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Introduction

Mobility is a key prerequisite for social and economic development. It facilitates access to markets and jobs, 
education and health care. Worldwide, the demand for mobility is therefore increasing, generally resulting 
in an increase in road traffic. However, the rising number of private vehicles is causing severe congestion, 
noise and air pollution in many cities. The transport sector’s share of greenhouse gas emissions is increasing 
year on year, and the annual death toll on roads worldwide now stands at more than one million. Promot-
ing prosperity and development with more traffic and infrastructure is neither sustainable nor future-proof. 
Sustainable forms of mobility such as public transport, cycling and walking are the alternative, but targeted 
expansion of these options is beset with problems. 

How can a balance be reached between economic development, transport needs and the environment? How 
can a sustainable culture of mobility be achieved for the future? These issues were explored at the Bonn Sym-
posium 2011, organised by the Development and Peace Foundation (SEF) and held at Deutsche Welle and 
Haus der Geschichte in Bonn on 1-2 December 2011. 

Entitled “Mobility – Development – Culture: Towards Sustainable Transport Strategies”, the Symposium 
focused primarily on the social and political frameworks which need to be in place to make sustainable mo-
bility a reality. A purely technical approach is not enough: above all, user behaviour is the critical factor in 
changing attitudes and promoting greater acceptance of sustainable modes of transport.

Michal Krzyzanowski, Gil Peñalosa and Conny Czymoch



The love affair with the car

The Symposium began by focusing on the devel-
opment of the private car, which has become the 
lynchpin of the transport system. Cars are integral 
to our present lifestyles and are deeply rooted in 
our popular culture. They are the accoutrements 
of modern life and an expression of affluence. For 
many people, they are also a status symbol, signal-
ling that their owner has finally “arrived”. There 
are endless commercials showcasing the latest 
models, the typical on-screen family has at least 
two cars in the garage, and some people now iden-
tify with their cars to such an extent that according 
to some studies, 31% of owners believe that their 
car has a personality of its own.

The dominance of the car is reflected in the physi-
cal appearance of countless cities worldwide. Their 
infrastructure is designed primarily for motor ve-
hicles, with roads and car parks taking up most 
of the space, while pedestrians and cyclists are 
marginalised. This is a gross imbalance, given that 
in many cities, car owners are in the minority. In 
emerging and developing countries in particular, 
walking and cycling predominate, although the 
lack of adequate paths and pavements, combined 
with chaotic road conditions, often make these 
forms of mobility a high-risk option. Worldwide, 
there are more than 3,000 road traffic fatalities 
every day, while in India alone, there is one death 
every hour from air pollution. Nonetheless, the 
negative effects of our growing reliance on motor 
vehicles are rarely considered, let alone internal-
ised: most of the money spent on the transport sec-
tor is channelled into car-related projects instead 

of promoting 
s u s t a i n a b l e 
mobility. For 
many trans-
port planners 
in developing 
countries, the 
Western mo-
bility model 

and lifestyle continue to set the standard to which 
they aspire. In these countries, the car is the sym-
bol of social advancement; walking or cycling is 
an obvious sign of poverty. “You walk because 
you are too poor to 
afford another trans-
port option,” said 
Rehana Moosajee 
from the City of Jo-
hannesburg’s May-
oral Committee for 
Transport.

