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ABSTRACT

INCREASING WALKABILITY CAPACITY OF HISTORIC CITY CENTERS:
¢19 /1{9 hC a9w{Th

BELGEAN f Ssark |
M.S., in Urban Design, Department of City and Regional Planning
SupervisorAs®c.t N2 Fd 5N aN3IS !'YY!w 9w/ !b

September 201241 pages

Sustainability, livability and quality of life have become widely andejsth discussed

issues in theiterature of urban planning and design. This study primarily aims to

investigate the concept of walkability as a part of the literature on livability. To draw a

wider theoretical framework for this study, it first seeks to answer the questions of what

thei SNya 2F WiAQlIoAtAGRQ YR WljdatAGe 2F tATFS
¢KSYy> Al TFT20dzaSa 2y (GKS O2yOSLIi 2F Wglt oAt
terms and as a measurable notion in urban design. Thus, this research see¥mé& d

GKS y2iA2y 2F WglftlloAtAdGeQ yR (G2 ARSYU(OATER
aLl 0Sa G2 0S dzaASR F2NJ 0KS lFaaSaavySyid 27 (K
should be noted that this research particularly tries to use the indicatbrgatkability

which can directly impact on the design quality of urban space. Third, this research

focuses on Mersin historic city center which has been in the process of deterioration for

a while due to various current urban policies and strategies. &sctise studies, it
SEFYAYyS&a ! N}& FyR !''GFGNN)Y {GNBSGa 6KAOK Oz2y

historic city center by using the set of walkability measures. It investigates the
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identifies their walkability capacities, problems and potentials. Finally, it suggests the
policy and practical solutions on the design of these public spaces that will not only
improve the walkability capacity of these streets, but also Melpful for the

revitalization of the historic city center.
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kapasitelerini, problemlerini ve potansitellerini belirlemektedir. Son olarak, bu tez, hem
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CHAPTER 1

INTRODUCTION

1.1.The Problem Definition and Case Study Area

A walkable environment is a safe, secure and convenient place to t@vefoot.

Walkability is regarded as the quality of pedestrian facilities, street patterns, sidewalks,

roadway condition, built environment, and especially urban design qualities. Thus,
walkability is directly related with the spatial quality of life, whisdefined as a part of

Wt AQFoAtAGRQ YSIyas SELISNASYyOSa FyR RIEAfE fA

One of the main themes of the second United Nations Conference on Human
Settlements (Habitat Il), which was organized in 1996 in Turkey,ti sustainable
human settlement. Although this concept is directly related with the livability, there are
serious problems in the implementation of the principles of livability in Turkey. One of
them is the travelling on foot, especially in city centeshich is the main problem of

this thesisln other words, ivability is related to human basic needs.

Walkability is a prominent problem in Turkish cities. One of the major reasons behind
this problem stands out the lack of concerns of local authorit@sards increasing
walkability of public spaces in cities. The problem has been exacerbated by both the
changing transportation policies and walking habits of local community. However, one
of the crucial variables to improve the urban design quality éégitand especially city

centers is to enhance their walkability.
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city center of Mersin present illustrative examples in terms of showing the significance

of the wdkability, and therefoe, livability of city centerBoth streets which constitute

GKS YIFIAY O2YYSNODAIE &dLAYySasz FyR ¢gSNB (y26y
the 20" century, have been playing crucial roles for Mersin as a part of the
MediterrarS I y  Odzft G dzZNB® . SaARSasx | Nr & FyR !'aGFdNN]
in commercial, cultural and historical terms. Also, including significant landmarks, such

Fa [FAGAY [/ FTGK2t A0 [/ KdzZNOKXZ { dzNE Pl Caikndy = ¢ | 6
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most used meeting places in the historic city center of Mersin.

53aLIAGS GKS&aS OKFNIOGSNRaGAOaE 2F | Nre& I|yR
deterioration process in histic city center, accompanied by the loss of its historic and
cultural identity, values and prestig®Vith the rapid urban development, the city has
grown in a linear form; new suommercial centers have emerged and middiad

high middleincome groups ave tended to settle down and live in these newly
developed sukcenters. As a result, the historic city has started to decline. This decline
has been accecerbated by the development of Forum shopping mallThe loss of
commercial and business activitiras exacerbated the decline of the historic center, as

a significant number of the users of the historic center have chosen alternative
commercial centers because of climatic features of Mersin and -smdoomic
dynamics. Especially the recenbyilt shopping mall has attracted a significant number

of visitors, as it provides a comfortable, clean, safe and sanitized environment for not
only shopping, but also entertainment, recreation and socialization. Thus, many old
users of the city center have optdd go to this shopping mall, rather than come to the

historic center.

Besides, the historic city center of Mersin could not keep and sustain its characteristics
as a Mediterranean port city. Although there is a high potential to set up strong spatial
relations between the historic city center, the sea, the port and other historic artifacts

along the coast, a strategy towards improving the public space network of the historic



city center is essential to improve the quality of public spaces and to revithlz@art

of the city. Yet, it hanot been provided so far.

Likewise, the decline and deterioration of Mersin historic city center has been also
affected by inadequate walkable environment primarily caused by pedestrian and
vehicular traffic conflictsand the lack of concern on the urban design strategies that

would prioritize the policy of increasing walkability capacity and quality of the historic
city center. Therefore, improving the public spaces in Mersin historic center and their
walkability qually and capacity is another very crucial issue for the revitalization of this

historic area.

Successful regeneration schemes focusing on historic quarters do not only aim to
revitalize these sites in economic, social and environmental terms, but also @hfgsic
spatial) terms. Improving the quality, vitality and viability of public spaces is one such
spatial policy integrated with economic, social and environmental outcomes of these
projects. Therefore, improving walkability quality of public spacesdslwiseen not only

as a spatial strategy to improve the quality, vitality and viability of public spaces, but also
a regeneration strategy for the historic quarters of cities, and for conserving and

sustaining their significant characters and authenticity.

la FIENI Fa GKS O2yaGNRodziAzy 2F | NF@& I|yR
concerned, it is crucial to maintain the positive urban design characteristics of these
streets, and to conserve the historic and cultural heritage they contain. \iéitiais

one such strategy. As mentioned above, in many regeneration and conservation projects
of historic city centers, increasing walkability is one of the major strategies to revitalize
urban environments and to increase the attractiveness of the pmlidoe daily users,
tourists and visitors, as well as investors. Even in some projects, increasing the
walkability of the historic centers has been seen as a part obeétpding and marketing
strategies. Assessing the walkability of these public spacgdheir surroundings, thus

the livability of the historic city center, will therefore provide rich empirical outcomes to
be used for the enhancement of the urban design quality of these streets and the

historic quarter of Mersin.



1.2. Scope, Aims and Objectig of the Study

In developing and evolving cities, the terms of sustainability and livability have become

popular in the discourse of urban planning and design. This study primarily aims to
investigate the concept of walkability as a part of the literatarelivability. To draw a

wider theoretical framework for this study, this research first seeks to answer the
jdzSadAzya 2F gKFdG GKS GSNya 2F WEAQlIoAftAGE
O2YLRyYySyta (KS& 02yaidAriddziSoskKEYETAAXGEFR Oldzh S3
the major components of these terms and as a measurable notion in urban design. Thus,
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of walkability in public spaces to be used for the asseent of the walkability capacity

of urban space. It should be noted that this research particularly tries to use the criteria

of walkability which can directly impact on the design quality of urban space. Examining

' NI & FyR !{FGNN)  fidgNBsSsétdof megsures, SaNda ideyftifyimge  dz
problems and potentials to revitalize them, it seeks to suggest the policy and practical

solutions on the design of these public spaces and the historic city center.

The main hypothesis of the thesis is that somban design attributesattractiveness
convenience, connection to open space, safety, street patterns, quality of path, linkage
with other transportation modes, connectivity of path network and access)hiiitgctly
improve the walkability of a publigace, and also trigger a revitalization process. Some
of these attributes are quantitative, while others are qualitative. The main research

questions of the thesis therefore are twold:

1) What are the urban design qualities that influence and improve thatkability

of public spaces in historic city centers?

2) How the urban design qualities influence and enhance the walkability in historic

city centers?



1.3.Research Method

This thesis aims to draw a theoretical framework on the issue of walkability of public

spaes to achieve livable environment in historic city centers. The notion of walkability is

discussed in relation to livability, and a set of criteria to measure the walkability capacity

of urban public space is identified. This research uses a case studyaelppand
SEFYAySa ! NI}& FyR !'dFdNN)] {GNBSGa Ay (KS KA3Z
the important public spaces and the main thoroughfares of the city with social, cultural

and economic functions, and cultural and historic heritage valUd® walkability

problem of these streets, which is widely affecting the daily public life, the economic,
a20AFf FyR OdzZf GdzN¥ & tAFS 2F GKS OAdexr +a oS
provide policy and practical solutions on the desifthese public spaces and increasing

quality of urban life and livability in the historic city center. It should be also noted that

both streets have not been subject to any research from this perspective. The examples

are investigated through the set ofiteria on the walkability quality. The method of the

study comprises following three stages:

T A literature review to examine the notions of quality of life/livability and
walkability and to determine the indicators of walkability.
T Aninvestigation on MersiHistoric City Cent:
A to evaluate sociespatial development of Mersin as a Mediterranean
Port City
A to analyze urban design qualities and to define character zones
A to determine the landmarks, nodes, boundaries and spatial relations
i Anindepth analysi2 y | N> & FyR !G4l GNN] {G0NBSGa G2
capacity. The assessment of walkability capacity is made by means of
questionnaires, extensive surveys, ddmlsed assessments and direct

observations.

The details regarding the research method isyided in Chapter 3.



1.4. The Content of the Study

This study is composed of six main chapters, including introdudiibapter 2provides
a literature review to examine the three major conceptiévability, quality of life, and
walkability- to draw a theoreical framework for the thesis, and to identify the set of

measures for the walkability assessment.

Chapter 3explains the research method of the study, including data collection tools and

method of walkability analysis. In the first section, it explaitesdture review, desk

based assessment, extensive survey, direct observations and questionnaires as the
research tools. In the second section, it explains how each walkability indieator
attractiveness and convenience, connection to open space, safeggt giatterns,

quality of path, linkage with other transportation modes, connectivity of path network

and accessibilityare used to assess the walkability capacity of the case study area. It

also explains how the questionnaire questions are related tovilatkability indicators

YR GKS& NP dzaSR T2NJ GKS lylfeaxa 2F ! dF4dNN

In Chapter 4 the historical and morphological development of Mersin and its historic

city center are investigated within four sections to put the case study areasniider
O2yGSEGZ FyR (2 RSaONAROS (KS LINRotSYa | yR Re
the larger city scale. The first section explains the historical development of Mersin as a
Mediterranean Port City. This section is followed by the morphologdieatlopment of

the historic city center to explain its crucial place, importance and position in Mersin.

The third section examines the historical development!toNI & 'y R ! GF GNNJ {
regarding significant structures and networks to understand diffeldimensions. The

last section investigates the essential characteristics of the case study area and its
SY@ANRYy&a:r FyR Al SELXLIFIAya GKS NBlLazya 2T OK
study area of this research.

Chapter Sprovides IRRSLIGK gl f 1 oAt AGE Fylfeara 2F | NI

discusses different walkability capacity of these streets, underlining their positive and

negative aspects, strengths and weaknesses.



Chapter 6 summarizes the research findings, alisses the pros and cons of the
investigated sites within the context of the city and the city center, and provides specific
dZNDb Iy RS&aA3dy LRtAOE NBO2YYSYRFGAZ2Yya F2NJ ! Gl

regarding the walkability indicators.



CHAPTER

LIVABILITY, QUALITY OF LIFE AND WALKABILITY

In the HABITAT Il Turkish National Report and Action Plan (1996), sustainability, livability
and justice were selected as the basic principles for human habitatile veivic
engagement, enablement and governance were selected as the instrumental principles.
In the report, sustainability is defined as a condition that should be performed. Livable
habitation, at the same time, should be sustainable, fair and equitdbleéhe report,
livability is defined as a term which is related to not only individual and sociabeielj,
happiness, but also spatial characteristics and qualities of human settlements that
directly contribute to the satisfaction of people livingarsettlement All these terms are
closely related to human rights. Especially livability is the spatial dimension of human

rights.

In the HABITAT Agenda, the concept of livability is used to refer to the quality of life
(QoL) which is related to thepatial and physical features of our living environment, as
well as social and economic factors. This term directly affects the organization ef land

use pattern, building and population densities in urban space, architectural style, the

accessibility ofppf A O aLJ OSad ¢KAa OKFLIISNI FAYa (2

YR WiAQGlIoAftAGREQ a (GKS (1Se& O2YLRySyda
up a relationship between walkability and these terms, it will explain the concept of
walkabilty and a set of criteria to measure the walkability capacity of urban

environment in detail.
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Improving the QoL in a particular place or for a particular person or group has become

the particular concern ourban planners in recent time$. KS g2 NR WljdzZ- f AG & Q ¢
context of urban environments has been prominently used in the planning professions
(Chapman and Larkham, 1999:21The studies on the notion of QoL, however, started

in the late1960sl a éxtension of the set of measuring instruments to gauge the

AYLI OG 2F RS@St 2 LIy B¢ukes b CAMOI7R20) | YR STF2 NI &é

Although QoLhas been the focus of numerous studies, a universally acceptable

definition has not been arrived yet (Dag)08: 297)Wv dz f A2 Q NBFSNE G2 &
SEOSttSy0S 2F | OKINIYOGSNR&AGAOET odzii GKS y2i
RATFSNBY G LIS 2 LI dBcksondesitmiy meanhovy happytdey are and to

others, it may mean the level of eciy A O &G dzaX SRdzOI GA2Yy X KSI f
2008:297). Likewiséi KS G SNY 2F v2[ OB AgADRE WL SOST S TG &
2F fAFSQT WEATFS &l (A a@issOtinndDglery2000:36)LMahy SaaQ |
studies, planningis G SYSy da FyR LINP2SOG& NBTFTSNI G2 GKS
2F SO2y2YAO0:X SyYy@ANRYYSyGlrtzr az20Aalftsx |Sadk
impressions about QoL, and these impressions can influence the perceived or actual
prosperity or attrack @Sy S& a @ aEssam200X143D S ¢

As for livability, as a term, is often viewed as enhancing the economic, social, cultural

and environmental welbeing of current and future residents. According to Lynch (1974,

cited in Banerjee and Southwortm dpcpp Y TcmMO X | fAGPFo06fS SY@ANRYy
in which one can act with competence, free from such dangers and discomforts as noise,

LRt fdziA2ys | OOARSY (3 KE@&00% n)ind@dteS théldnibugriess F I { A 3 dz€
of the notion of livabii @ RSLISYRAYy3a 2y SIFOK O2dzyiNEQa
environmental determinantsSimilar to the notions mentioned abovéhe term of

livability is often used interchangeably with QoL on global scale.

QoL, as a concept, includes a variety of variablesgingnfrom social, economic,
environmental terms to spatial ones. First of all, QoL is related to basic human needs. It

is of a great importance to perceive the urban identity and sense of place. The spatial



quality of life is important in terms of generayj identity of space and sustaining

memory of the place.

t I NFSOG YR t26SNI OmpdpTYMoplO y23S GKS RATFTFAC
essential element of quality in urban environments is not something that can be easily
measured, or even idéified as it may well spring from a combination of factors relating

G2 aqadSyasS 2F LXIFOSés adOK +a tS8S3arortrades
O2yAydzzyé ® al &aalyY oOoHwHnnuYmnuO |faz2 OflFAYa Gf
our place of birth nfluence our vision about QoL. He (2002:142) also notes that our

individual and collective memories and histories determine our opinions about the

quality of our lives.

Despite its difficulties, severagésearchedn planning literature classify and deteine

indicators of QoL. Two distinctive types of urban QoL indicators are widely recognized.

The first includesobjective indicatorswhich measure concrete aspects of the built
environment, the natural environment, economy and social domain, while thengeco

includes subjective indicatorsi KI & I NB O2yySOGSR (2 GKS AYR
objective conditions of life (Das, 2007:2%8pssi and Gilmartin, 1980 cited Massam
2002:173). Das (2007: 298) defines objective indicators as tangible conditao,
subjective indicators as perceptions of wedling, livability, healthC2 NJ SEl YLX S &
YSIadNBE 2F LIS2LX SQa FGdAddRSa G261 NR ONRYS
indicator, while the number of burglaries or assaults that have occurred in the same
YSAIKOo2NK22R NBLINB A Sy Rassi ang Gilnartd S108D xci@$ in A Yy RA O
Massam 2002:173). Human actions, being contemporary view of QoL in planning, can

modify spatial QoL. Therefore, the spatial QoL can be controlled, adjusted and enhanced

by individuals through the use and management of these objective and subjective

indicators.

