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ABSTRACT

INTEGRATION AND COORDINATION BETWEEN REGIONAL/URBAN
PLANS AND TRANSPORTATION PLANS: THE CASE OF THE RAIL
TRANSIT INVESTMENTS IN GAZIANTEP

Yaman,YusufCem
M.S.,in RegionalPlanning Departmenbf City andRegionalPlanning
Supervsor: Assoc.Prof. Dr. ElaB a b aSutdifike

Octdber2015, 157 pages

Transport and urban developmang¢ ina constant intergtion with each other. Hence

urban planning and transport planning should be carrigdirountegration and
coordination. Bestpractice casesn the world revealthat this integrated and
coordinated approach should be established from regional plans to metropolitan and
urban plans. When strong integration is maintained, transport investments can become
effective tools in helpingealize urban ad regonal plan strategies. Within this
framework, the thesis reviews policy documents and legislations in Turkey inderms
integrated planning akegonalurbanand transport plan&aziantep case is analyzed

in detail within the same perspective.

Keywords: Transport, urban development, integration, coordination, urban and

regional planning
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CHAPTER 1

1. INTRODUCTION

In this chapter informative and broadexplanation about the integration and
coordination between regional/urbarapé and transport plans will be provided in
order to preseran introductory outlooKnitially, thecontext otthethesis is identified,;
afterwaré, aim and research questions tbe studyare clarified for a better
undestating of the subject. In additiodata colledbn and methods of the thesis are
pointed outand finally, the structure of the thesis is described and the content of each

chapter is summarized.

1.1. Contextof the Research

There is a twawvay interactiorbetween transport and urban developm&htoughout

the history, every new transport techrgpichadprofound impacts on lardse and
development p&trns. In return, whenever laude patterns changed this imfed on

trip lengths, travel behavior and transport mode choice. This close interaction suggests
that there should be strong integration and coordination between regional/urban and
transport plans. The importance of integrated and coordinated planniagiafal,

urban and transport plans is also evident in numerous international case studies, which
show that when planned in integration with regional and urban ptearssport
investments can become effective tools in helpgadjzetheseurban and regioal plan
strategies. In this respect, the reseamhewsthe literature and besgtrracticeworld
examplesand analyzepolicy docunents and legislations in Turke@aziantep case

is also examined within this perspective.



1.2. Aim and Research Questionsf the Study

The mainaim of this research i® investigate whether the political and legislative
framework in Turkey ensure an integrated and coordinated approach in urban and
regional planning and transport planning. Through both the analysis ofshurki
political documents and legislations, and the analysis of a case study from Turkey, this
issue is investigated.

The thesishighlights the importance of integration and coordination between
regonal/urbanplans and transpoplans, anguts forward thattransport investments

can lecome effective tool for shapingbandevelopmenandrealizingregional plan
strategiesin thiscontext, the studgmphasizes the link between transportl urban
development and presemsamples from different parts of thwrld. It also evaluates

the policy documents and legislatioms Turkey. Considering that there are many
studies about Ankara, Istanbul, and Izmir in the literatupgracular focuss given

to Gaziantep in this research and transport plans and ineetetm Gaziantep are
examined within a view to assessing the level of integration and coordination between
regional and urban plans and transport plans. Gaziantep has been subject to significant
transport investment in recent years, particularly in urbdmevelopment, and there

are further plans to extend the existing urban rail lines as well as introducing a new
commuter rail line. Hence, it appears to be an appropriate case study to explore for the
main purposes of this thaesiThe study also evalusd whether these transport
investmentsin Gaziantep have been used as an instrumentshiaping urban

developnent and urban macro form.

The research questions of the study supported by somgusstions, which serve
fundamentally to achieve and improvetaim of research, can be stated as follows:

1. Is the political and legislative framework in Turkey adequate to ensure an
integrated and coordinated approach in urban and regional planning and

transport planning?



2. Does the case of Gaziantep, with its vasiaecent transport investments,
reveal an example of integrated and coordinated plannimgganal/urban
plans and transport plans?

In order to help answer the above questions, followinggadstions are to be

answered throughout the study

3. On which planning level, strategic transport nodes and corsichould be
started to be identifiéd

4. How isthe integration betweemegonal/urbanplans and transportation plans
establishedn bestpracticeexamples irthe world? What are the difficulties in
providing coordination between spatial plans and transport plans?

In order to explore the case of Gaziantep, the followingoadstions have been
identified:

5. To what extent areegonal/urbanplans and trameortation plans being

preparedn integration and @ordination with each other Baziantep?

- How effective areregional ad urban plans idirecting regional and
urban transport investment planning decisions and transport

investments in Gaziantep?

- Aretransport investments implemented according to #resportation
master plan which is coordinatadth urban spatial plans?

- In Gaziantep, ilmtegrated and coordinatpthnning approacachieved

by local authorities?

- Are transport investmentbeing used as a tool for shaping urban

development and realizgnurban development strategies?



1.3. Data Collection and Method of Analysis

Collecting plans and strategy and legislation documents constitute the main data
collection method of the study. In this respect, national development plans, strategy,
policy ard legal documents related with transport and regional/urban planning have
been obtained and Gaziantepds regional, met r

also been acquired at the local level.

A case study approach providesdepth undersinding abouhow the policies and
legislations at the national level translate to the local level. Hence, the diftement
studies from all around the wordgle evaluated with a focus on the level of integration

between regional/urban plans and transportation plans.

In-depth nterviews arecarried outwith two different focus groups. Initially,
information abouthe integrated and coordinatgdanning approaciior Turkey is
obtained fromacademicianand transport planners withge@mistructured interviews
thatfocus onthedifficulties and solutions for providing integration and coordination
between transport and urban plans in Turkeyddpth interviewquestions are
presented below arttleir explanatorgubtopics are also revealed on Appendix A.

Many national pbcy documents in Turkey (National Development
Plans, National Transportation Master Plans, Council of
Urbanization (2009) etc.) underline the importance of the
coordination and integration between transportation and urban
planning. However, these strategi and policies has not been

successfully implemented in practice.

1. In Turkey, what are the difficulties in providing coordination and

integration between spatial plans and transport plans in practice?

2. How coordination and integration between urban and
transportation plans can be achieved in Turkey? Which practices

and arrangements should be made?



In addition, n-depth nterviews were carried out with city planners fr@aziantep
Metropolitan Municipality(Department of Transportation Planning and Ragt&ms
and Zoning am Urban Development Department) and head of FEta@nning,
Programming andCoordination Unit from the Silk Road Development Agency.
Integrated planning approachtiigd to be determined in Gaziantep within ofgmded

interview questions.

1.4.Structure of the Thesis

Following this introductory chapteiChapter 2 clarifies the interaction between
transport and urban developmenmithin a historical perspectiveto provide a better
understanithg of the tweway relation between these two aseDifferent urban forms
which are generated from differeitanspot technologies are presentednd
consequethy, transport is highlighted agn important instrument in shaping urban
development and in realizing urban development plans. The chapttraesnwith an

emphasis on the need for integrating urban/regional plans and transport plans.

In Chapter 3integration betweespatial plans and transportation plaexemplified

in orderto provide a better understanding aboutribeessityf the ned for integrated
planning approacht is shownthat best exampldgave benefited from stromggiona
visions and thatintegration and coordination between transport and urban
development should be started fréme regional level. Furthermoréjgh capady of
transportinvestments produce desired urban form in thesstpracticecities. Other
casesre also important falecognizing thepportunities and challenges arisen from

the integration betweetransport and urban development.

Chapter 4presentshe integration between transpard urbanplans in Turkey and
recent public tragportation policies arexplaned to providea better understanding
for Turkish cities Moreover, upper scale plarend policiessuch as national
development plans, nationgdansportation master plans, strategy and action plan
documentsand legislation arexamned in detail andlifficulties and solutions for
integration and coordination between transport and urban plans in Tam&eglso

represented in this chapter.



In the 5" Chapter Gaziantep case study is evaluated within integrated planning
framework. Development pattern of the city is studied with the historical perspective
in order to identify the level of the coordination between urban development and
transportationnvestmentsrom past to presenSubsequently, regional and spatial
plans are examined for understanding the implications of these plans on transport
investments; and how trgmsrt investments can be used asal for realizing urban

and regional planngvision in Gaziantep. Transport plans and investmeriteeicity

are also analyzed to identifyhether transportation investments in Gaziantep are

shaped in accordance to regional and urban plans or not.

Finally, in Chapte6, the research is summarizedgeneral terms. Main aims and
findings of the research is highlighted aretommendationsre given for future
implementations in Turkey as well as Gaziantep. Further research areas are also

pointed outand proposals amade for futurestudies.



CHAPTER 2

2. THE LINK BETWEEN TRANS PORT AND LAND USE: THE NEED
FOR COORDINATED PLANNING OF TRANSPORT AND URBAN
DEVELOPMENT

In this chapter, thenteraction betweertransportation andirban developmentis
clarified and thénistorical proess is presented to provide a baftederstanishg of the
reciprocal relation between urban space and transportation. Walking, transit and
automobile city concepts are examined in terms of understandwgtransport
technologieshapedurbandevelopmentDifferent urban forms which are generated
from transport technologies are represented, and consequently, transport is highlighted
as an important tool in shaping urban development and in helping realize urban
development plans. The chapter concludes witheaphasis on the need for
integrating urban development plans and transport plans, and hence the need for

coordinated planning in these two areas that are in constant interaction with each other.

2.1. Interaction between Transport and Urban DevelopmentA Historical

Perspective

Settlements incorporate various urban layouts in terms of economic, social and
techrological systems which belontp the different periodsand transportation

mai ntains its important condienthegaglatioan ur b e
between urban spa@nd transportation is examined, it is seen that this relation is
reciprocal. Urban activitiesheir location and distances between tloeeate the need

for transportation. To meet this need, transportatifnastructue and technology is

being continuouslydevelogd On the other handevery new investment in
transportation infrasticture and technology have an effecttba form and structure

of city, urban activities and diste@sbetween themBlack, 1995and Vuchi¢ 2007.

Due to the strong impact of trgport investments on the cityrin, discoursesuch as
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Atransport ,havédensinatél the plaoning practicéAccording to this

view, the city is shaped with the advefithew transportation technologjésit at the

same time the resulting urban form and density determines travel behavior and
mobility pattern, i.e. creating pedestrian friendly, transiénted cities, or resulting in
caroriented patterns and chased lifestyles, and henceetltiwoway interaction

continues (Tekeli et al., 20N6

Planning mechanisms that handled by taking into consideration of future potentials,
economic capability and future objectives determine the urban macro form. Transport
planning decisions and investments aresigaificant elemerstfor shaping the urban
structure. Transportation modes alternatives as rail systems, road investments, cycling
and walking opportunities are variety of tools for iggy direction to the ¢iy 6 s
development Therefore,Newman and Kenworth(1999) classified cities into the
three main groups which are the walking city, transit city, and thirdly the automobile

city.

2.1.1. Walking Cities

In the early agesvalkk i ng di st anc e sshapeanesze.ruringetidesec i t i es 0
ages,pedestrian mvement was the maicomponentf the city Eruin, 197). The

initial cities were settled in the Middle East betweer®@0 or 7000 years ago, and

the urban structures of those cities were developed in time aagtodiralking pattern

of society (Newmanand Kenworthy, 1999 In Classical Athens, the determining
factor in locating structurand other dsan elements was the pedestrian movements
Also, in Roman citiesmainroads allocated for movement of products and secondary
roads were used hyyedestriansCome to the medieval city, pedestrian access with
narrow and twisted streets gained an importance and freight transport took the
secondary place. Thus, wide streets were not necessary and streets designed in
accordance to the topography and natural eostdBesides, plazas and squares were

designed for pedestrians atiey were banned for carriagés\fin, 197).

Before the Industrial Revolution, walking distance was the most important factor for
the urban growth and size of the cities was enough veltlsy foot and horsdrawn

vehicles. Cities were fared with high density because urban activities twathe
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located within walking distance of each other and cities developed asyougless

space (Vuchic, 20Q070ver thdong period of timeall cities were fundamentally based

on walking for their movement requirements. Traditional walking w@ityich is
conceptualized in Figuré, had to provide accessibility to the all destinations about
half anhour with the 5 km/hour travel speed that is the speédvalking. For this
reason, cities had to remain small and dense with the highly mixed land uses and
farming land, forest areas and open spacesmpassd from theiperiphery(Schiller

et al., 2010).

— routes Traditional Walking City
=== raliway Uack + High density

* Mixed use
+ Organic

parks
citytowns
tram suburbs

ral transit
‘pedestrian pockets”

high gensity

middie suburd (gnd based

post 60's residential cul de sacs

ex-urban or specal neal

SR T

industrial uses

Figure 1. Conceptual Diagra of the Walking City

Source (Newman and Kenworthy, 1999)

Traditional walking @&y demonstrates high density (3@00 people per hectare),
mixed land use and narrow streets with organic forms haiflan hourwalking
distanceébetween all urban activiti€gdlewman andenworthy, 1999 Also, it offered
theadvantage of access to everyone equalbwever, many walking cities lost their
typical features withwidespread use of automobildsring the 1950s and 1960s.
Although, it is known that onlgome histacal urban areas have fethis kind of a
featuresin recent yearssome cities like Freiburg and Munich in Germany and
Copenhagen in Denmark have triedégain theiwalking city characteristics again.
From the 196 7Copaenhagen began to transform cehtia parking areas to open space

and aimed toevivetraditional walking city structure aga{Schiller et al., 2010).



2.1.2. Transit Cities

With the industrial revolutiontransit or public transport city appeared with the
invention of new transport tenologies that used steam and electric eneRal
transportation systemsere introduced as the main public transport mode with the
significantly higher speed provided by the rail tedbgg. Therefore, rass transport

began tdbeusd in thecities and ailways became amportant transport mode which
affecedand shapg t he ur ban f o rban develgpméne had spte@d9 7 ) . U
to the ruwal areas throughout thailway corridors and initial suburban settlements
started to occur around thailway statons( Ké | & n - a s3uburbanizadod 1 2 ) .
started to ben important urban development pattern. This developmertased

speed of travel, and hence distances that urban areas could develdpoowerer,
settlement patterns were still higlensity and rail sstem and stations were well

integrated with paestrian areas and rout@éwman andenworthy, 1999).

Transit City

Figure 2: Conceptual Diagram of the Transit City

Source (Newman and Kenworthy, 1999)

From the midl9" century such transptation modes as railways, metro systems and
trams, provided faster travel (travel speedghlyincreased from 5 km/hour to 15

km/hour).Even in big citiesurban activities still had an easy access by walking and
bicycle trip to the rail station or trastops and public environments (streets, square
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and other places) were still people oriented. These cities still had a high dense and
mixed-use urban structure meaning that urban settlements weralefieied with

nodes around the rail stations and corsdmiong public transport linéSchiller et al.,
2010).Conceptual urban form of the typical trangty és shown on Figure 2 and tram
based inner suburbs and distinct nodes around the railway stations are obviously
perceived from it. is type of city fom tenadto be dominant in developed countries
(especially in western counties) that experienced the industrial revolution. However,
less developed countries wheraw technologies did not emengalking city structure

was still dominant. In these citieggeriod of public transport progress was not well
defined and most of them have not formed according to linear corridor of public
transportation lies. In additionbus systems (dominant technology for land transport)
started to provide services where raifstems could not reacl{Newman and
Kenworthy, 1999)Furthermore, the impact of transportation technology directly take
its effect on public realm in terms of quality of public spaces and the nature of social
relations. Transit, by its nature, conglaties people in common space and help them

to make social relation&chiller et al., 2010).

2.1.3. Automobile Cities

Undoubtedly, the biggest change in the transport technology had been seen with the
automobile usage which would affect the shape f@rm of the modern cityln the

1900s, automobile was seenas aef f ecti ve sol ution to mot
2012). Newman and Kenworthy 9B9) emphasized that starting fraime Second

World War, the automobile progressively becam@ansportation teaiology that

shaped the city. They added that European cities were faced witv anigration

wave after the war and that thenters of these cities, which were tried to be rebuilt

among the ruins of war were designed for automobiles because automobseanas

as the most required invention of the past century (Torlak, 1983).

