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A limitation with the street link-based analysis is the need for higher-quality data which requires 
many different data sets that are usually not readily available on a fine resolution. Figure 13 shows 
a walkability analysis by the City of Ottawa. Such an analysis can help to identify deficiencies in the 
attractiveness of the walking and cycling networks as well as the attractiveness of public space. 
Obviously, it is also recommended to consider barrier free design in such analyses to identify 
streets that are insufficiently equipped for people with mobility impairments (see Chapter 4).

 
Figure 13: Walkability analysis for the City of Ottawa

Source: City of Ottawa Planning, Infrastructure and Economic Development, 2021b, Map A8

To demonstrate the creation and usefulness of accessibility measures, we have created an 
accessibility index that we applied to five case studies: Amsterdam, Ghent, Madrid, Milan and 
Munich. The methodology and results are presented on the practical application 02. 

Practical application 02: Accessibility analysis of cities

To better illustrate the potentials of such analyses we have conducted an accessibility analysis 
for five cities (Amsterdam, Ghent, Madrid, Milan, Munich). The analysis’ goal was to measure 
the walking accessibility to a wide range of services. For each city, it was calculated whether 
these services are accessible within 20-minutes and in which time the services are accessible 
on average. The results were then also compared between the five cities based on the share of 
people that have access within certain travel times (less than 5 minutes, 5 to 10 minutes, etc.) 
and the average population-weighted travel time of each city.
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The analysis was conducted with data from OpenStreetMap for both the points of interest 
(POIs) and the walking network. Instead of using a GIS-software such as Esri’s ArcGIS or QGIS, we 
used the coding language R and the r5r-library for the network routing. This way, the analysis can 
be replicated for other areas if the OpenStreetMap data for the area has a sufficient quality. Of 
course, OpenStreetMap data is not as complete as data from official sources. However, for our task 
and given the different cities that we wanted to compare we preferred using a single data source. 

Based on the essential functions of Moreno, the results from the workshops (see Chapter 6.1),  
and the available data, we created a list of relevant destinations and grouped them into six 
categories. Because we found insufficient data for working places, we included public transport 
as the sixth essential function to replace it. In total, we categorised 23 destination types of places 
(see Table 5). Because we were not able to reliably distinguish between different types of doctors 
and schools, we had to include all doctors and schools. Ideally, only general practitioners and 
elementary schools would’ve been considered. It was also not possible to reliably distinguish 
between kindergartens and nurseries.

Table 5: Destination categories of each essential function considered  

for the ±15-Minute City accessibility analysis

 
Living Public Transport Healthcare Education Commerce Entertainment

•	Park

•	Playground

•	Place of Worship

•	Community Centre

•	Rail Stop

•	Bus Stop

•	Doctor

•	Dentist

•	Pharmacy

•	Kindergarten

•	School

•	Library

•	Supermarket

•	Other Food Stores 

•	Bakery

•	Hairdresser

•	Chemist

•	Post Office

•	Bank/ATM

•	Convenience 
Stores

•	Café

•	Restaurant

•	Sports Facility

The accessibility calculation was performed on the level of a raster grid with hexagons of 100m 
width. For each raster cell, we calculated the travel time to the nearest instance of each destination 
category. Based on this, we further classified a grid cell as being part of a complete neighbourhood 
or an incomplete neighbourhood. In our analysis, we defined complete neighbourhoods to have 
access to

1.	 at least 20 different destination categories and 

2.	 at least one destination category of each of the six essential functions within 20 minutes 
by foot.
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We further classified the complete neighbourhoods based on the average travel time to the 
closest destinations that can be reached within each category. The complete neighbourhoods can 
be classified into

•	 5-Minute Neighbourhoods (average travel time of 5 minutes or less) 

•	 10-Minute Neighbourhoods (average travel time between 5 and 10 minutes) 

•	 15-Minute Neighbourhoods (average travel time between 10 and 15 minutes) 

•	 20-Minute Neighbourhoods (average travel time between 15 and 20 minutes) 

The results of the accessibility analysis for each city are presented in figure 14. It shows 
that large parts of the five surveyed cities can already be considered as 5-Minute or 10-Minute 
Neighbourhoods. The maps of all cities, but especially of Milan and Munich, show a strong 
concentration of high accessibility in the city centres but also in many smaller centres in other 
parts of the cities. Areas with a very low access to essential destinations are usually located on 
the outside of the cities, mostly in industrial areas (western part of Amsterdam) or larger green 
spaces (northern parts of Ghent and Madrid). Ghent is the city with the largest area of incomplete 
neighbourhoods which we will further examine in chapter 6.4 (identifying areas of need).