Massam (2002) compares these indicators, underlines the differences and similarities.
'S 6Hnnu0 02y Of dzZRS& GKIFG GKS v2[ Gaplatey RAOI G 21
and scales. He complements this idea with a three dimensional figure (FigyrerBe

indicators in the QoL studies present three major dimensions (Massam, 2002: 157). The

10
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-

A Private/individual  Public/collective ()

Figure2-1: A typology of approaches to the study of quality of life (Mass2002:157)

Hancock et al. (1999:23) who developed tools to measure progress in QoL among
Canadians and communities in Canadadicate five measures of QoL that are:

community, environment, economy, education and governamiggure 22). Livability is

paSR G4 GKS AYyGSNESOGAZ2Y 2F WwWO2YYdzyAideQ I YR
AYRAOFGOSR i GKS AYyUSNBRSOUAZ2Y 2F WSYOANBRYYSY
intersection of economy and community. All these three concepts are placed within the

circulation of education and governance.

11
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Figure2-2: Basic framework for indicators (Hancock et 399 cited in Massan2002:176,)

In another study, Hancock et al. (1999) identify the determinantsatf § sustainability,
viability, livability, conviviality, equity, and prosperity. In the same study, walkability is
shown as one of the components of livabilitatfle 21). , QoL is classified under the
OF 1S32N2 2F WKSIf K & inajordaiegsures: ymebeidgjilife O 2 Y LINA &

satisfaction and happiness.

The main focus of this study is spatial, for this reason if will focus on the notion of
walkability; as one of the components of livability, and it will examine this notion from

the urban desigmerspective.

12



Table2-1: Indicator categories (Hancock et,d1999:24)

Sustainability Family safety and security Voluntarism/associational life
Energy use Sense of neighborhood Citizen action

Water consumption Social support networks Human and civil rights
Rerewableresourcecons Charitable donations Voter turnout

Waste proand reduction Public services Perc of govern leaders /services
Local production Demographics Healthy public policy
Ecosystem health Economic disparity Quality of Life

Viability Housing affordability Wellbeing

Air quality Discrimination and exclusion Life satisfaction

Water quality Access to power Happiness

Toxics production and use Prosperity Master/Self-esteem/Coherence
Soil contamination A diverse economy Health-promoting Behaviors
Livability Local control Disability/Morbidity

Housing Employment/Unemployment Stress/anxiety

Density Quality of employment Morbidity/disability measures
Community safety Traditional economic indicators Health utility index
Transportation _ Mortality

Walkability Education Overall mortality rate
Green/open space Early childhood development Infant mortality rate
Smokefree space Education/schootjuality Suicide rate

Noise pollution Adult literacy

Lifelong learning

2.2 Walkability

QoL is general concept that defines not only spatial aspects, but alscemriomic

terms, like equity and viability. Livability constitutes the spatial side of QoL. it is a broad

term covering various topics from housing to green/open space, safetgrofntinity to

smokefree space or transportation to walkabilityalkabilityis perceived as a physical

FaLISO0 2NJ GKS &LJ G Ahas redpndlst Hedome one2 GF theWrhaln@ | 6 A f A (
concerns of urban planners, architects, and landscape archit€hts.is because of the

changes in urban planning and design approaches and transportation policies. For
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example, Southworth (2005:246) notes that walking and bicycling are now seen as an

integral part of transportation, as also underlined below for Americiies:

Over the past decade the quality of the walking environment has become a
significant factor in transportation planning and design for American cities.
Previously, movement by foot and bicycle was viewed as recreational, rather
than legitimate tansport to be seriously considered. (Southworth, 2005:246;

Wigan 1994)

Walkable environment is a place where is a safe, secure and convenient to travel by foot
(Krambeck and ShaBD06). Walkability is regarded as the quality of pedestrian facilities,
street patterns, sidewalks, roadway condition, built environment and especially urban
design characters. Hutabarat (2009:145) claims that the definition of pedestrian and the
development of pedestrian space have big importance to understand the walkability

discourse.

The Oxford Dictionary http://oxforddictionaries.com/definition/pedestriaih defines
LISRSAGNRIFWMSNBRZ Ya g1 1 Ay3 NI GKS NThaieforeythe i NI @St f

walking activity is regarded as a mode of transport.

Likewise, walking is aactivity which keeps public spaces alive, dynamic and colorful.

Forsyth and Southworth (2008) indicate crucial role of pedestrian experience in street as

GXLYy AJy2NRAYy3a GKS LISRS&EGNAFY SELISNASYyOSs
transparency, and beddaS | Y SNBE & SNIIAOS NEheyR2DOSR)SER2 AR 2 F

point out the relation between walkability and sustainability, stating that:

Walkability is the foundation for the sustainable city. Like bicycling, walking is a
YANBSYQ Y2R Satadk only Nbuges cdagediion,ibut also has low
environmental impact, conserving energy without air and noise pollution. It can
be more than a purely utilitarian mode of travel for trips to work, school or
shopping, and can have both social and recrewtiovalue. It is also a socially
equitable mode of transport that is available to a majority of the population,

across classes, including children and seniors. (Forsyth and Southworth, 2008: 1)

14



A walkable environment must acquire certain qualities. It $tioaffer pedestrian

comfort, safety and visual interest, as claimed below:

Walkability is the extent to which the built environment supports and
encourages walking by providing for pedestrian comfort and safety connecting
people with varied destinationithin a reasonable amount of time and effort,
and offering visual interest in journeys throughout the network. (Southworth,
2005: 248)

Likewise, a walkable environment should be close, bafres, safe, full of pedestrian

infrastructure and destinationsupscale, cosmopolitan, as well as encouraging physical

activity (Forsyth and Southworth, 2008:2). More specifically, a walkable environment:

is formed with closer distance in cases where the vehicle cannot enter,

is planned and designed for people willisabilities, so all kinds of people can

walk equitably,
makes people feel safe,

is wellequipped for pedestrian in terms of infrastructure such as sidewalks,

pedestrian crossings, separated trails, street furnitanel street trees.

should appeal tall kind of people with cafes, shops, a mix of housing types,

open spaces, street furniture, and street pattern.

Walkability quality of urban environment can be measurable. There might be a number

of qualitative and quantitative measures to assess wallkgbicapacity. Safety,

orientation, comfort, diversity, attractiveness, destinations and street pattern are some

of these qualities which will be explained in detail in the following section of this chapter,

and used as a set of measures for the walkab#dgsessment of the case study.
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Figure2-3: The evaluation of Quality of Life in terms of Walkab{#tgapted from, Hancock, T.,
et.al. 1999, Hutabarat L.R., 2009, Lambert K, 2005 and Southworth, M.p2@0S. Belge

2.3.Indicators of Walkability

Streets are defined in two waysertically, which has to do with height of buildings or
walls or trees along a street; arrizontally,which has most to do with the length of

and spacing between whatever is doithg defining (Jacobs, 1995:277).
2.3.1. Attractiveness and Convenience
One of the main indicators of the Global Walkability Ind€satnbeck and ShaBp06)is

GKS alFGUNY OGAPSYySaa yR 02y @SyAaSy0S¢ 27F (K
O2YLRYySyiGa FYyR @FINRARFofSa 2F alF GGNF OQGABSYS

(0p))

c
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network are:
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I maintenance and cleanliness of walking paths,

I existence and quality of &ities for blind and disabled people,
I pedestrian amenities (coverage, benches, public toilets),

I permanent and temporary obstacles on walking paths

T availability of crossings along major roallsgmbeck and ShaBQ06).

The quality of street network and the presence of public amenities and facilities should
be particularly designed with a particular attention to vulnerable groups, such as people

with disabilities, elderly people, parents with babies and young children.

As mentioned at Global Walkability Index, Appleyard (1981:284) also underlines the
importance of maintenance and planting to increase attractiveness of streets by stating

that:

The distribution of street trees, planting strips, and other public landscagéng
well as private front yards would reveal the areas of deprivation. The presence
of newly painted houses, cared for gardens, and new residenstructed
structures would be indicators of resident pride in the street, a characteristic
worth preservingOther qualities which give street uniqueness could also bring

attention to streets that lack such a sense of place. (AppleyEg8t 270271)

According to Montgomery (19986) urban design transforms a place into a specific

LX I OS gAGK aSYuaDriarBaaAPRE SPLI OSE GKS aSya
FOGABAGASE YIS dadz00SaatdzAd daNBlFy LI OS¢ LR
LS2L)X S G23SGKSNI +HG auNBSG tS@gSt tSHR G2 4Goda
1995: 89, Montgomery,1998: 97). Moughtin and Merten2003:132)support this view

by stating that:

X Yz2ad adNBSG OuA@Ale 200dz2NBA ¢gKSy Al
pedestrians to use the street in a variety of ways, also activity in streets

increases when densities ahggh enough to inhibit the use of the motorcar and
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to support a range of facilities such as shops and schools which are within

walking distance from a sustainable catchment area.

l OGAGAGE LINRPRdzOS&a aGa@AGlHfAGe YR &aIBSNREAGRE
ASLI NI GS FYR NBfFGSR y2iA2yad az2y(ida2YSNE oOwm
Fft26a i RAFFSNByld dGAyYySa 2F GKS RFeé FyR yA3dK

Vitality; The market square, the street vendor, the shop frontage and the
sidewalk cafe are all important activities of promenading and people watching,
which provide the dynamic quality of successful urban place appeared to have

their own pulse or rhythm. (Montgomery, 1998: 100)

Moreover, historic areashistoric buildings and etets particularly make places
attractive and distinctive where people prefer to live and work. The attractiveness of the
old streets is possible with the attractive street signs, so that these street signs can

provide historical continuity and communisgability (English Heritage, 2000: VII).

The aim of thriving and attractive public spaces of a beautiful and aesthetically

pleasing city is to enable its inhabitants to identify, enjoy and interact with that

city as they feel it to be their personal pladdghting can be seen as a vital

ingredient in personalizing and humanizing the city and thus improving the
jdzr t AGé& 2F daNDBlFy fAFSdE 09y It AAK | SNRAGIE IS

G GKFG LRAYGSES WHO20a OmdpdpY v YEFEAYyGEAya (K
conA ydzAiy3a |yR LRaAAGAGDGS AYLINBaaAzyaég a2 GKS

to him (1995: 11), the great attractive streets should be entertaining, permitting

(@]
(s}

anonymity at the same time as individual recognition, symbols of a community and of its
history, representing a public memory, places for escape and for romance and places to

act and to dream.

The other viewpoint of the attractiveness of the street is the diversity of the usage of

(KS o0dAfRAYIAD 45AFFSNBY( &za8R] § yRY REMIAY | A
aAT SR ai2NBax tAONINARSa¢g OlFy |GGNI OG LIS2LX S
MpppY HPTOD . & GKAA YSIyaszr GKS RAGSNAS dzaSa
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purposes. The presence of the promenading, eating or drinking attracts people to the
streets (Jacobs, 1995: &57).

One of the prominent timely policies of creating active street life is to create-laoR#

city. The diersity of the area in terms of living, working, shopping, schooling, and

socializing must coexist in close proximity (Duany et al., 2010: 5.2). The diversity of the

I NBI faz2 O2yiNAROdziSa (2 &l ReButidy cimddBdA RSR 0 ¢

A\ w

vandalsm is a must for an attractive place 6! {AG0X wHanannYomO® wl NBf& |
anxiety in terms of security and safety, as it is satractiveness and safety of place

complement each other.

As another aspect, generally, the retail stores prefethe front parking lots to attract
pedestrians, whereas the attractiveness of a place may be enable bytoermee
relationship between the shops and pedestrians, as also supported by Duany et al.

(2010:10.7) as follows:

X F2NJ NBGFAf G 2thelsfiopsNthuél lopen Mireclyacintdldhe y & =
sidewalk, with parking lots located to the rear or elsewhere. Shops with rear
parking should avoid placing customer entrances directly facing those lots, as
they turn the back of the building into a competing storeftolnstead, the rear

parking lots should provide easy access to the street through pedestrian passage.

Off-street shopping arcades and urban malls are an idea whose time has passed.

C2NJ SEIFYLX ST Ay .2ai02yQa [ I Fitéesddhicadrsand I OS5 | 2
pedestrians turned their backs to the streets around them, dead zones are created that

cause increasing crime rates (Duany et al.,, 2010:10.7). Showing quite a few failure

SEIF YL S&a |o62dzi aGKS LINI Ol A OSLIZRS aQi2\WA@ S/NIiVALyT3t

5dzZ-ye SG Fftd® ownmanYmndro faz2z OflFAY GKFG &
complete streets containing both pedestrians andsd@ @Ay 3 Ol NE £ @

According to Jacobs (1995:285) the best streets edges where including a quality of

transparency can create meeting among the public realm of the street and the less
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public, often private realm of property and buildings. So that, the presence of
transpareny makes significant contribution to the attractiveness by inviting people to

the streets.

Briefly put, the attractiveness is a wide issue encompassing various fa&goshiown in
table 23, a number of issuesare involved in the attractiveness of urbanasgs,
including attractiveness and convenience of street network, existence of pedestrian
amenities and facilities with a particular attention to vulnerable groups (disabled and
aged people, parents with young children and babies and young children)aregul
maintenance and leanlinessof walking paths, planting, the existence of interesting
urban scene (including historic streetscape, gtmaking and welmaintained shop

fronts) and a variety and diversity of lainde activities and events

4.

g

E

Figure2-4: Attractive sreet life, CopenhagelimeSaver Standards for Urban Desig03 6-3-
11)
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2.3.2. Connection to Open Space

Natural elements, meeting places, gathering places and unique features have always
played an important role in the discourse of walkability. In order to provide livable
communities, it is essential to connect street network to natural elements, meeting and

gathering places, and places with unique features.

In most cities, the open spaces composed of parks, playgrounds, schoolyards, nature
reserves, birds sanctuaries, lakes, rivers, trails and pathways are desirable amenities to
live near or access (Lambef005:25). The accessibility of these public space amenities

has crucial foci in the context of livable and walkable environment.

Public green spaces and water areas are of great importance for city life. Playgrounds,
fields and gardens provide recreatial opportunities for the public, create ecologically
healthy environment by filtering the noise, light and air of the city and provide views
and landscape image by framing development sites (Montgomery, 1998:111).
Additionally, parks and open areas pr®ipeople with the opportunity to stroll about,

have lunch or dinner, watch concerts and other cultural events, and socialize
(Montgomery, 1998:111). Thus, such open space areas should also connect as often as

possible to the more urban public realm (Mootgery, 1998:111)

Public spaces within each neighborhood, such as open spaces and gathering places, are

key factors to create livable communities. Gehl (1995, cited in Montgomery 1998:110)

Of FAYa dKIG ¢ (GKS aGNBSGa | NGBl dzyR2 dio 1 SRE @ Q& K
realm, the network of spaces and corners where the public are free to go, to meet and

A GKSNE |yR aavyLiXe G2 61 0G0K 2yS Fy20KSNE D |
I RRa GKIFIG GOGKS Lzt AO NBI f Yot anyy by pro@dding & LIS NJF 2
meeting places but also in helping to define the built environment, offering spaces for

local traditions and customs such as festivals and carnivals, and representing meaning

YR ARSYydGAGed a{ dzOOSa a T dzelationshipioShailt fortd® Ay LI N
space, and the range, variety and characteristics of the spaces made available: outdoor

rooms, civic spaces promenading routes, nigiips, quiet gardens, and little corners to

NBald FoKATSST FlIO2NARAGY198B0OAYy I LI | OSaé¢ odaz2yid3



Moreover, Akkar (2007116) stated that the public space that is significant component of

the city in various forms streets, squares, and parks and so on. Streets and other
O2yySOGA2ya |a (KS ySGg2N) a 27 jedsKgeopl®OA (& LINE
YR AYTFT2NXNIGA2Y FTNRY 2yS aSOG2N) G2 Fy20KSND
A GAATFTIOGAR2Y 2F RIAf&@ ySSRa ¢gAGK W@INRSGEQ
Thus, it is essential to connect the street networks to suchipudgaces and to make

easily accessible by the pedestrians to create a walkable and livable community.

Places with unique features and visual interest also enhance walkability. Portland in

Oregon, which is a city with a long tradition of pedestrian acdssa good example in

GKAa aSyaSo ¢2 aSyKFyOS GKS Syg@iaNRyYyYSyid 200«
these places with designs that express the pleasure and to hold the pleasant surprises of

dzNB Yy fAGAYy3AEé I NB a2YS OPsrtlabd\RkdedtriiEMadtd? A O& 2
Plan to increase walkability in the c{i@ity of Portland, Office of Transportation, 1998b).

The City of Portland carried out many projects to enhance the pedestrian path network

including imaginatively designed fountains,sbshelters, manhole covers, lighting, and

street art that also help create city identity. As such, the plan developed a typology of

walkways for different pedestrian path types: pedestrian district, city walkway, local

service walkway and offtreet path Southworth, 2005: 250). As can be seen from the

example of Portland, it is important to connect the street network with the places
accommodating unique features and visual interests. Also, streets can be designed to

create some visual interest for pedesins. In this way, walking on streets becomes a

very enjoyable activity for people on foot.
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Figure 2-5: Pedestrian districts, Main street pedestrian design areas, Pedestrian corridors and
Pedestrian accegPortland pedestrian master plar998

To summarizea street network which is connected to natural elements, amenities,
gathering and meeting places, places with unique features and visual interest is essential

to create a livable and walkable urban spéieble 23).