After the beginning of Second World Waautomobile had becomedistinctive
transportation mode for directing the urban form and cities were able to develop in any
direction with excesive use of automobileBefore the automobile era, urban
development occurred along the train and trams line and rail station or tram stops were

important nodes for new urban developnserifter that these new developments
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started to occuapproximatelyfifty kilometers away from the city center. Thus, the
automobile ¢ty which is seen at Figure 3 showed excessi@ansion of developed
area relative to the walking andhnsit citiegNewman an&enworthy, 1999).

Compared with the rail system, automolafgeared as an attractive urban transport
mode since iprovided dooito-door transportrelatively more comfort, privacy and
convenience \(uchic, 200%. According to Newman and Kemrthy (1999), this
means thahouses and businesses could lsated almet anywhere since this form of
personalized transportation coubé used to join them togetheFherefore, cities
excessively became theagks of automobiles and théggan to decentralize and
disperse. As a result, Newman and Kenworthy (1999) sumrddritrei s pr ocess as

transportation andand use connection was broken and automobile dependency

became established. Ints way, the Auto City was borno.
Automoblie
Dependent City
* . ) bu ! =
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Figure 3: Conceptual Diagram of the Automobile City

Source (Newman and Kemorthy, 1999)

Previously, urban developmergenerallywas cacentrated around rail stations (in the
form of satellite town¥outside the city centers but after the expansion of the car usage,
less dense development and remote settlements on urban pebipben tde seen.

New residential areas and commercial facilities that wanted to serve these new
residential developments moved to the outside of the cities (Tekeli et al., 2006). Figure
4 indi t he

cat es ei ght
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that the enormous band of growth was added between 1950 and 2000 with freeway

sector pushing the metropolitan frontier deeply into the surrounding zone of exurbia.

Pre-1820 development
anenn 1950 development
..... 2000 developmernt

— Inkerwar highway
e FPOstwar Imited-access freeway

®  Metropoiitan cores (post-1970)

.......

.............

---------

LI

Figure 4: Spatial Pattern of Growth in AutomddiSuburban since 1920

Source:( Mgl I er, 1981)

Car usage cause tlexpansion of the city because people no longer had to rely on
scheduledand fixedpublic transport systemdnstead the automobile provided the
freedom ofdoorto-doortravelandfaster trasport. Automobile offered greater travel
speed angeople chose to live in lowensity areas of therban periphery. For these
reasonstravel distances dramaticallycreased for all journeys in cities and land uses
became segregated into districkbe car began to displace gidtransport and non
motorized transport modes. For instance, automobiles approximately received a share
of 80 to 90 percent from the all trips made in North American/umtralian cities
(Schiller et al., 2010Nowadaysprivate vehiclesreate around half of the urban trips
worldwide. In urban areas, privatarusage in daily trips arestimatedo jump from

3.5 billion in 2005 to 6.2 billion in 2025 withi80 perceh rise. This particular
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expansion igoing to beexperiencedh developing coutmies too and hence all around
the world(Pourbaix 2011).

Significant increase of car usage causeshipk levels of petrotependency, traffic
congestion, air pollution, urban nojssocial segregation arldss of urban streets

Usage of public transportation and nomotorized transportation modes (walking and
cycling) are alsanterruptedoecause of thegaffic congestion and increased distances
between activitiegStead and Banister, 2001). In additimew suburban areas are
located at further distances and increased distance create new travel demand.
Therefore, when new roads are added or existing capacity is increased, new trips are
added and they generally concentrate on further distances instead of the shifts in travel

time orshorter distance (Litman, 2007) (Figure 5).
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Figure 5: The Interactiorof Forces behind Cddependency

Source: (Okulu, 2007 (dopted from Stad and Banister, 2001))
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2.2.Interaction between Transport and Urban Development in Contemprary
Cities

Urban form is defined as a general shape of the wbaagion awl identity of its main
elementslt covers the spatial pattern of land uses (land use types, the degree of land
use mix) and land use characteristics (population density)thgtispatial design of
transport (transport pattepnand infratructure provisionUrban forms are generally
named according to the spatial distribution and relationships of land uses (concentrated
or nucleated) or the structure of the transport netwaytkd, (radial or linear). For this
reason, both urban functions and transport network determine the urbarbtead (

et al.,2000.

Snellenet al. (2000) defined six different urban forms which are namedadal
concentric city (1), the lobe city (2hé linear polynuclear city (3), the concentric
poly-nuclear city (4), the linear city (5) and grid cifiyigure6).

Ot 30

Figure 6: Types ofUrban Forms

Source:(Snellen et al., 2000)

Snellenet al.(2000)alsoidentified five transprt networksthe linear network (1), the

radial network (2), the ring (3), the grid (4) and the shifted grid(Byure7) and
according to the their characteristics, these transportation networks can be used for
different transportation modes. For exdejplinear network is useful for metro
systems when grid ngork is effective for bus transport, car usage as well as

pedestrian mobility.
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Figure 7: Transportation Network ypes

Source:(Snellen et al., 2000)

In addition,Newton (1999) similarly identified some of thaternativeurban forms

within urban and regional level that are represented in Figure 8. According to Newton
(1999), corridor oriented or peashain development structure should generally be
preferred on regionakdnsit systems in terms of the distance covered by vehicle,
energy consumption and air population. On the other hand, several basic structural

options for urban development and these options are briefly described as follows.

Business as usual
(dispersed city)

g 2 50
=3 =8
o5 =
Compact City Corridor City Fringe City

i
PR

S/ ~§"

Figure 8: Structural Option$or Urban Growth

Source (Newton, 1999)

91 Dispersed city (business as usual)This type of urban form isimply an
extension of current development practicés.means low density of
development with retail and commercial facilitiesncentrated on vehicle

oriented structure bregional nodes (freeways of major arterial roads).
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1 Compact city: This type refer toncreased population to the central angth
associated investment in public transport.

1 Edge city: This type refer to gwth in population, housing density and
employment at selected nodes and espediatiseased investment freeways
and highways junctions.

1 Corridor city: In this type of urban form,rgwth arise along arteries which
originate from the centralbusiness distct and it is supported bpublic
transpaotation systems.

1 Fringe city: In this type of urban form,rgwth predominantlyoccur on the
fringe of city (outskirts).

1 Ultra city: Growth in regional centers within 100 kilometers of the CBibm
the regional cents to the city heart, highpeed trains support this form.

Regional towns are separated from metropolitan area.

Urban space has to provide many different human being requiremenk®liikeng,
working, social interaction, leisure and mobility of persond goods The spatial
distribution of these needs and other activities determine the urban transport distance.
Both high population densitgnd mixed land use for different activities generate short
distance journeys between the origins and destinatianth&other hand, low density
development and road based areas create long distance trips and higher share of car
usaggPetersen, 2004).

Development of the transpoirifrastructureand services changes the accessibility
pattern andhffectsspatial distioution of the residential areas and business activities.
Thus, these decisions have a significant impact on urban form and structure. When
new roads are constructed, traffic congestion temporally eliminate in a certain corridor;
however, additional largetrips may cause more traffic in the long run. FigQre
exemplifies thesmall settlement at a road junction where a circular road has been
added The new circular road provide a new development with changing investment
priorities and initiating new trip rations. This generates more and more trips between
suburban areas and city centers. As a result, geograghogeh of the cityoccur and

road construction pragms will be demanded (Peters@004).
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Ihlj medium sized town

Figure 9: Transportation Network Jpes

Source: (Petersen2004)

Rodrigue(2002)gives examples from United Statemnsport network. In some cases,
although centripetal (circulanove towards a city center) road systems may cause
denser development, thénited Statesype of centrifugal (move away from city

center) transportationetwork supports urban sprawl! (Figa.

Centrifugal Centripetal

Figure 10: Spatial Effectsof Various Road Network Designs

Source: (Rodrigug 2002)
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The interaction between trarsp infrastructure castruction and urban development

can be studied on many times especially for motorized countries. As it is clear from
these studies, the pattern of settlements are shaped according to the transport services
and the kind of the infrastcture built. While rail transportation network support the
cluster development around the station, dense road network and usage of motor vehicle
trigger the urban sprawl (Ranhagen and Trobeck, 1998). AccordRgribagen and
Trobeck (1998) under the lowcar ownership condition, urban development occur
along the main corridor served by buses or rail systems. At longer distance from the

city center, development may concentrateékp e ar | s on a).stri ngo

-
I
>
P~
\& _.|_.—--r/
g
J./ LA e
/z‘
(
Finger structure String of pearl structure

Figure 11. Land Developmenalong Transport Infrastructure

Source: (Ranhagen and Trobeck, 1998)

As a result, interaction between transport and land use has not been effectively
reflected to the classical transport planning models that aim to solve traffic problems
unde existing spatial configurations. For instance, classic models do not consider the
market driven choice of the location. Also, transport planning strategies which reveal
important relations with income, population increase, economic growth and sectoral
dynamics significantly influence the land use patterns. Therefore, thered sbeul
detailed analysemade about interaction between land use pattern and transport. Both
land use and transport strategies and policies should be evaluated and coordinated with

each other at the same time.
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2.3.The Need for Integrated Planning of Transport and Urban Development

Transport and urban development are two subjects that are within a reciprocal
interaction.Distances between urban activities create the need for trésispo, on

the other hand, transport technologies have an effect on the urban development and
distances between urban activities. It is clear that ifwag relation exists between
transport and urban development, transport planning and urban planoudd bl
handled together. Furthermore, transport can be used as an instrument in shaping urban
development, and hence it can be an important planning tool for realizing urban plans.
Thus, urban development planning and transport planning should be closely
coordinated.

2.3.1. Different Urban and Regional Planning Levels and Their Implication on

Transport Planning

With the globalization process, significant changes are observed on demographic

boundaries particularly in last two decades. The most of thelwlod popul ati on ha
started to live on periping of the metropolitan regionSocial, economic and political

activities concentrate around 400 widening urbanized areas which have been known

as global cityregions(Soja, 2005)Dickinson (1964 states thathie modern city is no

longer a compact settlement unit but a dispersed city. It is becoming the headquarters

of a group of interrelated towns and satellite settlements. This close interrelationship

between widely scattered places forms an integrated fuattimit with subcenters

and with its core. This general spatial structure of the modernygizalled as city

region. Therefore, it is crucial that linkage between transport and urban development

should be started to coordinate on regional level.

Effective growth management in large urbanized areas also begins from a regional
perspective. Modern metropolitan regions may cover vapoegouslyindependent

cities which haveexpandedtogether. They might include rapidly growing and
sprawling peripheriands which produce lots of incoming traffic. Traffic patterns may

be remarkably complicatedwith growing number of journeys between suburban
centers. For all these reasons, it is important to examine metropolitan region as a whole

and plan where futurergwth should be focused and where new public transport
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supply can relieve congestion on major roads. Therefore, planning policies should be
managed on national, regional and local leaeld these policies usually set priorities
for growth strategie@Broaddus et al., 2009).

The aim of the land use planning is to provide a spatial framework within which
development takes place. Although land use issuéuadamentallyperceived as a

local issues, it needs to be supported and guided by national and @lostirategies

and resources. For these reasons, decisions about the land use and transport must be

considered at regional, municipality and district levels (Peterson, 2004).

According to the principle of subsidiarity, details of the planning must bendietd

upon the lowest level as possible due to the better familiarity with problems.
Neverthelesghese decisions havedorrespond téhe national and regiondécisions

and priorities.In this context, vertical integration of different planning levisls
indicated on Figure Z According to theorganizational perspective, the pyramid
additionallydemonstratehe information transfer tegown and bottorup with the
practical links between levels in the mapping procedures. The lower level plans are
direded based upon the frame that are drawn by upper scale plans. On the other hand,
from the lower scale plans, feedbacks are provided to the upper scale plans (Peterson,
2004).
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Figure 12: Vertical Integration of Diffeent Planning Levels
Source: (Petersen, 2004)

According to the link between land use and transport, close cooperation between the
responsible bodies is cruciaDevelopment of cities mght have causedhe
establishments of metropolitan authorities betwéenmunicipdand the provincial

level. Hence Petersen (2004) indicated that diverse legal provision can be found for
these bodies, ranging from the status of informal commissions providing only a
platform for exchange of views, up to complete adminisedevels with a clearly

defined mandate for decision making.

According to Mori (2009 cooperation between the different hierarchical levels must

be providedthatireb ased on t he paudrnrce mptlé. ofF drc cauxna mepl e,
decisions on urbadistrict level should be taken in with respect to the upper level (the

municipality) and permission must be obtained from the upper to the lower level. The

same situation prevail with the land use planning on municipal level towards the

regional planningnechanism. If the municipal urban development plan correspond to

the regional development schema, it means that planning decisions is guaranteed by

the regional authorities. For regional planning, guidance will be given by spatial
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planning from the provinal level and so onFigure 13 indicates the principle of
overlaying of different land uses in urban planning. Therefore, transport and other
infrastructure decisions should be taken in accordance to all these processes to avoid

frictions, bottlenecks angconomic loses.

District Plan

Other Additional Zonings

Land Use Districts

= Urbanization Control Area (UCA)
Urbanization Promotion Area (UPA)
City Planning Area

Figure 13: Concept of a Land Use Planning System: Overlay of Land Use

Source: (Mori, 2000)

As a result, transport planning decisions and land use planning principles should be
coordinated in order to direct thepatial development within these types of
development structure. Dispetsairban and regionadevelopmentcauss the
investment priority for roads and weak land use interaction. For instance, European
and Japanese strong planning structure relatively presites and regions from
disperse way of development when they are compared with the US cities. Thus, not
only spatial development direct the urban growth but also infrastructure and transport

investments influence it (Petersen, 2004).

2.3.2. Transport Investments as an Instrument for Realizing Urban Development

Strategies

As it is mentioned in the previous historical perspective part, transport technologies
and investments remarkably influence urban macro form, and hence transport can be

used as a todbr realizing urban plans. Especially, public transport systems are very
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important and they can be used as an instrument in order to shape urban development.
This partmainly focuses on how public transport systems can be used for realizing
urban developnré strategies.

Public transport is a form of urban transport and it is a kind of public services that
offered to citizens. It is planned by the national or local institutions to meet the travel
needs in urban areas and served as an urban transportséputiffeBa b al é k
2012. The interest on public transport for daily urban access has significantly
increased after the oil crisis in the early 1970s and people started to prefer public
transport more, instead of their private car. Many new generation public triztispo
systems such as heavy rail systems (metro), light rail systems (LRT) and bus rapid
transit systems (BRT) have been built in the world in otdeneet the demand for
mobility( Er - et i n, -3Uicliffé (2Q02) Ratels thdt i@ the past threeatles,

a total of 139 new urban rail systems, metros and light rail transit (LRT) systems have
been built into the worldwide. In general, these systems were planned as a tool for
solving transport, landse and environmental problems associated withxtemgsive

use of the automobile.

Public transportation systems are effective instruments in planning and realization of
urban plansTolley and Turton (1995stated thatonstruction of railways and new
roads in cities also influenced the morphology of uhgan area, these routes often
acting as barriers to growth and as pigal boundaries to communitieSigure 14
shows the effects of different modes of public trantsgion systems on urban pattern.

A high-capacity public transport corridor cancourag the linear urban form anéw

rail lines radiating from the city center can support radial urban form or finger plan.
Also, rew residential and suburban areas can be developed around stétimvs

public transport system3dlley and Turton, 1995).
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Figure 14: Effects of Different Modes of Public Transpation Systems on Urban

Pattern

Source:(Tolley and Turton, 1995

In addition, the following Figurel5 which is based on the spatial structure and
transport natvork of Ankara is a typical urban public transport network scheme for
cities. It is reveal that travel demand has continuously increasing when close to the city
center. Travel demand on urban periphery is lower but public transport lines collect
the passegers on the main arteries and concentration has increased on the certain
corridors. Thus, the highest mode of transportation systems must be provided for the

main corridors of theities (SutcliffeBa b al ék, 2012) .
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Figure 15: Transport Network Scheme of Ankara

Source:(SutcliffeBa b al ek, 2012)

2.3.2.1. Road & Héghway I nvestments and

In many citiesjnew development areas were generalfeaéd from motor vehicle
usage antiewdevelpment areas wereffected from road and highway investments
(Kél &n- a3 Hasehold2ahd c@mmercial enterprises choose to move out of
rural areas where new motorway investments trigg@gglomeratiopandtheysettlal

along motorways because of thasily and cheaper egssible land (Petersen, 2004).
Much of this suburban growth has rapidly turn to motorway corridors. Fit@ire
displays the typical land use development along the Inte#®dteorridor south of
Minneapdis, US, between 1953 and 19y@arsM¢ | | er , 1997) .