 
Figure 14: Maps of the accessibility to essential services for Amsterdam, Ghent, Madrid, Milan and Munich

Note: Due to a lack of available data the newly incorporated district of Weesp was excluded in the case of Amsterdam
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Comparing Cities with a ±15-Minute City Score 
A problem with these maps is a lack of comparability between different cities since there is no 

information on how the population is distributed. To make the results comparable, we included 
population data on the building level to calculate:

1.	 The share of the population within each travel time category.

2.	 The population-weighted average travel time to all destinations and to the six essential 
functions.

Because we did not have access to raw population data on a fine resolution (as buildings 
or building blocks) we disaggregated population data to residential buildings based on official 
population data, land uses, and point of interest areas (see Pajares et al., 2022 for a similar but 
more refined approach to population disaggregation). The population data was obtained from the 
cities’ open data portals on the level of districts. This data was disaggregated to all residential 
buildings based on their footprint. Buildings were classified as residential if they were not on a non-
residential land use (e.g., industry or parks), did not have a non-residential function (e.g., schools 
or churches), and did have a certain minimum footprint of 20 square metres. The population on 
the building-level was then aggregated to the grid cells of the accessibility analysis. Based on 
this, we had an estimation of the number of people per grid cell and calculated the share of people 
within different travel time categories (under 5 minutes, 5 to 10 minutes, 10 to 15 minutes, over 
15 minutes) as well as the population-weighted average travel time for each city. It should be 
noted that, again, only travel times of up to 20 minutes were considered.

The results of the ±15-Minute City Score for the five cities are presented in Figure 15. In total, 
all cities performed very well in this analysis with ranges from 75 % (Ghent) to up to 94 % (Munich) 
of the population living within 15 minutes of essential destinations. It is noteworthy, that the 
categories of “under 5 minutes” and “5 to 10 minutes” have the highest individual share of 
persons in each city. This confirms the results of the maps that already showed high accessibility 
(see Figure 14). The city of Madrid has both the highest share of people who live on average 
within 5 minutes of each essential destination (around 50 %) and the lowest average travel time 
(around 5 minutes). However, there is a low variance between the average travel times of the five 
cities with Ghent’s 6,3 minutes being the highest.

This analysis highlights the high accessibility that most European cities offer to their citizens, 
especially in historic town centres. It also raises the question of what is still missing in many cities 
for people to continue using cars instead of active modes of transportation. A possible explanation 
is the challenge in existing structures of European cities. In the European case, it may be less about 
creating access to destinations and more about changing the urban environment and the layout 
of our streets (i.e., improve walk- and cyclability and reduce barriers). Since we only considered a 
limited set of destinations the analysis might need to be expanded and refined based on peoples’ 
actual travel behaviour. For example, we did not include workplaces as a potential destination. 
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Such accessibility analyses can, nevertheless, help to better understand the state of accessibility 
to destinations in a city and form the basis for identifying which areas need interventions and 
which measures might be appropriate to deal with these needs.

 
Figure 15: City-wide comparison of the accessibility to essential services for Amsterdam, Ghent, Madrid, Milan and Munich 
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6.3.	Step 3: Identify areas of need
Before taking actions, it is crucial to understand which actions are needed at which location. 
Identifying disadvantaged areas is an important step that helps make planning more just since 
actions are taken at the right locations and where people experience inequalities (see Chapter 4). 
Local planners and decision-makers, usually have profound knowledge of the conditions in the 
territories for which they are responsible. Often, the relevant locations and neighbourhoods are 
well known. Still, especially in larger territories, it can be useful to use spatial data and spatial 
analyses to better understand the specific needs of areas and identify the places which should 
have a higher priority.

The accessibility and walkability measures introduced in chapter 6.3 can be one starting point 
for this. They help to identify locations with gaps in their access to services or their walk- and 
cyclability (e.g., insufficient sidewalk widths). This gap analysis is the first indicator that helps 
identify the areas which need interventions. For example, we have identified large areas in 
Ghent where residents have access to 10 to 15 destinations (see Figure 16). Even though they 
have greater access to many essential destinations including healthcare, education and public 
transport, the access to commerce and entertainment is lacking. Another step to this could 
be investigating which measures (e.g., densification) could help create conditions that attract 
businesses and other service to settle in these areas.

