, i.e. although 
the number of travels per day decreases, the time spend 
for travelling remains the same (or almost the same), and 
the number of travelled kilometres increases.  

It could be considered that citizens, having 
“performed” recreation travels with the help of Internet, 
can afford longer transport-related travels for other 
purposes, while time devoted to physical mobility 
remains the same and virtual travelling does not reduce 
the need (desire) to travel. Thus, in essence, possibilities 
offered by telecommunications have significant impact 
not only on reasons but also on was of travelling.  
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Table 1. Comparision of population mobility (number of trips per day) 

 
 Year of research 

publication 
General mobility, 

passengers/ 
capita / day 

Remarks 

Vilnius [2] 1971 3,29 Very short travels are recorded. Questionnaires distributed 
among pupils.  

Vilnius [2] 1980 3,10 No specific demographic structure. Questionnaires 
distributed among pupils.  

Vilnius [2] 1993 2,84 Questionnaires distributed among pupils. Filled in by family 
members of pupils over 7. 

Vilnius [5] 2006-2007 2,23 Questionnaires distributed among students. Travels to a 
transport mode or a stop of the public transport are not 
recorded. 

 
 
Table 2. Dependence of general mobility of population on GDP 
level. 
 

Country Mobility GDP/capita [6] 
Lithuania 2.23 USD15,100  
Slovakia 2,78 USD17,700  
Netherlands* 3.63 USD31,700 
Finland 2.95 USD32,800 

* In Netherlands general mobility of population [7] was 3.36 
but travelling by vehicles accounted only for 1.97 per day.  

 
 The above-mentioned assumptions are confirmed by 
the data given in Table 2 showing that population 
mobility directly depends on the development level of the 
country. The higher is the development level, the bigger 
is the number of travels per day performed by a statistical 
citizen of the country (the town). Unfortunately, this 
again signals the fact that economic recovery and ability 
of the country (it is a relevant issue to the new EU 
Member States) of to invest more into transport 
infrastructure is accompanied by proportional growth of 
population mobility and the related problems [8]. Thus, 
failing to estimate real needs and to see possibilities of 
making use of the existing transport infrastructure and the 
existing transport modes, the cities get into vicious circle 
by creating new infrastructure supply, as they 
automatically increase demand and the related problems. 
 

 
3.2.2. Results of researches on mobility 
 
Research carried out in 2006-2007 [5] was mainly 
focused on the assessment of virtual mobility of the target 
group (i.e. to accept/disprove the assumption that Internet 
and cell phone could reduce the number of physical 
travels) and analysed for what reasons and how long 
Internet was used and what was its potential impact on 
population mobility (see Figure 3). Apparently, Internet 
exerts significant influence on social life, i.e. it brings 
about changes in socialisation and recreation. However, 
use of Internet for daily living needs is still minimal, 
which supposedly disproves the assumptions that virtual 
mobility of population will reduce the need for physical 
travelling. However, considering a tendency of population 
for virtual communication, it could be used as one of the 
instruments for mobility management (e.g. institutions 
with heavy flows of clients could reduce such flows by 
making more services available on Internet). 
 
Analysis of mobility management features, measures 
and competences 
 

Mobility, often understood as an indicator of 
communication, is one of the outcomes of functioning of 
the city, therefore, it should be considered as the main 
paradigm of urban development [2].  

 
 

Table 3 Time spent on the Internet according to the purpose of its use (min./per day) [5] 
 

2006 
Internet at home No Internet at home 

Search 
for info 

Goods, 
services 

Socialis
ation 

Recreat
ion 

Search 
for info 

Goods, 
services 

Socialis
ation 

Recreat
ion 

24 min. 2 min. 53 min. 41 min. 19 min. 1 min. 14 min. 6 min. 
2007 

Search 
for info 

Goods, 
services 

Socialis
ation 

Recreat
ion 

Search 
for info 

Goods, 
services 

Socialis
ation 

Recreat
ion 

18 min. 1 min. 53 min. 55 min. 39 min. 0 min. 12 min. 3 min. 
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Population mobility in the city (passengers/km) 
virtually predetermines a long-term need for the urban 
transport sector development, its goals, and the 
infrastructure development. It is stimulated by 
functioning of the region, territorial development of the 
town, structural disproportions of regional and urban 
districts, growth in private income and paying capacity, 
improving standard of living, and increasing level of 
automobilization [2]. New town plans should provide the 
main conception framework of urban transport, include 
mobility management measures for the coming decade 
and design transport and social infrastructure solutions 
based on that, rather than satisfy the existing and 
forecasted needs of population (building bypasses, 
widening streets at the expense of green areas, etc.). 
Mobility management could be analysed at two different 
levels: in wider terms, this phenomenon per se could be 
understood as a new ambition in the planning system 
(especially in the new EU Member States, such as 
Lithuania, Poland, Slovenia, etc.); at another level, when 
mobility management is integrated into the system of 
strategic and territorial planning, it could be understood 
as a set of specific measures and tools [9]. 