Culture counts

We rarely reflect on 
the implications of 
the car’s dominance 
of our daily lives. 
Most every-day ac-
tivities – such as using the car – follow specific 
routines or are habits as elements of social prac-
tices. They derive from systems lying outside 
“individuals” and are therefore rarely based on 
deliberate or conscious decision-making. Cultural 
mores, implicit rules, and role expectations are all 
embodied in our social practices, creating a meas-
ure of certainty and predictability in our actions 
and their likely consequences. This means that 
opting to use sustainable forms of mobility instead 
of the car entails a learning process, requiring a 
change of mindset which conflicts with our usual 
practices. It requires us to abandon our notion of 
the car as a highly convenient feature of our daily 
lives. Changing automobility is not a question of 
individual behaviour but of systems and collec-
tive practices changing – in other words, it is more 
likely to be successful if we know that other peo-
ple are doing the same thing. The participants in 
the discussion agreed that a transformation of our 
mobility practices can only be achieved if alterna-
tives to the car become more appealing: public 
transport must cut the time taken up by the daily 
commute and also save money, offer a high-quali-
ty service and be within convenient reach. Cycling 
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should be seen as a health- and fitness-promoting 
option which can be incorporated easily into daily 
life. New concepts of mobility can become matters 
of new fashion, with the modern “mobility prag-
matist” combining cycling with bus and rail and 
utilising mobile information technologies such as 
online timetables and e-tickets. As Professor John 
Urry from Lancaster University emphasised, it is 
essential “to change something, build something 
new”. 

Communication was identified as an important 
element for changing attitudes: a new concept of 
mobility must be promoted by the media on a 
broad basis with a view to driving the social de-
bate forward. The “creative” sector of society has 
a role to play here: in the past, images of a certain 
cigarette-smoking cowboy told us that smoking 
was cool, but today, artists, actors and musicians 
can all help to increase public acceptance of sus-
tainable forms of mobility.

Inadequate rural infrastructure

The issue of rural mobility in developing and 
emerging countries was also discussed at the 
Symposium. Unlike the 
cities, the challenge here 
is to facilitate mobility in 
the first place. The lack of 
access to socio-economic 
amenities is a major cause 
of rural poverty. Smart 
network-based  infra-
structural solutions are 
therefore required to link 
villages and small mu-
nicipalities with schools, 
markets and health cen-
tres. There was widespread criticism of the fact 
that infrastructural development has been grossly 
neglected by development cooperation in recent 
decades – a serious omission, given its key impor-
tance for the attainment of the Millennium Devel-
opment Goals. 

Changing attitudes in Bogotá

One of the policy models which was the subject of 
intensive debate at the Symposium was the trans-
port strategy adopted by the City of Bogotá. This 
is widely recognised at international level as an 
outstanding example of a new and sustainable vi-
sion of mobility. In 2000, the city introduced a bus 
rapid transit system (TransMilenio), which now 
carries 1.3 million passengers every day. The bus-
es use dedicated bus lanes and are integrated into 
a dense network of connecting bus services, cycle 
paths and pedestrian zones. Air conditioning and 
convenient ticketing systems add to a high-quality 
travel experience. Commuting times have more 
than halved for many local residents, and air pol-
lution in the city has decreased considerably. 

The introduction of the bus rapid transit system 
was accompanied by various other measures. Pri-
vate cars have been banished from the city centre 
other than at specific times, and cycle paths and 
pedestrian zones have been expanded. The city 
also announced the introduction of Ciclovia, a 
car-free Sunday, which is proving very popular, 
bringing large numbers of people out for a stroll 

or a bike ride in the traffic-
free zones.

The city deliberately avoided 
using the word “bus” in the 
name “TransMilenio“, as bus 
travel had negative connota-
tions for many people. Even 
the tyres of the buses have 
been camouflaged to change 
the vehicles’ appearance. 
With such a socially sensi-
tive transport policy and the 

combination of the TransMilenio project with nu-
merous other initiatives, Bogotá has succeeded in 
changing attitudes. Today, 22% of TransMilenio 
customers own a car but prefer to use the buses. A 
major factor in ensuring the success of the project 
was the strong political commitment on the part 

John Urry
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nesburg responded with radical measures to in-
tegrate the former minibus and even taxi drivers 
into the new system by employing them as driv-
ers. “Transport values” such as mutual respect, 
consideration and responsibility were also pro-
moted in order to positively influence road users’ 
behaviour and thus improve road safety.