Especially after the 1980shopping centers weecentralizecnd they established

on road andhighwayjunctions that were where easy to reach by private car. Wso,

the 199G, business facilities and offices had left from canitusiness districts and
located on outside of the city center where it was easy to reach by private car.
Therefore, these developments had supported the less dense urban growth and urban
sprawl (Tekeli et al., 2006).
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Furthermore, Cervero (2001) pointtdhat;

the problems people associate with roadsngestion, air pollution,

and the like- are not the fault of road investments. These problems
stem mainly from the unborne externalities from the use of roads, new
and old alike. They also stem from thlesence of thoughtful and
integrated land use planning and growth management around new

interchanges and along new corridors.

I-494 CORRIDOR LAND USES, 1953-1976

7] jH_ gl L o |

- = ot 1962

L
4 Lo s s 4 IS
o gt ":::;::::a:'k'-E

1] L 7 Nikes 1 9? 5

v 1 1 3 km
3 single-family residences B2 Retail ‘service uses = atfice buildings
E& apartmant buildings [ sutomabile dealers EE] Governmental finstitutional uses
B industrial fwholesale uses  E<J Moter hotels [ ¥acant/abandaned land

Figure 16: Land Use Change in the Interstdi@4 Corridor South of Minneapolis

Source:( M¢ Il | er 1997)
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2.3.2.2. Heavy Rail Investments and Their Impact on Urban Development

Because rail investments create a fixed infrastructure, they havéakting effects

on urban form and developmeAtcording to Grava (2002), the network of thane

rail transit take in many forms of the cities and each of them has been generated
specifically for cities. Urban macform is shaped according to the heavy rail transit

network and some main structure concepts can be identified as follow.

1 Single lines are generally seen as the first phase of a larger network. They
generate the local public transportation spine with the feeder and distributor
links. Hence, it is possible that metro system within single line can create a

linear urban form.

1 Radial netwak is the widespread type of structure and generally developed
step by step in time by adding the lines oriented to the traditional CBD. All the
lines come together at a single nodes which is generally on city cEoter.
instance, radial network can geatr finger planned urban macro form like
Copenhagen which will be examined in detail in the next chapter.

1 A grid systemwith multiple parallel lines crossing the each other at many
points. The system provide good access to many districts and efficient

transfers. Many large heavy rail networks have applied on this structure.

1 Circle line structure operates well especially in high density situations. It
distributes the passengers efficiently to their destinations without delaying and
serves a large businessre with internal linkage and interconnects long

distance terminals.
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Figure 17: Some General Structural Concepf Heavy Rail Transit Network

Source:(Grava, 2002

Implementation of heavy rail systems wegs high investment cost and extensive

construction. Most cities use metro system constructions as a change for rebuilding of

the corridors and plazas, offices or commercial facilities are developed on the

corridors. Also, they have a strong and permaimapact on mobility of population,

urbanmacrd or m and

cityods

i vability

(Vuchi c,

Metro systems are important in terms of the efficiency of urban patterns and they have

ability to influence and shape different lansles and activity locations. Me stations
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are the main point of the access and they make a difference in the real estate market.
Therefore, development is generally attracted to the vicinity and it create high density
development along the lines in order to take an advantages ofatispdrtation
service. Building such a transit systems are a commitment toward a concentrated urban

environment with strong nodes and emphasized corridors (Grava, 2002).

2.3.2.3. LRT Investments and Their Impact on Urban Development

In the early 1970s,he concept of Light Rail Transit (LRT) emerged with the
development of thexisting tram systems in Europe. Nowadayss ithe fastest
growing rail transit mode in many countries. (Grava, 2002). LRT systems have a lower
capacity than Heavy Rail @nsit Metro) systems and they are more flexible than
metrosystems. However, it does not mean that LRT systems are less effective on land

use and urban development.

Cervero (1984) mentioned that LRT as a strategy for implementing a rapid transit
system in an dman environment can have an effect on urban growth, land use,
intensification and revitalization. Also, significant impacts and stimulated economic
benefits occur when a system is planned with policies and complementanyskand

strategies in place. HendeRT systems can be used as tools especially in the planning

of new development areas or depression area of the cities.

For instance, in city of St. Louis (USA), LRT system that opened in 1993 is a good
example for this approach. When city center of Swi& were losingts economic
functions and becoming an economicalBpressed area, Clayton Region was shaped
as a new and powerful suenter. Although, Clayton appeared as a prinsggtfor
transit investment in terms of travel demand, LRT investmastwvade on city center.
This was becaug#anning authorities of the St. Louis estimated that if Clayton Region
was connected with the rail system, thexlining of the city center woulatcelerate
andcould neverbe prevened. By this way, as it is seem Figurel8, red and purple

rail lineswereconstructed and connected the workplace, university and airport to the
city center. Also, existing rail infrastructure was used and construction cost was
minimized. At the same time, extensive renovation andbibtadion projects were

followed in city center and economic facilities increased with the opening of the rail
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systems. After 13 years, the second part of the LRT system (blue line on Egjyure

that ®rves to the Clayton Regiatared to operate in 2006n this respecit can be
inferred that mass transit systems is not only used forimggedvel demand but also

used for orienting the travel demand and it is apartant tool for urban planning

(SutcliffeBabal ék, 2012).
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Figure 18: The First Planned Line of the LRT System (1993) Bridting Rail Lines

in St. Louis

Source:(SutcliffeBa b a | é k , Wikipedia2201% n d

Therefore, the implementation of an LRT systems influence the investments in cities.
These systems can atfethe creation of new residential, business and commercial
facilities. Cities who have successfully implemented LRT systems generate
development of new residential and commercial areas and increased employment

nodes. In addition, investment in LRT has tpetential to revitalize declining

downtown cores (Cervero, 1984).

LRT systems have the ability to develop the land and the physical suitability of the
land around stations influence positive land use changes. It is important that when LRT
corridors are designed, they not only minimize construction costs but also have
potential for new developments. For these reasons, these situations should be taken

into consideration when alignents and corridors are chos¥ni¢hic, 2007.

In addition, the impact of ligf rail transit on accessibility is important and they can be

used for i ncreasing density on particul at
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LRT system, CTrain, was implemented as a tool for encouraging intensification of

densities and land usew##opment along their chosen corridors. Thdr@in has
contributed significant benefits to the city
due to their commitment to the consolidation of land use, roadway and transit planning.

Cal gar yo6s ¢$nailcsgsteem ariseufiom their gigion of an integrated policy

solutions and existing economic complementary forces (Grava, 2002).

Figure 19: Calgary LRT Service along the Center Of Downtown Streets with Elevated

Stations

Source:(Grava, 2002

2.3.2.4. Bus & BRT Investments and Their Impact on Urban Development

Bus systems are flexible transportation modes that do not hadkedne permanent
infrastructure. Generallythey are considered to have limited impact on mrba
developmenBlack (19%). Moreover,it is often claimed that they cannot influence
urban macro form and cannot be used as an instrunoenteflizing urban
developmentOn the other hand, BRT systems have exclusive bus lanes that almost
create a permanemfrastructure. Furthermore, construction and maintenance cost of
the BRT systems are lower than the metro or light rail system investnB&its

investment systems have a growing popularity in recent years and gain more attention
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in cities to develop neweans of rapid transit and hence they are used as an important

instrument for realizing urban plans.

According to Cervero and Kang (2011), urban properties respond positively to
transportation improvements. This situation produce higher property vaideg a
zoning allows, landise intensification occur. In the short term, benefits of
transportation infrastructure investments get capitalized in land values, while over the
longer term, land uses may change. There are many examples prove that land values
has increase and land use patterns has change with the increasing of accessibility
especially by rail systems. Also, conventional wisdom thought that even though BRT
systems improve accessibility to the same degree with the rail systems, they would not
influence urban development as well as the rail systems because of their temporary
infrastructure. However, Cervero and Kang (2011) emphasized that BRT systems with
segregated bus lanes, enclosed stations andchjgrcity buses have potential to

influence prperty values and land uses.

The new transportation corridor generally get capitalized into land values. Residents

and businesses are willing to pay a premium for being closer to transit stations because

of the reductions in travel time and the impemens in quality of service (Carrigan

et al., 2014)For instance, Cervero and Kang (2011) stated that new BRT services
produced highly localized land value premiums in Seoul, Korea. Land markets
capitalized the BRTOs ac cghardenshyirdsidential bene-
uses. Residences within 300 meters of the BRT stations experienced land price
premiums of 5 to 10 percent. Also, retail and otherresidential uses within 150 m

of the BRT stations benefitted from premiums of 3 to 25 percent.

BRT sysems have power to chaniged uses or density especially around the stations
and along the corridors. With the existing travel demand on a corrigdreBcourage

the higherdensity (Carrigan et al., 2014According to Cervero and Kang (2011),
higher-density residential land uses formed with the new BRT services in Seoul. After
implementation BRT corridor, parcels within half a kilometer of a BRT stop had
become more intensive land uses. Land use conversion was from single family to

multi-family resdential uses within 400 meters of a BRT stations.
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2.3.2.5. Regional Rail Investments and Their Impact on Urban Development

There is an increasing need to provide effective regional transit systems because cities
grow into metropolitan arsawith the ciy region concept (Grava, 2002). Regioral
systems arstill the most efficient way to move large volumes of people over the long
distances with the high spe@duchic, 2007).

Regional rail systems operate for regional passenger running throughytbenter
and they provide better coverage than commuter liWés. the growth of polycentric
urban areas, the demand for higgrformance transit networks are required. Although,
these polycentric links generally provided by buses, some cities increasetirest

for upgrading rail systems (Vuchic, 2007).

Banister (1995) stated that;

consistent with the location theory, regional rail systems have been a
force toward decentralization of both population and employment.
Inter-city comparisons with cordt cities without regional rail
suggest these rail investments probably had some clustering effects,
leading to perhaps a more polycentric metropolitan form than would
have existed had would have existed had any of these rail transit

systems not been built

2.4.Summary

In this chapter, the concept of link between transport and urban development was
described in order to provide a bette@derstanthg of thereciprocalrelation between

these two area®Vithin a historical framework, walking, transit, aadtomobile city
concepts were examined in terms of understandmmgtiansport technologieshaped

urban development Moreover, the need for coordinated planning of transport and
urban development in contemporary cities was clarified and it was emph#sated
linkage between transport and urban development shoutdabted at theegional

level. It was also highlighted that transport is as an important tool in shaping urban

development and in helping realize urban development plans. In this respect,
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espeally, public transport systems can be used as an effective instrument. Thex chapt
highlightsthe need for integrating urban development plans and transport plans, and
hence the need for coordinated planning in these two areas that are in constant
interadion with each othefMhe following chapterwhichpresents the world examples
(Copenhagen / DENMARK uritiba / BRAZIL, SINGAPOREAhmedabad / INDIA

and Bogota / COLOMBIA, describes in further detail about how public transport
systemscan beused as ammportant instrumenwithin integrated and coordinated

planning approach.
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CHAPTER 3

3. TRANSPORT AND URBAN DEVELOPMENT INTEGRATION
EXAMPLES FROM DIFFERENT PARTS OF THE WORLD

In this sectiontransportand urban development integration issue is exanfireed
different parts of the worldAccording to Suzuki et al. (2013)best examples
(CopenhageiibENMARK, CuritibaBRAZIL, and Singapore) of transport and land
use integration have a cogent langse vison that shaped regional trgust
investmentsTransporis one of several important tools used to make urban visions a
reality. Cities like Copenhagen and Sapgre have benefited from stronggiond
visions and high capacity of transpanvestmeis produce desired urban form
outcomes in these cities. In addition, Curitiba is often referred to as a good practice
because of its success in integratminits BRT system and udm development
(Cervero, 1998).

In addition,AhmedabadNDIA and BogotaCOLOMBIA recognized the importance

of the integration between transport and urban development especially after 2000s and
they are trying to shape urban development in accordance to the urban transport. Their
experiences are crucial in terms of thegdporturities and challenges arisen from the
integration betwee transport and urban developme(Buzuki et al., 2013).
Furthemore, both cities have mangimilarities with Gaziantep case study.
Ahmedabad, Bogota and Gazianteqe industal and commercial basetieis and
because of their strategic location, they continue to attract significant numbers of
businessesinvestments and new residents. Hence, dreyexpose to rapid urban
expansion and aimto overcome motorization trend, tnaff congestion and

uncoordnated transport and urban development.
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3.1. Copenhagen / DENMARK

Greater Copenhagen Region is locatttheeastern part of Denmarntn the Sjaelland
Island withalmost2 million population(Figure 20). Theeagion plays an important

role among the Nualic countries and it is seen as a natural gateway to the Baltic
counties (Norway, Sweden and Finland) from the mainland of Europe (Chew, 2005).
Copenhagen is the capital and most populated city of Denmark with a more than
540.000 city population. It is Bsated thathe City of Copenhagen will growvith
approximately 100.00Mmoreinhabitants by 2025 (Wikipedia, 2014).

I city of Copenhagen

I city of Frederiksberg

I copenhagen County
Frederiksborg County

I Roskilde County

Figure 20: Map of theGreater Copenhagen Region

Source: (Chew, 200%

In Copenhagen, thaious Finger Plawasestablished at 1947 (Figu2&). The plan
proposed aegional form in order to control urbamdasuburban growtiJnder the
guidance of a regional planning body, urban areas were developed along the linear
corridors which are linkedybtransporiand extend like fingers from the center of the
city. Thus, green areas which are located between the urban coeid@retected

from urban sprawling (Cahasan adlérk, 2005).
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First Danish planning act was passed by the national government.

The Finger Plan wasedleloped and passed.

Was a period characterized by weak planning efforts, municipal infigh
and antagonistic relationships between Copenhalereintral city and its
suburbs.

This is considered the apex of an urban crisis that led to suppo
increased government experimentation in the field of Planning

The Thumb & Forefingéithe first of the planned fingdraere planned
and developed. The end result was criticized due to its inequi
separation of social classes. Public frustration withstgregation of rich
and poor led to the forming of a regional planning authority.

Regional Planning Authority formed.

Parliamentary planning law was passed specifying how regions sk
plan. The law was weak in the Copenhagen regionialadear on the par
of national policy of ceding power to the region which houses 1/§
Denmar koés popul ation.

Greater Copenhagen Council was formed. This was a regional autho
was criticized for having no teeth and was disbanded in 1988.

During this period, the Ministry of the environménan entity that
operated at the national ledebversaw regional planning function
Ironically, despite the lack of a regional planning arm the Policy Decis|
made at the national level such as a new trarsgant link to Malmo,
Sweden hel ped secure the cityods
of cultural economic bounty.

The Greater Copenhagen Authority was established. This is a reg
planning authority that oversees transportation plannégional planning,
transit operations, economic development, tourism and culture.

Figure 21: Planning Timeline in Copenhagen

Source: (Jorgensen, 2008
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In the earlyl970s, Copenhagen city center suffered from pressure with the rapid
development of the city center. The demand ofeerters and single family housing
was increasing. Therefore,n@w regional plan was started to apply in 1989. It was
realized that the fingers had grown out of proportions, leading to urban sprawl and

traffic congestion (CahasamdClark, 2005).

Furthermore, it was necessary to intensify the existing-bpilireasand design more
densely. At the same time, urbanndastated that every sulentershouldbe built on

a transport interchangand the workplaces, services and facilities should densely
locate at these transport interchanges or termingiss approachwas named as

proximity to statioron new regional planJ¢rgensen, 2008

1948

1980 2001 PRESENT

Figure 22: Evaluation of FingeStructure Development Process

Source:(Jorgensen, 2008
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Finger Plan which significantly orient development of the regidhdetermines the
framework for urban and transportation development. All the municipal planning in
Copenhagen region is abided by the plan. Major towns outside of the Copenhagen city
are settled along ¢hfingers which are connectpdblic transportationThe fingers end

at five provincial towns which ar&3-40 km.away from the Cope#hagen city center.

Various secondary centers developed along the radial railway(line2010).