In 2007, the participants (represented by the Mobility 
Research Bureau, Grace, Austria) of projects (related to 
mobility management in different countries) financed by 
the European Commission identified the following main 
measures for mobility management: 

- Information measures (these measures are necessary 
for providing information to a potential traveller on all 
possible ways of travelling, this doing with the help of 
all possible measures (e.g. information on transport 
services in a local mobility centre, description of 
alternative travelling ways in press, flyers, trade 
centres, etc., interactive information during a trip (e.g. 
in the train)).  

- Promotional measures (the main specific feature of 
this type measures is that fact that they do not offer 
any new alternative for the use of a car, they just are 
aimed at raising awareness and persuasion of 
population to use certain vehicles that are available at 
that time (e.g. in Denmark, Germany and Austria 
Cycle to work schemes are popular [10], Munich 
arranges successful campaigns for new citizens of the 
city aimed at promotion of mobility without a car, 
etc.). 

- Organisation and coordination measures (the name of 
the measures reveals that they aimed at offering, 
organising and coordinating different services to offer 
(at any price and in some specific area) an alternative 
for cars in which the driver is the single passenger 
(e.g. Car Pool system coordinated drivers that could 
carry passengers going the same direction; Car 
Sharing makes it possible to rent a car or a bicycle, 
where it is needed, or to use the public transport 
instead of using a private car (also known as 
paratransit, Anrufsammeltaxi in Germany, Treintaxi in 
Netherlands). 

- Education and training measures (these measures are 
aimed at integration of mobility management into 

training programmes of pupils, students and different 
professionals (e.g. hotel staff is trained to give 
information on mobility possibilities in town; courses 
and extra programmes on mobility management in 
schools and staff training centres). 

- Mobility management measures for a specific 
situation (in most countries mobility management 
usually is a means to manage transport flows in 
specific areas (situations): continuously at large 
companies, schools, hospitals, recreation places, or 
periodically during concerts, sport games, fairs. In this 
case the task of mobility management is to influence 
ways and modes used by people to move to the 
centres of attraction. This category of mobility 
management contains more measures (e.g. school 
mobility plan, bicycle (car) parking, PT stop, 
suburban bus stop, etc.). 

- Telecommunications (virtual mobility) and 
arrangement of a flexible schedule (such measures are 
usually initiated by certain organisations that replace 
the need for transport travelling with the measures of 
virtual mobility (phone, Internet) and/or re-arrange the 
working time (e.g. in Gelre, Netherlands, hospitals 
keep changing the time of medical treatments for 
arriving patients; shopping, work, social and other 
services available by phone or on Internet (in Greece, 
a birth certificate may be received by post, thus, in 
Athens, the flow of clients to certain institutions is 
three times smaller), working time is being changed in 
many large institutions (they work less days per week 
and their work starts not at rush hours). According to 
the researches mentioned in the article [5], the number 
of students who have Internet at home increased from 
75% to 87% per year, time spent on Internet exceeds 
two hours per day which allows an assumption that all 
secondary travels related to services, goods and 
recreation among the youth “will be carried out on 
Internet”… 

- Supporting (integrated into other activities) measures 
(they could be aimed not at mobility management but 
they may have significant influence on population 
mobility (e.g. they may exert influence on the price of 
driving a car, limit parking possibilities for 
environmental reasons, combine event tickers with PT 
fare, give various discounts, e.g. to bank card holders 
who use PT). 

Assessing the above-given descriptions, mobility 
management seems a clear and targeted procedure; 
however, attempts to work in the field of raising 
awareness of passengers and in the field of mobility 
management naturally encounters certain issues, 
therefore, it is important to define the limits and main 
features of mobility management [9]: 
• Mobility management is oriented not around supply 

but around the demand. This means that building of a 
new tram line, bicycle track, street or road should not be 
considered to be mobility management, as the new 
infrastructure is supply not necessarily oriented around 
the existing needs.  
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• Infrastructure installation may supplement mobility 
management measures, as in most countries mobility 
management usually is used in local importance 
situation. For example, in hospitals, business 
complexes, schools and other places with many visitors, 
a mobility management package also includes the new 
infrastructure (bicycle parking facilities, PT stops, etc.) 
but it serves only as an additional measure of mobility 
management.  
• Mobility management should not necessarily be 

pegged to a specific territory. It could contain tools 
used on the scale of a town, region or country: 
mobility centres, integration of several services into 
one charge system are also understood as mobility 
management measures.  