 
Figure 16: Potential areas of need in the city of Ghent
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Areas that have a high accessibility could also use further improvements in other aspects. 
As discussed in chapter 6.3. there might be areas with high accessibility but poor conditions 
of walkability and cyclability. If data on both accessibility and walk- and cyclability is available, 
analyses can compare areas with a high accessibility but poor walk- and cyclability and vice 
versa. Research on urban planning has shown that proximity to services and to public transport, 
mixed land use, density and walk- and cyclability have only a small effect on reducing automobile 
travel individually. However, the combination of these factors creates synergies that can lead to 
effects that are bigger than the sum of its parts (see Ewing & Cervero, 2010). Such an overlay of 
the two characteristics has for example been done by the City of Ottawa in the creation of its 
15-Minute Neighbourhood strategy (see Figure 17). 

Figure 17: Combined accessibility and walkability map of Ottawa’s Downtown Core 

Source: City of Ottawa Planning, Infrastructure and Economic Development, 2021b, Map A8-1

In many cases, questions will arise on the prioritisation of locations (e.g., neighbourhoods) 
since financial and human resources are often limited. There are many factors that can be taken 
into account here: the number of visitors to an area, the population density, the expected benefits 
in terms of emission savings and saved kilometres travelled by car and so on. While all of these 
are important criteria, cities should give special consideration to areas with a higher presence 
of vulnerable people (see Chapter 4). Such an approach is recommended to counter the often-
heard criticism that the 15-Minute City concept is mostly beneficial to already well-off population 
segments. A prioritisation based on the presence of vulnerable people was, for example, done by 
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High walkability 
and accessibility 
are accompanied by 
increased housing value

Low-income groups •	Affordable access to 
housing and public 
transport

•	Social housing plans

•	Freeze rental prices or 
housing market 

•	Shipping Containers 
Housing (UK)

•	Freeze Your rent 
Program (NYC) 

Need to move around 
the city to look for 
work, access to public 
transportation that 
they can afford

Low-income groups •	Policies that promote 
local businesses 
development and local 
job offers

•	Aids and discounts for 
unemployed people to 
access public transport

•	Co-working spaces

•	Pop-up markets

•	Discounts for 
jobseekers (UK)

•	LIFE Program 
(California)

Shortage of public toilet 
access and inadequate 
infrastructure. 

All •	Implementation of 
a shared bathroom 
program 

•	Reinforce the 
planification of public 
toilets around the city

•	Local business, 
restaurants and bars open 
their toilettes to public 
under the public sharing 
toilette (e.g. mapping 
them or adding stickers on 
their entrances

•	Maintenance and 
renovation of existing 
public toilettes 

•	Die nette Toilette 
(Germany)

•	Community Toilette 
Schemme (London)

6.5. Step 5: Implementing by phases 
When developing the timeline within the Action Plan, it is important to keep in mind a long-
term vision to achieve a visible change in the city. Hence, the importance of not considering the 
implementation of a measure only once but to have a long-term strategic vision, while introducing 
immediate measures such as street experiments and localised street interventions that prove to 
have positive results in a shorter period. This can allow stakeholders and practitioners to monitor 
them, collect feedback, evaluate, and gain valuable insights for the final redesign project. It is 
considered important to at least test the plan by implementing it in the city in the short term in 
order to validate the potential long-term measures. 

In the following table we have collected a series of recommendations for the implementation 
plan by phases from street experimentation up to public investment works. 
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Driving change through street experiments by Street Experiments Tool (SET)
Driving change in our cities is not an easy task, it is highly complex as it involves different 

domains: the bureaucratic processes of making policy changes, obtaining building permits, the 
time it takes to develop an exhaustive masterplan and physically implement it. There is also the 
risk that proposed solutions may be inadequate without a thorough process of citizen participation 
that involves the interests of the community. In the end, time and money have been wasted 
without achieving the desired impact.

It is said that in times of crisis, one must take this period as an opportunity to see the creativity 
and innovation emerge to confront the challenges ahead. This is precisely what cities around the 
world have started to do: to experiment with their city streets and with their public spaces. By 
experimenting, they adapted and offered solutions to the restrictions of physical contact and 
mobility that their citizens were facing during the strict lockdowns of the COVID-19 pandemic. 