Cervero (1998) stated that,

a textbook example of lognge planning vigins shaping rail invest

ments, which in turn shaped urban growth, comes from Copenhagen,
with 1ts cel ehborBatlyeid thefipfannimg gracessp | a n
planners identied corridors for channeling overspill growth from the
urban centers. Rail infrastaiure was built, often in advance of
demand, to steer growth along desired growth axes. Greenbelt wedges
set aside as agricultural preserves, open space, and natural habitats
were designated and major infrastructure directed away from districts
with thesdeatures. The evolution of Copewgea from a Finger Plan,

to a directed raHinvestment program along defined growth axes, to a

finger-like urbanization patterns is revealed by Figa®

Corridors of new satellite

Finger Plan Five axes radial investment ;
towns served by rail

e
e O S

S

A

Figure 23: Evaluationof CopenhagenBlanFomst 6

Source:(Cervero, 1998
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New towns which located on periphery of Copenhagen are designed ruke a
pedestrian friendly. Thegenerally have 10.0680.000 population andrelaced by
greenways. Halffothe resident who lives iplanned newowns use train for going to

work and four out of five walk, biker take a bus (Cervero, 1998).addition, the car

usage is limited by increasing parking fee and decreasing the number of parking spaces
in the city center. Walking, cycling and publicrisport are encouraged with creating
more pedestrians, cycling paths and putshasport moded\jelsen, 2002).

Jorgensen (2008) mentioned that the main principle of the FingemRkilmat the
layeruponlayer growth should stop and that most of theritity should develop in
narrow town fingers along existing and future railwaliserefore, the plan creates
advantages for developing public transportation. It is also helpful to the future urban

plars especiallythose ofmunicipalities in the regiofLu, 2010).

According to Lu(2010), the main contents of Finger Plan are;

1 establish the network of radial road
1 urban development should be along finger corridors and followed by the
network of suburban railways

1 green space should be preserved between died fengers.

To summarize, Copenhagen can be identifiemh@sof thegood examples in the world
with its integrated planning which coandtes transportation, urbangtropolitan and
regionalplans. The plan of the Copenhageabstracted as a conceptscheme like
five fingers of ahand which proposed development along the five corridors. Also,
these corridoraresupported by regional rail systemsrder to help realize the Finger
Plan macrdorm (Sutcliffe-B a b ad0Bk
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3.2. Curitiba / BRAZIL

Curitiba is the capital city of the State of Parana in Southern Bragur@-24). The

city population wasapproximately 1.760.500 people in 2010, making it the eighth
most populous city in the cougitand the largest in Brazil's South Reg(@Vikipedia,
2014).Curitiba population rapidly increased with the rate of approximately 4% per
year diring the 1960s to early 1980&lthough a city plan of Curitiba had been
prepared in the middle of the 194@se plan could not meet the expectations because

of tremendoa migration and economic growthifidau et al., 2013).
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Figure 24: Location of Curitiba

Source: (http://www.grida.no/graphicslib/detail/curitidacation_cb482014

Curitiba prepared a Preliminary Urban Development Plan in 1964. After tws, year
Curitiba Master Plan was prepared for guiding city developmeriéarext 30 years.

In 1966, Institute for Research and Urban Planning of Curitiba (IPPUC) was
established for monitoring master plan, conducting regional growtlvasdharged

with ensuring integration of all elements of urban growth. In 2004, Curitiba Master
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Plan was revisd and it aims to maintain linear development along the corridors on

metropolitan leve(Lindau et al., 2013|Figure25).

Agache Plan-1943 Mater Plan-1966 Mater Plan / City Act-2004

Radial and Perimetral Growth Linear Growth Setting down city structure
and metropolitan approach

Figure 25: Curitiba Planning Process

Source: (Vallicelli and Twardowski2012

According to Cervero (1998there were three key periods in the history of Curitiba

planning.

19431 197Q Planning principles and vision was generated.
197271 1988 Planning decisions that led to the consolidation of a city wide
integrated bus transit system.

1 1988i Today: Metropolitan expansion and improvements in the integrated bus

transit system.

44



—_— bus line
—— transfer station
‘.J_’ bus ®rminal
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Figure 26: EvaluationofCur i ti bads I ntegrated Transpor

Source: (Rabinovitch, 1998

Actually, a LRT system was proposedtobedepettwh en Cur i ti bads pop
400.000 inthe 1970s. However, it was estimated that investment on LRT system was

not feasible because of the high capital costs. Instead, IPPUC evaluated BRT system

and nowadays, it iknown as the first fullyntegratel andone of themost effective

transport systemin the world (Cerverd,998)

Suzukiet al.(2013)ment i oned that Curitiba is one ¢
well-planned cities, in large part because of its success at integrating BRT investments

and urban development. Plans intended to promote a linear urban growth by
integrating with public transport along the structural axes. Urban growth was oriented

along busserved linear axesith transit first policy. MoreoverCuritiba government
encourageall medium and largscale urban development along the BRT corridors to

provide transioriented development.
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In Curitiba, each of the structural axes was developed as a trinary system 28)gure
Three parallel roads are designed for coordinating lases and building heights
(density) that taper with distance from the BRT corriduzuki et al., 2013As it is

seen in Figur@7, on the central road, mixed land uses (commercial, business and

residential) are located and the density gradually decreits¢he distance fronthe

main axes.

High Density High Density

Commercial, Commercial,

Business, Business
Low Density ¢ " J Low Density
Mainly Residential Residential Use Residential Use Mainly Residential
Use Structural Axis Use

f_H ZR4

(Sne-way Road

dne-way Road

One-way Road
y p k
(Traffic flow: 60 km/) on the Axis Dedicated Lanes on the Axis (Traffic flow: 60 km/)
N Y S
Trinary Road System

Figure 27: Curitiba Trinary Road System

Source:(Suzuki et al., 2013)

Express Buses

/Ex press Buses

Bus Terminal

Building Density

Figure 28: Curitiba Trinary Road Concept

Source:(Suzuki et al., 2013)
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In addition,mixed and dense land use form along the axes provide a concentrated, high
demand for transport services. Travel demand for the busway system provide buses to
cross the central business district (CBD) while traffic access is limited. Also, other
transport mdes are integrated into the busway on interchaegmninals and stops
(Lindau et al., 2013).

According toSuzukiet al.(2013), Curitiba master lans impose to channel growth

along designated corridors, mix land uses, intensify land development at Key BR
stations and introduce highual i ty urban designs. I n con
growth has been largely market driven, producing a more chaotic urban form. Instead

of the public transport, people are encouraged to travel by private car (Eyure

Linear Density in Curitiba Unplanned Densityi n S« o |

Figure 29: Urban FormoCur i t i ba and S«o Paul o, Brazil

Source: (Suzuki et al., 2013Photos by Robert Cervero)

Figure 30: BRT Corridors in Curitiba

Source: (Vallicelli and Twardowski2012)
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Figure 31: TransitOriented Spatial Development in Curitiba

Source: (Vallicelli and Twardowski2012

The busway system along the five structural axeamed as an Integrated Transport
Network (RIT) that provides a spine foamsitoriented development (TOD). The RIT

is originally a municipal initiative that sought integration of transportation and land
use in the city of Curitiba. Today, 14 of the 26 citiéthin metropolitan areaperates
RIT. Furthermorethe integrated busystem was upgraded with the introduction of the
Green Line in 2009."6BRT corridor displays every aspect of a modern full BRT
system(Lindau et al., 2013). Alsohe busway system is operated with 2.000 vehicles
and they carry 2.1 million passengerslay on 390 routes in Curitiba. Streams of
doublearticulated buses serve 16.000 passengers an hour along some corridors. This
capacity is higher than some metro line capacities around the (&riiki et al.,
2013).
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Curitiba Curitiba -
Linhas Expresso Biarticulado Linhas Direta

Figure 32 Schematic Presentation of Curitiba's Integrated Transit Network

Source: (IPPUC 2009

To sum up, @ritiba bus system was developed as an integral part of an overall master
plan whose basic objectives included radial expansion dafityq@long five corridors
(structural axes) and integrating land use and transpoetcity is considereds a
model br BRT development in the world and a best practice example for integrated

planning of transport and urban development.
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3.3. Singapore

The citystate of Singapore is globally known because ofutsassful integration of
transportand regional development. After théorld War 1, Singapore was third
world country which was suffering from poverty, transformed to the dynanaddern

and industrialized citgtate Suzuki et al., 2013)Today, with the 5.1 million
popul ati on, i t ouwsisst corttasmerized pott, & togked agrlmey n d
a sizeable national shipping line and effective mass rapid transit system) (MRT
(Cervero, 1998).

As part of a national economic development strategy, Singapore has embraced
Scandinavian planning concepts. According to these concepts, iplasteed new

towns are connected to the central core with the radial corridors-gergbrmance

rail transit). Singapore structure plan, called the Constellation Plan, looks like a
constellation® satel | i te Aplcarearetsarmunded loythesheewcent r al
towns. New towns are interspersed by protective greenbelts and interlaced by high

capacity, higpper f or mance r ai | transit. Wi-t h radi al
rise urban center connects to the-sehters with the looping mix of heaand light

rail lines(Suzuki et al., 2013)Figure33).

Woodlands

Tampines

LEGEND
‘ . Central Area
?’naarraig: . Regional Centres

() Sub-regional Centres
Radial

Orbital

Figure33:Si ngapor eds i Co Urbankelelogmenton Pl ano f or

Source: (Suzuki et al., 2013
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In Singapore, satellite towns which have specialized functiodsraeract with each

other has been built @glf-contained new towns. Most of these towns are mixed land

use, some of them are mainly for the industrial estates or aboutqtmeers of
residenti al communities. Al s o, radi al co
business district and most new towns are centered on MRT stations with housing, retalil
shops, community facilities and open spaces. Thus, like Copenhagen, thesevel

settlement pattern has produced important transportation beBei#sk| et al., 2013).

According to Suzuki et al., 2013}he role of rail transit has taken the laggres of

motorized trips and it is expected that this situation will continue in coming years.
From 1990 to 2011, the Il ength of Singapo
kilometers to 138 kilomete(&igure 34). his has caused a doubling of thember of
passengers and approximately 2 million passengers use transit system a day. Thus,
Singaporef6s | atest | and transport master

publictranms port a choice moded strategy.

1990

Figure34 Enl ar ge me nt Ragid TE&nsih $stanp foom @980sto 2011

Source: (Wikipedia, 201%

Singapor eds progressive O0trans-riented i r st 6
Constellation Plan. The city offers a tarmain fiscal program impheentedto reach

the 6getting the price rightoé policy wit
subscription 6fees for owning a card and

for automobile purchases and high registration fees. The sebangkds about fuel
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taxes and parking fees. Last one is forcing motorists to internalize the externalities

about using their cars during peak ho8sZuki et al., 2013).

In Singapore, connections between transport technology and settlement pattern is
corsidered as an important issue and with the planning decisions, land use visions
guided and shape the transport i nvest ment s.
multimodal settlement pattern (satellite new towns) gave rise to effective rail network

thatis supported by the bus system (Cervero, 1998).

Central governmerttas allowed land development and transit services in Singapore
and different planning authorities (the Urban Redevelopment Authority and the Land
Transport Authority) are closely coordinatedterms of institutional and financial
aspects. For example, revenues which are generated from vehicle ownership and usage
chargesare used for expanding transit services as well as applying transit oriented
development (TOD) facilitiesSuzuki et al., 203).

Consequently, it is important that effective coordination and integraetween land

use and transposlystem in Singapore is the outcome of the deliberate and carefully
thoughtout government decisions. Restiagcar ownership to build compaatansit
oriented communities and ensuriaguality of access to services (housing, education
and medical care)ra some of these decisions. In additi@entralized planning
structure in Singapore is spatially comparable to the regional planning scale and
implemented by many medium size jurisdictions around the world (Cervero, 1998).

3.4.Core Lessons on Integration between Transport Investments and Urban

Developmentin Best Examples

According to Suzuki et al. (2013)best examplesof the transport and lanuse
integrationrevealthat there are seven ingredients to reshape urban rwaravith

using transporinvestment.

1. The impacts of transitrelated land use are greatest before an upswing
in regional growth: Important landuse shifts will occur if @nsport

investment timing is right in region. Making an investment on transport
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systems can convert remarkable larsg¢timpact Meanwhile, needed fund for
making transport infrastructure can be obtained from this land development

opportunities.

2. Transit systems generally reinforce and often accelerate
decentralization: Transit system investment especially railway and BRT,
partially stimulate suburbanization. However, mass trang@nted growth can

be more sustainable pattern when it is compared byvaigh

3. Proactive planning is necessary if decentralized growth is to take the
form of sub-centers: Transportation investment caausemore concentrated

forms of decentralized growth.

4. Radial high-capacity transit systems such as BRT and metros hekeep
downtowns economically viableUrban centers get the incremental gains in

regi onal accessi bil icaugeemploynen growthiny t r a
urban centers. However, the regional share of employment and trade facilities

often decrease becausfthe decentralization effects of transit investment.

5. Under the right conditions, railways and highcapacity bus ways can
spur central city redevelopment:When government agencies take some risks
for redeveloping depressed areas, transportationtmeess like railways and
high-capacity busways can encourage the private capital for investing on

economically stagnartreas.

6. Other pro-development measures must accompany railway and high
capacity busway investments:In addition to financial incentes, some
policies like financial and tax incentives are needed to attract land developers

to the redeveloping depressed areas.

7. Network effects matter: Railway and higkcapacity busway systems must
provide the geographic coverage and regional accesgsifihe addition of
exclusiveguideway services can create spillovers and synergies, benefiting not

only the newly served corridors but existing ones as well.
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3.5. Ahmedabad/ INDIA

Ahmedabad is the fifth mbgopulated city in India witts.5 million inhabitants.

Additionally, it is one of the fastegfrowing cities in the world and its population is
supposed to reach 10 million over ¢$he next t
megacitiegFigure35). Similar to other big cities in India, Ahmedahiacalso tryng

to overcome some problems that are rapid urban growth, increasing motorization

trend, congestion and uncoordieat transportand urban development structure

(Suzuki et al., 2013).
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Figure 35: Map of Amedabad, INDIA

Source:(Suzuki et al., 2013)

In India, the national government adopted the National Urlsansport Policy. The

aim was to encouraggties to undertake public transport projects, particularly BRT.

In 2005, the decision to build JanmangAhmadabadhe first BRT system in India,

appeared i n nati onal government 6s i nvest men
corresponddt o t he | ocal gratiore priorities.Jarimarg starteddon s p

operate in 2009 and considerably improved the ntolyili of Ahmedabadds pass
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Janmarg consists of three pheaed Phasé(completed) have 45 kmetwork, Phase
Il (under construction) adds 58 knmand Phase Il (planned) proeicadditional 40.2
km. (Cervero, 2013jFigure36).
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Source: (Suzuki et al., 2013)

For Janmarg, eas# access is a vital plan component. With the construction of the
Phase | corridors, 20 percent of the population start to live within the wallstagde.
Whenall there phases aoempleted, it is expected that this proximity will be increase
about 73 prcent. Furthermore, routes anestly selected to pass through the fastest
growing areas of the city. For this reason, daily ridership increased from 13.000 in
2009 to 135.000 in 2011 and during the peak hours, the interval between buses is 2,5
minutes for Phase I. In additiothe system provided opportunities to improve open

space around station are&sizuki et al., 2013)Figure37).
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In Ahmedabad, buHtip areas are currently expanding toward the urban periphery with
more development along the roads networks and theseamsalsoplanned for BRT
corridors. Even though existing BRT system mainly serves-bpidreas where land

for new development and densification is limited, new corridors (Phase | and Phase II)
aredesigred to serve new development areas in order to shape futba® growth
(Cervero, 2013).