• Plans of a sustainable town do not imply mobility 
management but planning of mobility management 
measures should be one of the components of those 
plans. Although such measures as priority traffic 
lanes, solution of congestion and parking problems, 
levying of streets/roads are typical demand oriented 
measures, they per se are not considered mobility 
management, and in this case they are 
supplementary mobility management measures.  

• Traffic organisation is not mobility management. 
However, traffic organisation components aimed at 
making influence on demand and at changing 
attitude towards alternatives for a private car (e.g. 
navigation systems broadcasting the real time of 
train departure) are considered to be mobility 
management measures.  

• Raising passenger’s awareness (educative and 
promotional promotion of sustainable transport 
modes) is part of mobility management.  

• Mobility management also covers cargo transport. 
Where cargo transport includes transportation of 
passenger luggage, it should be also considered in a 
mobility plan. If this is not the case, then cargo 
transport organisation is understood as logistics.  

• Legal framework and price policy also form a part 
of mobility management if specific mobility 
management measures that fall within the above-
described limits are supported.  

Application of the above-describe measures in 
Lithuania has been non-coordinated: organisation, 
information or promotion campaigns were not related to 
the implementation of the new infrastructure or 
reconstruction of the existing one, introduction of new 
services, etc. Usually, in Lithuania the above-mentioned 
activities are carried out non-governmental organisations 
(cycling clubs, education establishments, environmental 
institutions) and such activities are commonly aimed at a 
specific goal, not always related to changing mobility 
habits of population. Even if application of such measures 
give positive results, usually they are not recorded or 
compared with results of similar activities, therefore, they 
should be systematized so that application of such 

measures becomes a means for reducing transport 
problems. 
 
4. Integration of mobility management into strategic 

and territorial planning 
Current situation in Lithuania and Europe 

 
 In Europe, especially in the old EU Member States, 
mobility management often is an integral part of 
territorial planning and transport infrastructure projects. 
For example, in the United Kingdom, every 
administrational level should have a transport plan for 
every district under its administration (a transport strategy 
for a region, a local transport plan for local municipality). 
On the level of detailed plans (its counterpart in our 
planning system would be a technical project of 
developed territory), one of the compulsory integral parts 
of the project is mobility management scheme that solves 
all issues (including financing of mobility management 
measures) related to the transport needs of future territory 
users sticking to the following principle defined in 
national documents: “Mobility management must be the 
main means for solving transport problems, especially 
increase in the car flow due to urbanization of new 
territories.” In Germany, at the level of municipalities 
general mobility plans (e.g. Masterplan Mobilität 
Dortmund) or Verkehrsentwicklungsplan (strategic 
transport development plans), are devised; and they cover 
all transport modes in the district in question.Such plans 
are devised for the period of 5-15 years. More detailed 
plans, Nahverkehrsplan, are devised for five years and 
they deal with mobility of a specific transport mode (e.g. 
introduction of the public transport (tram or subway)) or 
of population in a specifically defined territory [9].  
 At this time existing planning system in Lithuania is 
not prepared for mobility management integration into 
land use planning process. There are even more planning 
levels and in some other European counties, but they 
don’t really state need for such integration. All earlier 
prepared regulative planning documents note need for 
transport impact assessment, declare necessity to plan 
everything with attitude to sustainable development but 
so far all land use planning documents stop short at 
planning new parking sites, wider streets and the best that 
can happen in these documents – plans for new cycling 
paths and indication of necessary public transport routes, 
stops and etc. Lithuanian land use planning documents 
lays down in four levels (national, regional, district and 
local) and three main types (comprehensive, special and 
local). Attitude to mobility management can appear in all 
levels and all types of land use planning but more often 
by initiative of local (municipal) representatives it find 
place in some kinds of strategic planning documents 
(feasibility studies, investment projects, new development 
reasoning). Unfortunately these studies doesn’t have legal 
status so nobody is really responsible for it’s realization.  
 However mechanism for legal mobility management 
integration into land use planning process exists: 

1) one of the tasks and so obligatory parts in 
comprehensive plan (for rural area or towns) – is 
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development of communication infrastructure. In 
this planning level You can put down remark in 
regalement table, that for each new development 
area additionally mobility scheme has to be made, 
listing all questions which should be covered by this 
scheme. 