2.3.3. Safety

A walkable street should be able to provide safety and comfort of pedestrians.
According to Southworth (2005:250), the best understood and most fully developed
aspect of walkability is pedestrian safety. It is related with many issuwesh adraffic

and street crime, handicapped needs, placement and length of crosswalks, traffic speeds,

pedestrian and traffic control signs and signals, sidewalk width, sidewalk condition, path
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surveillance and night lightingSouthworth, 2005: 25Q@able 23). At that point,
Rapoport (1987: 84) indicates the vulnerable character of pedestrians to the factors on
urban environment, such as distance, weather, topography, as well as crime and traffic
on the street. In defined context, safety can be exasd in two folds: actual safety and

perceived safety.

2.3.3.1.Actual Safety

Wi OlGdzr t alr¥SdeqQ YStrya I+ war¥fsSieQ | OKAS@lIofS
spaces. Design features, such as street widths and enclosure, traffic calming measures

and natural arveillance, have direct effects on the physical safety of neighborhoods

(Lambert, 2005:78\Walkable environment is primarily required safe walking. According

to Jacobs, safe walkways and sidewalks should

GLISNXAG LIS2LX S G 2 indublifigimost ithpor@htiNg l&istrdly LI OS & =
pace, with neither a sense of crowding nor of being alone, and that are safe,
LINAYFNRE&@ FNRY OSKAOftS&aé¢d oWFHO20aXmMpdpyY HT

Besides, traffic is one of the key aspects of the safety in a walkable city. Safe traffic
movenent for pedestrians and vehicles is possible through traffic calming programs
which aim to separate pedestrian and vehicular traffic, to create safe crossings and to

slow down traffic.

Appleyard (1981: 28384) points out synchronized stop lights to comtspeeds, signals
at traffic crossings to cross safely without having to run and narrow streets to slow down

traffic as the three issues to slow vehicular traffic and improve pedestrian safety.

There are many traffic calming elements that make streetsemmgdestrianfriendly by
slowing down traffic, such as chokers, speed bumps, raised crosswalks, narrowed streets,
rough paving, traffic diverters, roundabouts, and landscag®guthworth 2005:250).

Also, curbs and sidewalks can be designed to enhancesgteidn safety. As another
issue, aligned trees through sidewalk create a buffer zone/safe zone and visual walls

providing distinct edges between pedestrian path and traffic flow.
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The elements of traffic calming are adapted from; Rapoport (1987), Applégast),
Southworth and Eran, (2003), Akit (2004T,PI (2011), Traffic Calming, (2011);

Y
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Speed Humps are roundeadised areas placed across the roadway. They are
generally 3 to 4 meterlong (in the direction of travel), making them distinct
fromthe shorE NJ ¢ A LJISSR o0dzyYLlaé F2dzyR Ay Yl ye
high (Figure 5).

Traffic Signals are used to manage traffic and pedestrians at heavily use
extremely hazardous or complex intersection:

Textured Pavement: Special pavement textures (cobhbla¥cks, etc.) and
markings to designate special areas (Figufg.2

Raised Crosswalk/ Speed Tables are typically marked with high visibility
crosswalk designs or may be surfaced with special paving. Also they improve
safety for both pedestrians and velgs and if designed well, they can have
positive aesthetic value. Ramped surface should be above roadwsy,cm

high, 36 meterslong (Figure )

Choker is a device that physically narrows the street by reducing the width of
intersection approaches.

Narow streets provide slow traffic. Parking arrangements, the provision of
green strips or play spaces, or simply widening the sidewalks are ways of
narrowing streetgFigure 26).

Signs are used to reduce conflicts between pedestrians and vehicles.

Separaion: Sidewalks, medians, boulevards,-gireet parking, and parallel
routes that allow pedestrians to avoid arterials. All work to separate people
from vehicles.

Safe Crossings: Crossings should be-desligned, frequent and have short
crossing distance®edestrian crossing lights must be placed in places of heavy
traffic (Figure 26).

Slow Traffic: Element to slow traffic include-stneet parking, engineered traffic
calming measures (for example, speed bumps), visual complexity and narrow
roads(Figure2-6).
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Figure 2-6. Traffic Calming Elements; speed hump, narrowings, speed bump and textured
pavements(TimeSaver Standards for Urban Desigf03 7-2-2 / 7-2-3)

|l RRAGAZ2yFft@x GNBS&a FINB dzAaASR F2NJ G4NIFFAO Ol
FTNRY YIOKAYSa¢s aYlIOKAYSa FNRBY YIFOKAySags |y
that planted in lines along a curb or even in the cart way (Jacobs,1995:293)ic Traff

calming elements which are very effective in slowing travel speeds, also According to

Litman (1999, cited in VTPI, 2011) increasing road safety, comfort femotorized

travel, neighborhood interaction, community livability, property values and redyci

automobile impacts, are the advantages of traffic calming.
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Street width and enclosure also effect on the actual safety of pedestrifider streets

limit the sense of movement experienced by a driver and increase the urge to travel

faster (Greenbie1981 cited in Lambert, 2005:21). Moreover, narrow streets help to

af 29 OSKAOdzZ I NJ N FFAOZI NBRdAzOS ySAIAKOZ2NK22F
walkability and general safgf streets ( Steuteville,2001 cited in Lambert 2005

As for the natural grveillance, it can be achievable by creating a lively street life. This is

explained in detail in the following section.

2.3.3.2.Perceived Safety

Perceived safety means the protection of pedestrians from the feeling of crime or the
danger of vehicular trafficPerceptual safety is different from physical safety. For
example, the separation of sidewalk from vehicular route is the concern of physical
safety, while fear on the streets because of traffic or crime which makes people anxious
is related to the perceptal safety (Evans, 2009:3@85; Wheeler, 2001:35, 38, 62
addition, the perception of safety is one of the components determining whether

people will walk in their neighborhood or nEDC, 2001 cited in Kolody, 20024

Moreover, Barlas (20084) indicates significant role of the enclosure of street on

perceived safety by stating that:

a Xthe need for protection against unwanted intrusions: this involves the
sensory or symbolic control of a space, some of some of which we have
discussed in the catmry of psychological needs. It refers to the control of

private spaces and largely emerges from territorial insti(arlas, 2006:84)

He adds that the wall and the intermediary spaces such as courtyards, cortiles, balconies

etc. are components afontrol (Barlas, 2006:84)

Furthermore, taffic and crime are two issues which should be discussed within the

scope of perceptual safety. Appleyard (1981:35) argues that traffic has negative
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influence on the sense of personal territory, personal and famiy& @1 O > FyR LIS2 I

sense of responsibility for their street.

A welldesigned street can help keep pedestrians safe from both crime and vehicular
traffic (Kolody, 2002:8). In this context, as mentioned at the actual safety, design
elements become agrt of an activity to provide safety for pedestrians from traffic. For
example, although it is not create a full sense of safety, curbs and sidewalks may
physically separate. Also, if trees closely located at the curb line, they can create a

pedestrian zore that makes pedestrian feel saf@acobs, 1995:273).

According to Jacobs (1989: 51), keeping the public pesidewalk and street peaeés

LINAYI NRf& R2yS o0& AYyKFIoAGlIyGaqQ O2YLX A0l GSRX
controls and standards. SK&989:54) notes that when a public place loses the vitality,

danger begins. A wellsed city street is tend to be safe, in other words, an empty street

is usually unsafe (Jacobs, 1989: 54).

Active street life enables a livable and walkable environmenélims of safety. Jacobs
(1989: 55)describes three main qualities for successful city neighborhoods to handle
strangers and to create public order from their presence. The first otieigxistence

of certain boundary between public space and private sgaThe second one ihe
SEAAGSYOS 27F & SmoSiding 8 yensé &f Safety foNFadbié dristreets.
Buildings in a street should be oriented towards the street. They should not turn their
backs to the streets and leave it blind. The thirdhis existence of users on streets at

all times, both to increase the number of eyes on the street and to induce the people in
buildings along the street to watch the sidewalks in sufficient number. &lsoquality

of transparency enhances the safety ofestr by providing for eyes to look into the

street through the street wall (Jacobs, 1995: 286)

2.3.4. Street Patterns

According to Southworth and Owens (1993:279), street patterns have contributions
especially to the quality and character of a community: the lbngt streets and the

number of intersections, ctde-sacs, and loops in each unit of land.
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Moreover, Jacobs (1995:202) indicates complexity, available choices, and the nature of
spaces, street and block patterns that reflect differences among citiesthemydhave a
contribution to the time period when the city was built, to geography, to differing
cultures, to city functions or purposes, to design or political philosophies, and to

technological demands, to name some of the more obvious.

Southworth and Owns indicate significant role of street patterns (Figuré) dy stating

that:

XGKS OfFNAGezT 2NASyidlGA2YyS FyR (2L 3INTL

AAIAYATAOlIyif @ &Kimafe ard sede biyptmySbuihtvapth & St F
and Owens, 1993:273)

Fragmented Warped Loops and Lollipops

(Gri?giro%r; Parallel Parallel Lollipops on a Stick

C.
Street
Patterns

x
¥ x x X 4 Fr : x X
L N x x| T4 &4( o 4 i L

Intersections | X ¥ H -+ L T

x X vy t A

X il *
X x|+ 4T o *
R LN b e D v

Lineal Feet of
Streets 20,800 19,000 16,500 15,300 15,600
# of
Blocks 28 19 14 12 8
# of 26 22 14 12 8
Intersections
# of
Access Points 19 10 7 6 4
# of Loops &
Cul-de- Sacs 0 1 2 8 24

Figure2-7: The evolution of street pattern since 1900 (Southworth and Owens, 1993:280)

Southworth and Owens chronologically classify street patterns into five groups
according to planning approaches follogimas: grid iron, fragmented parallel, warped
parallels, loops and lollipops, lollipops on a stick (Southworth and Owens, 1993:279
281)
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Grid iron systemis formed from two series of parallel streets crossing at right
angles to create a pattern of equsiled square or rectangular blocks.

Fragmented Parallel Systeeomposes of long, narrow rectangles anghaped
blocks. The streets, rather than being carried through, tend to be truncated at T
intersections and sometimes make L corners.

Warped Parallel Sgem has a more rural character due to the long, narrow
blocks, T intersections, and L corners of the fragmented parallel pattern warped
into a parallel curvilinear pattern. Although warped parallel system is similar to
the fragmented parallel system in t@s of the degree of connection, route
choices, and access points, the curving streets make user orientation more
confusing in these neighborhoods. However warped parallel pattern is
comparatively more unified and reflects a clearer conceptual basis than th
fragmented parallel approach.

Loops and Lollipopstn this systenthe parallel structure turns into the loops
and culde-sacs that increase auto trips and concentrate them on the few
existing arterials, which result in unprecedented traffic congestiostinets.
Therefore, this pattern is proving undesirable for both the automobile driver
and the pedestrian at the community scale.

Lollipops on a Stick systeris completely different from grid iron system in
terms of limited intersections, route choicegidhaccess points. However in this

system privacy is maximized.
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Table2-2: The advantages and disadvantages of street pattern typdspted from, Southworth

and Owens, 1993)

Y

Ye

Ye

Non-hierarchical (democratic), strong
interconnected, readily expandable
offers the shortest trip lengths and th
largest number of route choices of an
of the patterns

creates the most walkable
neighborhood.

-

Yo

maximizes infrastructure costs

Ye

the long narrow blocks provide optim
frontage for residential building lots

[

Yo

Y

Yo

limits the degree of
interconnection, the choices of
routes through a neighborhood,
and the number of access points
and out.

reveals the diminishing valuef
pedestrian access and growing
interest in longer blocks to provid
more frontage for house lots.
reduced number of access pointg
suggests an emerging trend
toward the selfcontained private
subdivision and a disregard of th¢
connectedness of the publtown

Ya

the pattern seems more unified and
reflects a clearer conceptual basis th
the fragmented parallel approach

the curving streets make user
orientation more confusing

Y2

succeeds in creating quiet streets thg
are relatively safe for children with it
higher percentage of lots on short
streets

[

Yo

7

7

7

creates a nosdirectional pattern
of streets that tend to loop back
on themselves

interconnection is limited to
several through streets not readil
apparent in the plan.

blocks tend to be odéhaped and
frequently penetrated by street
stubs.

increased privacy is accompanie(
by limited route choices and few
access points, and the matlike
pattern is disorienting

Y2

privacy is maximized

Yo
Yo
Ye

Ye

interconnection is very limited.
blocks are few and large.

a repeated parallel pattern of
penetrating street stubs provides
access to block interiors.
intersections, route choices, and
access points are all very limited
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As can be seen in thealblle 22, grid iron system provides easy movement for
pedestrians and vehicular traffics. The systems wititde-sacs and lollipops can
provide the greatest amou of traffic safety, privacy, and area for safe play in
neighborhood scale. However these systems create a very limited connection,
intersections, route choices and access poimsgefly, grid iron system has the most
advantages among other typologiestiwviffering strong interconnections, the shortest

trip lengths and the largest number of route choices in terms of walkability.

2.3.5. Quality of Path

One of the most inhospitable pedestrian paths is the-mdented commercial street
without trees, dominated by several lanes of noisy traffic, polluted air, glaring lights, and
garish signs (Southworth and Lynch, 1974). Such street has generally few or no

designated crosswalks and is much too wide for a pedestrian to cross safely (Southworth

YR [@YyOKEZ MpTtnod d¢KS OKF2GAO0 FNRByYyGII3IS A&

parking lots, and drivd Yy o0 dzaAySaaSaé o{2dzikKg2eéwhlk | yR
which is constantly interrupted by driveways to businesses, is dominated by haphazard
utility poles and boxes, street lights, traffic control signs, hydrants, mail boxes, and
parking meters (Southworth and Lynch, 1974). Therefore, the quality gidtteitself is
essential to walkability (Southworth and Lynch, 1974).

The appropriate use of width, paving, street furniture, lighting are all significant aspects

to enhance the quality of path to set a walkable environmg@able 23).

2.3.5.1.Sidewalk Width

The walkable streets should provide ideal balance on sidewalk width for use and
location of path.Adequate widths of the street should be determined according to
feature and use of area in terms of residential or commercigdath should be at least
wide enough for 2.3 people to pass one another or to walk together in groups (Figure 2
8 and Figure -B), and much wider in very urban situations (Em@g03 and Gassaway

1992 cited in Southworth,2005: 251). FurthermoreDuany et al. (2010: 9.1) identify
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dedgn standards to create a walkable environment, stating that all thoroughfares apart
from rural roads and highways should include place to walk for pedestrians. The

sidewalk width should be:

i atleast 10 feet (equal to 3 mets) in more urban areas,

T 15 to 25 feet (equal to 4,%,5 meers) from building to curb on active retail
streets having outdoor dining

i 5 feet (equal to B metrs), allows two people to walk abreast in more

suburban areas (Duany et al, 2010:9.1).

¢tKS® oHamMnyY dPm0 IR Rare @pplopriate afar AniRre Nsdbciable RS 4 |
LINEYSY Il RSa |f2y3 02dzZ SO Wderked dbdalkXd drovide & LI OS a
to the street more room for people to walk, and for trees and other street facilities, and

also it can create the distinction betweg@edestrian and traffic realms.

Moughtin and Merteng2003:141)mphasize that the ratio of width of street to height

of enclosing buildings is critical for good street design, also they state that;

XGKS yIFENNBg LISRSalGNRKLFYyAIT cRsinwallssslighitlyi NS S G a
higher than street width are most successful for their purpose as well as being

an attractive place.

Pedestrian volumes, the roadside environment, land use setting, traffic characteristics,
adjacent development, the characteristicd pedestrians using the facility, available
funding levels, and local preferences influence the width of sidewalks (Pedestrian &
Streetscape Guide, 2003:94). Besides, the width of the street should be designed
depending on vulnerable groups by adequaiesvalk width that providing pedestrian
flow and activity. Therefore, the minimum width of sidewalks should be 6 feet (equal to
1,8m) to allow two wheelchairs to pass each other (Figur®) APedestrian &

Streetscape Guide, 2003:94).
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Figure2-8: Passing standards for sidew#Redestrian & Streetscape Guide, 2003, Figure 4)
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Figure2-9: Accessiblpassingarea (Pedestrian & Streetscape Guide, 2003, Fig0je 1

34



Figure2-10: Accessiblpassingarea (Burden, 1995: 1)

2.3.5.2.Paving Quality

Moughtin et al (1999: 9693)indicate three main functions of pavements:

T LINPGARS | GaKEFANBLIS NENBSAZNF2LYOS ¢ g KA OK gAf f  C

wheeled and pedestrian, without early disintegration,

9 provide a sense of direction which is to guide and give meaning to the rhythm,

pace and pattern of movement,

9 strengthen the character of place which is determined partly by the materials
used, be they brick, stone slabs, cobbles, concrete or macdhnaghtin et al.,
1999).