New visions for the future

Forecasts indicate that the transport problems fac-
ing many of the world’s cities and the associated 
environmental pollution are likely to worsen sig-
nificantly in future. The development of new mo-
bility structures is therefore an urgent necessity. 
This change process will require us, first and fore-
most, to rethink the appearance of our cities and 
develop fresh concepts for the design of our urban 
spaces. This raises more fundamental questions, 
such as how we want to live. Numerous scenarios 
for the future of urban design were presented at 
the Symposium: traffic-free inner cities with excel-
lent air quality; limits on the use of motor vehi-
cles; cafés, playgrounds, small shops and parks 
created on the spaces previously occupied by cars; 
convenient, accessible and well-networked pub-
lic transport services; and adequate provision for 
pedestrians and cyclists. There was general agree-
ment that these alternatives must be presented 
and promoted effectively in order to achieve maxi-
mum impact. Initiatives such as Ciclovia in Bogotá 
have a key role to play in this context, showing 

how traffic-calming can create 
space for a variety of leisure 
amenities: in Bogotá, local peo-
ple now enjoy a quality of ur-
ban life which, previously, they 
could only have dreamed of.

Cities which put the needs of all 
their residents first thus become 
attractive and appealing places 
for living and working. They 

offer a better quality of life, with public spaces 
where people can meet and linger. The daily com-

of the mayors, who promoted the project despite 
considerable opposition at first. 

Opposition in Johannesburg

The City of Johannes-
burg’s transport policy 
was also the subject of 
intensive discussion. As 
part of the preparations 
for the 2010 World Cup, 
Johannesburg  intro-
duced the Rea Vaya Bus 
Rapid Transit System 
(BRT). During the plan-
ning process, it became 
apparent that a respon-
sible transport policy 
must also take account 
of the region’s social 
and economic charac-

teristics. Johannesburg’s population is notable for 
the sharp divide between rich and poor, which is 
partly a legacy of apartheid and is reflected in the 
lack of connectivity between many districts of the 
city. The proposals to improve the connections 
between different parts of the city by introducing 
the Rea Vaya system encountered strong public 
opposition at first; many of the city’s more afflu-
ent residents did not want to see poorer people in 
their neighbourhoods and had no desire to share 
their public transport services with them. 

The greatest challenge, how-
ever, was to introduce Rea Vaya 
despite stiff opposition from 
local minibus drivers who had 
dominated the transport sector 
until then and were worried 
that the new bus rapid transit 
system would adversely affect 
their incomes. The protests es-
calated to such an extent that 
there were violent and in some cases even fatal 
attacks on the Rea Vaya buses. The City of Johan-

Heiner Monheim

Anumita Roy Chowdhury
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mute is safer and less 
chaotic. The new ur-
ban design also offers 
a fresh perspective on 
transport: instead of 
a daily battle on the 
roads, public transport 
is comfortable, con-
venient and socially 
equitable, protecting 
health and the envi-
ronment. Ultimately, 
new urban design is 
about equality and jus-

tice: all road users have equal access, with space 
allocation being determined equitably according 
to what the majority wants. This makes cities more 
democratic as well. 

Making new mobility structures a reality is mainly 
a political issue rather than a financial or techni-
cal challenge. “It is not about money; it’s about vi-
sions,” emphasised Gil Peñalosa, Executive Direc-
tor of 8-80 Cities. But who should be responsible 
for shaping these visions of the future: the politi-
cians, or the general public? This proved to be a 
controversial issue. What is clear is that changing 
the face of our cities is impossible without politi-
cal support, for it is the policy-makers who design 
and promote the various scenarios and allocate 
the requisite resources. But it is the citizens them-
selves, first and foremost, who must be involved 
in redesigning the urban space. Participation and 
broad political and social coalitions are crucial in 
order to bring about a change in mindsets and 
make the vision of sustainable mobility a reality 
in future.