2) one of special plan types – special plans for 
transport infrastructure. These are meant more for 
new roads, streets layout and reasoning, but us one 
of the alternatives doing special plans like this might 
conception of mobility management given. There 
are also special plans for new development layout. 
These are more believable to be useful for mobility 
management means integration; as such plans cover 
everything – housing, commercial, public spaces, 
engineering and communication infrastructure 
necessary for it. 

 For proper usage of these types land use planning 
system when integrating mobility management into 
planning process new legal recommendations (see sec. 
4.2) and awareness of both planners and organizers are 
obligatory. For proper problem indication and possible 
mobility management results monitoring constant data 
collecting is necessary (see sec. 4.3).  
 
The key principles of integrating mobility 
management into the process of strategic  
and territorial planning 

The key principles for integrating mobility 
management into land use planning are prepared (work is 
still in a progress) by participants of international project 
“Successful Travel Awareness Campaigns and Mobility 
Management Strategies” (within the 6th Framework 
Programme) funded by the European Commission. 
Recommendations in quotation-marks below are taken 
from unpublished material “Definition of measures to 
better integrate transport and land-use planning as a pre-
condition to mobility management; and common analysis 
frameworks” [9] prepared by representatives fro Napier 
University.  

“Transport or spatial planners, when considering the 
LUP system, look to it to produce urban structures that 
reduce the need to travel, especially by car, and provide 
better conditions for sustainable transport modes (public 
transport, nonmotorized modes). The literature shows that 
there are a number of recognised ways that it is believed 
that such an objective can be brought about. Key amongst 
these are the following: 
• A poly-centric urban structure where basic needs can be 

accessed in local centres, with easy access by public 
transport and cycling to other higher-order centres. 

• Medium and high land-use densities with a mix of 
different uses rather than rigidly separating these uses 
since, if they are separate, people must travel further to 
access them. 

• Development, especially the kind of development that 
generates lots of trips (e.g. offices, shops – but also 
housing) should be concentrated at nodes and along the 
corridors of the public transport network or at the very 
least in places that have the potential to become public 
transport nodes. These areas (nodes and corridors) 
should be identified in strategic and local plans, 
possibly by the use of accessibility measurement. 
Thresholds of (public transport) accessibility could then 
be set, such that certain types of development are 
discouraged or not permitted in areas where 
accessibility levels are below the threshold.  

• Re-use of brownfield sites rather than permitting new 
development on green field sites, as the latter course of 
action adds to less sustainable urban sprawl. 

• When new development is planned, its transport impacts 
should be assessed and its location should take into 
account its transport needs. If the transport impacts of 
the development are predicted to be too large in the 
chosen location then a different location may need to be 
selected.  

• Parking standards that limit the amount of off-street 
parking required to be provided with new developments 
in order to new parking to restrain car use to and from 
new developments. 

For their effective implementation, all the mechanisms 
above should be supported by their explicit inclusion in 
policy documents from all levels of government that are 
involved in the LUP process.  
In addition, institutionally and organisationally, if 
planning and transport are to be better integrated, it may 
be necessary to make organisational changes to ensure 
that transport planners and land-use planners work 
together more closely, and to ensure that land-use 
planners know what transport planners are trying to 
achieve. This can be the case even if they already work 
for the same organisation, as they are still likely to be 
working in different sections/departments with different 
points of view”.  
 Theoretically awarenss about every of above 
listed principles exists among planners in Lithuania. But 
practically urban planners often can’t deal with 
transportation engineers, planners in general can’t deal 
with planning organizers (local politicians). Planning 
organizers can’t deal with society and ivestors interests.  