Ahmedabad has powerful political management with coordinated government
administrations. Institutionally, Ahmedabad Municipal Corporation (AMC)
collaborates closely with the Ahmedabad Urban Development Authority (AUDA) and
Certre for Environmental Planning and Technology University is the part of the
planning processes when it is necessary. In planning mechanism, AUDA is responsible
for urban planning and development plans; thus, controls development activity and
provides physial and social infrastructure in the metropolitan region. Furthermore, in
urban area, AUDA delegates the similar tasks and activities to AMClose
coordination with it Therefore, AUDA provides an efficient mechanism for
coordinating regional growth arehsures consistency in urban planning practice and
implementation across different administrations in the metropolitan region. This
coordination was particularly noticed in the BRT planning and implementation phases
(Suzuki et al., 2013).
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3.6. Bogota /COLOMBIA

Bogota is the capital of Colombia with a 7.6 million plgpion. With progressive
transportinvestments like TransMilenio BRT systeifravel Demand Management
(TDM) facilities and the transiinked social housing projects, Bogota has gained
international reputation among developing countri¢islglgo and EMBARQ, 2010).
Similar to Ahmedabd, Bogota also face with rapid growirtgaffic congestion,
uncoordinated urban expansion and additional 2.5 million people in next four decades
(luchi, 2012).
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Figure 38: Map of Bogota, Colombia

Source: (Suzuki et al., 2013)

The idea of TransMilenio BRT system was originated fregional development plan

of Bogota in 1998. This plan include long term planning decisionsniproving
mobility and solving traffic problems. Between 1998 and 2016, TransMilenio aims to
construct 388 kilometers line in 22 corridors. Initially, Phase | and Phase Il projects
are the main focus and projects respectivelyabag 1998 and 2006. Phddgs 42 km.

long and opened in 2000. It seswan two main corrida which are named as Av.
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Caracas and Calle 80. Also, Phase Il th@same length with Phasgdnd Phase Il
is recently undeconstruction with 28 knline, makingthe whole system 122 long
(Suzuki et al., 2013Figure39).
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Moreover, TransMilenio mostly serview-income populations, its feeder buses

operate in lowincome neighborhoods on the urban periphery. At the present time, 1.5

million daily passengers (74 percent of total public transit trips in Bogota) use
TransMilenioandtwa hi rd of <cityds plogneteraftmaimar | ocat es
feecerlines That 6s why planning authorities regar

of BRT systemsRodriguez and Mojica, 2008).
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However, a decade after the TransMilenio construction, Bogota faced with some
challenges that are generated from uncoordinatben expansion (sprawl), traffic
congestion and deteriorating TransMilenio services. System started to be insufficient
for satisfying current demand. Moreover, when additional 2.5 million peoplariat
projected in the region over the next four decade®nsiered, longterm decisions
becomecritical for Bogota. For this reason, national government and local authorities
started to plan new metro lin8y{zuki et al., 2013).

In addition, political and economic competition among municipalities frequently
interrupt the coordination of planning, investment and service provision between the
local authorities. For instance, TransMilenio and other regional bus services are not
integrated so lovincome group who live on urban periphery but work in Bogota face
with difficulties when they are commut.
jurisdiction does not align with the regional context in terms of planning and policy
making(Bocarejo and Tafur, 2013).

Therefore, Bogota region and the local municipalitiesizeahe necessities of the
coordination between different legedf planning mechanism in order to satisfy
growing population and economic activities and many crucial attempts have been
made. For this reason, in 20008natopolitan administrative unit veestablished by

the City of Bogota and surroundinguunicipalities. The aim was t@rovide
implementation of wellntegrated plans, integral development and efficient service.
Hence, boththe City of Bogota and municipalities working on different actigtie
under the Regional Territorial Occupation Model (Figd® and these activities
include interregional projects such as the metro line and regional train and the
rehabilitation of the Bogota River. Also, Territorial Ordinance Organic Law was
enacted by ational government in 2011 in order to promote regional coordination
(Bocarejo at al., 2010).
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As a result, according 8uzuki et al. (2013)elations between regionaidmunicipal
administrations isstill weak and this situation makes the regional coordination
complicated and inefficient. Although, more integrated plans and projects are
implemented with Regional TerritatiOccupation Model, regional system continues

to be difficult to navigate and planned regional transportation system has not yet
achieved succesNevertheless, the Bogota example helps to highlight the importance
of coordination from regional to localMel planning and it is noteworthy due to the
awareness of existing governments regarding the need for better planning

coordination.
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3.7. Major Barriers for Transport and Land-Use Integration in Developing

Countries

Many citiesin the worldhaverecognize the importance gpublic transporsystems
especially in last decaddsecause of thdraffic congestion and enwnmental
problems. With transpoihvestments, they intend to reverse autometdpendent
patterns of urban growttAs can be inferred frorAhmedalad and Bogota cases,
integrating transport and land use candiféicult issues, particularlyfor cities in
developing countries and they have to overcome multiple challenges. According to
Suzuki et al. (2013glthough both Ahmedabad and Bogotd fawardlooking, long

term plans, visionary leaders and wecldss bus rapid transit (BRT) systems, short
term demands for improving mobility override leteym visions for sustainable urban
development. Both cities aim to ingue mobility with the invetmentsin BRT

systems but it is not clear that these systems can reshape and transform urban growth.

Suzuki et al. (2013)efined eight majr barriers to transport and lande integration.

1. Lack of regional coordination at the metropolitan level.Themanagement

of a metropolitan region is a compl ex
various governmental entities at multiple levels. Governmarg responsible

for coordinating and integratingegional, laneuse and transportation plans.

With the suburbanization and decentralization, national governments delegate
some of their decisioamaking powes to the local governments. However,
coordination between local and national levels sometimes can be difficult,
unless proper iegrated planning syams exist. In addition, political and
economic competition between municipalities sometimes prevent coordination

of planning.

2. Sector silo behavior and practices at the city leveDepartments and
agencies generally have different missions, managerysteinss, budgets and
staff profiles at the metropolitan level. Hence, thesdewinhces disrupt
integration between landse and transport. Transport planners have little

knowledge about urban planning and urban planners have little knowledge
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about transpdation. Thus, making an integration and coordination of two can

be difficult. Two departments have different psiat view.

3. Inadequate policies and regulations for strategically creating
articulated densities: Most developing countries have higher plapion
densities than landch countries like Australia and United States. Instead of
the increasing density in builp areas, spready development to new areas
were generally preferred in developing countries. Although it is known that
density leadsitthe deterioration of urban service provision, it is not necessarily
true. For instance, Singapore with 7.025 people per square kilometer provide
efficient and highguality urban services and maintain good environmental

conditions.

4. Restrictive nationd regulations and administrative constraints:
National and local government regulations and administrative deficiencies
negatively affect the smooth functioning of land markets. The result is the
under or oversupply of land, noncontiguous spatial developaral changes

in landuse patterns that respond slovity the values created by transport
infrastructure. These regulations are major barriers to transitted spatial

development.

5. Inconsistencies in the planning instruments and deficiencies in tine
implementation: Urban and transport planning decisions cannodlibectly
reflected in practice.Shortterm demands for improving mobility have
negatively effectenthe longterm visions and sustainable urban and transport

development.

6. Inadequate mlicies, regulations, and supporting mechanisms for

redeveloping built-up areas: In order to meet existing traffic demand and

reduce congestion, priority ithin transportinvestments is given to the

urbanized areas for generally in developing countriesveier, retrofitting

these areas is more colmpand difficult because tfvo main reasam Firstly,

private busi nesses or househol ds mostly

government has little edrol over this land but transpdrtvestments can be
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used as dool by governments. Secondly, redevelopment of existing areas
requires substantial costs because of the demolition of physical assets and their

reconstruction.

7. Neglected urban design at the neighborhood and street lev@kansport
shapes urban dev@ment and landise patterns influence travel demand.
Density and mixedand use influence travel distances on urban saaea
distances between urban activities determine travel time and cost. Furthermore,
safe and smooth accessibility to transit stat{émst paths and cycle paths) and
facilities like benches, parks and landscaping are important for creating a good

built environment.

8. Financial constraints: Large amount of capital investmerst meeded for
integrating transporand land use. In develomy countries, it is difficult to
overcome this problem. Rapid urban growth put pressure on local governments

to finance infrastructure investments and urban services.

3.8 Summary

The analysis ofvorld examples provide better understanding about tieeessityof
thetransporand urlan development integration in citi®&estexamplegCopenhagen
DENMARK, CuritibaBRAZIL, and Singapore) have benefited from stroegiona
visions and they ensure high capacity transporestments produce desired urban
form. Henceit is clear that integration and coordination between transport and urban
development should be started from regional level. Furtherntiesport is an
important tool for shaping urban development and making urban visions a reality.
AhmedabadNDIA and BogotaCOLOMBIA examplesare also important for
recognizing theopportunities and challenges arisen from the integration betwee
transport and urban developmenhe following chapterwhich pesents the Turkish
context,describes in furthedetil about how this framework is handled Tarkey

planning system.
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CHAPTER 4

4. ASSESSMENT OF INTEGRATION AND COORDINATION
BETWEEN TRANSPORT AND URBAN DEVELOPMENT IN
TURKEY

This chater presentshe coordinattn andintegration between transpatd urban
planning in Turkey from national policy and legal framework to local cassent
public trarsportation policies arexplaned for providing information abodturkish
cities as well as understandithe planning nehanism. Alsoupper scale planske
national development plans, natiotr@nsportation master plans, strategy and action
plan documentsire examined in detail for understanditige coordination between
these plans and transpanvestments in Turkey. Istly, the chapter presentthe
difficulties and solutions for achievirigtegration and coordination between transport
and urban plans in Turkey

4.1. Interaction between Transportand Urban Development in Turkey

Althoughinteraction betweetransport ad urban development is an effective tool for
achievingthe desired urban development pattern, according to the report of the
Council of Urbanization (2009), this interaction is not generally recognized in Turkey,
and transport investments are rarely usedrainstrument to help direct urban growth.
Urban transport systesrare based on the motorizeehicle and urban form is shaped
according to the private car usage. Therefore, spatial growth and develdpwesdis

to the urban periphery arencourageé with transportation investments, such as
expansiorof the road networkgradeseparated junctions faccelerating the traffic

flow andincreasingof the number of lanes. However, effects of thesestmentn

urban spaal developmentire not consideredhile such transportation projectse

implemented (Council of Urbanization, 2009). In addition, while many cities invest in
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urban rail systems, the impact of these systems on urban development is not

sufficiently evaluated (Council of Urbanizatid209)

Similarly, the effects ofurban planning decisions otransport systems is not
sufficiently examined in Turkey (Council of Urbanizatio@009) Large public
housing projectare implemented in various parts of the cif@sticularlyin urban
periphery. This, @ar-dependent urban fosnarecreatedandit is difficult to provide
gualified and effective publidransportation servise As well as thelarge public
housing projectgesidential projectégated communities) for high income groups are
supported wh small scaleplan modificationsand these create ledensity urban
sprawl that are highly dependent on car usage. Furthermore, in many parts of the cities
especially in suburban areas, development of shopping centers is on the rise and these
also create ar-dependent lifestyles, making the creation of effective public
transportation systems impossible. Consequently, transport and traffic impacts of new
urban development is not considered as an important issues bbtuging projects

and shoppingentesin Turkey (Council of Urbanizatior2009)

In addition, nodificationson urban planslisrupt the integrityof urban development
and transport plans. New residential areasjness and shopping centéat are built

in accordance to the plan modificat®not only egatively affects theoordination in
planning but also cause traffic congestion. Due to this, city authorities decide
increase the road capacity building new roads, expanding existing ones and making
gradeseparated junctions. All of idh encourage further car usage and help create
cardependent urban patterns. Therefopatisl deelopment of the cities emerge on

uncontrolled and unplanned way (Council of UrbanizatZi)9)

4.2.Public Transport Policies in Turkey

Public transporis one of the most important modes of transport systems totheeet
transport demania cities For all indicators like the number of passengers per vehicle,
capacity, energgonsumption per passenger, cost, emissions and pollyidoic
transport systens surpass the private c#mansport. Due to theenvironmental,
economic and social problentat are caused by excessive usage of the car, the

importance of public transportatidras increased especially in the last decades. All
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around the world, it is werstood that fast, comfortable, safecessibland affordable

public transport systesnare the most important alternative against the private car
usage. For this reason, encouraging these systems appear within the main objectives
of urban and transpoptl anni ng ( ¥nc¢, 2007) .

The increasingpopulation of cites, mobility and traffic problems that are generated
from private car usage,\@ rise tomass transportation investments especially in ralil
network. Initially, urban rail systems were developedstaribul, Ankara, Konya,
Izmir, Bursa and Kaysehut applications were made in a different manner dach

city. According toEjerciglua nd Y al - éatiesin Tyrkeycbudd)not benefit
effectively from these urban rail investments due to inacclwasgion decision and

lack of comprehensive planning. Nevertheless, there are various cities investing in

these systems as seen in Figure 41
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Figure 41. Stages oRail Projects in Turkey

Source:(Ejercigluand Yal - éner, 2013)

This trend in urban rail system development is likely to continue in Turkey, because
national évelopmenplans, transportation master plans and other strategy and action

plan documents emphasize the importance of the public transport, and give priority to
development of raibased alternatives stating advantages related to energy and
pollution. Although buses are the major public transportation modes in cities, there are

no bus rapid transit (BRT) investments apart from the system in Istanbul, andilight ra
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systems and metros are often considered as the only options for improving public
transit systems in Turkish metropolitan cities (Council of UrbanizatfiQ)9)
Considering that these are fixed investments with major land use impact potential, it
is crwcial that their planning is well integrated with urban, metropolitan and regional

plans.

The report of the Council of Urbanization (2009) also stresses that in metropolitan

cities, opportunities that areffered by theexisting railway infrastructure aneot

sufficiently utilized although these could serve as commuter and regional rail system

or become a line for new urban rail systems. Although many cisesbul, Ankara,

Izmir, Adana, Kayseri, Eskehir, Gaziantep, Dy ar bak ér , Busa ada , Mer si n,
Manisg have intercity railway routes passing within their urban areas and through

their city centers existing railway infrastructures are not used for transportation

systems. Recently, the city of Izmir made use of this infrastructure by moderniging th

railway service and transforming it into a regional rail system that strongly supports

the regional spatial growth of Izmir. This stands as an example of the role that the ralil

infrastructure can play in reinforcing urban and regional plans.

To sum up,the main problem in terms of public transportation in Turkey is that
integration between different systems and upper scale plans are not rarely considered.
There are some good examples of integrated planning, which will be described later in
the chapter. Bwever, generally the transport investments are not planned with an
understanding of their role in urban development. Nevertheless, the policy documents
and legislations in the country emphasize the need for integrated planning. Therefore,
in the followingsections, the issue of integrated planning is analyzed by reviewing

national policy documents and laws and legislations in the country.
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4.3. Policy and Legal Documents in Turkey

In this part, uppescale plansike national development plans tiomal transportation
master plansstrategy and action plan documerdse examined in detail for
understandinghe coordination between these plans and trarispwestments in
Turkey.

4.3.1.National Development Plans

Development plans aim to maintasnstainable economic developmieat national
scale and thegre prepared under the leadership ofdletral governmentin this
respect, development plans introdacset of relations between different sectors one

of which is the transport sector apbduce some policies about it.

In Turkey, development plans were produced far5 year period (except9
Development Plan) until the m20D00s, and since then they have been prepared for 7
year periods. The preparation of the plans were carried out byotheerf State
Planning Organization until 2011, which is now incorporated into the newly
established Ministry of DevelopmeMith these plans, annual investment programs
are defined and investmgmograms are made for the plan periél$o, the allocation

of resources is determin@u each sectors and subsectéter that, investments are
directed according to these polici&u(cliffe-B a b a 20@&)kDuring the preparation

of each plan, expert committees are set up for each sector asddats. Under the
transport sector, it has always been common to have expert committees on road, rail,
air, and sea transport and while antdan transport committee was not set up for the
plans in the 1960s and early 1970s, this changed in 1978 with'tBevelopment
Plan, which featured policies for urban transport for the first time. Plan proposals for

the urban transport sector from #&Plan onwards areummarized in Table 1.
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Tablel: Nat i onal Devel opment Plands Strategies a

Coordination between Urban and Transportation Plans

Zoning plans will be preparedbgether with transportatioi

4™ Development _ - o
ol plans and traffic plans. Authorities and responsibilities

an
organizations will be determined for urban transport.

In cities, transportation plans will be handled in an integra

way with zoning plans and coordination between th

5t Development o _ _ o
ol organizations which responsible for existing transg
an
infrastructure planning, its implementation, transportat

management and its supervision will be provided.

Urban transport investments will be intetgd with land use

6" Development , .
plans and longerm plans which based on public transport v

be adapted.
Transport demands will be resolved in accordance to the m

Plan

plan decisionsand the importance of the urban transportat
plans and theifmplementation will be increased.
Urban transport master plan studies should be accelerated

7 Development _ _
they should be prepared according to the zoning pléhso,

Plan
priority will be given to the public transport systems.

Urban transport investments should be imgggd with land use

plans and public transport systems should be based on long

urban plans.
The pack of integrated urban land use and transportation

and insufficient technical criteria and standards hing
8" Development .
ol enhancement of ¢hlevel of the services.

an
Realization of an urban transport structure compatible with

planned development of the city shall be ensured.