Evening event at Haus der Geschichte

Gil Peñalosa
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Workshop 1

Sustainable logistics development in emerging markets –  
City Logistics in China

Deutsche Post DHL

With an area of almost 9.6 million km2, China is around the same size as the United States. However, 
the population of the “Middle Kingdom” is more than four times larger than that of the US. The ma-
jority of its 1.3 billion people still live in rural areas. But that is set to change: over the coming decades, 
the Chinese government is planning to urbanise several hundred million of the country’s rural dwell-
ers. An urbanisation process on this scale is likely to pose major challenges for the logistics industry, 
however. The workshop “Sustainable Logistics Development in Emerging Markets – City Logistics in 
China”, hosted by Deutsche Post DHL, aimed to identify these new challenges and discuss how the 
company intends to resolve them.

The efficiency of Chinese logistics – especially compared with countries such as the US and Germany 
– is still low, according to DHL’s representatives. The market is highly fragmented: statistically, the 
average Chinese transport company owns just 1.5 trucks. The rising number of cars in Chinese cities is 
causing severe congestion and gridlock and producing alarming levels of air and noise pollution – fur-
ther challenges for international companies seeking to break into the Chinese market. DHL is therefore 
investing in innovative strategies to optimise the flow of goods. 

The core concept, in this context, is the “urban consolidation centre” on the outskirts of a city, town 
or district, where many small incoming loads are consolidated prior to capacity- and time-optimised 
delivery to customers in the centre. This model is already in use at London’s Heathrow Airport and 
the city of Bristol. By avoiding small loads, the aim is to ease the burden on infrastructure and the 
environment. This offers great “win-win” potential, with efficiency gains going hand in hand with 
environmental and climate benefits. So how DHL can persuade policy-makers, competitors and local 

communities of the benefits of this approach? 
This was the subject of intensive and some-
times heated debate at the workshop.

Sabine Gerhardt 
Development and Peace Foundation (SEF)

Workshop Deutsche Post DHL
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Workshop 2

„Roads to development“ – Mobility in rural areas

KfW Entwicklungsbank

Laos and Cambodia are two of the world’s Least Developed Countries (LDCs). A high proportion of 
their populations live in rural areas, where access to essential amenities such as schools and health 
centres is limited due to poor or non-existent infrastructure. Against this background, KfW Entwick-
lungsbank supports and funds projects to maintain and improve (i.e. rehabilitate) existing roads and 
pathways. 

Facilitating the development of local markets and supporting local value chains are particular priori-
ties in this context, explained Dr Reiner Koblo, a transport sector economist with KfW Entwicklungs-
bank. In order to achieve this goal, KfW Entwicklungsbank attaches great importance to the provision 
of training and professional development for local partners. The projects also aim to safeguard quality 
standards in road-building, with a focus on technical aspects such as the thickness and durability of 
concrete and the quality of cement, to ensure that roads do 
not wear out too quickly and pathways can withstand ex-
treme weather conditions and natural disasters (especially 
flooding and mudslides). Dr Koblo emphasised that KfW 
Entwicklungsbank has already observed positive effects in the 
vicinity of the rehabilitated roads: a 35% increase in house-
hold income, a 25% rise in the number of children attending 
school, a 40% reduction in the price of rice, and a 66% in-
crease in rice production. 

One of the main challenges affecting road-building projects is 
corruption, said Dr Koblo. KfW Entwicklungsbank is attempt-
ing to address this problem by appointing external advisors and auditors, but unfortunately, 100% 
transparency is never achieved. Another problem is that better roads increase traffic speed, putting the 
safety of all road-users at risk. For this reason, Dr Koblo described better roads as “both a blessing and 
a curse”. 