City street experiments are defined “an intentional, temporary change of the street use, 
regulation and/r form, aimed at exploring systemic change in urban mobility, away from `Streets 
for traffic ,́ and towards `streets for people´” (Bertolini, 2020, p. 2). Cities began to experiment 
with their streets on their public space with temporary materials to propose immediate solutions 
following the concept of tactical urbanism. Tactical urbanism is an approach to neighbourhood 
building and activation using short-term, low-cost, and scalable interventions and policies (Lydon 
& García, 2015). 

We present street experiments as a tool to offer quick solutions to specific city challenges while 
making them more resilient due to their capacity for adaptability. There are three specific principles 
that street experiments can help to achieve the ±15-Minute City: walk- and cyclability, public spaces 
and placemaking, and revitalising local economy to ensure proximity to services and mix-land use. 

Below we present some examples on how street experiments can help to achieve the ±15-
Minute City: 

•	 During the lockdown restrictions, mobility was very limited and public transportation was 
considered unsafe in terms of health. As a response, Bogotá, Milan, Berlin, Paris, Munich, 
and many other cities enabled the implementation of pop-up cycle lanes to avoid con-
gestion in public transport, offering the possibility of moving around safely while allowing 
social distancing. Further, the benefits from avoiding pollution and promoting active mobil-
ity made the pop-up cycle lanes a popular success. Nowadays many cities are implement-
ing cycle lanes permanently increasing their cycling network and having a higher modal 
split number of bicycle users. 

•	 Having access to parks and public space is considered a privilege that unfortunately not 
all citizens have, especially in densely populated cities. As an issue of mobility, access to 
consumption-free spaces to interact and stay are very limited and not available to the 
entire population. To remedy this, many cities started to close the streets to traffic and 
open them to people. For instance, in Munich, the Summer Streets program partially or 
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completely closed streets to cars. The city brought public spaces and play streets to people 
in front of their homes, enabling new spaces to stay and interact with others. Offering 
spaces for interaction fosters placemaking to happen. 

•	 During the outbreak of the pandemic local economy was severely affected, restaurants, 
bars and small businesses around the world closed for months due to strict lockdown 
measures, without receiving income. A strategy that many cities started to follow was the 
implementation of the already known “Parklets” a landscaped and small gathering area, 
often in the place of former on-street parking spaces (Lydon & García, 2015). Schanigärten, 
were a similar commercial parklet in Austria and Germany to allow safe reopening in the 
outdoors, letting small business economies thrive. Not only did the implementation of par-
klets help to keep local economies active, but also the implementation of Pop-Up Markets 
also helped to bring missing products such as food and goods to certain areas where there 
is a lack of supermarkets. The low-cost measures mentioned above compared to tradi-
tional planning can provide quick and effective solutions to cities in transition towards the 
±15-Minute City.

 
For more information about street experiments as a tool to achieve 
the ±15-Minute City visit the Street Experiments Tool (SET) website: 
www.streetexperiments.com 

7. Conclusion
Following fast technological, economic, social, and cultural growth, cities see the need to reinvent 
themselves over time, and so do the concepts upon which our cities are built in. Clearly, the 
15-Minute City concept is not a radically different concept in city planning. However, given the 
fast pace that the concept grew and how fast it has been embraced not only by politicians and 
professionals but also by the citizens, it should be an indicator that it was about time to address 
failures in modern city planning. Most of these failures are linked to the car-oriented city model 
which has increased inequalities in our built environments, not only based on who can afford 
private car mobility, but also in terms of universal accessibility (barriers) and accessibility by 
proximity to main basic services. By bringing citizens to the centre of the concept, the 15-Minute 
City aims to provide people with all the necessary destinations within ±15-Minutes from their 
homes, walking or cycling. This analysis of the ±15-Minute City concept has brought up some very 
interesting points which can be taken into consideration for further analysis of the concept when 
identifying both, the positive impacts of the concept and the challenges in its implementation:
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Positive impacts of redesigning streets in line with the ±15-Minute City concept on 
health, economy, social and environmental aspects

•	 Urban regeneration improving accessibility in neighbourhoods by walkability and cyclability 
increases social cohesion and a sense of place (placemaking). Simultaneously, mixed uses 
and activities make the area safer and bring a higher perception of security to its users.