For instance, a change of traffic may require a change of flooring material, and where

this chame occurs; careful use of materials offers an opportunity to create a decorative

35



edge (Moughtin et al., 1999: 993). The most common edge between vehicular and
pedestrian traffic is the ubiquitous granite or concrete curb with a drop in pavement
level of 10 to 15 centimeter@ioughtin et al., 1999:9@3).

The treatment of the pavement can vary depending on locatiaral-to-urban areas, or
commercial, residential, business districts, etc). Paving and surfacing materials should be
durable in the longerm, safe for all, increase the accessibility of the public space. The
cost and maintenance also are the most impottariteria on selecting paving and

surface material¢Pedestrian & Streetscape Guide, 2003:82)

The design and construction quality of footways and street surfaces are vital to the
character of an area by providing a context within which the buildingssaes. For
example, the historic street pavements differentiate from general street pavements in
terms of the historical value, character and appearance of streets. Therefore, respecting
local details is fundamental in the process of maintaining and ragjdristoric paving.

On the other hand, the pavement of streets helps accentuate the visual continuity of
street. For instance, the small square paving slabs and block or brick paving reduce the
sense of continuity and lead to the fragmentation of the stszape. Damaged or
inappropriate paving can have an adverse effect on the entire streets@@pglish

Heritage, 2000: 2)They also decrease the walkability of the street for all.

Briefly put, the ideal pedestrian pavement should provide for the cormdod safety of
pedestrians of varied ages and physical abiliti¥alkable path should be continuous,
without gaps and should have a relatively smooth surface without pits, bumps, or other
irregularities that could make walking and wheelchair access diffimu hazardous
(Emery, 2003 and Gassaway, 1992 citeduthworth 2005:251). Successful paving

must be appropriate for its use and accomplish the primary functions of comfort.

2.3.5.3.Street Furniture

The selection and placement of street furniture are the kastors to create walkable
street. Because its placement and selection that should be based on an understanding of

existing and desired patterns of use, will not only help strengthen the quality of sidewalk,
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but also provide sculptural interestCrankshaw 2009:187). The form, location and
surrounding space of the street furniture can create a vital and decorative place in the
city (Moughtin et al., 1999:131).

Street furniture serves for various functions, including a rubbish bin collecting trash, a
benchhelping people to sit down and rest on the street. Khairi (2008: 99) claim that

street furniture:

% should be functionally and aesthetically pleasing;

% must be viewed as elements to strengthen the image of an area/street;

Y% could be developed as subodes or pints where other activities can be
anchored around them;

%4 should be wetdesigned, arrange and with good lighting facilities;

% should also be used as elements of traffic management; i.e., to demarcate

pedestrian walkway with that of vehicular traffic.

Street furniture -benches, newspaper racks, pedestrian information kiosks, bicycle racks,
bus shelters, and pedestrian lightinghould be properly located in urban space,
particularly on sidewalks to create walkable environment. On the sidewalks, they should
0SS 20 GSR 2 yto krsafe aBdfdeNBtwedn2pgdSsians and moving
vehicles (Los Angeles Walkability Checklist, 2008: 9). Street furniture should not be
located on the pedestrian path of travel. Otherwise, it will reduce walkability capagity
constricting the pathway or blocking crossingsnery, 2003 and Gassaway, 1992, cited

in Southworth,2005: 25).

LA typical sidewalk has three zones: the building zone, the path of travel and the curb
zone.Successful streetscape designs accommodate a clear path of travel, typically in the center of
the sidewalk. The curb zone, on the outer edge of the sidewalk,piealy the location of

streetscape amenities (Steiner and Butler, 2007: 286).
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Terrain is another important factor in walkability, especially in cities with snow and ice.
Steep hills, for example, may require steps ewen railings in sections to assist

pedestrians.

The choice of sets of compatible street furniture can contribute to the image of a street,

district or city, and it therefore may contribute to the walkability of public spates.

historic sites, street funiture offers tangible connections to the past and sculptural

potential, so it has great value in streetscape degigrankshaw, 2009: 187). Moughtin

et al (1999:131) claim thatll street furniture should establish, support or strengthen

0KS a3SgRdAA ERIOPED ¢KSE& RSTAYS WwW3ISyAdza f20AQ

GXGKS 3ISyAdza t20ATX A& | YeidiKz2ft23A0Fft LISNA:
new meaning. The genius loci, if we put it in modern terms, is the character of the

site, and the character of the site,iin a town, not only geographical but also
KAald2NROIfX &a20AlLft FyR SaLlsoAartte GKS | Sa
Moughtin et al., 1999:127

The street furniture which is selected according to the character of the city or the place,
or the existing street furniture in historic sites will create an interesting and attractive
streetscape and will encourage people to use the space. This can also increase the

walkability capacity of the urban space.

Above all, to create walkable environment, Baglement for the use of a public entity
should be designed and constructed to provide particularly the accessibility and utility of

individuals with disabilities.

Crankshaw (2009), Duany et al (2010) and ADA (2010) underlines the general principles

of the street furniture in terms of style and placement as follows:

%, evaluate extant historic street furniture for its ability to serve.
% use compatible contemporary elements that should be compatible in scale
and color with existing architectural and landscape features, instead of

reproduction of historic furnishings
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Y

Y

Y

Y

Y

Y

Y

Ys

Ys

transformers, lift stations, utility meters, cable TV boxes, and othehsu
machinery should not be located in the streetscape front, they should locate
out of sight such as rear alleys and midblock parking lots

street furnishing should not obstruct pathways (Figusgl2and Figure-22)
emphasize functionalism in placementtiead of placing furnishings only to
create patterns of design elements

use benches and other seating to create functional seating groups in
downtown parks or other pleasant places to sit

consolidate the location of newspaper boxes, mailboxes, and similar
functional elements on sidewalks wherever possible (Figt#)2

do not allow express delivery service drofis and similar elements to
cause the removal of parking spaces or narrowing of the sidewalk

design and placement of street furniture should ahxe both aesthetic and
safety considerations.

all street furniture, such as telephones, drinking fountains, should be
accessible to and usable by individuals with disabilities

street furniture should be designed and placed according to the Americans
with Disabilities Act (ADA).
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Figure2-12: Pedestrianravelway, clear ofobstructions(Pedestrian & Streetscape Guide, 2003,
Figure 71)
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2.3.5.4.Street Signs

Street signs are a form of graphic design in terms of color, style, communication and
placement. They also contribute to the complexity and variety in ste@gironments. In

a sense, signs neew provide identity (a symbol or logo); to improve traffic flow
(parking, stop, crosswalk and direction signs); to provide information on the direction or
location of activities, and to identify commercial facilitiesn (averall appropriate
context) Rubenstein, 1992: 67 cited Akit, 2004: 38).

Street signs can be classified into two groups: private and public signs. Private signs are
used to advertise businesses and to attract the attention of customers. Public signs,
however, provide the information and rules for the use of the public spaces. Some

directdrivers, others direct pedestrians or help way finding (Crankshaw, 2009: 189).

Private sector signs should contribute to the aesthetics of public space and enhance the
attractivenessof space The attractiveness of public spaces is one of the qualities that
enhance walkability. Following principles on private street signs are used to increase the

attractiveness of streetscape:

%4 Sign design should be compatible with thaque features;

% The scale of signs should be read by both pedestrians and automobile
drivers;

14 Sign characteristics would lead to greater cohesion in the zone include size,
height, distance from the street right of way, quantity of information, and
placemen relative to street trees, light standards, and other features;

%, Sign characteristics should be compatible with the other features of the
street and building, in terms of color, shape and graphic elements;

% In historic sites;

0 Sign bands should be utilizadhere available.
0 Largershopfrontpanels above the first floor windows may be the most

appropriate place for signs on singdory buildings.
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0 The transom location may be appropriate for placing a sign and offers a
generous area.

o Functional fabric awningsare traditional locations for business
identification. Narrowwidth plastic awnings signs are incompatible with
historic buildings;

o Window signs may be more appropriate than a sign that intrudes or
architectural features. Window signs should preservensgarency
(Appleyard, 1981; Southworth, 2005; Crankshaw, 2009; Guideline of
English Heritage, 2000).

As for public sector signs, they should be located on the curb site, if they are to be
placed on the sidewalk. If there is no space on the sidewalkalsispossible to place
these signs onto existing lamp columns, posts or buildings, where appropriate. For
example, street lights and signs can be attached to buildings; other signs can be grouped
on a post or column, and traffic signals can be fixed toplecolumns. Beside such
measures, old signs can be retained to reinforce local character and to create a sense of
historical continuity. Such qualities, like in the case of street furniture, will create an
interesting and attractive streetscape and willoerage people to use the space. This
can also increase the walkability capacity of the urban space. Soménadayg signs are
particularly important for the accessibility and walkability of disadvantage groups.
Unnecessary signs on sidewalks should lmeoneed to reduce clutter and increase the

walkability capacity of the space.

2.3.5.5.StreetLighting

Street lighting is one of the important elements to create walkable street in terms of
quality of path. Especially in a commercial district, street lighting baeral purposes:

to light travel lane, to illuminate and accentuate building surfaces, signs and other
features, to light sidewalks providing pedestrian illumination and to light parking areas,

alleys and public spaces (Crankshaw, 2009: 181).
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Streetlights emphasize the linearity of the street by means tbkir regularity and
location. They form lines, usually of receding poles marked with a fixture on top, that
the eyes grasp and follow (Jacobs, 1995: 299ddition, lighting has an important role
intKkS adNBSGaol IS RSaAdIy FyR ljdZ2 tAGe Ay
GAYQDFNAIFTOAfAGE 2F fAIKGE D

But more important than that, pedestriascaled path lighting can enhance nigime
walking and provide a greater sense of saf&néry, 2003 and Gaaway, 1992, cited in
Southworth, 2005: 251). Thus, adequate lighting can raise the attractiveness of the

street environment and also it makes big contribution to creating walkable environment.

The design of street lighting contributes to the scale of street and pedestrian. Therefore
the style, height and placement of lighting are important factors which contribute to

create identity and connectivity in street environment.

Style

In terms of style, it is important to:

Y% choose or design light poles to illuminate directional or way finding signs,
banners, traffic signals or other fixtures to reduce clutter along sidewalk

% use the historic fixture in manner similar to its original pesps, locations
and quantities, respect local designs in historic areas.

14 select the style of lighting as compatible in scale and color with the existing
streetscape and architectural featurédppleyard, 1981; Southworth, 2005;
Crankshaw, 2009; Guideliné Bnglish Heritage, 2000).

Height and Placement of illumination:

% The height of streetlights should be less than2lbfeet (4,56 meters);

% Lighting levels should be achieved by increasing the number of lights, not
their voltage or height;

% In urban centersand retail areas, street lights should be frequent

approximately 30 feet (9 meters)n support of nighttime activity;
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Y% Light pollution, which could disturb near inhabitants, should be avoided,;

% Street lighting should be considered in conjunction with othght sources,
such as shop fronts and private buildingfppleyard, 1981; Southworth,
2005; Crankshaw, 2009; Guideline of English Heritage, 2000).

Undesirable

#1¢

Desirable

Figure2-13: Pedestrian walkway lightingl{me-Saver Standards for Urban Desigap3 7-10-2 /
7-10-5)

A

Figure2-14: Lighting, ‘ertical distribution overlap (TimB8aver Standards for Urban Design, 2003:
7-10-2 / 7-10-5)
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2.3.5.6.Street Trees

Street trees are natural design elements that can be used to create walkable
environments, to raise the quality of pedestrian areas and to define streetscape. It is
claimed that Emery, 2003 and Gassaway, 1992, citedSwuthworth, 2005:25)

landscape elements, such as planted verges, insulate pedestrian from moving traffic,

protect pedestrians from sun and define the street space (Figtirg)2

Moreover, Appleyard (1981: 40) indicatpssitive features of street trees as follows:
providingshade, making the street more alive by their movement and richness, soothing
to the eyes, purifying the air and increasing the oxygen content, hiding buildings, adding
sense of privacy, let to contact with nature and giving warmth as opposed to the
hardness of cold concrete, cutting down on noise, being able to make the streets look
neat and providing residents with an opportunity to show that they care for them and
creating an identity if they are uniqu®n the other hand, he (1981:40) underlines the
negative features of street trees as: blocking the view, creating maintenance problems,
taking up parking space, creating a potential hiding place for muggers and giving a

feeling of claustrophobia.

Despite these negative features, they considerably contelta the walkability capacity

of urban environment bghading walkways, giving a sense of spatial buffer from street
traffic, providing linear continuity and textural varietyThey can also enable
psychologicatest with their color, as well as by moviagd modulating the light and by
separating pedestrians from machine (cars) with closely and regularly planted on the
curb (Jacobs, 1995: 282).

Street trees should be planted on the curb site to create a clear walking path.
Trees should be planted as deciduous and canopy type to allow for shade in the
summer and sunlight in the winte(Appleyard, 1981; Southworth, 2005;
Crankshaw, 2009; Guideline of English Heritage, 200@yshould be spaced at

a distance equal to the mate crown width to create canopies; and they should
be tall enough at maturity so that the canopy is above shop windows and

awnings (Appleyard, 1981; Southworth, 2005; Crankshaw, 2009; Guideline of
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English Heritage, 200an practice, the most effectivade spacing is from 15 to
25 feet (4,5 to 7,5 meta) (Jacobs1995: 282) However, in the street corners,
trees should be planted after 40 or 50 feet (12 to 15 mgtdo provide auto
safety (i.e. sight distance for safety) (Jacdli®95: 282)

7o *
ettt
0 SRR S

.

FHgure 2-15: Linear continuity and spatial buffer from street traffi€imeSaver Standards fo
Urban Design, 2003:-8-12)

2.3.6. Linkage with Other Transportation Modes

Besides having an internally webnnectedpedestrian network, the accessibility and
convenient links to other modes (such as bus, streetcar, subway, or train) within a
reasonable timalistance is essential to provide the relationship between the larger city
and region (Southworth 2005:251). Duany et al. (20108.2) claim that the
transportation planning initiallyshould be made regarding the lande features to
contribute to the effective and equitable use of all modes by all citizens. Additiorally, t
increase the walkability @acity, the pedestrian network should be connected with all
other transportation modes. In this way, one can travel within a city without any
problem from foot to trolley or subway to train or airplanes without difficulBafbrecht,

1981 cited inSouthwoth, 2005:25).
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Duany et. al.2010:3.2) argue that car should not be prioritized among other modes of

transport, and claiming:

G Xffective transit attracts pedestrians more than drivers, who must shift from one

vehicular mode to anotheiThe path from tle sidewalk to the streetcar, train or bus

Ydzai 6S RANBOG FyR LXSlFalydsz y2a4 | ONRPaa LI
al, 2010 3.5)

To sum up, providing linkage of the pedestrian network with other transportation
modes increases the pedestriant&ity, reduces the need for car use and car parking in
city centersand connectgpedestrians with the major gathering places of the city, such
as the public spaces, statiorsnd busstops. This is essential to create a livable and

walkable environment.
2.3.7. Connectivity of Path Network

When considered walking as a mode of transportation, connectivity of path network

becomes an important component of walkability. The connectivity of path network

refers to the continuous and waethaintained sidewalks. It is ssntial for walkability, as

"interruptions in the path... discourage pedestrian tr&{€althorpe, 1993: 101, cited in

Kolody, 2002). dZNRSY 6HnnnYmp0 RSTFAYSa WO2yySOGADAGE
as,where people live, work, attend school, asbop)by healthy streets and by having

more than one route for pdestrians, bicyclists, and wheelchair users to get to their

destinations.

The Victoria Transport Policy Institute (VTPI), which isiralependent research
organization on transportation pif SY&d> REFIYERAOWDEQ Ay (GSN¥a :

of connections in path or road network and the directness of links;

G X -goihécted road or path network has many short links, numerous
intersections, and minimal deaghds (cuide-sacs). As connectily increases,

travel distances decrease and route options increase, allowing more direct travel
0S06SSY RSalGAYyLl (A 2A¢csEbIEO NISREHIdNE T 41 A YB3 NB ¢
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Connectivity can apply both internally (streets within that area) and externally

(connections with asrials and other neighborhoodsjVTP|2011)

Moreover, connection of path network pvades walking from one place to another
without encountering major obstacles. Also, pedestrian network links key trip origins

and destinations between different routes.