 
Proposals for collection and monitoring of the data on 
mobility indicators 

 
In the opinion of the authors, in Lithuania it is 

advisable to arrange continuous monitoring of population 
mobility indicators in the database. When such database 
is created and the main dependences between factors and 
their tendencies are established, it will be possible to 
relate them to the need of population for physical 
mobility and transport and to forecasting of means for 
meeting the needs.   
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Table 4. Description of all travels per one day 
 

Please indicate the time taken for the first, second, third, etc. travel (in minutes). 
Day travels 

1 2 3 4 5 6 7 
 

Transport mode 
T K T K T K T K T K T K T K 

0 Did not travel.               
1 Trolleybus               
2 Urban bus               
3 Office bus (hired by the company) or car               
4 Car, as a driver               
5 Car, as a passenger               
6 Route taxi (mini-bus)               
7 Private bus               
8 Taxi               
9 Bicycle               
1
0 

Train               

1
1 

On foot               

Note:  T – travel duration, min.; K – travel purpose (see the list below)  
(Walking to the public transport stop should be included into the time of travel by the public transport) 

 
Table 5. Duration and purpose of using Internet  

 
Please indicate the reasons, goals and tasks carried out on Internet yesterday, also please indicate time (in minutes) taken for that: 

 Internet services Time taken 
1. Search for information for studies/work  
2. Ordering of manufactured goods  
3.  Ordering food for home delivery  
4. Payment of bills  

5. 
E-correspondence 
…received mail, …sent mail (indicate the number) 

 

6. Socialisation on public (readily accessible portals) or private (MSN, ICQ, 
Skype, etc.) chatrooms  

 

7. Playing games  
8. Downloading movies, music  
9. Other (indicate) .....................................................................  

 
 In 1999, when implementing the EU Phare project 
[11], a national survey of travelling in Lithuania was 
carried out to find out personal travelling tendencies of 
surveyed citizens. By this pilot project it was attempted to 
show that such type data (direct conversations with the 
head of the family, individual questionnaires and seven-
day journals) might be used to define changing 
tendencies of travelling behaviour, besides, they might be 
useful in formation of transport policies, devising 
strategic forecasting models, etc. The test survey was 
carried out by the Department of Statistics (Statistics 
Lithuania); the results revealed that people made travel 
journals rather willingly (respondents accounted for 8%) 
and precisely. The final report does not contain transport 
related results but it provides constructive 
recommendations on further arrangement of similar 
researches (their territorial spread, number of 
respondents, duration of researches, etc.). The report even 
gives data on how to monitor individual data in one 
database containing data on air, surface and inter-modal 
transport. Unfortunately, the survey was not extended and  

it means that Lithuania lost its chance to have today a 
7-year data line.  

Possibly, the potential arrangers of such a survey 
(the Department of Statistics and/or the Ministry of 
Transport and Communications) were frightened by 
the volume of a questionnaire (15 pages) and, 
consequently, the volume of data to be processed and 
of course of the resources necessary for it. However, to 
find out only the main principles (not the reason) of 
mobility, in the opinion of the authors, it is enough to 
ask respondents to answer several questions (see 
Tables 4, 5). Such excuses, like "there are no money 
and human resources for activities like mobility 
monitoring" can't be the main arguments because such 
survey (collecting the data on the yesterday’s travels) 
could be carried via e-mail, and in that case 
respondents would not depend on the interviewer, the 
costs of the survey would be minimal and it would 
take only several minutes (both with regard to the 
sender and the recipient).  
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5. Conclucions  
 

1) For the meantime, an information base of population 
mobility does not exist in Lithuania. No on-site or 
sociological researches are carried out in a systematic 
way. Facts of the adverse environmental impact of 
transport (in Lithuania) are hypothetically assessed as 
an outcome of too small supply of transport 
infrastructure and low quality of traffic organisation. 

2) In Lithuania mobility is being “managed” but 
management is intuitive and random, i.e. it is carried 
out when population is made to move in a different 
way from what they are used to, for example, because 
of repairs on the main streets, lack of parking places 
or absence of the public transport at the major 
attraction centres or lack of a poly-centric structure of 
the town. 

3) To find out the major trends of changes in population 
mobility, their impact on the city development, more 
attention should be paid to the types of population 
mobility, their changes depending on certain living 
conditions and possibilities (of population). 

4) Population mobility is increasing with regard to the 
total duration of travels or the number of travelled 
kilometres per day per one citizen, i.e. although the 
number of travels per day decreases, the time spend 
for travelling remains the same (or almost the same), 
and the number of travelled kilometres increases. 

5) Population mobility directly depends on the 
development level of the country. The higher is the 
development level, the bigger is the number of travels 
per day performed by a statistical citizen of the 
country (the town) which results in higher mobility of 
population. 

6) In Lithuania, it is advisable to make use of the 
experience of foreign countries and to pursue the 
policy of mobility management. The most efficient 
and fastest way to solve this task is to integrate it into 
the planning process, making far-sighted solutions 
concerning territories intended for new activities so 
that in future they do not cause transport related 
problems.  
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