•	 Active mobility modes, such as walking, and cycling promote mental and physical health. 
Moreover, these active modes are also considered more environmentally friendly, which 
helps bring positive impacts in terms of environmental pollution, directly affecting the 
health of the citizens living in the neighbourhood. 

•	 Helps to reduce air pollution and the reduction of greenhouse gas emissions. 

•	 Walkable environments have shown a positive correlation with the enhanced value of local 
services, the creation of new job opportunities, and the support of local businesses and 
street markets.

Challenges in the implementation of the ±15-Minute City:

•	 The concept risks spurring new waves of gentrification in our cities if a focus is not put on 
the ubiquity of the concept and its prioritization of the less disadvantaged and less served 
areas of the city.

•	 Having been planned around planning models that favour a clear division of functions in a 
territory, suburban areas have strict land-use limitations, making it difficult to implement 
a ±15-Minute City model.

•	 There is a need to coordinate interests and investments among different administrative 
units to achieve ±15-Minute Cities in both the city core and suburban areas, to avoid more 
territorial disbalances in terms of service provision. 

•	 Due to their non-urban character households, suburban areas pose a morphological chal-
lenge (single-family households; residents spread out on a larger territory).

Suffice it to say, the concept is at a very infant stage of development and implementation 
where many cities worldwide have embraced it, but there is not a clear way how governments can 
implement it and make it part of their territorial development agendas. This lack of clear politics 
around it presents a risk as much as an opportunity. Given the fuzziness that still exists around 
the concept, taking Moreno’s definitions of the 15-Minute City as a basis, as well as focusing on 
human-centred planning, this study has identified the following key elements around which we 
want to build up our 15-Minute City implementation road map. 
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The study has identified the following common planning principles around a  
±15-Minute City 

1.	 Proximity to essential services: Residents can access essential services within a reasona-
ble time by foot, bicycle, or other non-motorised devices.

2.	 Proximity to public transport: Residents have public transport nearby and free of barriers, 
to reach areas outside of their home’s vicinity without having to rely on a car.

3.	 Density: The population and employment density of an area supports the existence of local 
businesses and services.

4.	 Mixed land use: Residents find a variety of land uses that fulfil all their daily needs and 
urban functions close to their homes.

5.	 Walkable and cyclable streets: Walking and cycling paths are well connected, free of bar-
riers and comfortable for pedestrians, cyclists, and all other non-motorised road users.

6.	 Public space and placemaking: Co-creation of places together with the community to 
strengthen the connection and identity to new destinations according to their needs. 

7.	 Inclusiveness: All residents are able to move safely and free of barriers in public spaces 
and make use of services, irrespective of their individual capabilities, age, gender or origin. 

8.	 Ubiquity: All these characteristics, should be so widespread that they are available to each 
resident all around the cities, irrespective of their socio-economic and demographic status.

When developing the common principles for a ±15-Minute City and considering new policy and 
redesign recommendations the question ‘For whom?’ had a central role. The answer clearly focused 
on a ‘for ALL’ approach. To achieve the diversity of people and inclusivity goal, in addition to the 
traditional accessibility by proximity framework based on proximity to services, the implementation 
should include indicators such as design for all (free of barriers), safety, people’s ability, freedom, 
and affordability. The ±15-Minute City must ensure access to essential services for ALL groups of 
society regardless of their abilities and socio-economic, demographic, or cultural factors.

Implementation of a ±15-Minute City 
Planning practitioners need suitable tools to find neighbourhoods that need walkable access to 

basic needs. Hence, co-designing and co-creating the ideal ±15-Minute City with its inhabitants 
is crucial. The “Flowers of Proximity” have proven to be an easy and fun way of starting this 
discussion. They allowed the comparison of different perspectives on the ±15-Minute City by 
planning practitioners from diverse backgrounds and cities. This exercise can, in the future, also be 
used as a starting point to co-design visions of the ±15-Minute City together with all stakeholders. 
However, this vision should not be set in stone but must be tested based on analyses of the 
proximity to essential services and other important factors such as walk- and cyclability.
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A ±15-Minute City analysis of five European cities (Amsterdam, Ghent, Madrid, Milan, and 
Munich) has revealed that they can be considered 10- or even 5-Minute Cities because of the 
high proximity to essential services. However, we also found that, especially on the fringes of the 
analysed cities there are still areas which do not experience the same levels of proximity as the 
urban centres. This, again, highlights the need for context-dependent interventions to achieve 
the goal of ±15-Minute Cities. While there are questions of densification and improving proximity 
to destinations in the suburbs, there should be a higher emphasis on promoting liveable urban 
spaces as well as walkable and cyclable streets to reduce the use of cars in areas with already 
high accessibility. 