Urban transportation planning, which provides eqt

opportunities for all segments of the sdgigrovides safe an
9" Development _ _ o
ol continuous pedestrian movement, protects public inte

an
minimizes foreign dependency by utilizing domestic resou

and is participatory, sensitive to the environment and produ
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Table 1 (continued)

in economical terms, will be madevaluation of land utilizatior

9" Development| decisions together with impacts on transportation on all sc

Plan and preparation of urban transportation plans required by e

scale will be ensured.

Based on urban transpt plans developed consistently w

spatial planning and development targets urban transport

issues such as strengthening intermodal integration
harmonization, development and transformation

infrastructure giving priority mainly to pedestriarand public
10 transport, establishing efficient intercity and intcéty links,
generalizing environmetitiendly, intelligent, efficient an(

Development

Plan costeffective practices, and establishment of infrastructur

meet the increasing vehicle ownership are stilhgfortance.

é through policies coherent with land use decisjq

establishing a highly accessible and feéficient, comfortable
secure, environment friendly, cdstneficial and sustainabl

transport inflastructure reducing traffic.

Source: (4" - 10" Turkey National Development Plgns

Until the 4" Five Year Development Plan, transportation problems in cities was
perceived as an extension of the national transportation problems and solutions has
been recommered by looking at these problem&rom the4™ Development Plan
onwards, however, the plans include a section on urban transport, presasted

above they all emphasize the need for integration between spatial plans and
transportation plans. Nevertheless, authorities and responsibilitieshatudd clearly
determined and assigned and so coordination was not achieved in practice. The
implementation of these policies has been lim{ted z a | p Neveért@ele3s) some

cases as described below show that there has been awareness in the country for
integrated planning of transport and urban development, although the integration and

coordination could not always be sustained.
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4.3.2.National Transportation Master Plans

Transportation master plans were prepared in order to ensure the implemenftation
the policies and strategies of National Development Plans. In Turkey, two studies were
preparediuntil now. The first one is th€ransportation Master Plg@983i 1993) and

the seconane isTransportation Mster Plan Strategy (20052 01 5) ( ¥z al p,

4.3.2.1.National Transportation Master Plan (1983i 1993)

Coordination and integration between spatial and transportation plans were strongly
highlighted. It was also emphasized that the responsible institutions need ti& wo
together andhe plan steed that public transportation systems (esplgclaght rail

systems and BRT systems) should be developeitiés

Although transportation Master Plan (1983993) was the first transportation plan
on national level, it wanot applied. In terms of lban transportpolitical preferences
override and temporary solatis were applied in cities. Henaelationship between

spatial and transportation plansre/@ot established

4.3.2.2 National Transportation Master Plan Strategy (2005 2015)

Urban traasportation issues were discussed with a critical perspéttivis document.

It was emphasized thatansportation planning has beigmored and transportation
and spatial plans kia not been integrated. Furthermore, the maserquggested that
trangortation plans shouldeperiodically updating becae®f the losing their validity

(¥zalp, 2007).

It was alscstated that longlistance travel requirements have occurred in cities due to
the lacking of integration and coordination between transportatidnspatial plans.
Thus, policies in Transportation Mater Plan Strategy (20P615) were specified as

follows:
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Transport infrastructures should be carried out in accordance with the

transportation plan which integrated with spatial plans (transport

land use planning)Also, integration between different transport

modes should be provided angp to a certain population (i.e.
200000), making transport master plans should be obligatecities

in order to directtransport investmestand implementations

Further policies and strategies weatetermined within Transportation Master Plan
Strategy (200% 2015). Transportation plans which a&aaried out in integration with
spatial plans havbeen turned into a necessity foties with exceeding 200.00Q. |
was also stated thaansportation investments should be carried out in accordance to

the transportation plans that are integtatéh the spatial plans in cities.

Although Transportation Master Plan Strategy (20@®15) isa national level plan,
various urban transportation strategies and policies are mentioned. Especially,
integrationissue issmphasize@nd the problems in practice améticized. However,
the plan doemothave enforcement power as it is only a strategy document. Therefore,

twas not applicable in practice (¥zalp,

4.3.3.Council of Urbanization (2009)

Council of Urbanization (2009) was organized by Ministry Of Public Warks
Settlement in Ankara. The aim die council was tevaluate urban development
within the framevork of the principle of sustainability and create strategies and actions
for achieving livable citiesTen impotant subjects were determined for @euncil of
Urbanization (2009) anthfrastructure and Transportation Commisswas one of
them. Severahstitutions, organizatios and private sector delegates participated and
contributed to the studies onighcommission(Council of Urbanization Final
Declaration, 2009).
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Figure 42: Poster of the Council of Urbanizan (2009)

Source: (Ministry Of Public Works ad Settlement2009)

Initially, Infrastructure and Transportation Commissiocentified many problem areas
and thelacking of integration between urban planning and urban transport planning

is was of them. Theommission described this probieas follows:

Although transport and urban development are two areas that have a
mutual and intensive interaction, it is seen that this interaction is not
sufficiently taken into account in Turkish cities. The effect bamr
plans is not considered when transport investments are made. Also, the
effects of proposal developments in urban planning to transport system
is not sufficiently investigated. However, it is possible to shape
transport plans and investments with thbam plans and use transport

as a tool for the realizing urban plans.

Lack of the coordination and integration between urban plans and
transport plans is a major obstacle against sustainable development.
One of the issues that affecting the lack of cootghnan planning is

also modification of the plans that not consider whole urban plans.

74



Therefore, commission identified some strategies to overcome this prdéiearing
the coordination betwen transport and urbaplanningwas identified as one of the

strategieslescribeds follows.

Integration between urban and transport plans is crucial to achieve

the goal of contemporary, liveable, and sustainable urbanization

Integration between urban and transport plans also entail the
preparation and approval fotransport plans and it provide that

transport investment is made within planned and coordinated way.

4.3.4. Integrated Urban Development Stratey and Action Plan (20102023) -
KENTGES

Integrated Urban Development Strategy and Action Plan, the shoet ofawhich is

the Urban Development Strategy (KENTGES), is considered as a strategy document
at the national levelThe plan wagrepared by the Ministry Of Public Works And
Settlement (after 2011 named as Mamistry of Environmentand Urbanization) for

the target year 023 target and approved in 2010. Council of Urbanization (4609)

an important source for KENTGE®. includes areas, themes and dimensions of

settlements and urbanization as well as settlements and spatial planning.

In this contextpbjectives, strategies and actions are identifiedraedration between
urbandevelopment plans and transportation plans are highlightéde following
manner In addition, responsible and relatéastitutions, realization periocf

strategies and nessgary actions are defined.

Objective:Establishing Sustainable Urban Transportation System

Strategy:In the proces®f spatial planning, policies, programs and
plans will be developed in integration with the planning of

comprehensive transporystems.
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Action: Legislative arrangements will be made to ensure
harmonization and integration between urban transportation plans

and city plans.

In the process of urban planning, further legal arrangements including
urban transport, policy, strategy, iprity, principle and standards will

be made as those that are necessary for the planning and approval of
transportation plans that will bentegrated with the spatial plans.

Table 2: Details about the KENTGES Action

Responsible I Realization .
Institution RelatedInstitutions Period Action Type
Ministry of Interior,
Ministry Of Public Ministry o_f_Transport, Legislative
Municipalities, 2010- 2014
Works And Settlemen ) o Arrangement
Special Provincial
Administrations

Source:(KENTGES, 2010)

4.3.5.Turkey Transportation and Communication Strategy- 2023

The drategy document was preparedthg Ministry of Transport, Maritime Affairs
and Communications in 2011 with the 2023 target yeavrderto identify urban
transport strategy, goals and recomdeions (Cirit, 2014)The drategy document
does not directly address to the integration between urban and transportation plans but

the aim of the document for urban transportation strategy is defined as follows.

Setting up a system which is safe, easesise and to access, based
on public transport, fast, comfortable, has the highest contribution to
economic and social development, environmentally friendly and has
the least cost, will affect urban development positively and will

contribute to contempary urban life.
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Figure 43: Poster of th&@urkey Transportation and Communication Strateg§23

Source: (Ministry of Transport, Maritime Affairs and Communicatio2611)

4.3.6.11™" Transportation Maritime Affai rs and Communications Forum (2013)

The 11" Transportation, Maritime Affairs and Communicats Forum (2013) was

organized on & September in Istanbul. Thenémeof the forum wash Ef f i ci ent
Transport and Fast andoitspeciiied Tuskg ©en gbal s Ah
policies on transportation, maritime and communications for 2023 and 2i@3hain

working groups have been established within tH&TirAnsportation, Maritime Affairs

and Communications Forum. Urban Transportation Working Group dehl the

integration of spatial planning and transportation planning subject {11
Transportation, Maritime Affairsand Communications Forum (2013) Final

Declaration Report, 2013)
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ForumandUrban Transportation Working Group

Source: (Ministry of Transport, Maritime Affairs and Communicatio2613)

Firstly, problem definition about the integration of transportation and urban plans has
been made antién objectives, strategies and solutions have been produced within the

Urban Transportation Working Group. These studies are summarized below.

It was stated thatransportéion systems and investments weagenerally shaped
according to motor vehicles espaly with the car usage in TurkeySome
implementations like expansion of the road network, accelerafitime traffic flow
gradeseparategunction projects athincreasing the number of lanes wgsnerally
applied. Hence, urban sprawl at theripheryis supported and thispatial growt
impacted transpo(i. 1" Transportation, Maritime Affairs and Communications Forum
(2013)- Urban Transportation Working Group Report, 2013).

The document also highlighted that the failure to integratesportatiorplansand
urban plans, disruption of the unity tife plans with plan amendments thaddify
land use decisions and incre#fse density are create significant problemthecities
of Turkey. Urban development and transportation are two areas thatciaenaith

each other. Urban development pattern and urban form are the main determining
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factors of the accessibility, mobility level adémand for transportUrban transport

is the result of interaction between different types of land use in theAtsty, site
selection of differentand uses, distance from each other and relation with CBD
determine the travel distance, selection of transport modes and travel denfand (11
Transportation, Maritime Affairs and Communications Forum (2043)Yrban

Transportdon Working Group Report, 2013).

The document states thatvasll as the effects of spatial development on transport, the
transport systems have significant impacts on spatial development and urban form.
High-capacity public transport systems, especialllysystems due to thgaermanent
infrastructure affecthe spatial development of the city. Thus, urban gnomvainly

occur along these systems and linear and radial urbansfonay be create(l1"
Transportation, Maritime Affairs and Communicationsriim (2013) - Urban

Transportation Working Group Report, 2013).

Problems

According tothe Urban Transportation Wking Group, althouglransportation and
spatial planningare directly related to each other, the main reasons for the lack of

integration baween them in Turkey aias follows:

71 Legal obligations and necessities of making transport plans are not defined as
they are in the case of spatial plans. Legal links between the plans are also
undefined.

1 Technical and legal processes of transportatiarsims which come from the
spatial plans are not defined.

1 There is no crosshecking procedures for the changing status of the plans, such
as plan amendments.

1 Institutions and organizations which are responsible for coordination between
transportation andpatial plans are not explicitly defined.

1 Instead of the ideal solutions, transportation master plans produce solutions

that allow the spatial plans due to the lack of coordination between the

79



transportation master plans and spatial plans. Thus, traagpomaster plans

cannot reach their objectives.

Objectives and Strategies

According to the Urban Transportation Working Group Report (2013), the main
objective should be creating a sustainable urban transport system. To achieve this,
legal obligationabout integration between transportation and spatial plans should
prepared. Also, legal regulations should include urban transport policies, strategies,

priorities and methods.

Solutions

1 Nowadays, significant amount of budgets are spent to solve théem®b
arising from transport in our cities and several infrastructure investments are
made. Transportation should not be considered as only the technical
infrastructure; it should be handled with social, economic and spatial
dimensions.

1 In order to solve th problems associated with transportation and achieve a
more sustainable urban transport system, the city plans should be prepared in
integration with the transportation plans. Also, spatial planning approaches that
reduce the demand for transport showddaldopted.

1 Types of transportation planning (parallel with the different planning levels)
must be defined. Methods for preparing plans, preparation and approval
process should be identified and regulations should be prepared.

1 Transportation Master Plans silbe controlled by an Urban Transportation
Administration that will be formed. In this context, restructuring and
legislation is required.

1 The unit which prepares the Transportation Master Plan should be established
on city level and permanent staff shablle employed.

9 It should be necessary to consult the transport unit when spatial plans are

prepared or revised.
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1 Transportation master plans should be prepared when spatial plans are prepared
each time.

1 All kinds of modification and revision of the spatéans should be evaluated
with transportation master plans. If necessary, transportation master plans
should be revised.

T Municipality parliament and UKOME ( Mu
center) decision must be sought about revision of transmortataster plans.
Also, the opinion of Ministry of Transport, Maritime Affairs and

Communications should be required.

To summarize, many national policy documents in Turkey underline the importance
of the coordination and integration between transportasiod urlan planning.
However, these strategiesidapolicies has not been successfully implemented in
practice. The absencef comprehensive legalegulations and enforcement for
integrated planning is the most importaesons forgap between these policy
documents and practicéDEP, 2010). Having said that, there are a number of laws
and bylaws in Turkey that underline the need for integrated in planning in urban and

transport. Thesare reviewed briefly in the following section.

4.3.7 Laws, By-L aws and Regulations Regarding Regional, Urban and Transport

Planning

A review of the legal framework in Turkey shows that some legislations include a
statement about the need for integrated planning or urban and transport plans, while
some of them, such as thegislation for Regional Development Agencies, does not
contain any references to this issue. These are described briefly below and summarized
in Table 3.
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Table 3: Legal Framework of the Integrated Planning

Regulations and . _
o Emphasize the Need for Integrated Planning
Legislation

o _ Doesnot include any statements regardiransport
Legislation ofRegioral . . ' '
_ planning andhe need for integration betwespatial
Development Agencies .
plansandtransporation plans.

Urban transportation plans, which take into acco

. thee t yo6s spatial, soci g
By-Lawsfor Preparing ) o
_ trends and sustainable development princip
Spatial Plans o '
eéeé, can be prepared i

and lower scale urban plans, when necessary.

By-Law onPrinciples for )
. Urban transportation plans should be prepared
Promotion ofEnergy o _
o _ coordination with the upper and sisgale plans.
Efficiency in Transport

Metropolitan municipality have to prepa
transportation master plan, design urban transp
Law of Metropolitan and public transport servicemd coordinate of then
Municipality (Doesnot include any statements regardirapsport
planning and the need for integration betwseatial
plansandtransporation plans).

Municipalities should establish any kind of pub
transport system imgding rail transport(Does not
Law of Municipality include any statements regardiige need for
integration betweespatial plansandtransporation
plang.

Doesnot include any statements regardihg need

Development.aw for integration between spatial plans and

transpotation plans.

The legislation of the Regional Development Agency does not include any references
to integrated planning of regional plans and transport plans. Among the tabks of
agencies, the document lists such responsibilities as supporting local authorities in

their planning activities, and supporting and sponsoring projects that can ensure the
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implementation and realization of regional plans. Although very general,¢beke
include preparation of transport plans; however, no specific reference is made.
Generally one of the major themes of the regional plans is often regional transport
links; so a more specific reference could be expected; however, it may also be argued
that such regional links have national importance and may be handled by the Ministry
of Transport, Maritime and Communication and its related Departments. On the other
hand, it I S al so inevitable that regi ol
implications for urbartransport developmeniVhile transport planning must clearly

be integrated into regional plans and their main development corridor strategies,
perhaps including a phrase for transport plannggot seen necessary for this
legislation sine preparation of detailed transport master plans is not defined as a task

of these agencies.

The Law for Metropolitan Municipalities, on the other hand, defines the preparation
of urban transport master plans as one of the tasks and responsibilitieésopiofitan
municipalities. However, the need for coordinating transport plans with urban and
regional plans is not stated. According to this law, metropolitan municipalities have to
prepare transportation master plans, design urban transport and puficotta
services and coordinate of these transport services.

The law of Municipalitiegother than metropolitan municipalities) also defines some
transport planning and investments tasks, but again there are no references to handling
them in integration vih urban and regional plans.