The presence of sidewalks and other pedestrian paths, the continuity of these sidewalk
and paths (i.e., the absence of significant barriers for walkers on these sidewalks and
paths) also determine the connectivity of the path network (Southworth, 2005: 249).
Connectivity of path network can vary according to street pattern types, as pgglai

briefly below:

GXFa LIFGGSNya o0S02YS FAYSNI AN AYSR YR Y
AYFfESNI gAUGK KAIKSNI O2yySOGAGAlGe 2F LI (K
Ftee YSIHadaNB G2 | OQbdart glf{1{Ay3a RAAGEYOS
distarces to various points, it is important to examine the amount of path

choice. Density of path intersections and block sizes can be revealing: a high

density of intersections and small block sizes usually correlates with a high

degree of connectivity. Barnig to pedestrian access such as-a@edsacs and

dead end streets, or busy arterials, railroad or power line rigifiteway, rivers,

2N G2L123IANI LIKAO TSI ( dzNBesacyrdightibe dofnecdd y A YA T S
to provide a continuous bicycle and pedestriarstsyn (Southworth and Ben

Joseph 2003, 2004; cited in Southworth, 2005:249,250).

According to Duany et al. (2010: 9.6), providing clear zones on sidewalks for
walking to minimize pedestrian inconvenience is also essential to create
GO2y Ay d2-dmwini F ¥RSRSBEARSgIf1aéd LY 20$KSNI 4
OFLftSR WLISRSAGNAIY (NI &St 12y8SQ 2N WLI GrF
furnishing zone and frontage zone and it should be kept clear to create a
walkable environment (Figure-6). Furnishing zév o f a2 Ol ff SR W7
WLE FYGAYIQ 2N WwOdNDPQ T2yS0 A& dzaSR (G2 LI

receptacles, and other permanent obstructions from impeding pedestrian flow

48


http://www.vtpi.org/tdm/tdm116.htm

in the walking zone next to it. On the other hand, it should provideinmim

Oft SFNI yOS T2NJ BSKAOfS R22NE (G2 2LISYyd CNRy
the space along the building face. This is the place for temporary obstructions,

such as sidewalk dining and merchandise displays, which are ideally located

under awnngs. Outdoor dining should not be allowed to push pedestrians too

far from adjacent shop windows.

" Bulding
Frontsgn
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Figure2-16: Urbanstreetside zones and shy distance between buildimd) walkway(Pedestrian
and Streetscape Guide, 2003: 107)
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2.3.8. Accessibility

Accessibility is another crucial component that contributes to a walkable environment.

Aad NBfFGISR (G2 aGKS LIKeaAaAolOrt RAYSyaiazy 27F Gt
WEO206a& OmphpY ominAl RSB FIAY Sla YUl (DIOSNIa2A® Lidzof A O
street by intersecting or crossing streets or public waysch (1953, cited iBanerjee

and Southworth, 1995: 68RSTAY S&a G KS IlovD CoStéofi thayemerk oré | & &

communication between activify 2 OF G A 2y aé @

The presence of the ease of movement is also a key factor in terms of accessibility of

path networks. The streets provide the connection between one place to another for
LISRSAGNARI YA 2NJ GSKAOf Saad ! f a2 Istiisksinthédy|{ Tl O
GARSNI YIENJSG YR &2YS LI NUGAOdz I NJ dzaSaé¢ gAGKA
131). Within this defined contextaccess to public transporparking, orientation and

unimpeded movement are the aspsadf accessibility ifure 217) (table 23).

Sidewalk cafes and plazay
encouraged N

Figure2-17: An example of a walkable street and traffic fl§gRef: http://www.pps.org/are-

completestreetsincomplete)
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2.3.8.1.Access to Public Transport

Accessibility of public transport amenities (bus stops, railway station) is another
essential variable of accessibility. Primarily, the walking distance to the public transit

stops or station is important. According 8outhworth(2005:251),"stations need to be

spaced frequently enough to allow pedestrian access for residential and commercial

zones, usually 1/4 1/2 min., or a 1@20 minwalké ® ¢ KS o6dza YR YA Y A 0 dzi
be located in highly visible and convenient arease&se of accessibility, in addition

these stops should include pedestrian shelters to protect pedestrians from all weather
conditions. Moreover, the walkways should be continuous and accessible for all
pedestrians to provide access to public transport padestrians. Another important

point is that, safe access to these places should be provided at any time of the day.

2.3.8.2.Parking

Parking is an important component of accessibility and it is the dominant factor of the
street space. Jacobs (1995: 305) claims geople with automobiles would like to park

as close as possible to their destinations.

Street space lacks enclosure due to the parking and service zone which create
discontinuity on pedestrian movement (Crankshaw, 2009:75). However, this enclosure
and dscontinuity on streets can be reduced by appropriate design of car parking areas.
More specifically, first, the area that provides parking lots should be conducive to

pedestrian movement. In other words, the presence of parking zones can enhanee well

maintained and safe pedestrian areas. Second, dropped curbs or other necessary
features should be provided for better accessibility. By the way, consolidating entrances
and continuing walkways across entrances minimize the negative effects of curb cuts for

driveways and parking lot entrances on pedestrian movement (Crankshaw, 2009:75)

Onstreet parking helps reducing vehicle speeds by narrowing the appearance of streets,
and it creates a buffer zone between the roadway and sidewalk. Also, parked cars can be

Phe 3AOFE 20&AGNHOGA2Y 68iG688y LISRSAGNRAFYE |yR

51



of security. However, in some cases, on street parking causes problems when there is
not enough space for people to safely get out of their cars or walk between carsitAlso,
leads to lack of visibility of pedestrians entering the roadway from between parked cars
(Crankshaw, 2009: 94, Pedestrian & Streetscape Guide, 2003: 111). For this reason, on
street parking should be designed to be set back from intersections andirgyes®

allow pedestrians to see oncoming traffic (Pedestrian & Streetscape Guide,

2003:111,112).

Figure2-18. Onstreet parking as a buffer between street and pedestrian walkviFgdéstrian
and Streetscape Guide, 2003: 111)
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Figure2-19: Onstreet parking and pedestrian walkwayir(le Saver Standards for Urban Design,
2003: 51-9)

2.3.8.3.0rientation

Lynch(1953, cited inBanerjee and Southworth, 1995:1337) argues that orientation
gives the sense of clear relation of the observer with the city and its parts, and it is

largely achieved by:

Y% Directed lines strongly organized lines, with a visible or felt direction,
concerirating transport and intensive uses, from which other points can be
related as from a spine or axis.

% Seguencesalso linear but not necessarily directed: the memory of a sequence
of detail, of which the mind can absorb a vast amount if the sequence is
maintained

% Landmarks isolated objects of peculiar form associated with key locations, and
to which observers can be radially oriented by sight. The power is increased
where the structures are expressive, monumentally or functionally.

% Spaces or areasseverd locations which have key importance and are of

significant form such as spatial, topographical and character of structure.
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Y% Grid systemsygive compass directions and a basis for measure of distance and
location by coordinates.

Y% Diffuse compass orientatioonly, from various effects

% Topographic orientation from the slope and configuration of ground in the city

% Symbolic use of maps, street signs, numbers, shop signs, directional symbols,
etc. They must be as clear, simple and bold as possible and notfiictwith

others.

Besides, Mughtin et al. (1999:14) rematkat as the symbolic dimensions, decoration

such as;

Y% decorative skylines which help individuals to know where they are and how to
get where they want to go,

% the highly decorative street cornevhich acts as landmark,

% the growing intensity and complexity of floorscaping patterns that direct the
foot along the path to journey send,

% the concentration of decorative work on thehopfront which indicates the

entrance points
XL Fea Iy AYLRNIFYyOG NREtS 2y 2NASYyGlFGA2Yy®

In addition, legibility and permeability play a crucial role in accessibility in terms of
orientation. Permeability is the extent to which an environment allows people a choice
of access through it, from place pace (Bendey et gl1985: 12 cited in Kolody2002:

4-5). All trips require people to navigate their way through their community using the
street network. Alsolegibility is the ability to read theeighborhoodand to understand

its layout (Bendeyl985: 42 cited in Kolody2001:4-5). Permeability enables short and
direct route choices for pedestrians so that legible street pattern provides permeability

by means of easily perceived street fg@nh by pedestrians.

Therefore, the components of orientatioare directed lines, sequences, landmarks,

spaces or areas, diffuse, topographic and symbolic dimensions and decoration. They are
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all essential in creating an image for the user and in assisting with the reading and

understanding of the city.
2.3.8.4.Unimpeded Morement

People must be able to move on the street with ease (Jacobs, 1995: 302). Creating
walkable environment is primarily possible by providing ease of movement. This is

possible with;

aXlE O2ylGAydz2dza O2NNAR2NI 2F | Gifaks andt S G NI &
across driveways and roadways, free of abrupt changes in level, within clear width of

at least 60 inches (152.4 cm) and a clear height of at least 80 inches (203.2 cm) and

assures access for all sidewalk travelers, from those who use whaslchgpush
A0NREfEfSNR (2 G(GK2a$8S 6K2 FAYR GKSANI gl é& 6A0K
2003: 82).

Also, accessibility for handicapped can be provided with ramps on the necessary places

of streets (Figure-20) (Jacobs, 1995:303).

A clear widthof passages without obstacles, such as signs, newspaper stands, lights,
benches and trash receptacles, can create walkable streets for people and also people
with disabilities. Moreover, waiting and resting areas along walkways provide welcome

relief to fulfill the accessibility of vulnerable people.
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Figure2-20: Unimpeded movement for everyone (Burden, 1995: 4)

The principles of accessibility to provide more walkable environments are as follows:
(adaptedfrom Appleyard (1981), Jacobs (1995), Guideline of English Heritage (2000),
Pedestrian & Streetscape Guide (2003), Crankshaw (2009), and Duany et al. (2010));

Yo

Ya

Yo

Y

Y

Parking areas should be located close to the public realm and public buildings
Drop-off zonesshould be located close to the primary entrance of buildings.
Curb cuts and ramps should be provided on paths where necessary (Fgdye 2

Site entrances should be well defined and conveniently located in relation to the

site and the building.

Signagesystem should be readable and clear for pedestrians (Figddg 2
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Public facilities (restrooms, phones, drinking fountains) should be located near

entryways and accessible routes.

Overhead shelters or awnings next to buildings should be provided for

protection from extreme weather conditions.

Adequate seating and lighting should be provided, and rest areas should be

provided for pedestrians who must walk long distances.

Benches and other furnishings should not obstruct walkways.

Surfaces should be firm and leveled.

Accessible walkways should be continuous (not dewads).

Transit stops should be located in highly visible and convenient areas.

Figure2-21: Signal placement farnimpeded movement (Burden, 1995: 5)
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Table2-3: The indicators of walkability

I Maintenance and cleanliness of walking paths

T Existence and quality of facilities for blind and athied]
people

I Pedestrian amenities

I Availability of crossings along major roads

i The existence of interesting urban scenes

T Avariety and diversity of landse activities

T The connection of street network to natural elements

I Theconnection of street network to meeting and gather
places

I The connection of street network to places with unig
features and visual interest

T Actual safety
0 Street width and enclosure
o Traffic safety

I Perceived safety

i Grid pattern -the most advantages pattern in terms
walkability

i Culde-sacs and lollipopsg the least advantages pattern
terms of walkability

Sidewalk width
Paving quality
Street furniture
Street signs
Street lighting
Street trees

I Wellconnected pedestrian networks with other tranj
modes
T Wellplanned transportation plan

I Having short links, numerous intersections and min
deadends

T Continuity of sidewalks and othgredestrian paths withoy
significant barriers

i The presence of alternative path choices to go
destinations

i Providing clear zones on sidewalks for walking to mini
pedestrian inconvenience

Access to public transport
Parking

Orientation

Unimpeded movement
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CHAPTER 3

RESEARCH METHOD

This chapter explains the research method of the study based on a case study approach.

The chapter compromises two main sections as research tools related with data
collection and method of y'I f @ AA & NBIAFNRAY3A gl f{loAftAdGEd !
are interrelated mixeduse streets of the historic city center of Mersin are selected as

the case studwreas as briefly explained in chaptera.

The streets were the major commercial streeustil the beginning of the ZDcentury,

YR GKSe& IINB 1y26y la GiKS t2NI {dNBSGasdao [ A
featured by their cosmopolitan commercial, cultural and historic characters. Case study

area containing significant landmarksjck as Latin Catholic Church, Arab Orthodox

/| KdZNOK= ' GF3dNNJ] | 2dzaSs {dzNE2] VYOWdPdlic¢et d YKI
Housg have been essential meeting and socializing places in the historic city center of

Mersin. Despite these characteristicgdestrian and vehicular traffic congestion in both

' N} & yR !PaGFGNN)y {4GNBSGa 3ISYSNIXrdSa | OKIF2G7
vehicular traffic in certain parts of these streets and intersecting roads put particular

difficulties on the pedestrian @ulation. Thus, both streets constitute important cases

to show the significance of the walkability, and therefore, livability of city centers.

'NF¥e FyR !'aFGNN] {GNBSGa airxayAFaoOrydate O2yaN
to maintain their positive urban design characteristics, one of which is their walkability

capacity. Today, many regeneration and conservation projects seek powen the

walkability capacity of historic city centers in order to improve the quality of urban

environment, and to increase the attractiveness of these places for daily users, tourists,
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visitors, investors and developers. Even in some projects, incopasiwalkability of

the historic centers has been considered and pursued as a part ebreitging and

marketing strategies. Assessing the walkability of these public spaces and their

surroundings, thus the livability of the historic city center, wiktréfore provide rich

empirical outcomes to be used for the enhancement of the urban design quality of these

streets and the historic quarter of Mersin. It should be also noted that both streets have

not been subject to any research from this perspective.

This chapter explains the data gathering stages followed by the characterization of zones

of the case study area, and assessment of data indicated in Figure 3

THEORETICAL

CASE STUDY

FRAMEWORK

AN EEENEEEEEEEEEEEEEEEEEEEENENUANEEEEEEEEER

‘ﬁ

“‘

LinkKi
Attractivenesy | Connection Quality _|n A5z Connectivity
Street with other .
and to Safety of ) of Path Accessibility
) Patterns Transportatio
Convenience| | Open Space Path Network
Maodes
EEm
mEn
Deep Literature Desk-based Extensive Direct . .
. . Questionnaires
Review Assesment Survey Observation
— notions of — historical — overall analysis — close-ended
quality of life and development to reveal the — Field questions
walkability main landmarks, investigation —open-ended
—base maps nodes, questions
—indicators of showing the boundaries and —Photographing —cognitive map
walkability features of area spatial relations

Figure3-1: The flowchart indicating themethod of the study.
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3.1.Research Tools

The research followed five data gathering stages to study the walkability capacity of
PGFAOGNN] FYR I NX& {GNBSGa Ay abSshidassygsdmedtK SaS | N

extensive survey, direct observation andegtionnaires.

Literature review the literature review, which includes the relationship of
livability and walkability, was carried out to determine the indicators of

walkability for livable environment and explained in details in Chapter 2.

Deskbased asessment,deskbased assessment is the part of data gathering
that includes three stages of examination. The first stage investigates the
historical development of the case study area and its environs to understand its
characteristics as the spine of hisic city cenér. The second one is the
evaluation of current base maps showing lamsk and the characteristics of
walkability. The last one includes a subjective observation revealing the
walkability indicators relating to urban design principles andydase of the

case study area.

Extensive surveyextensive survey was carried out to examine the case study

area with its environs in a wider context of historic city center. The extensive
adzNSe Ay aSNRBRAY | A&a0§2NR0O OASING T1/25/ySiaqdNJ orda
overall analysis and to reveal the main landmarks, nodes, boundaries and spatial

relations.

Direct observation; to find out the positive and negative factors which

contribute to, or reduce the walkability quality, and to reveal the Enties and

differences between character zones in terms of walkability capacity are
AYOSaGAar SR 08 RANBOG 20aSNDIGA2YE Ay
20aASNDI GA2ya 6SNB OF NNASR 2dzi o0& aS@OSNI

taking photos. Thesurvey and observations helped to analyze pedestrian
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facilities and street elements and provided primary data set on walkability

indicators.

i Questionnaires questionnaires were used to reveal the perception of the
AUNBSGaQ dza SNR @ns ®iHEpErs aid &okking papukatierLJS RS & (0 NJ
employers and employeées The survey includes 64 questions / statements and
responses required less than 20 minutes to maximize responses (Apgendix
There are two types of questions / statements as opeded and se-ended.

Closeended questions are prepared according to the Likert Scale. In addition to
questions, respondents are kindly invited to draw a cognitive map to measure

perception of pedestrians in case study area.

In details, closeended questions ar@assessed according to Likert Scale, rated on four
degrees, scoring aagree partially agree disagreeand no idea In Likert scale, the
respondents are asked to respond to each statement in terms of several degrees
(usually 37 degrees) of agreement orsgigreement that provides with the opportunity

2F O2YLI NARYy3I GKS NBaLRYyRSyGdQa aoO2NB gAGK |
group (Kothari, 2006: 886).

Questionnaires were conducted with user groups from different age, gender, education
andoccupak 2y INR dzLJa Ay 2NRSNJ (2 NBIFIOK @GFNBAYy3A L
identified as the questionnaire respondents; young people betweei34&ears old,

middle-aged people between 359 years old and elderly people who are older than 60

years old.