The ensuing discussion focused on the criteria applied by KfW Entwicklungsbank for the selection of 
project regions. On a critical note, Dr Koblo observed that although many project proposals come from 
the regions themselves, a surprisingly high number of road-building projects focus on tourist centres 
which are popular with Germans. The closing round of the discussion highlighted the importance 
of ensuring that the KfW projects are subsequently carried forward by local governments in order to 
achieve the necessary longevity. 

Alexa Pattberg 
Development and Peace Foundation (SEF)

Workshop KfW Entwicklungsbank
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Workshop 3

Can we choose transport policies which are good for health,  
the environment and socio-economic development? Yes, we can!

WHO European Centre for Environment and Health 
Development and Peace Foundation (SEF)

Transport is related to a number of health and environmental issues. In Europe, 120,000 traffic users 
die and 1.2 million are injured per year. Increasing motorisation leads to noise exposure and air pollu-
tion, with negative impacts on climate change. The aim of the workshop, organised by WHO and SEF, 
was to reframe the issue and present transport as an opportunity rather than a risk for health and the 
environment. 

Dr Michal Krzyzanowski from WHO European Centre for Environment and Health, Bonn, pointed 
out the numerous benefits of walking, cycling and public transport: daily walking and cycling in 
particular improve physical activity and result in a better quality of urban environment due to less 
pollution. WHO even provides the WHO/Europe Health Economic Assessment Tool (HEAT) to esti-
mate the economic savings resulting from reductions in mortality as a consequence of regular cycling 
and/or walking. In order to better integrate environment and health concerns into transport policy, the 

Transport, Health and Environment Pan-European Pro-
gramme (THE PEP) was established in 2002 under the 
framework of WHO and the United Nations Economic 
Commission for Europe (UNECE). THE PEP brings 
together key players from the three sectors – transport, 
environment and health – and provides a platform for 
countries to share information and know-how.

Dominik Schmid from Deutsche Gesellschaft für Inter-
nationale Zusammenarbeit (GIZ) presented his organi-
sation’s approach to transport issues. GIZ provides 
technical expertise, supports the development of trans-
port master plans for cities, and supplies information 

material for decision-makers. Vitaly Shuptar from Avalon Historico-Geographical Society and Public 
Foundation presented bicycle tourism in Kazakhstan as an opportunity for sustainable eco-tourism. 

In the following discussion, participants pointed out that the different sectors of health, environment 
and transport are rarely considered together. The WHO policy of providing information on transport-
related costs for health and the environment is an important approach to change action. Furthermore, 
it was clarified that a total substitution of cars by public transport and bicycles is not the solution; 
instead, synchronisation and integration of different transport modes are necessary.

Stefanie Fleischmann 
WHO European Centre for Environment and Health 

Bentje Woitschach 
Development and Peace Foundation (SEF)

Workshop WHO and SEF
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Workshop 4

Urban cable propelled transit systems

European Institute for Sustainable Transport (EURIST)

Cable cars are one solution to solve transport problems in urban areas. Especially in developing coun-
tries they can provide a low-cost public transport service in connecting dense slum settlements in hilly 

terrain. The EURIST-Workshop focused on advantages and disadvantages 
of cable cars as urban transport solutions and discussed challenges for 
their implementation. 

Judith Adeniyi from EURIST presented an overview of cable cars, giving 
inside into the technology´s pros and cons. The advantages of cable cars 
include the ability to pass over buildings and natural barriers, minimal in-
frastructure requirements at ground level, low operating costs, no traffic-
related delays, low noise levels and a lack of emissions at the point of use. 

Barriers to their wider use include technological limitations such as curves and limited route length as 
well as their integration into the urban environment as stations can have a large visual impact.

A number of case studies were presented by Wolfram Auer from Doppelmayr Cable Cars Austria. In 
Caracas, cable cars have served as a catalyst for wider social improvement in the San Agustin barrio, 
an unofficial residential area of the city. Prior to opening, there were only steep steps that connected 
residents to the commercial center. The cable car route has now five stations and medical facilities, 
libraries and schools have been located close to the stations. General prosperity has increased since the 
system opened. Alternative surface-based transport would have required the socially and politically 
damaging demolition of several thousand homes. Other successful implementations of cable cars, 
including cities in Germany, USA and Algeria, helped to spread the idea of cable cars as one part of 
integrated urban transport solutions.