The ByLaw for SpatialPlan Preparation defines urban transportation plans as a
separate plan item, and defines the eonof these plans. The article of urban transport
plans finishes with a statement that suggestswhanhnecessary, these plans can be
prepared in coordination with upper and lower scale urban plahs statement does

not really ensure coordination, but leave it optional.

The ByLaw on Principles for Promotion of Energy Efficiency in Transport, on the
other hand, clearly states that urban transport plans should be prepared in integration
with urban plans. However, the legislation uses many terms, such as transport master

plans, sustainable transport plans, and this is generally criticized as creatirgijoronfu
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(see the Council of Urbanization Reports for example). In addition, it states that all
cities with a population higher than 100.000 must prepare urban transport master plans,
which contradictsvith metropolitan cities law. Due to these problems, tyaky is

in a process of being reviewed and updated.

In thisrespectjn-depth nterviews werearried outwith the focus group is shown on
Appendix B. Information abouheintegrated and coordinatgdanning approacfor
Turkey wasohtained fromacadentiansand transport planners withéemtstructured
interviewsthat focus onthe difficulties and solutions for providing integration and
coordination between transport and urban plans in Tuikeg.interview quesins
were formulated as follows artieir explanatorysubtopics are also revealed on

Appendix A.

Many national policy documents in Turkey (National Development
Plans, National Transportation Master Plans, Council of
Urbanization (2009) etc.) underline the importance of the
coordination and intgration between transportation and urban
planning. However, these strategies and policies has not been

successfully implemented in practice.

1. In Turkey, what are the difficulties in providing coordination and

integration between spatial plans and transpaetns in practice?

2. How coordination and integration between urban and
transportation plans can be achieved in Turkey? Which practices

and arrangements should be made?

When interviewees statelle integrated and coordinat@tinning approacts crucial

in many respectst wasexplicit that this planning approach has neglected in Turkey
until now. According to the responses in the intervieiacking oflegal regulations

for encouraging integrated planning approa@ctvasobservedas the most important
barrier in Turkey in order to provideoordination and integration between spatial plans
and transport plans in practideurthermore tiwas stated in the interviews thigtgal

regulationsshould be made in order to provide integration between transport and
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urban plan® afrdan Transport Law should be created wer e recogni z

significant arrangements hintervieweesfor applying integrated and coordinated

planning framework in Turkey.

To summarize, the legislative framework has some references ttirated planning

but many gaps as well. The laws that assign tasks and responsibilities to municipalities
do not stress the need for integration between transport and urban/regional plans. There
is no legislation that requires transport plans to be integri@ato regional plans in
particular. The ByLaw on Spatial Plan Preparation suggests that transport plans and
urban plans can be carried out in coordination when necessary, which again does not
help ensure a coordinated approach. It should also be thateturkey does not have

an Urban Transport Law; and hence there are no legal documents defining how urban

transport plans should be made.

It can be concluded that while national policy documents often emphasize the need for
an integrated and coordinatgldnning of urban and regional plans and urban transport

plans, the legal framework does not provide obligations for such a planning approach.

4.4. Summary

This chapter presentetthe analysis ofthe coordination and integration between
transport andirban planning in Turkein order toprovide information abouturkish
cities as well as understandithe planning mechanism. It is clear thriny national
policy documents in Turkeymphasizethe importance of the coordination and
integration between dnsportation and udm planning; bwever, there are many
criticisms thathese strategiesd policieshavenot been successfullynplemented in
practice. here are a number of laws and-laws in Turkeythat define regional
planning, urban planning andirsport planning; however, very few underline the need
for integrated planning in urban and transport. As such, the legal framework does not
provide obligations for integrated andordinated planning approachrhe following
chapter which pesents the Ga&mtep casedescribes in furthedetail about how this
framework is handled in Gaziantep.
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CHAPTER 5

5. ASSESSMENT OF GAZIANTEP CASE FROM AN INTEGRATED
PLANNING FRAMEWORK

In this chapter, Gaziantep case study is evaluated rwithiegrated planning
framework. Initially, general information that has importance in terms of urban
development is examined. Furthermore, development pattern is studied with historical
perspective for identifying the level of the coordination betweearudevelopment

and transportation investmeifitsm past to presenSubsequently, regional and spatial
plans are examined in order to understand what implications these plans have for the
transport infrastructure and investments in the city; and how waregestments can

be used as instruments to realize these plans. Then transport plans and investments in
Gaziantep are analyzed with a view to identifying whether transportation investments
in Gaziantep are shaped in accordance to regional and urban got@nwhether there

has been an integrated planning approach with coordination between transport and

urban planning.

5.1. General Information about Gaziantep

Gaziantep is the'8largest city in Turkey witl.889.466nhabitants and the biggest

city in southeastern part of countrifhe citycovers aroud 1% of the total area of

Turkey with6.803k m] t er r.i tWhriilad 8% aof Gazi antepo
urban areas, 11% lives in rural areas (TURKSTAT, 20%&4}iantep populationwas

rapidly increaing especially after the 1980s due to the migration from surrounding

cities and rural areas to Gaziantep fogitswing industrial and business activities. In

addition, population still continues to increasen 2015 due to Syrian refugees
TURKSTAT has predicted that the population of Gaziantep will reaéh267.278 in

2023 (Table 4). FurthermoreGaziantep is in the second place (after Istanbul) in

Turkey according to population growth ratethe last two decades (Talide
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Table4. Gazi ant e p 6terough¥gans | at i on

Year 2000 2010 2012 2014 2018 2023

Population | 1.385.249 1.700.763 1.799.558 1.889.466 1.900.432 2.257.278

Source: (Turkish Statistical InstituteTURKSTAT), 20149

Table5: Ga z i asAnneapGiowth Rate of Populatios ()

Year 20072008 20092010 20112012 20132014
Growth Rate 32,9 28,1 25,9 24,1

Source: (Turkish Statistical InstituteTURKSTAT), 20149

Population of Gaziantep generally concentrated on central districts that aee nam
kahinbey and kehitkamil, which together
2013, mpulation densitywhich is expressed as numberof people per square
kilometer was 101 people in Turkey. In this resp€eizianteg(270 people per ki

is on he 4" rank in terms of population density in Turkey after Istanbul (2p&&ple

per knt), Kocaeli (47 Teople per krif) and Izmir (342eople per kif) (TURKSTAT,
2014)(Table6).

Table6: Ga z i a AringapPdpilation Density (people per ®m

Year 2007 | 2008 | 2009 | 2010 | 2011 | 2012 | 2013 | 2024
Population 229| 236| 243 249 2% 264 270| 277

Source: (Turkish Statistical InstitutETURKSTAT), 2014

Gaziantep has gpecial locatiorthat serves a$ u r k gateway to the Middle East.
The cityis located in theconjunction area othe Mediterranean ah Southeastern
Region of Turkeyand bordered by Syria to the south (Gaziantep Chamber of Industry,

2014). The city is also located at the center of historic crossroads and connects east to

host

south andhorth to east along the traditional Sk Road (Yél mda5., 2014) (

Because of this special locatiddaziantehas been a traditional market center in its

regionfrom past to present

88



Georgia

_Black Sea

=" o Azerbaijan

N N

Mediterranean Sea_

Figure 45: Location of the Gaziantep

Source: (https://commons.wikiradia.org/wiki/File:Gaziantep_in_Turkey.sv2015)

Gaziantep is a center thasiany civilizations livedand Doliche ancient site, which is
locatedapproximately 10 km south of the castle of Gazianigfxnown as the first
settlement around thastoric city center of Gaziantegt BC 1.700 (Belge, 2012). The

city has hosted many different cultures and the following agesiaitidations have

prevaikd throughouhistory. Paleolithic, Neolithic, Chalcolithic Copper Age, Bronze

Age, Hittite, Median, AssyriarPersian, Hellenistic (Alexander the Great), Roman,
Byzantn e , Abbasi d, Seljuk and Ottoman (Yeél
(1999),LatakiaandAleppowere trade centers during the Ottoman Empire Period, and
Gaziantep had close relation with Aleppo aratlershad to pass through Gaziantep

to reach Aleppo. Inthe¥c ent ury, the city was | abell e
center of commerce and culture in its regi@P(y ¢ n - ), In thedl ¥’ Sentury,the

control of the region passed into the haofdurks. During the national independence

war, Gaziantep received the title of 0Gaz:

occupyingforceg Yél maz, 2014) .

Nowadays, Gaziantep has become the centaexifle industry and it takes an

important role in the Turkish economy withs industrial and commercial
infrastructureWi t h five organized industri al zon
trade reached approximately 13lion dollars in 2013 (Figure 461n 2013, exports

almost increased by 10% compared with the year 2012 and the city accounted for 68%

of total export of theSoutheast Anatoli&®egion. In addition, Gaziantep currently
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trades \vith 173 different countries around the world and has theighest amount of

exports among Turkish cities (Gaziantep Chamber of Industry, 2014) (djable
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10.000.000
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6.000.000
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2.000.000
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—»— Dis Ticaret Hacmi/ Volume of Trade

Figure 46: Gaziantep Foreign Trade Overview (1.000 USD)

Source:(Gaziantep Chamber of Industry, 2014)

Table 7: Top 10ExporterProvinces in Turkey (Million Dollay

Rank Province Export in 2013
1 Istanbul 63.800
2 Bursa 12.855
3 Kocaeli 12.725
4 lzmir 8.916
5 Ankara 7.270
6 Gaziantep 6.472
7 Manisa 4.033
8 Denizli 3.083
9 Sakarya 2.240
10 Hatay 2.083

Source:(Gazianep Chamber of Industyp014

Although Gaziantep takes place forefront at national level in the context of economic

indicators, according to the Sodiawonomic Index (SEE) determined by Ministry of
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Development in 2011, the city is ranked at th& g6sition within 81 provinces (Table
8). Gaziantep is generally locatatthe end of the lish terms of many indicators such
as accessibility, quality of life, accessibiliof education and health services and
innovation capacity etc. As a result of that the city is in third level developed pesvin

category in Turkey (Figure 4.7

Table 8: Socio-EconomicDevelopmentndex Ranking of Turkish Provinse

SEGE-2011Rank Provinces SEGE-2011 Index Value

1 Istanbul 4,5154
2 Ankara 2,8384
3 [zmir 1,9715
é

28 Kar abg¢k 0,2916
29 Zonguldak 0,2758
30 Gaziantep 0,2678
31 Trabzon 0,2218
32 Karaman 0,1864
é

79 Ajre -1,6366
80 Hakkari -1,6961
81 Mu K -1,7329

Source: (Ministry of Developmenti 2011 SociocEconomic Development Index
2013)
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Figure 47: Third Level Developed Provinces in Turkey

Source: (Ministry of Developmenti 2011 SocioEconomic Development Index
2013)

According to Goss Domestic ®duct (GDP) by Rovinces data released by
TURKSTATIN2001Ga z i a nt evas®.993 @Giidh dollawhich is 14% of the

countrybés tot al GDP (TURKSTAT, 2002) . Mor e 0\

for GAP Region and has a critical roler fthedevelopmentof he r egi on ( Yél ma:

2014).In parallel with the econom@&nd industriatlevelopment of the cifyGaziantep
also hasin importantole intourismsector with its historical anculturalvalues. The

city attracts tourists with its restaants, museums and traditional artisanal craft stores
(ECA, 2011).

Throughout the history, Gaziantep has been located on important trade routes near the
Silk Road and itonnectsAnatolia with the fertile lands of Mesopotam@aa z i ant ep 6 s
transportationsysem connectedwith the surroundingcities and particularly with

Middle East plays a significanble in the development of the citffurthermore,

Gaziantep is a regional growth center andthase important highway connections

First one is @4 Motorway whichconnects he ci ty with Adana and
is D-400 known as the Silk Road hirdly, in the nortksouth direction,D-850 links

Syria to Tur key ( % [Especally with QheSbytheabtérmn g ur e
Anatolia Project(GAP), the conndmns between theities in GAP Regionwere

assumed to be more powerfat development of the region by national government.

At the beginning of the 1990s, highway investments started to accelerate and highway
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length in Gaziantep reached to 145 kilometsrsdhe year 2013 (KGM, 2014) (Table

9).

E Highway and Road
E Existing Rail Line

LRT System (1st and 2nd Line)

OSMANIYE
ADANA

Bus Route (provided by municipality)
Bus Route (provided by private sector)

Para-Transit (minibus and dolmus)

IRIIRuyil

Figure 48. Gazianteplransportation Systems

Source: (CRP 401402 Planning Studio Analyses, 2012

Table9:Gazi antepbés Hi ghwaearskhrhvest ment t hr ouc
Year 1995 1999 2003 2007 2009 2013
Population 19 63 63 115 135 145

Source:(KGM, 2014)

The transport network that is mainly based on motorway apidly growing

populationcause increasing usage of motor vehicles in Gaziantep. Between 2001 and
popul at i mennurgberefwmotbrywehiblégnzinly
cars and motor cyclgbadmore than double(ECA, 2011) (Figurel9). According to
the TURKSTAT Motor Vehicle Statistic of January 201Gaziantep had29914

2010, asGaziartep 0 s
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motorvehiclesmeant that 22&otor vehicles for every 1.000 inhabitants. This ratio is
higher than most cities with tisgmilar income and population size. Moreover, annual
growth rate of privatear ownershimgrew muchfager (more than twice) than GDP
per capita in Gazianteguring2001-2010 (World Bank2015)(Figure 50).
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Figure 49: Growth of Motor Vehicle for Passenger Movement in Gaziantep

Source:(ECA, 201)

Figure 50: Annual Growth Rate oCa Ownership Comparetb GDP Per Capita
Growth Turkish Cities

Source: (World Bank, 2015)
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In addition, he population (15 to 75 years old) is making an average of 1.2 trips per
dayin Gaziantep(corresponding to a daily mobility of about 950.000 trips per day)
andthis mobilityis less tharother cities that have same size with Gaziantep (Climate
Action Ran of Gaziantep2011). he distance of these tripse mostlyshort, allowing

a high share of walking for48%6 of tripsand the remaining6% is made byehicles.
However, wallng rate tends to decrease because the existingentiers are not
sufficient to provide services that are needddreover, trips made by vehicles are
generally based on motorized public transport systems (minibus, service and bus
share 75% of total Vvecle trips) and more than 20% share of the total vehicle trips are
made by private cars (Tercan, 2011) (Tab®. Therefore, it is inferred thahe
majority of the passengers in Gazianmteginly tend to use mass transpeystemsOn

the other hand, prately operated vehicles like minibus€27), personnel and
student services (%29nd buses (%12) are generally preferred because of the
inefficiency of the municipality ownethasstransporation systemsPublic transport
provided by private enterpris@se also inefficient sincmostof them are based on

time profitand do not serve the public needs.

Table 10: Trips by Transportation Modein Gaziantep

Transportation Mode* Daily Total Trip (%) | Daily Vehicular Trip (%)
Pedestria 54,08 -
Paratransit Transport (minibus) 12,57 27,36
Bus (privatty owned public
bus#n(ti)nicip:l/ity owned bF:Js) 823 17,92
Personnel and Student Service 13,51 29,42
Private Car 9,49 20,66
Bicycle 0,28 0,62
Motorcycle 1,05 2,30
Others 0,79 1,72
Total 100 100

Source:(Tercan, 2011)

*LRT system that steed to operate in 2010, is natcluded within transportation

modes.
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5.2. Urban and Regional Planning History in Gaziantep and Implications for

Urban Transport

Gaziantep is one of the oldest settlersentAnatoliaand its population growth began

to increase with thenigration from rural to urbaaspeciallyin the 1950s According

to Turkish Statistical Institutewhile Gaziantep had@opuktion of nearly 120.000 in

1970s, itgrew to over 1,88 millionn 2014. By examiningistorical development ah

planning studies of Gaziantep, it is seen that there are nf@jor master plans

t hr oughout .Tbdf itstyplarswah made by Prgfermann Jansen in 1938

After 12 years, second plan of Gaziantegswirawn by two architect&emal Ahmet

AruandKemal S° y | emi850 and thisiplan prevailed more than two decades.