These age groups are identified according to the walkability capacity of people. It is
possible to assume that the age group between 16 and 34 years old are more active on
the street than other groups. They tend to walk and use the streets more than other age
groups. People between 35 and 59 years old and people older than 60 years old tend to

walk less than the people between 16 and 34.
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number of questionnaires was determindased on the estimated user numbers in the
case study area. In a week day, the number of users was counted for an half an hour in
six different timeintervals of the day. The total number of streets users in a weekday
wasdeterminedaccordingly able 3-1 indicates the number of pedestrians passing from

the street in half an hour and the approximate number of people in time period
determined according to peak and rush hours for the case study area. Especially, the
beginning and ends of working hours and larfareak hours were observed as peak

hours (Figure ).

The approximate number of people using the case study area is 7186 at 07.00 to 22.00,
when the streets are vital and actively used. The study accepted that 479 people
(7186people/15 hours (07.6P2.00)) use the streets per hour. Tk, approximately 15%
(72*100/479) sampling was done by 72 questionnaires.

Table3-1: The counting results in case study and approximate number of people in time periods.

07.0009.00 263 (263 x 4) =105
09.0012.00 120 (120 x 6) =72
12.0013.30 812 (812 x3) =243
13.3017.00 152 (152 x7)=1064
17.0019.00 381 (381 x4) =152
19.0022.00 65 (65x6) =39(

Total: 7186 people

O2y

4bé Aad GKS ydzYoSNI 2F KFfF |y K2dzNJ Ay09:80) OK LISNA 2

includes 4 halfan hour. So, total (average) number of pedestrians is calculafanultiplying the

counting result with 4.
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Figure3-2: Peak and rush hours for pedestrian movements in case study area.

As seen in theable 32 among thaespondents, 44% were young, 43% midaltgd and

13% elderly. Also, to achieve a substantial representation of the respondent groups, the
guestionnaires were conducted with twelve pedestrians from vulnerable groups.
Furthermore, more specifically, the rempdents are composed of various occupations;

shop assistants (11%), shopkeepers (18%), pedestrians (47%), officers (15%) and street

vendors 9%).
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Table3-2: The distribution of respondents according to ggeups, occupation and gender

Female Male Number %

16-34 15 17 32 44%
3559 13 18 31 43%
+60 1 8 9 13%
Total 29 43 72 100%
Shop assistants 6 2 8 11%
Shopkeepers 4 9 13 18%
Pedestrians 14 20 34 47%
Officers 4 7 11 15%

Street vendors 1 5 6 9%
Total 29 43 72 100%

The results of closended questions are examined in SPSS program to provide
information about characteristics of the sample in each zone of the case study area.
Descriptive statistical analyses, cross tables and frequencies, were conducted in SPSS
version11.01 to evaluate answers of questionnaire for each zone as a spatial statistical
evaluation. The details of the questions in the questionnaire are explained in the

following section regarding the indicators of walkability.

At that point, it is necessarip note that, in addition to closended questions, which

LINE A RS OK2A0Sa 2F FyasgSNaR (G2 (GKS NBAaALRYyRSY
WRAAIFIANBSRQ | YR W¥mledhueSionQwhich lét th&SrbsBondeMisio 2 LISy

claim their opinions vih their own words. Especially, the opinions of respondents about
pedestrian zones, the width of streets and traffic congestions were asked with the
questions 10, 14 and 15 (Appendix0) > & dzOK & &2 KF 4G LI NI 2F
designed as pedestridn2 y SK ¢ @

Furthermore, at the end of the questionnaire, the respondents are kindly requested to
RN} ¢ I O23yAGAGS YILI 2F !'GFGNN] FYyR | NI @

about the case study area. Especially, their foci, landmarks, nodess,zedges and
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paths, as defined by Lynch (1960), are investigated to understand their perception. Such
examples of cognitive maps obtained through questionnaires are presented in

AppendixB.

Cognitive maps are used to understand the spatial cognition a¥igwhls; in other

g2NRas Kz2g LI IFOSa NB NN}y3aISR Ay LIS2Lf S$Qa
environment, to estimate distances, to recognize route cues, to able to make and read

maps, and generally to understand the relative location in spacB &fF FSNBy i LI I OF
(Gifford, 1987: 32). Cognitive maps are used to understand how far a space is legible in
LIS2L) $SQ&4 YAYR® ¢Kdzas fS3IAoAtAde sKAOK YStya
NBO23IyAT SR YR 2NHIYAT SR 0@& ofddgpitich Géfordh & | £ & 2

1987: 33). It is very important while assessing the walkability capacity of urban spaces.

3.2.Method of Analysis Regarding Walkability Indicators

The walkability indicators, explained in detail in Chapter 2, and used for the study of
wktlFoAftAGe OF LI OA (& 2 Fattraclivieneds MAd cdnuérience, NI & {
connection to open space, safety, street patterns, quality of path, linkage with other

transportation modes, connectivity of path network and accessibility

This sectiorexplains in detail each walkability indicator and the research tools that were

used to understand it, while analyzing the case study area.

- Attractiveness and conveniencéittractive and convenient street network makes the
streets more walkable by invity pedestrians to the street. According to literature

review:

14 the existence and good quality of pedestrian amenities and facilities for all
pedestrians, but particularly for vulnerable groups,

% the regular maintenance and cleanliness of walking paths,

% planting, the existence of interesting urban scene and transparency of well

maintained shop fronts,
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Y% the variety and diversity of landse activities and events, making the public
space attractive, and

% the availability of crossings along major roads.

X S y'ricé the attractiveness of the streets. For the assessment of this indicator, the

related questions in the questionnaire presented tiable 33 and research tools

indicated in &ble 3-8 are used. It is important to note thathe deanlinessof walking

paths¢ Ad | GINARFIotS 2F y20 2yfte& WHGGNI OGA@SyS:
YR WIFOldzrt alFrfFSieQ AYyRAOFGI2NERP ¢KSNBF2NBZ
GlidaZtAGe 2F LI GKE yR al OGdzrt al FSdee¢o

Moreover, the questions related to the part @hvailability of crossings along major
NREIFIR&a¢ FINB 2yfe FalSR Ay I Nre& {GNBSG 1T2ySa

pedestrianized area that naturally accommodates no pedestrian crossings.

Table3-3: Attractiveness and convenience

Maintenanceand |- ! N} & | y R ! (1 ( N Njidwélnaidabed StreetsN
cleanliness of
walking paths

- There are enough arrangements and facilities for blind and
disabled people

- Bumps, traffic lights and pedestrian crossings are designed
taking intoconsideration of disabilities.

Existence and qualit
of facilities for blind
and disabled people

Pedestrian amenitie|” There are enough sheltering provided by building canopies f
(coverage benchesv pedestrians to be protected from sun light, rain, snow and wing
ge, |- There are enough benches and rest plalmepedestrians along

public toilets) N} e FyR !'aFGNNY] {GNBSGA

- There are sufficient street crossing along Uray Street

Availability of - The street crossings along Uray Street are-siéllated
crossings along - The street crossings along Uray Streetlamated on easily
major roads accessible places

- The street crossings along Uray Street are easily visible
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Table 33: continued

The existence of |- Where are the focal points and interesting places of Uray an
interesting urban 'OFGONN] {GNBSGaK

scene

PR, -¢KS QOFNASGE 2F FOGAQAGASE 2
diversity of landuse LIS2 L) SQ&a AYyuSNBlau

activities

- Connection to open spaceThe existencef natural elements, meeting and gathering

places, unigue features and visual interest and their physical connections with Uray and
PGFrGNNY] {GNBSGa NB GKS YSIFada2NBa (2 dzyRSNA
and the case study area. Table8 3reseach tools table) summarizes the issues to be

examined and the research tools under this indicator.

- Safety: Livable and walkable urban space requires safety of pedestrians. Safety of
AGNBSGa Aa FylFftelT SR Ay (é2 LING &{TG NG I da X R (&l
enclosure and traffic safety (with the help of traffic calming measures) are the measures
2F WL Oldzk t &l FSGéeQd hy GKS 20KSNJ KFyRs | Ot
AdNBSATE YOSy yR (GKS dzal 39S2APSRdzET BEYI 2D Ol NB
presents the questions and statements related to safety in the questionnaire. The

research tools and elements dfeet pattern are indicates inable 38.

The questions and statements in the questionnaire related to dbteeet width and
SyOft 2adaNBET
% Uray Street is wide enough for both vehicular and pedestrian traffic
% 52 @2dz GKAY{1X a2YS LINIa 2F ! Nre {iGNBSiQ
parts?
% Do you think, some part/s of Uray Street should be pedestrianized? Which
parts?
XINB 2yfeé FalSR Ay ! Nré& {dNBSG awvmz %HéX 0SSO

and does not have any specific sidewalk.
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relatedtodi NI FFAO HRT S HY SR N2 NhgZAT & { iNBSO a¥wm

% ltis difficult to cross the street for me in Uray Street
% Crosswalks are safe for old people, disabled people, children and parents with

young children in Uray Street

Table3-4: Safety

- Uray Street is wide enough for both vehicular and pedestriar,
traffic
-2 KAOK LI NIika 2F | Nlyduwalydasier i
and more comfortably
- Street = P o < «
- -2 KAOK LI NIka 2F | Nre |yR !'Q
width and | ...
enclosure difficult and uncomfortably A )
-52 @ée2dz UKAY1Z az2yYysS LI Nua 27
widened? Which parts?
- Do you think, some part/s of Uray Street shohkl
éc’;ual pedestrianized? Which parts?
afety
- The vehicular traffic disturbs the pedestrian movement
- Car drivers should drive slower
- Itis difficult to cross the street for me in Uray Street
. - Crosswalks are safe for old people, disabled people, childre
- Traffic . . .
safety parents with young children in Uray Street
- Pedestrian ways are safe for old people, disabled people,
OKAf RNBY IyR LI NByilia gAlK &2
Streets
- Onstreet carparking disturbs the pedestrian movement

- Itis a noisy street

- Noise is resulted from car traffic
Perceived Safety |- Facilities open until late night (restaurants, cafes, bars, night
clubs etc) make the street safer at night

- It will be a much safer streettifiere are more residential uses

- Street pattern: Street pattern is examined by the questions and statements in the
j dzSadA2yyYFANSE yR aA0GNBSG LI GGSNY YFELI 2F | NI
Table 35 presents the related questions with street pattern in questionnaire to be

answered. The resedndools and elements otieet pattern are indicated inable 38.
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Table3-5: Street Pattern

It is easy and comfortable to walk along the avenue

It is an easily accessible avenue from other places by walkin
Vehicular traffic on the street is a problem for pedestrians to
FOO0Saa G2 RAFTFSNByd LI NIia 27
- Vehicula traffic on the parallel streets is a problem for
LISRSadGNRFya G2 0O0O0Saa G2 ! NI

Grid pattern
Culde-sacsand
lollipops

- Quality of path:

Ideal sidewalk width, quality of pavement, right location and sufficient number of street

furniture, the placement of street signstreet trees and street lightning are the
YSIFadaNBa 2F WldzZ tAdeée 2F LI GKQP C2NJ GKS | aaSs:
and statemets to be answered are shown ialile 36 and the otfer research tools are

shown in able 38.

Table3-6: Quality of Path

Sidewalk width - Sidewalks are wide enough for pedestrians

- There is no interruption for pedestrians along sidewalks

- The pavement slabs are wddlid out and do not disturb
pedestrian movement

Paving quality - Level variations along the sidewalks pavement (ramps, etc)
adequately safe for pedestrians

- Pavement slabs along tha&lswalks are not deformed or broke
- There is no unusual obstacle for pedestrians along the sidey|
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Table 36: continued

- Street furnitureprovided along the street is sufficient
Street furniture - The location of street furniture obscure the pedestrian
movement

- Store signs on the streets aesthetically disturb pedestrians

SUESIIE - Traffic signs on the streets are sufficient

- Itis a wellit street at night

- Itis a safe street at night

- Cumbhuriyet Square is a wditl square at night
- Cumbhuriyet Square is safe at night

- Ulu BazaarSquare is a wellt square at night
- Ulu BazaarSquare is safe at night

Street lighting

- Street trees disturb pedestrian movement

Street trees - The flower pots on streets disturb pedestrian movement

- The linkage with other transportation modesThis indicator helps us to examine
whether the pedestrian network is wedbnnected with other transportation modes and
GKSUKSNI GKS GNIyaLR2NIFdGA2yYy Lpfatngd. 2F | NI & | yR

These questions are answered by examining the stops aibiss of the public transit
modes and their availability and accessibility to pedestrians. The transportation plan of

the case study areas is also studied to answeséhquestions in spatial basalfte 38).

- Connectivity of Path NetworkThere are far issues to be examined regarding this

indicator: i)alternative path choices, ii) short links, numerous intersections and minimal

dead ends, iii) continuity of pedestrian network and other pedestrian paths without

significant barriers, and iv) providingear zones on sidewalks for walking to minimize

pedestrian inconvenience. The first two measures are examined through the map
Fyrfearad ¢KS fFOGGSNI Gg2 YSIadNBaltyodBS | £ NBI |

LI 6 KQ> | aableB®RAOF GSR Ay
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- Accessibility: Access to public transport, parking, orientation and unimpeded
Y208SYSyid FNB (GKS YSI adNBa G2 SEFYAYS (KS
Access to public transport is investigated by deaked assessment, extensive survey

and photogrphing. The assessment of parking isdmahrough the questionnaires

(table 37) and intensive survey, diredbservation and photographingale 38). In
2NRSNJ 2 Fylrftel S GKS 2NASydlrdGdAzy 2F | NI @

landmarks, tle informants are asked to draw cognitive (mental) maps on Uray and

O

Ly

PGFGNN] {GNBSGaod CAylftfes dzyAYLISRSR- Y2@SYSy
YSIadaNBa 2F GGUNYOGAGBGSySaa |yR 02y@SyiSyoSs
facilities for blind and disaBlR LJS2 LX S Al YR ¥BIgRGAGHMable & AYyRA

3-3.

Table3-7: Accessibility

Parking - Onstreet carparksdisturbs pedestrian movement

Orientation (direct
lines, sequences,
landmarks, spaces (
areas, diffuse,
topographic and
symbolic dimension;
and decoration)

- Cognitive maps through the following question:

ttSFAS RNI g | YI LI 2 Bhoyimglit I V]
connected streets with lines and memorable buildings with nod

Unimpeded 9EIFIYAYSR 6AGK GKS | dzS
movement F2NJoftAYR YR RA&lOf

As mentioned above, literatureeview, deskbased assessment, extensive survey and
direct observations are used as the research tools, in addition to the questionnaires.
These research tools are presented together within the context of variatlvalkability

indicators in able 38.
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Table3-8: Research Tools

Research Tools

Direct
Observations

Literature Review
Deskbased
Assessment
Extensive Survey
Investigation
Photographing
Questionnaires

Field

Maintenance and
cleanliness of walking +
paths

+
+

Existence and quality ¢
facilities for blind and + + +
disabled people

Pedestrian amenities
(coverage, benches, + + +
public toilets)

Availability of crossing

_ + + +
along major roads

The existence of + + + +
interesting urban sceng

A variety and diversity, + + + +

of land-use activities

The connection of
street network to + + + +
natural elements

The connection of
street network to
meeting and gathering
places

The connection of
street network to
places with unique + + + +
features and visual
interest
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Table 38: continued

Research Tools
Direct
Observations
& 9
2 > o> %
E - (/:) c £ q=)
S 9 = @
o | 2| 2 2| & =
= S a ‘@ = o) o
s | 9 S | o8| 8 7
2 3 9 = o > 2 =
= 0 < 1 L £ o 0
Street
width and + + + + + +
Actual enclosure
Safety p
Traffic + + + + + +
Safety
Perceived Safety + + +
Grid Pattern . + + + N
Culde-sacs and lollipop
Sidewalk width + + + +
Paving quality + + + + +
Street furniture + + + + +
Street signs + + + + +
Street lightning + + + +
Street trees + + + + +
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Table 38: continued

Research Tools

Direct

= > Observations
) (0]
S 2 3
D - > c £ =
14 - € ] o = ©
© o 9 ) = o c
= 0n £ > © © =
= © 0 G 2 o .8
= o o0 — o) e}
= X o S s 8 =1 a
[} 7] = = 0 o Q
= D v =< Q > = =]
3 A < LL L £ 0o o (04

Wellconnected

pedestrian network withf  + + + +

other transit modes

Wellplanned

P + +

transportation plan

- Having short links,
numerous intersections
and minimal deaeknds + + + +
- The presence of
alternative path choiceg

- Continuity of sidewalk
and other paths withour
significant barriers + +
- Providing clear zones
on sidewalks for walkin

Access to public

transport + + + + +
Parking + + +
Orientation + + + +
Unimpeded movement| + + + +
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CHAPTER 4

L w ! b5 1 ¢! ¢«wY {¢w99¢{ Lb aow{"

This chapter studies the historical development of Mersin, morphological development

of the historic city center and historical development of the case study area in details to
RSGSNX¥AYS Odz2NNByid AaadzSa +FyR Reyl YWadda Ay | N
negatively affect the quality of life in terms of walkability. The first section evaluates
sociceconomical dynamics, commercial activities and transportation networks as the

factors effecting development of Mersin as a Mediterranean Port City. Alftat, it

investigates the historical development of Mersin regarding urban planning activities to

get overall information about macroform of the city. The second section explains the
morphological development of the historic city center to understand ietugosition of

'NF & FyR PaGlFGNN] {d0NBSlha 6AOGKAY GKS KAAG2NJI
discusses the recent issues about the central business district (CBD) of the city within the

context of commercial dynamics in Mersiithen, the third sedbn examines the
KAal2NAROFIt RS@OSt2LIYSYyd 2F ! N @& FyR !'{F NN
and networks in city center to analyze different dimensions of case study area. After

that, the general features of the case study site are summarized bietter

understanding. The fourth section investigates the essential characteristics of the case

study area and its environs. Finally, it briefly explains the reasons to choose case study

area within the context of Mersin historic city center.
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4.1 HistoricalDevelopment of Mersin as a Mediterranean Port City

4.1.1. Sociceconomical Development

Mersin, which has been an important trade city in Turkey, emerged in the 19th century,
when new world economy and urban dynamics caused significant impacts on the port

cites) YR Kl & 0SSy NILARfE& AydS3aINIGSR Ayid2 (GKS
HannY cdpX {StOA «YENI HAATY HycOO®

The city has many similarities with the Middle Eastern port cities that have been
developed in the same period. Because, similar to AldstanBeirut, Hayfa, Sayda and

many other port cities in Eastern Mediterranean coasts, Mersin has been a focal point

by means of the capitalist economy and historic events that caused increasing
O2YYSNODAIE OGABAGE O6{StBA «yYENI HAATY HccOO

Similaly, socb-spatial characteristics of the Eastern Mediterranean port cities like the
forms of residential districts, religious buildings, schools and domestic architecture could
be followed in Mersin as the outcomesafsmopolitan culture (Beyhan ané€ dzi 2: H n n
105).