Image remains a problem, added Joachim Bergerhoff from Société des Transports Intercommunaux de 
Bruxelles. Concerning cable cars, people think of ski lifts and the visually intrusive Wuppertal Schwe-
bebahn (suspended monorail) in the same way that older people perceive trams to be “bone shakers”. 
The concept of cable-propelled systems as part of a modern public transport system must be “sold” to 
planners and the general public alike. 

In the following discussion the question was raised whether cable cars can be one of the solutions for 
Africa´s transport problems. Participants emphasised that the major challenge is political: selling the 
idea to politicians and planners. In Curitiba and Bogotá, bus rapid transit systems (BRT) were success-
fully implemented and serve now as a flagship project. Cable cars urgently need this Curitiba / Bogotá 
effect. African leaders want fast successes: this is a key strength of cable-propelled systems. In the same 
way that BRT is quicker to implement than rail, cable cars are quicker and cheaper to install than BRT.

Simon Field 
European Institute for Sustainable Transport (EURIST) 

Bentje Woitschach 
Development and Peace Foundation (SEF)

Joachim Bergerhoff
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Workshop 5

Sustainable transport in developing cities – 
common challenges, local solutions

Deutsche Gesellschaft für Internationale Zusammenarbeit (GIZ)

With 90 per cent of all road traffic deaths worldwide, the developing and emerging countries hold a 
tragic record. The victims are mostly non-motorised transport users such as cyclists and pedestrians. 
Besides road safety, air pollution, severe congestion and noise are other major challenges facing the 
transport sector in these regions. The aim of Workshop D, 
organised by Deutsche Gesellschaft für Internationale Zusam-
menarbeit (GIZ), was to discuss typical problems facing urban 
transport systems in developing and emerging countries and 
showcase locally adapted solutions.

At the start of the workshop, Carlosfelipe Pardo and Dr 
Dominik Schmid from GIZ outlined the “transport paradox”: 
transport is the only development sector which is adversely 
affected by economic growth. Rising incomes are generally 
matched by an upsurge in the number of private motor ve-
hicles, intensifying the transport sector challenges described above. For that reason, it is essential to 
decouple economic growth from private motor transport by providing targeted support for sustain-
able forms of mobility.  

The City of Seoul has adopted radical measures to calm the traffic. Having built a network of freeways 
some years ago to accommodate the growing volume of traffic, Seoul found that congestion was still 
increasing. So in a dramatic move to solve the problem, it completely demolished some of its freeways 
and used the space to create an artificial river. Surprisingly, studies showed that despite the lack of 
freeways, there was no increase in the volume of traffic, even in adjacent streets. At the same time, the 
river enhances the appearance of the city by creating a more attractive vista and is helping to improve 
air quality. Another positive example is the City of Bogotá, which has substantially reduced the num-
ber of private vehicles in the inner city; this has been achieved through the introduction of a bus rapid 
transit system (TransMilenio), the expansion of pedestrian zones, and traffic-calming measures. New 
parks and public spaces have been created with cafés and leisure amenities, increasing quality of life 
in the city.

The ensuing discussion focused particularly on whether integration, in other words, shared use of 
transport routes by pedestrians, cyclists, cars and buses, or separation, i.e. separate lanes for the differ-
ent types of transport user, is the more beneficial method. While some participants advocated separa-
tion, mainly for road safety reasons, others emphasised the need to consider the different transport 
contexts, as this will determine which of the two approaches is more advantageous.

Alexa Pattberg 
Development and Peace Foundation (SEF)

Workshop GIZ
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Workshop 6

Changes in urban mobility as a trend-setter for cities in the “South”?