During the pandemic the value of urban space became evident, and we questioned the use of 
the space in our cities, seeing it as a limited resource. Since then, our streets have experimented 
temporary redesign to take the best advantage of the space available. Street experiments can 
help as a tool to achieve the vision that cities have around the ±15-Minute City even with low 
budget, to help to pave the way to the ±15-Minute City. To select sites for the implementation of 
street experiments and other measures, it is important to put more emphasis on areas that face 
specific challenges, such as social deprivation, to reduce inequalities across cities and regions. 
Even though European cities are at the forefront of implementing ±15-Minute Cities, there is still a 
lot of work ahead. The planning principles and roadmap presented in this study can support cities 
and planning practitioners so that they can take a step forward to meet the goal of designing 
human-centred, more accessible, just, and liveable neighbourhoods and cities for ALL
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Annex I – ±15-Minute Cities
Table 8: Overview of ±15-Minute Cities 

City Country Name Website Planning Documents

Buenos 
Aires

Argentina 15-Minute City  
(Ciudad de 15 minutos)

https://cooperacion-urbana-federal.
buenosaires.gob.ar/ciudad-de-15-minutos

Dublin Ireland 15-Minute City https://www.dublincity.ie/residential/planning/
strategic-planning/dublin-city-development-
plan/development-plan-2022-2028

In development (see website)

Edinburgh Scotland 20-Minute 
Neighbourhoods

https://www.edinburgh.gov.uk/future-
council/need-20-minute-neighbourhoods

The City of Edinburgh Council, 
2021a, 2021b, 2021 c

Eugene, 
OR

United States 20-Minute 
Neighbourhoods

https://www.eugene-or.gov/506/20-
Minute-Neighborhood

City of Eugene, 2010, 
2012, 2020 

Hailsham United 
Kingdom

10-Minute Town Hailsham Town Council, 2020

Kirkland, 
WA

United States 10-Minute 
Neighbourhoods

https://www.kirklandwa.gov/Government/
Departments/Planning-and-Building/10-
Minute-Neighborhood-Analysis

City of Kirkland, 
Washington, 2021

Melbourne Australia	 20-Minute 
Neighbourhoods

https://www.planning.vic.gov.au/policy-
and-strategy/planning-for-melbourne/plan-
melbourne/20-minute-neighbourhoods

The State of Victoria Department 
of Environment, Land, Water 
and Planning, 2017, 2019

Milan Italy 15-Minute City 
(Città a 15 minuti)

https://hailshamneighbourhoodplan.co.uk/ Commune di Milano, 2020

Ottawa Canada 15-Minute 
Neighbourhoods

https://engage.ottawa.ca/the-
new-official-plan/news_feed/15-
minute-neighbourhoods	

City of Ottawa Planning, 
Infrastructure and Economic 
Development, 2021a, 2021b

Paris France 15-Minute City (Ville 
de quart d’heure)

https://www.paris.fr/dossiers/paris-ville-du-
quart-d-heure-ou-le-pari-de-la-proximite-37

Portland, 
OR

United States 20-Minute 
Neighbourhoods

City of Portland, 
Oregon, 2012

Rome Italy 15-Minute City (Cittá 
dei 15 minuti)

https://www.comune.roma.it/web/it/
dipartimento-decentramento-servizi-delegati-
e-citta-in-15-minuti-citta-dei-15-min.page

Singapore 20-Minute Towns https://www.lta.gov.sg/content/ltagov/
en/who_we_are/our_work/land_
transport_master_plan_2040.html

Land Transport Authority 
(LTA) Singapore, 2019

Surrey 
County

United 
Kingdom

20-Minute 
Neighbourhoods

Surrey County Council, 2022

Tempe, AZ United States 20-Minute City City of Tempe, Arizona., 2014

Utrecht Netherlands 10-Minute City 
(Tien-minutenstad)

https://omgevingsvisie.utrecht.nl/de-koers/
ruimtelijke-strategie-utrecht-2040/samenvatting/