Transportation networks are the most essential factor causing development of Mersin as

a crucial port in history. In the fcentury, Tarsus (Berdan) River sediment had made

0KS LR2NI 2F ¢l NAdzA AYLRaaArotS (2lostdieSed ! FiS|
function of the port, Mersin has been developg®2 N3 6! RP&8S1 S B ! RP&S !
«YENZ HAATO® ¢KS LIASNI 2F aSNBAY KIFa 0SSy (KS
being a place frequently mentioned by the Consuls (2806: 32citeR Ay { St OA «yf
2009: 7).
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- MITTELMEER

Figure4-1: Displacemenotf the port fromTarsus (Rhegma Lake) to MerdRother, 1971:67, cited
inSek Yt N YR «yYfNZ HandgY mMcO

In summary, Mersin has been emerged as an Ead#tediterranean port city by means
2F OKIFy3aAy3d NBRES YR TFdzyOliAzya 2F ¢ Nhdza A
geographical conditions, economic dynamics and transportation facilities have enhanced

significant position of Mersin.

{ St @A « yehuherates reasan$ of development of Mersin as: increasing cotton

LINE RdzOGA2Y Ay  4dz] dzZN2 RdzS (G2 ' YSNAOLY [ ]
Mediterranean cities and near environment to Mersin, use of timbers from the Taurus

Mountains to build the Suez Cdrand railway construction in the second half of thé"19

century.

Especially, Mersin has been rapidly developed as a crucial port city by cotton production

AY 4dzl dNB O YR NBEFGSR GN}yaLRNLlGA2y ySis
capacity and transportation facilities caused increasing population. In that dyerio

maritime trade agencies were established. Then, the Consuls of many countries had

been moved from Tarsus to Mersin (Durak, 2006: 60). As a result ofesmmmomic
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development, Mersin gained a cosmopolitan seeamnomic structure, where especially

non-Muslims preferred to live in the center.

Aforementioned transportation facilities are the macadam road between Meksiana
constructed in 1873, the railway between Merghdana constructed in 1886 and the
road between MersiSiliftkeMut-Karaman construed in the beginning of the 30
century. The railway had significant effects on the saw@onomic and spatial
development of Mersin by increasing accessibility. Therefore, Mersin became an
essential center for not only maritime trade but also commercghtions with near

environment and the soutleastern Anatolia.

In Mersin, the industrialization period started with the spinning factory, which was
opened in 1888, and the soap factory, which was established in 18&2y# 2004:
338). So, the industrigdroduction started in Mersin where only transit commodities had

been traded by the port.

As a result of aforementioned development, the population of Mersin increased. At the

end of the 19 century, there were seven neighborhoodd azkiyéKiremithane)

Medrese (HamidiyeX 4 | MR I K dd@stiyan, Frenk(Yeni) and Cami Kebir
neighborhoods Ay aSNEAY 0! RP8S{1S FyR ! RPe8S{1S> wHwnnn
Mersin included Muslim, who came from near environs, Rums (Turkish Greeks),
Armenians, Christian Apa from Syria, Marunis (Catholic Arabs), Jewish, Frenks and

traders who came from Cyprus, Crete and Rhodes (Yorulmaz, 2002: 6). The macroform

of the City was determined by these neighborhoods settled around the port and railway

station.
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Figure4-2: Neighborhoods in Mersifi (S f @ A200z:329 N

The development through western axes continued in thé" 2@ntury. Because of

climatic conditions, the street pattern of Mersin was developed in the nedtth

direction; i.e., from mountains to sea, to let to air streams. However, the recent

L FyyAy3 2Nl & yR RS@St2LISyda AIy2NB (K
| RP8S1SS wnnanyY 1 doP

(s}
QX

Migration is the most essential factor affecting on the recspatial character or the
macroform of the city. After the Turkish War of Independence, Rums migrated from
Mersin and Turks from Thessaloniki and Crete moved to, and settled around Mersin that

Ad UdaNYyAYy3 LRAYUG Ay (GKS $ROARPE §{ 8HzOH dzZNBY 2 F o

Enforced migrations from Soutastern and Eastern Anatolia regions have increased
the population of the city, bringing along squatter housing in the east and northeast of

the City. Ongoing migration especially causes economicablgms in Mersin.
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Economical segregations cause spatial segregations in the cithighidncome groups
have moved to northern and western boundaries, while domome groups have settled
4G GKS y2NIKSFadGdSNYy FyR SIadg3np. 02dzyRFENASa 2

Modern port of Mersin has been operated since 1961 and lag@e industries in the
road of MersinTarsusAdana let to increasing number of commercial units and offices
(Develi, 2001 177). The most essential effect of the port is that, the laratf port
supports eastvest development axes. In addition, Uray Street, which had facades to
coastline till the 1930s, today is located approximately five hundred meters far away
from the coastline because of fillings along coastline, where a boulepartts and
recreational areas were constructed. Therefore, coherence and integrity between sea

and city had been lost in the historic city center.

As a result, the sea is the most significant factor on the establishment of Mersin and
development of Mersin & a metropolitan city from a coastal town. Mersin, has 150

@SINE KAal2NBY fSG& GKS NBIA2Y 2F 4dzl dzNR B
Mersin has developed with essential economic, social and spatial transformations since

the second half of the9" century. The macroform of the city has formed around a

single center of growth and development. Therefore, Uray Street that was commercial

center during the establishment of Mersin and it is still the heart of the CBD of Mersin.

In the next sectionthe spatial development of Mersin is evaluated by means of urban

planning studies in details.

4.1.2. Historical Development of Mersin in terms of Urban Planning Studies

¢CKS KAAUZ2NAROIfT RS@GSt2LIVSyld 2F aSNRAYQA YI ONP
periods. Ebniye Nizamnamelérig KA OK gl a LINARYIFI NAf& AYLId SYSyas

690y AeS bAweretegllatiché detednified by the Ottoman Empire to control urban

development.
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ngpX KIR 06SSy AYLXSYSYyiGdSR Ay | f£f199%5A20)A Sa | Fi
underline that the development of Mersin during unplanned period would be formed by

these rgulations.

In these regulations that especially includes terms about roads, gridiron structured

dzNb Iy RS@GSt2LIYSyd 61 & FAYSR 0! {oedNrs mpymT
Therefore, the spatial form / urban pattern of Mersin was developed on aigd

street patterninthe 190Sy 1 dzZNB 6 «yt NI wnanncdY ono o

In 1938, the first plan of Mersin was prepared by Herman Jansen. At that period, the
conservation of urban context and controlled development were the matters, on which

Jansen was expected to addréssc Y f NI HanndY oHOP® WIHYaSy ol a Ay
@S DINRSYy /AGe LIXIFYyyAy3d FLILINRFOKSa o¢l yl dzizx
the historical and natural values and integrating them into to urban life were essential

features of hese appe | OKSa 0 «y f BB Jamsenm " urderliBed two

significant characteristics of Mersin: the port which could empower the city by
O2YYSNDAIE FTOUADGAGASEAY YR (GoSstabh SEHe s KbOKE B
2009: 33).

¢KS | NBI &8 BwebtSayid Effenld a N FSiréain were formed by the

decisions of Jansen Plan. However, the plan could not respond to the rapidly increasing

urban population and urban development. Nevertheless, the vision of Jansen Plan which
envisaged the developmén 2 F G O2VYY IOBAOX ( 8GA GRYR @i KS NB
0SGsSSy aSr FyR OA(&¢ YR ¢l a SyKIFIyOSR o8
Mersin to gain an identity and the plan stands a significant position in urban
RSOSt2LIYSyd yR LXFYYAy3a KAAU2NE O6«ytNZX HAanT
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Figure4-3: JansenPlanm oy O« Yyt NI HAATY nHOO

The plan prepared by the Bank of Provinée¥ f f S Ndvastheyfiistlcaniprehensive

LX Iy 2F GKS OAdGed ¢KS LXIFYy LINRPLRASR | 6Sads
Atai NNJ {dNBSGaoe Ly GKAA LIXIYysS GKS YI ONRTF2NY
including residential districts with decreasing density from the city center to the

LISNA LIKSNRSa O0«yfNX HnnyY wmnandgO daffdctivgtie LI |y RS
macroform of Mersin: first, the functions relating with the Port, and second, Ring Road

around the city. The location of the port determined the lamgk decisions about

industrial activities, warehouses and ldwy O2 YS 3INRdzLJA 61 A&l NI PSS mdy

In addition, the plan decreed the transformation of arable area in the west of center into
residential districts. So, the city was developed as a lif@an. On the other hand, in

the built up areas of city, especially in historic city center, density isegaccording to

terms of regulations. Because the Regulations caused increases in building heights,
parallel to the widKk 2 F aiGNBSda 061030X Nherefowen they dpatiah n n =
development in Mersin historic city center has been decreed by the régotainstead

of development and regeneration plans since 1963. Moreover, there were

approximately 240 applications for the modification in plans between 1963 and 1980
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(The Municipality of Mersin, 1980: 36). The applicability of the plan is moderatelgdow

followed from the applications including modifications.

MERSIN
imar plam

Figure4-4Y ¢ KS LI Iy LINBLI NBR o0& (KIS cedzNIZ 2Md yt MRMITApYSO SGL
«YtNZ HAnndoY oco

The plan that prepared by theaBk of Provinces was revised in 1976, but revised

decisions could not control urban development. In 1980, the Ministry of Urban
Development and the Municipality of Mersin -operated to prepare urban
SYGANRYYSyYyilGltf RS@St2LYSyimhaytd yOMYS RukMyp dlnanal N
31). The plan aimed to block easest linear development and let to development

through northern site of Mersin. Moreover, enhancement of relation with sea and
development of the second business district at the west of Ef&tnam were the main

objectives of the Plan. However, that plan could not control or guide the rapid
urbanization dynamics of Mersin, either. The population in 1983 exceeded the
projections of the 2000s in relation with Freene Area which was establisheext to

GKS t NWNE gy = OAG3B)R Ay | A&k NIPI mMpyyyY

The Act No: 3194 (Urban Development Law / 1985) gave the authority of planning from

the central government to local authorities. After that, in Mersin, there have been so
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much partial planningactivities, but that partial plans could not established a wider
context and comprehensiie LILINR | OK T2 NJ aBN&BAY O0«yYf NI HanTyY

As a result, most of the Plans prepared for Mersin could not sufficiently consider the
characteristics of the city and alml not predict the development tendencies and

differences in localities. During the planned period, the changes in Mersin adversely

affected the identity of city and deteriorate the chateE NA a G A Oa 2F aSNBAY ¢
41).

Lastly, 1/25.000 scaled Mast@lan that prepared by the Metropolitan Municipality of
Mersin in 2008 aimed to relieve pressure on the CBD and develop the Center as an
Eastern Development Corridor towards the Port. In addition, the plan envisages the
revitalization of historic city cdar, focusing on Uray Street. However, currently, there is

no implemented project on the historic city center.

In this section, the historic development of Mersin has been investigated as a imacro
space analysis including main transportation networks, @iyter, industrial activities,
the development of port and residential districts to evaluate recent dynamics and issues
in case study area in a wider context of city. The next section examines the
morphological development of the historic city center ofeidin to get detailed

information about the case study area.
4.2 Morphological Development of Historic City Center

This section examines the morphological development of historic city center is by
investigating the landise transformation by means of spatilB F SNBy O0S&- F yR | &
{LI OS !yIrfearaédd LY 20KSNJI g2NRAX 6KAES Ay@S
the most essential commercial focuses of Mersin from its establishment, evaluating the
development of historic city center would determine currethtnamics. As mentioned

above, the Port and pontelated commercial activities have significant effects on the

establishment and development of Mersin.
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In the 19" century, modernization changed the production of raw materials, market

relations and maritire trade systems in Mediterranean BasBelvi« Y f N | YR «yf NZX
2009: 76). As seen in many Middle Eastern port cities, a second commercial focus or city
OSYGSN) O2dz R y2i 0SS RSOUSt2LISR Ay aSNBAY of{Sf
of the city, Uray Seet and related focuseD NYNN] aS@RIFIYyP 0¢KS {ljdzr N
YR , 2€dz2NI t 1 NP -@reake8 a tridndularlndétwok . Tomnerdidl dzNJIi 0
network was developed near the sea and the related piers, and so another city center

faraway fromthese®2 dzf R y203 06S RSOSft2LISR Ay aSNEAY 0/{

The piers were the essential aspects influencing the city center development. In the

second half of the 19th century, Mersin became one of the most important ports of

Eastern Mediterranean; so mamyers were constructed in various locatior8e(vi« y f N

YR «YfNZI HAandY Tcoud ¢KSNB | NB RSHhdPief SR | YR
of Custond 4 GKS YIAYy &ljdz $BnePi@@ RS TORYES 2¢F o¢ |
(Stone Khanand5 S Y A NB 2 f dhe PiarofSRaibvydt thed end of railway (Selvi

«YENZ HAATY Mo wmMnnod tS2LFS FNBY G NBAY3T
locations parallel to sea from the Railway Station till to the building of Custom for their

commercial agvities (Mersin Yerel Tarih Grubu, 2001: 6).

The city had been developed between the easst direction, on Uray Street, and the

southnorth direction from the sea through the mountains (on Hastane Street). In the
Mponas 4F1YEF]l {GNBNY PRIUSNMANES R yiIRK S9 TNByHS o
determined the western boundary of city. The neighborhood knowGasi SNA ¥ G KIF G A 2
one of the oldest districts was the core of the city, and all commercial buildings and

structures were built in this neighborhoodhdre were not only commercial buildings,

like Khans, Banks, Piers or Stores, but also administrative buildings, and the buildings

with other functions, such as the Government House, Churches Mosques and residential

0dzZAf RAY3& 0, SYAOSKANI A2EfdzZ HAannY MymoO®

WEYAasSy tfry RSUSNNFAYSR (KS KA 2NADA (BASISE /S
proposed the conservation of its characteristics. However, the plan of the Bank of

Provinces (1963) did not intervene to the historic city center and developed some
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guideines to control the development activities. Therefore, the development of historic
city center had been controlled in terms of general regulations. After 1963, when
general principles of regulations were in force, the height of buildings and general

density were increased more and more.

As mentioned above, the center of Mersin had been developed parallel to Uray Street

between 1930 and 1960. However, the commercial activities in Uray Street, where the

first trading activities began, had expanded towardsdHal yS Ty R 41 1Yl 1 {1
LISNLISY RAOdzE F NJ 2 ! N} & {dNBSG FyR {AfATIS Ly
defined context, commercial activities in historic city center of Mersin developed along

the main streets. Figure-8 indicate the developmenof the macroform, historic city

center and transportation networks.