Germanwatch 
fairkehr

In many German and Japanese cities, the number of cars is steadily decreasing. Cars as a mode of trans-
port are becoming less attractive, and people are using public transport more and more. The workshop, 
organised by Germanwatch, tried to analyse possible trends towards a sustainable culture of mobility, 
focusing on questions of how to support these trends and how to transfer them to the South. 

After a short introduction by Germanwatch and the panellists, Stefan Rostock introduced the speakers 
and started the workshop with introductory questions. Why is people’s behaviour changing? Can the 
trends observed in “Northern” cities be adapted in cities in the “South” (and the other way around) 
or in other “Northern” cities? How can we create a mobility system that is low-carbon, resilient to 
climate change impacts and inclusive? How will the benefits of the great wave of green technology be 
shared as we move towards an equitable, low-carbon post-fossil age?

According to Michael Adler, it is important to recognise the significance of images used in global 
communication to promote change, as they influence people’s emotions (burning oil platforms, Fuku-
shima, etc.). Others agreed that in order to support a sustainable vision, the images used in the media 
have to change. We need mobility that connects walking, cycling, car sharing and public transport, 
and is explained clearly to the general public. There is much economic power in this vision. It is decen-
tralised and enables urban dwellers to enjoy a higher quality of life and suffer from less noise. Media 
and NGOs should promote these benefits. A challenge, however, is that peak oil is not visible and due 
to new unconventional fossil oil, is not as near as expected. The electric car is not a solution. It is still 
too expensive, runs on an average mix of electricity, its emissions are no better compared to regular 
cars, its charging times are too long and possible driving hours are too short. In short, there are no 
incentives for people to buy it.

However, a change in culture can be detected, especially among young people in towns. A survey 
among young people shows that only 24% of them can imagine living without a cell phone and/or 
Internet for a month, but 60% could live without a car. Car ownership among young German men is 
decreasing, mainly in towns, accompanied by an increase in the use of urban public transport. Adler 

also mentioned “Kuruma banare” – the “demotorisation” 
phenomenon in Japan (“almost no need to use a car in every-
day life”). Rostock also pointed to trends in towns: the impor-
tance of digital communication, more reliable and acceptable 
public transport, and fears of rising car prices are making 
people change their behaviour. As underlying reasons for these 
trends, the participants identified changes in some people’s 
lifestyles, but these people are still a minority. Adler mentioned 
his book “Generation rental car. The new desire for another 
mobility” (in German), which describes this cultural change. So Workshop Germanwatch
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the problem is the car culture: whereas Janis Joplin’s old song “Mercedes Benz” shows the important 
status of the car in 1970, other things are more relevant today, e.g. owning an iPhone (see the commer-
cials). So according to Adler, the importance of car mobility is a social problem. He gave some positive 
examples of cities whose experience should be diffused and replicated: Copenhagen (bridges without 
cars), Bogotá (bicycle lanes, etc.), Guadalajara (guerrilla actions: self-built bicycle lanes), Paris (mayor: 
“In the town of the 21st century, there is no place for cars”; rental bikes: vélib, and soon car sharing: 
autolib), and Bonn, which has promised to be Germany’s capital city for bike mobility in 2020. There 
are other examples as well. 

A different perspective was considered by Axel Friedrich, as he gave a view on the developing coun-
tries. He generally disagreed with the “positivistic” view, as “the number of cars today is 50 times 
higher than in 1950, developing countries start with motorcycles, in Vietnam or Shanghai there is no 
space to park anything anywhere, India is asking for CDM money to build highways, etc.” One prob-

lem is that the so-called developed societies dump old cars in or 
produce low cost cars for developing countries: how can people 
be told NOT to buy a car then? Seen this way, it is also a societal 
problem, but “Southern” countries show the other side of the 
coin, where there is no societal change towards sustainable mo-
bility, but rather the other way around towards the living stand-
ards and visions that the developed countries have followed for 
decades. One discussion was therefore about the differences and 
injustice between “North” and “South”: whereas most “North-
ern” countries have the money to change their behavioural pat-

terns, many “Southern” countries do not, but long for similar development. In light of this possibility, 
the “North” has to show that it is changing. It should promote good practices and modify old ones 
instead of simply transferring them to developing countries.