Gemeente Utrecht, 2021

https://cooperacion-urbana-federal.buenosaires.gob.ar/ciudad-de-15-minutos
https://cooperacion-urbana-federal.buenosaires.gob.ar/ciudad-de-15-minutos
https://www.dublincity.ie/residential/planning/strategic-planning/dublin-city-development-plan/development-plan-2022-2028
https://www.dublincity.ie/residential/planning/strategic-planning/dublin-city-development-plan/development-plan-2022-2028
https://www.dublincity.ie/residential/planning/strategic-planning/dublin-city-development-plan/development-plan-2022-2028
https://www.edinburgh.gov.uk/future-council/need-20-minute-neighbourhoods
https://www.edinburgh.gov.uk/future-council/need-20-minute-neighbourhoods
https://www.eugene-or.gov/506/20-Minute-Neighborhood
https://www.eugene-or.gov/506/20-Minute-Neighborhood
https://www.kirklandwa.gov/Government/Departments/Planning-and-Building/10-Minute-Neighborhood-Analysis
https://www.kirklandwa.gov/Government/Departments/Planning-and-Building/10-Minute-Neighborhood-Analysis
https://www.kirklandwa.gov/Government/Departments/Planning-and-Building/10-Minute-Neighborhood-Analysis
https://www.planning.vic.gov.au/policy-and-strategy/planning-for-melbourne/plan-melbourne/20-minute-neighbourhoods
https://www.planning.vic.gov.au/policy-and-strategy/planning-for-melbourne/plan-melbourne/20-minute-neighbourhoods
https://www.planning.vic.gov.au/policy-and-strategy/planning-for-melbourne/plan-melbourne/20-minute-neighbourhoods
https://hailshamneighbourhoodplan.co.uk/
https://engage.ottawa.ca/the-new-official-plan/news_feed/15-minute-neighbourhoods
https://engage.ottawa.ca/the-new-official-plan/news_feed/15-minute-neighbourhoods
https://engage.ottawa.ca/the-new-official-plan/news_feed/15-minute-neighbourhoods
https://www.paris.fr/dossiers/paris-ville-du-quart-d-heure-ou-le-pari-de-la-proximite-37
https://www.paris.fr/dossiers/paris-ville-du-quart-d-heure-ou-le-pari-de-la-proximite-37
https://www.comune.roma.it/web/it/dipartimento-decentramento-servizi-delegati-e-citta-in-15-minuti-citta-dei-15-min.page
https://www.comune.roma.it/web/it/dipartimento-decentramento-servizi-delegati-e-citta-in-15-minuti-citta-dei-15-min.page
https://www.comune.roma.it/web/it/dipartimento-decentramento-servizi-delegati-e-citta-in-15-minuti-citta-dei-15-min.page
https://www.lta.gov.sg/content/ltagov/en/who_we_are/our_work/land_transport_master_plan_2040.html
https://www.lta.gov.sg/content/ltagov/en/who_we_are/our_work/land_transport_master_plan_2040.html
https://www.lta.gov.sg/content/ltagov/en/who_we_are/our_work/land_transport_master_plan_2040.html
https://omgevingsvisie.utrecht.nl/de-koers/ruimtelijke-strategie-utrecht-2040/samenvatting/
https://omgevingsvisie.utrecht.nl/de-koers/ruimtelijke-strategie-utrecht-2040/samenvatting/
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Annex II – Related planning concepts 
that preceded the 15-Minute City
Table 9: Related planning concepts that preceded the 15-Minute City 

City Timeline Main characteristics Similarity with 
15-Minute City

Examples Reference

Plan Cerdà. 
City blocks 

1859 Orthogonal grid for equitable distribution 
of services and balance between built 
and open spaces in each city block.

Equitable distribution 
of services

Barcelona, 
Spain

(Cerdá, 1867)

Lineal city	 1885 Link different urban centres by means 
of a main avenue with developed 
plots of land on both sides.

Madrid, Spain (Navacues, 1969)

Garden city 1926 Balance between urban concentration, 
rural areas and nature.