Some major landmarks which used to complement the identity of Mersin, such as
'TF1KFYyZ DNYNN Tamjwesé ldembBlishied/aRer theSpjai of the Bank of
Provinces. At the samiime, new highNA &S o6dzA f RAy3ax €t A1S , Fol i
were built in the historic city center. Therefore, the significant characteristics of historic
city center based on human scale and spatially coherent silhouette were disrupted by
hightiseRS @St 2 LIYSy(ta O0«ytNX HAanyY MAMHO ®

Since the earh2000s, commercial activities along the main streets have been expanded
into whole building lots. Today, the historic city center around Uray Street and its near
environment still conserve its unique charagstics, but lost its dynamics and
commercial potential. Changing consumption habits, huge scale store investments and
shopping malls have caused deterioration process in historic city center. Especially,
Forum Shopping Mall (2007) at the west of old ditst known as Pozcu Neighborhood
and recently opened Marina Shopping Mall have negatively affected commercial

potential in historic city center.
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b.1960s

Figure4-5: Historical development dflersin and the CBD between 1930 and the 1960s (prepared
by Z.Belgeusing 1/25.000 scaled recent base nfegm, base maps and reports prepared by the
Municipality for planning activities from the archive of the Center for Mediterranean Urban

Studies, Mesgin University)
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d.2000

Figure 4-6: Historical development of Mersin and the CBD between the 1960s and the 2000s
(prepared by Z.S.Belge using 1/25.000 scaled recent base map from, base magpatsl
prepared by the Municipality for planning activities from the archive of the Center for

Mediterranean Urban Studies, Mersin University).
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431 AAG2NAOFE 5S@St2LIVSyid 2F ! Nr& FyR ! dF GdNNJ

As mentioned in Section 4.1.2, in the"‘l@entury, the spatial form of Mersin had been

guided byEbniye Nizamnamelein terms of gridiron axes that are Uray, Hastane,

41 1Yl yR { Af200714%6). UrayNsBegtthds beewr tifef nidin spine of the

center of Mersin since the ¥%entury. So, banks, khans, offices and stores were settled

Ay I'N}e& {GNBSG o0& YSIya00Z:B2602YYSNOALFE NBf I GA
There are underlying studiéthat evaluate the development of Uray Street within the

context of Mersin. The following detailed spatiala¢uation is prepared by means of

these studies. Furthermore, this study enhances the context of Uray Street with recently
completed field investigations and spatial analysis to determine current potential and

issues in historic city center.

Uray Streetw & LINR Y NRA f & |(RaBwayStatioa] GoNDSASiFEa el2yyR a1 N N
(Governmentf G NBESGé¢ d ! FGSNI GKS w™mdH sitleMunicigaBty) & G NB S (i
{GNBSGE Ay NBtFGA2y 6AGK GKS adzyAOALN tf AR
Uray StreetD2 Yy Yy SOG Ay 3 GKS wl Af ¢l &SqfaterofiCugofpsii 2 DN Y NJ
mentioned above, is the first axis where the city was developed. Today, there are many
historic artifacts that are the witnesses of the history of Mersin on Uray StreeCamoi

SNAFT bSAIKOZ2NK22RO®

The first building at the eastern boundary of Uray Street is the Railway Station. Then,
there is the Latin Catholic Church that was constructed in 1846, and is still actively used
for not only religious purposes, but also cultural eis like concerts. Continuing

towards westward on Uray Street, there is the Old House of Government as a significant
historic entity. That building had been used as the Directorate of Provincial Health Issues,

but the building has been conserved by-gning restoration project. After the project is

USEOA «yYEN FYR «yYf NS HAnDI« B RSB MErSn Yieral Taril
Grubu, 2001.
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completed, the building is going to be used as the Governorship. At the western side,

there is another essential entity, Sursok Khan, which was used a complex of warehouses

and stores and Mersin Palas Otel, isrently used as a branch of shopping market and

TSo adtz2NBaod ¢Fo6o YKFIYI gKAOK ghka O02yaidNuzOiSR

Khan. Opposite to Sursok Khan, there is empty andagd space, where Azakhan was

located. The khan that was one of theost vital commercial centers was demolished in

1988 to build a highise building and parking lots. However, the construction process

was suspended by Regional Conservation Council. Eskii on Uray Street was

constructed in 1870. The fountain in fronf &skiCamk A a (1y2¢6y | a azl A

4S50YSarég Aa adAtf dzaSR o6& OAGATSyad Ly | RRAL

FNE aA3IYAFAOLIYG adNHOGIzZNBEE FNRBY (GKS wSLlzof A«
FylFaPz ¢ &/ & 2SN ST A At théyiyedt ErdPer Orgy Street, where

PG GNNY {0 NB&ith axiStHak ig BnBwn yis?Hédtae Street includes main

commercial activities in historic city center. In addition to ongoing trading dynamics,

2 € dzNIi YoghuitBazZsiy thal is conserved as a park is located in Hastane Street.

5

Metropol Skyscraper is also located as anothet A 3 y Aldhdn@ik ifi éla@stane Street.

' GKS 2dzyOtAzy 2F 1FadlyS IyR | N & {GNBSGa
(DN Y NN ) &tthd sith8ra gide. The square was the most essential transfer point

of commodity and passenger at the end of thé"t@ntury. Today, there i8lu Camand

Pfdz . FTFEN G GKS | NBI ™ @nturyDifeYooliNdpriesaobBeR | y PO L
city stated N2 Y wlAfgle {dGFrGdA2y G GKS SFad FyR Sy
gSaite® ¢KS aiGNBSO adrkrNIAy3I FTNRY DaMiky| aSeRIy
vdzZ NBISNEOItffSR a YPofIl {GNBSOG GKFG gl a |yl
anotheresS Y G A f A&dadzsS Ay GKS RS@St2LIYSyd 27F | NI
historic city center, a tramway line was constructed in 1910. The line started from
DNYNN] aSéRIyPs GKSy O02yiAydzZSR FNRY (K$S a2dz
then continuedd KNR dzZa K ! dF GNN)] {GNBSG FyR GdzZNYySR G2 -

® Metropol Skyscraper (52 floors) is a visible landmark that would be seen from far distances.
However, its structure, height and scale negatively disturbed human -scaén pattern and
causes traffic and rental pressure in near environment.
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adzaSdzy YR SYRSR ¢A (K -ladiNBONR {WGNBED NONNK Sa S 8AR/N
I y23KSNI  EST 6KAOK LI aaSR GKNRIZAK aif Al NB
line was demolised and re0O2 y a 4 NJzOG SR FTNRY DNYNN{ aSeéRIy®P
only commodity carrying along Uray Street in 1921 during French Control. In 1931, the

line wholly was deonstructed (Develi, 2001: 81,82). There was varying scaled stores
0SG6SSY DMRYNN| layRe ! G GNN)] adzaSdzyoe !4 GKS 2
0adz Sdzyv (i KS NRthemane ofd trdditidndl edffeé / tea houshpt also

provided a place for urban social life. There is the building of the Metropolitan
Municipality of Mersin at theLX  OS 2F a! {1 K@S¢d !G4 GKS 4S5
0adzaSdzyvr GKSNB gta |y 2Ly FINBF (1y2s6y I a
G/ dzY K dzNJR & Sdil KaSS e{Rlj dZIPNB wigeie cuiuBal eznts wéré maxle.
¢C2RIF28Qas GKSNB Aa aSNERAY S/Odg (i &NB G/KEEG $ NS roF

MERSIN:

ATATURK - PARKI.
Fw 5 5 o5 % & & &n
18500

DLEDMANN JANSEN

NKARA 29,9,

A ekggnuse 5 ; 9. 1936

3053, E N

235, Iz Bpd.

Figured-7Y ¢ KS t f -BarkigZy RAIOGH GANNEY al | £ 1 9 @ksenTUBEBIRI NBER 0 @
Architekturmuseum, Inv. Nr. 2345&tp://architekturmuseum.ub.tu

berlin.de/index.php&et=1&p=79&Daten=157805)
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At the west of the square, there is Arab Orthodox Church. Moreover, Kasap Bazaar,
GKAOK gl & O2yadNuzOGSR o0& LGFtAlLya Fa Fy 9 NI
t T FNP O6CA&K . FTFFND F( dbtike® axg.2ANfiekwes2 &f ! G F G NN
LaGFGNN] {GNBSGsS 41 YfPoSt bSAIKO2NK22RS 2y S 72
PGFAOGNN] {G0NBSG O2yidAydzsSa |t2y3 41 YEBOoSt bSA:
indicates aforementioned historic entities and public spaces with their photographs

(St Or «yft N I ¥BR.Figwefa\ald related ghotqgraphérigure 410 / 11

/ 12 and 13)present recent condition of aforementioned historic entities and bl

spaces.

¢tKA&d aSOlAz2zy SELXIAya GKS KA&ali2NAOLFt RS@OSt 2L
spatial references. It describes the functional changes in the historic city center and its
main uses and activities. According to mispace analysis, siificant characteristics of

'N}Ye FyR !'GFGNN] {dGNBSGa N8B RSGSNYAYSR |

Q)¢

collective memory. This collective memory is still conserved in the historic city center
GAGK Llzof AO aLl OSa | y ke neddedtion gérivrallfeatirés NfNJ  { G NX
' NI @& FyR !''GFGNNY] {GNBSGA FNB LINBaSyaSR G2 3

in the case study area.
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The Courthouse

The Old House of Government Sursok Kha

The Governorship The Location of Azak Kh

Figure4-10: Recent photographs of significant landmarks and meeting places (indicated in Figure
49)F NBdzy R ! NI & | g/(Rersbnallar6hNéNdf Z.S.BIyeS S
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Ulu Cami and Bazaar Ulu Bazaal

L2€dzNI L FTFIEN

Figure4-11: Recent photographs of significant landmarks and meeting places (indicated in Figure
490 I NRPdzyR ! Ny & FyR ! (F dNNBelgd. iNESia ot SNE2Y I | NDO
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Hastane Street (Metropol Skyscraper is seen The entrance of FiddazaarF N Y | { I i
the end ofstreet)

/| dzYKdzNR &Sl aSeéRIy®P The Square in front of The Metropolit
Municipality

Figure4-12: Recent photographs of significant landmarks and meeting places (indicated in Figure
490 | NRdzyR ! N}* @ |yR ! GF GNNBelgf 6NBSGa ot SNE2Y T | NDO
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Cumhuriyet Square and Mersin Culture Centt  Hastane Street between Metropol Skyscra
and Uu Bazaal

/[ dzY KdzNR & Sd {ljdzZ NB FyR !GFGNN] tF NJ

Figure4-13: Recent photographs of significant landmarks and meeting places (indicated in Figure
490 | NBPdzyR ! N} & | yR ! (l GNNJhe MeiropBlifad MunidpalgyDf 2 FFA OA I

Mersin).
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44DSYSNY f CSIGdz2NB&a 2F ! N @ FyR !'GFGNN)] {GNBS

As briefly mentioned, the macroform of Mersin has been linearly formed along the sea
side since the 1960s. Today, the boundaries of the Metropolitan Municipalit§ecdin
reached 20km radius circle, its center is the building of Governorship, with the revised
Act no. 5226 on the Metropolitan Municipalities in 2004. As seen in Figtiré 4
residential districts are located at the north and west of the CBD. In othedsydhe
center of Mersin is located at the east of settled area, and at the east there are
commercial and industrial functions and The International Port of Mersin. The historic
OAG& OSYGSNI FyR AYLIAOAGER® | NI & Ly ! Gl aGNN
Governorship of Mersin, the Metropolitan Municipality of Mersin, the Courthouse,
Provincial Directorates of Banks and related administrative units are still chosen to stay
in the @D. Furthermore, Mersin Cultutéenter and Mersin Congress and ExfobitHall

are significant aspects in the historic city center. In summary, the historic city center is

still administrative and cultural core of the city.

However, recently opened Forum Shopping Mall in the district known as Pozcu, where
there are especiyy building stocks from the 1970s and the 1980s, has negatively
affected the historic city center. Especially, brand stores addressinghigitidincome
groups have caused more deterioration in the historic city center. As another shopping

focus, Mersin Maria (2011) becomes an alternative for brand stores and cultural events.

Nowadays, there are egoing projects aiming to revitalize and to conserve historic
SyGAdAasSa Ay I Nr@& FyR !'GFGNN] {GNBSGaoed ¢KS
preliminary draft poject for Uray Streets. In addition, the Municipality of Akdeniz has
supported the Governorship for revitalization. However, there is no crucial intervention

that would create a synergy. Only there is an-gming restoration project for the

building of OldHouse of Government, which has been used by the Provincial Directorate

of Health.
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In detail, there are mainly two groups of lande activities around the case study area.
The first group incldes the functions that cannot create a pedestrian traffic in the
historic city center. The secorgtoup activities, directly or indirectly, enhance

pedestrian movement in the historic city center (Figurgs}.

The International Port of Mersin could be adwated in the first group. The port is

located at the east of historic city center. Although the paitracts a high number of

people and commercial activitieghere is no direct or indirect pedestrian relation
between Uray Street and the port area. ASSY G A2y SR | 62@Ss> GKSNB
0SGsSSy OFrasS &aiddzRe FNBIF FYyR aSI® ¢KSNBE Aa
Park that would enhance soewultural life in the historic city center. However, the Hall

is used as a closembmplex, there are arking areas around the Hall and there is no

direct pedestrian flow from those foci into historic city center.

On the other hand, the historic city center has still potential of cultural, administrative
and commercial activities. In addition, the railwagat®on is an essential focus for the

historic city center because of efficiently used AddmaisusMersin railway.
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Figure4-15: General layout, main roads and general lars patterns around Uray andiA U N NJ

Streety(prepared by Z.S. Belge).

103



In addition to evaluation of general land use pattern around case study area, the current
flyR dza8 FdzyOGAz2ya Ay ' Nre& FyR ! aFGNN] { GNE

determine positive and negative spacawd attractive foci.

In Uray Street, at the eastern end of Z1, there is the Courthouse and the Provincial
Directorate of Police Office. The Governorship of Mersin defines the western end of Z1.

Clearly, Z1 is an administrative focus in the historic agtyter. There are opeparking

lots and unoccupied areas in Z1. However, there is high potential of pedestrian
movement in Z1 in a relation with administrative functions, railway station and bus
adtz2Lia 2y TAaYSG Tyl yN . 2dzZ SoditiohRage usedKyNS T 2 NB =

scriveners (Figure-46).

In Z2, there are gastronomic functions, like fresh fruit juice sellers and traditional tea

houses. In addition, Migros is a significant shopping focus that attracts people from

different income groups. In addin, northa 2 dzi K F EA &4 0SS0 6SSy { dzNA 2]
Khan represents varying opportunities with existing functions from medilene sellers

G2 oFNBSNE 2N FNRBY {GFEA LRAYG (G2 OFFSd ¢ KSN
services and exchange officas the ground floors of southern side of Z2 till Hastane

Street. At the upper floors, there are offices. However, on the other side, there are

empty stores and unoccupied areas that are used as parking area. At the northern side

2F a3 (i KS NBarthatds cone@etizbiti unoctubied park (Figurels /

Figure 417).

In Z3, Ulu Cami and Ulu Bazaar could be described as dominant functions. Especially
outer side of Ulu Bazaar presents alternatives of gastronomic activities. There are
leather clothihg stores and jewelries at the inner side tliating towards the seasidét

the northern side of Ulu Bazaar, there are/ Stored buildings. The ground floors of
these buildings are used as clothing stores of known brands, up floors are occupied as

offices or private education centers (Figurd &/ Figure 419).

Z4 is the most vital and diversified part of case study area. The ground floors of buildings
are used as perfumery, clothing stores of known brands, exchange offices, jewelries, and
banks. InaBAGA2Yy G2 FIFOFRS& t221Ay3 G2 Gl GNNJ {
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traditional and modern commodities else one from varying age groups and gender.
Upper floors are used by educational centers, like language or university courses, offices
and a few gstronomic activities Furthermore, there are varying alternatives of
shopping and gastronomic services in the Bakzaaland mixeduses areas at the north

2F ! G GO (Figdre 4180 Ngsirs 419).

As a result of overall landse discussion, Urayr8et could be defined as administrative
F20A YR 2FFAOAIf AARS 2F GKS KAaAU2NRO OA

determined as conserved commercial and cultural center of the historic city center.

Detailed field investigations in the case studsea indicate that the administrative

buildings, which are the Courthouse and Provincial Directorate of Police Office, are

higher than four floors, but the other buildingsthe Latin Catholic Church, conserved

traditional entities, the Old House of Govemant and the Governorship of Mersin

enhances human scale in Z1. In Z2, although there are historic artifacts, like Sursok Khan
FYR ¢ 8 YKIYXZ Y2RSNY 27T7FA OSflodsddstiriRiugiaha G K1

scale and traditional characteristics of Yr@treet.

In Z3 that includes Ulu Bazaar, Ulu Cami and their near surrounding, because of junction

2F I NIr&x !'aGFAOaNN] YR l1lLadlyS {-BH®BSIE (§KSNS
F RRAGAZ2YS o6dZAf RAY3Ia fAS LI NI frflBfloorsi mMzZaraYSa Ty
although it is a pedestrianized street, the most of buildings are higher théril@ors

and there is a coherence between them (Figw20%
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Figure4-16: Land usé ground floosin Uray Street
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