Some more possible ways of promoting change, and other issues of relevance, were discussed. The 
importance of decoupling development and the reduction of CO2 emissions was emphasised, as this 
linkage makes countries fear CO2 emissions reductions. Massive infrastructure is not only a positive 
factor for the economy. There is a need for laws, but also for their implementation (corruption being 
a problem in some places). Local culture and knowledge have a key role to play in promoting change. 
In developed countries, the need for change may result from the current lifestyle becoming unat-
tractive. Many developing countries, on the other hand, are trying to copy “Northern” models, but 
their cultures do not adapt to the changes taking place. People have to understand what eco-friendly 
models mean and how they work. Other options for action include creating lanes for pedestrians and 
cyclists instead of cars. In addition, the relationship between science and the public is unsatisfactory, 
and (social) media can change this. More transparency in political processes is necessary (understand). 
To achieve regional solutions, regional data are necessary, but data have to be handled carefully (emo-
tionalise, but be accurate).

The discussion ended with a positive outlook. The participants believe that things can be changed, 
sustainability is possible, and politics and communication matter. The need for a change in culture is 
obvious and local knowledge-based solutions are the only ones possible. And finally, dialogue and 
exchange of experience (South-South, North-North, North-South) have a crucial role to play.

Johanna Desing 
Germanwatch

Axel Friedrich, Michael Adler and Stefan Rostock
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Workshop 7

Mobility and the Media –  
How can transport strategies be presented in an appropriate manner? 

Deutsche Welle

The media have a key role to play in changing mobility behaviour in the medium term. The media’s 
help is indispensable in “selling” sustainable mobility concepts to the public. This presupposes, 
however, that transport experts are able to package the messages in a media-friendly manner, which 
means presenting the content in a clear and accessible way. Workshop F, which was organised by 
Deutsche Welle, therefore aimed to provide practical suggestions for dealing self-confidently with the 
media. It included video camera exercise, which were evaluated by the group after the Workshop.

Breaking down a complex issue into a simple media-friendly message using layman’s language is a 
real challenge for many experts, said Udo Prenzel, Head of Media Training at Deutsche Welle. The 
task of simplifying and “packaging” the issue for the public tends to be left to journalists, even though 
it is actually the job of the experts themselves. The danger is that media professionals – who often 
work under considerable time pressure and deal with a great many different issues – shorten the mes-
sage and in some cases even convey it inaccurately. 

In order to practise presenting topics to the media, the Workshop simulated an interview situation 
about the benefits of sustainable transport. Interviewees generally have a maximum of 40 seconds in 
which to talk about the subject. This means that their statement must be brief and to the point and 
contain a clear core message. Key words (such as “children” benefiting especially from traffic-calming 
measures), imagery and metaphors (a cable car rising above every-day transport problems), compari-
sons and examples are building blocks in making media statements more interesting. As Udo Prenzel 
pointed out, the media are especially interested in personal stories, quirky details and also in any 
conflicts affecting the issue. 

In the ensuing discussion, one question which arose is whether the media genuinely have a useful 
role to play in presenting sustainable mobility concepts. Written articles, especially by experts, are 
often not printed. Another question is whether there should be a greater focus on conventional media, 

such as newspapers and television, or on new 
forms of social media. Some participants were in 
favour of continued use of conventional media, 
as newspapers in particular play an essential 
role in public opinion-forming and are read by 
politicians.

Bentje Woitschach 
Development and Peace Foundation (SEF)

Workshop Deutsche Welle
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