Close proximity 
to services

Letchworth, 
England

(Howard, 1902; 
Marchigiani & 
Bonfantini, 2022)

Neighbourhood 
unit

1926 Hierarchical system of urban amenities 
based on the neighbourhood unit, 
many neighbourhoods form the city.

Neighbourhood scale New York, USA (Perry, 1929)

Broadacre City 
¨City-country¨

1932 Theoretical model. Low density. (Wright, 1932, 
1935)

Polycentric city 1945 Cities has multiple growth nuclei 
around which growth take place

Polycentric cities, 
even distribution 
of services

Chicago, USA (Harris and 
Ullman, 1945)

Time geography 1970 Is a theory that specifies the constraints 
on human activity imposed by 
fundamental limits on human mobility 
and interaction in space and time

Daily life, travel time Hägerstrand 
(1970)

New Urbanism 1979 Distribution of workplaces, stores, 
schools, parks and all facilities essential 
to the daily lives of residents, all 
located within easy walking distance 
in a compact and diverse manner.

Neighbourhood level, 
services access at 
walking distance

Seaside, USA (Audirac & 
Shermyen, 
1994; Katz, 
1994;Ellis, 2002; 
Patterson & 
Chapman; 2004)

TND (Traditional 
Neighbourhood 
Design)

1986 Variety of housing types, a mixture of 
land uses, an active centre, a walkable 
design and often a transit option within 
a compact neighbourhood scale area

Neighbourhood scale, 
variety of uses at 
walking distance

Florida, USA (Freiman, 1994; 
Langdon, 1999)

Human-scale 
city (people-
centred 
planninng)

1987 Take human senses as a starting 
point and how people move.

Walking, cycling. 
People centred 
planning

Buenos Aires, 
Argentina

(Gehl, 1987;2013; 
Ewing, R., & 
Handy, S, 2009)
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TOD (Transit 
Oriented 
Development)

1993 Reorganize an area functionally 
around public transit options

Pedestrian 
friendliness, high 
density, mixed 
land use

Curitiba, Brazil
Toronto, 
Canada 
Houston, USA

(Calthorpe, 1993)

Chronourbanism 1997 Time based urban planning Daily life, travel time Barcelona, 
Spain
Paris, France

(Asher, 1997)

Liveable 
communities

1999 A liveable community is one that has 
affordable and appropriate housing, 
supportive community features and 
services, and adequate mobility options

Access to services Portland, USA
Seattle, USA
Denver, USA

(Pollak, 1999; 
Kihl et al., 2005)

Walkable city 2005 Focus on the quality of the pedestrian 
environment to promote walking. Six 
criteria are presented for design of 
a successful pedestrian network: 1 
connectivity; 2 linkage with other modes; 
3 fine grained land use patterns; 4 safety; 
5 quality of path; and 6 path context

Walking, cycling, 
mix and accessible 
land use services

Copenhagen, 
Denmark

(Southworth, 
2005)

Great city 2012 Is a new smaller, distinct satellite city 
in its outskirts, where everything will 
be within a 15-minute walk of the 
pedestrianised centre and connected to 
current urban centres via mass transit.

Everything is a 
15 min walk

Shanghai, 
China

Superblock 2013 It is structured by a network of streets 
where motorized speed is limited to 
10 k/h and intended to collect all the 
land uses inside. The conceptual model 
is divided in four main concepts: social 
cohesion, complexity, compactness 
and functionality and sustainability

Accessibility and 
mix of land uses, 
proximity, walking 
and cycling.

Barcelona, 
Spain
Vitoria, Spain

(Agencia de 
Ecología Urbana 
de Barcelona, 
2022)

1-minute 
City: Future 
Streets and 
Street Moves

2020 Hyperlocal level. Interactive kit consisting 
of expandable modular wooden platform. 
Citizens can create their playgrounds, 
gyms, gardens, social hubs, etc

Stockholm, 
Sweden

(Ruíz & Solis, 
2021; Smart City 
Sweden, 2021) 

Vital 
neighbourhoods

2021 30 min city strategy. It integrates 
a network of green corridors with 
pedestrian and cycle-priority roads

Pedestrian and 
cycling priority

Bogotá, 
Colombia

(Secretaría 
Distrital de 
Planeación, 2021)
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Annex III – Flowers of proximity

Figure 19: Flower of proximity from the workshop with local planning practitioners from Amsterdam

 

Figure 20: Flower of proximity from the workshop with local planning practitioners from Ghent
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Figure 21: Flower of proximity from the workshop with local planning practitioners from Madrid

 

Figure 22: Flower of proximity from the workshop with local planning practitioners from Milan
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Figure 23: Flower of proximity from the workshop with local planning practitioners from the City of Munich

 

Figure 24: Flower of proximity from the workshop with local planning practitioners from Munich Region
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