However,in the beginning ofhe 1970s,the second plan started to be inadequate in

the face of urban growth. Thus, in 19%#y planner Z¢ht ¢ Can won t he
competitionorganized by lller Bank and made the third plan of the city. Fourth master

planwith additional fieldsvas al so made by Ojuz Al dan in 19
additionalmaster plans apart from mentioned fplanshad been applied to the city

to meet the demand of increasing urban populatiimese are piecemeal plans

however. Currently, a new comprehensive master plan study is being carried out;

however, it is not finalized and announced to public yet.
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5.2. 1. Her mMam(1938a nsends

Hermann Jansemade thdirst plan ofGaziantep in 1938uring the implementation

period of the plan, the population of the city was roughly 50.000. The target year of

the plan was 1950 and Jansen estimated thatlgtign would be between 150.000

and 200.000 in this year. However, population just reached up to 70.000 irCFB0 (

401-402 Planning Studio Analyses, 2012 Jansenods plan ai med t
population withinthe existing urban area. As it is seen walking city section, which

was reviewed in the second chapter, Jansen tried to prevent urban expansion that could
exceed beyond thHamits of walking distancesAlthoughestimation of ppulation did

not occur and planned macro form was not stricidypal i e d , Jadesighein 0s p |

Gaziantepasacompactn d wal kabl e city in these year

1§

R ULAED
onn

l".’(JPfSl’ID HERMANN JANSE]

Figure 51: Gaziantep Master Plan 19381 Made by Prof. Herman Jansen

Source: (Metropolitan Municipality of Gaziantgp

Accord ng to Herman Jansends plan, the bounoc
railway route (Aleppo Road)ports district (including hippodrome) and Alleben

Stream which is pagsg along the north of the old city. Gaziantep economy was based
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onweavingindustry and trading. |l ndustri al areas a
close to each other at the northern part of the city. Furtherimgterise blocks were

not offered n Jansends plan and nstowyhousesmthdent i al ar
gardens wex reserved on theuthern and western parttb&old city. Administrative

units were also located between Aleppo Raad AllebenStream (Karakaya, 20)2

(Figurebl).

According to Karakaya ( 2iad thore spetiicatisne n 6 s Gazi
comparedd o Her man Jansends other plans such as
defined many areas for socialization and recreation facilitiesaladincludedwo
significantpurposesThe first one was establishing a railway line torbethern part

of theold aty. The second purpose was building an¢astest arterial road passing

through the south of the old city to link Aleppo. In addition, tlen pfferedseveral

important transport corridors. Asareséitt at ¢r Kk Boul evard, and Ksmet
which ae accepted as the main transport axis of the city today, were ogansdn

alsotried to connect the old city with the proposed residential areas by means of

pedestrian route€CRP 401402 Planning Studio Analyses, 2Q1Rlence, it is clear

that transpdation emerged as an important factor affecting urban development, and

being affected by urban development decisions in this period.

Although estimation of ppul ati on di d not turn out to be
designed Gaziantepasacommaudwalkd | e city in these years (Ye
plan tried tocreate fgh quality urban areawith contemporary urban standardis.
includedconservative, environment friendly and functional design princtpbtsvere

evident in the zoning pattern, establigmhof neighborhood units for different social

groups, large recreational areas, preston of historic city centeand green traffic

free areas connang the city center with natureCRP 401402 Planning Studio

Analyses, 201p
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5.2.2.Kemal Ahmet Aru andKemaliS°®y|l emaedaej Pl an (1950)

The second plan of Gaziantep was mad&émal Arua nd Ke mal i S°yl eme
1950 when the population of Gaziantep was 70.000. The plan generally emphasized
traditional urban patterof the city and road system (IKA, 2013n the 1950s,

population was rapidly increasing and urbanization acceleradéd migration
movements Therefore, masteplan respondedo the demand for new ¢using and

working areasand suitable roadfr a growing number of motor vehicles the

traditionalcente ( Yél maz, 2014) .
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Figure 52: Gaziantep Master Plan 195071 Made byKemal Ahmet Aru and&emali

S°yl emezojlu

Source: (Metropolitan Municipality of Gaziantep)
With the seconglan,pr evi ous pl ands pr opossaadgreenf or d
area surrounding th Alleben Stream were preservedoiling areas weralso

located on the northeast of Nizip Road and s@at$t ofAleppoRoad(Figure52). At

the same time, the growth directiohthe city sh f t ed t owar ds , At at ¢
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Kn°ng¢g Street an@azlériStkeetwasrdnewedSanhdr censtiuction of
new roads accelerated in order to optimiaads f@ motorized transportatio(Ay,

2001). Therefore, motorized transportation started to shape urban macro form and
linear deelopment started to occur along the renewed and new roads. Accordingly,

distances between land uses were increasing in this period.

In the 1960s,while people with lowincome whomigratel to Gaziantep settled at

Kar Kk €y aka distridts, Dighinconrepmug s et t | ed idistrictKkav ak | éKk
Expansion of theity occurredhroughthe southwest direction at that time. Thilrg

city hadstill developed throughthex i s det er mi ned dewloplhenhsends pl ¢
patterns of city revealed linear form onthie southeast and southwest direction
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5.23.Z¢ ht (6 Blaa (1974)

The thirddevelopment plan of Gaziantepa s pr ep ar e dnl8®/gtonegtht ¢ Ca
the needs of the city.ity's development until the 1990s wad by the decisionsf

this plan The third plan, with a target year of 1995, was preparefl.6d0 hectares

area. Althoughtte ppulation of the city was predicted to reach nearly 1 million in

1995, populatiomemaired quite behind the estimati¢Ay, 2001).

Figure 53: Gazianteprhird Master fan- Made byZ ¢ h't ¢in 187 n

Source: (Metropolitan Municipality of Gaziantep)
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According to this fan, which is shown in Figure 53iew industrial zones were
proposed in the north as well as the eashefcity. With these proposals, the spatial
growth of the city was proposed to be much larger than previous plans. Residential
area proposals in conjunction with these industrial zones seem to be limited although

substantial development took place as dbsdvelow.

According to Ay (2001), urban population rapidly increasadd 40 new
neighborhoods were developed in Gaziantep between 1960 and 183tofMhem
wereout of planned areas and built far from the city cefitee. tnplannel parts of the

city were established within additional plar$1(394 hectares adjacent gredich

had been designed without considering of the whole city plan. Also, small industrial
sitesthat weredevelomd around Nizip Street, Araban Road and S8&ad caused
uncontrolled gpansionof the city into rural areasTherefore,expansion of the
unhealthy ad unplanned city parts speeded up amaldistance between the urban
activities continued to increase aretradius of settlenm¢ areaalmost reachetll km.

i n 1980s2014)Yéel maz,
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5.2.4. Ojuz Ahdanés Plan (1990

The fourthmasterplam f Gazi antep prepared by Ojuz A
in 1990due tothec i t y 6 and prablerdsghat generated frequater housing and

local plandCRP 401402 Planimg Studio Analyses, 20)2The target year was 2005

and population of the citwaspredictedto reach 1.800.000The plan also assumed

that planned areas would incre&sem 8.000hectares to 21.000 hectaf@s, 2001).

g - =
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Figure 54: Gazianteg-ourthMaster Pan- Made byOj uz Al dan i n 1990

Source: (Metropolitan Municipality of Gaziantep)

To meethousing needs of the increasing populati@w development aregdahini
and Keéezel hi s aplahnedorethemortlpand soathr part ghe city and
planned housing asewasincreased from 4.500ectareto 7.400 Industrial area also

increased from.800 hectaréo 2250 while ndustrysector had still been tld®minant
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sector in this planning er@y, 2001). Furthermore, apid growth of theperipheral
areas of the citgenerated the formation aew commercial arsasuch as GATEM
(Gaziantep Trade and Industry Ceiternew comnercial and industrial center with

4500 workplace plannednthenor t heast part of the city

According t o IlaQ]popalatioA lofd@Ganantepvap estimated to be

1.800.000 by the year 2005 and opening of new areas for settlements were proposed.

However, population remained far behind this proggcanduncontrolledexpansion
of the city occurred in this period
allocated areas in Gaziantep as institutioresidential and industrialbnes instead of
mixed land use (Ay, 2001). Hence, this segregate&iwéen different land uses created

more travel demand and more distance for daily trips in Gaziantep.

5.2.5. Additional Master Plans (1982005)

Especially after the 1980rapid changes occurréa Gaziantep urban area with the
impactsof the neoliberapolicies Urbansprawl is one of these changes in Turkey and
this growth pattern includes ledense,scattered and sprawlingevelopment that
generally occurred in peripheral, previously rural afedsa - a r As a2e3ult 8f) .
this growth pattern, Gaziéep has experienced many additional plans apart from the
four major master plans (Figus®, Tablell). These additional plans causedensive
usage of areas fatevelopmenof the city. Although gvernment policiesimed to
meet increasing populationmand, this fragmentegpproachesulted irchanginghe

shape of the urban macform and distances between urban activities have rapidly

increased with urban sprawl in Gaziantep

104

(Yel

(Yel maz

(VYe



Table 11. Additional Master Plans in Gaziantep

Year Name Aim
Gollice Planned for Afghanmmigrants wharan away from

1980 ) the war butlocal peoplehave settled in that &a
Housing Area |

instead of them.
Bajlarb: Planned for the immigrants witame from the south

1990 _ eastern Anatolia and the easternafolia because ¢
HousingArea o

terror and securityssuesn the 1990s.

1993 Serice Mass These housing areas were opened in the santh
Housing Area | southwest side of the city for satisfying housing ne
Taklica .

1008 |Safakehi The plan w§s prepared to redeveltpe existing
Housing Area squater housing areas.

2002 Additional The pan includes the west side of the city planned
Master Plan people with the higincome.

Ring Road

2003 Additionaland | The plan offers 10.000v areato benationalized dug
Revised Master | to the difference &tween two road route decisions.
Plan

2004 Additional The planincludes areas close tbe highway and i
Master Plan aims to connect the industrial areas todity center.

2005 Additional The ganaimstocot ri bute to th
MasterPlan Bozdaj village was zong

Source: (CRP 401402 Planning Studio Analyses, 2012
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Figure 55: Additional Master Plans in Gaziantep

Source: (Metropolitan Municipality of Gaziantep)
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Figure 56: Urban Macro form Developments Concerning Transportation

Source: (CRP 401402 Planning Studio Analyses, 2012



In brief, the timelinendicated on Figur&6 summarizes the spatial and transport based
develpment of Gaziantep. Before the 1950s, the city was formed as a compact
structure within walking distance. After that transport investments and important land
use decisions significantly influenced urban development. In the 1950s, renewed and
new roads fomotorized transport started to shape urban macro form, especially Kilis
and Aleppoaxes leading to linear development along southeast and southwest
directions. Although the railway was established in 1954, its impacturban
developmentvas mostly perceged in the 1960s and organized industrial districts were
located according to the railway infrastructure. Between 1970 and 1990, establishment
of university and organized industrial districts were important investments that
oriented urban macro form. Alsoonstruction of airport was an attractive investment

for urban development. Lastly, highway constructions between Gaziaraep | é ur f a
and AdangGaziantegntenselyoriented urban development between 1990 and 2010
and many other investments such as freezorganized industrial districts etc. were
placed in accordance with these highways.

5.2.6. Regional Plans Comprising Gaziantep and Its Region

In the Turkish planning system, the regional planning perspective holds a significant

role. Regional plans ardesignedin orderto predict and control socieconomic

development trends, sector targets, distribution of land useirdrabstructure.

However, these plans has mainly been limited in impact due to their limited
implementation because of the lackingohe | egi sl ati on (Kel ek, 200

Regional plans arstrategy, coordination and guidance documémtbe the basis of

regional programs and projects. Regional Development Agencies, which were

established in 26 regional centers after 2006 in Turkey, areng@bpofor preparing

regional development plans under the scope oMiméstry of Development (Figure

57). In this regard, ta Silk Road Development Agency prepa2€d 32013 and 2014

2023 TRC1 (Gaziantep, Alsyaman and Kilis) Re
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Figure 57: NUTS2 Regions and Development Agencies in Turkey

Source: (http://wowturkey.com/forum/viewtopic.php?t=114820

5.2.6.1. TRC1 Regional Plan (2012013)

TRC1 Regional Bvelopment Plan (2012013)which includes macro levetrategies

to improve the region, definethe potentials and opportunities of the relatively

advantageous sectorBhe plan aims teliminate the barriers and risks that prevent the

regional economicdevelopment.In this context, Silkk Road Development Agency

def i TRC1 Vi si and

regional development:

ned Regi onods on

To be pioneer of sustainable development by improving the
competitiveness of industry and agricwél diversity, become a
logistic center in the Middle East by its trade experience from the past,
create tourism diversification through its cultural heritage and
increase the production and employment by bringing together the
r e g i oodudtise fgetorand dynamics.

To become a logistic center in Middle East

To become a destination center in tourism

= =4 2

To promote industrial competitiveness
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object

To transform the agricultural enterprises more efficient and competitive


http://wowturkey.com/forum/viewtopic.php?t=114820

The first objective of the vision is dirégtelated with thairban and regional transpor

Close relations between TRC1 Region and Middle East countries in logistic sector and

proximity to the port of Mersin and Iskenderame emphasized. However, it is

highlighted that these links are especigdhpvided by highways instead of railway.

Four strategies are defined under the objectilmobminga logistic center in Middle

East and they are generally based on utilizing logistics potential for region and

designing employment policies in transpddatsector. Moreover, the third objective,

becoming a destination center in touriszan beassociated with transport. According

to TurkeyTourism Strategy2023, seven tourism codiors are identified and Tarsus
HatayGaziantegk an | -Blar 8 an touri sm corelefTowism i s def i n
Corridod i n Turkey. Al t hough some objectives an
the transport sectpthe plan does not contain any spasiahlyses or strategy that can

provide concrete proposals for transport infrastructure and investments in Gaziantep

or TRC1 Region.
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Figure 58: Conceptual Scheme of TRC1 Regional Plan (220.03)

Source:(CRP 401402 Planning Stud Analyses, 201p

TRC1 RegionaPlan (20162013)handledrransport issues three aspects: highway,

railway and light rail system, and air transport. Initially, existing length of highways
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and increasing number of motor vehicle statistics are evalt@tddRC1 provinces.
However, the relation between highway investments and increasing car ownership is
disregaréd and it is not emphasized that road investment actually trigger car
ownership trend especially in Gaziantep. Although the region has railway
infrastructure, it is not sufficient for realizing the logistic and trade based vision. For
this reason, it is suggestéthtrail investments should leeceleraté for logistic and

trade based economic structure; however, this is a general strategy thatodoe
comprise specific spatial proposals, such as priority corridor to develop. For urban
transport, regional plan stated that the light rail system wmeilopened in Gaziantep

in 2010. It would be beneficial in terms of public transport, and the LR&mysould

be an alternative to road based transpostveéxtheless LRT investment isnot
evaluated within the scope of the urban development, i.e. as a possible tool for shaping

urban development.

In addition, the plan stated that Gaziantep had a configatand developed along

the urban corridors before the 1950s, but that the city has rapidly sprawled and
integration problem between different urban areas started to occur after the 1950s.
Also, the route of the ring road which was designed with Gazidmsper Plan in the

1990s was changed by the General Directorate of Highways and road was constructed
with a different route. The implemented project resulted in a ring road at the south of
the city whereas this was not the location planned. Furthernimresouthern areas

were already under pressure from urban development and sprawled, and hence this
implementation had triggered further sprawl and uncontrolled growth in the south.
New housing developments took place towards the ring road and locatedennwes
southern and soutbast part of the city. Thus, the regional plan stated that upper scale
plans need to consider integration of the newan developments with the city.
However, as stated above, the plan does not include any spatial analysesgsigect
strategies for the integration issue. Actuallyjdies not recognize itsedfs an upper

scale plan that provide integration between different scale urban plans.
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Figure 59: Mass Housing Development Pattern around RingdRio&aziantep

Source: (Ersoyet al, 2007)

5.2.6.2.TRC1 (GaziantepA d € y aHKiia)rRegional Plan (20142023)

TRC1Regional Plan (2022023)was also prepared by the Silk Road Development
Agency. 3milar to thefirst regional plan, itncludes macro levelsategies to improve
the region and aims to minig@ intraand interregionatlevelopmentlisparities The
plan generally focuses on logistic and industry sector. Tisienvand four main
development axdsave been expressed as follows:

fiSilk Road; High Quality of Life, Strong Human Capital, Competitive
and Innovative, Center of Attraction in the Middle East

Improving the quality of life
Enhancing human and social capital

Ensuring sustainable rural development

= =2 =4 =

Increasing the competitiveness and innovation capacity

In this respect, the plan identifies 8Bjectives and 255 strategies in order to ensure
the realization of the vision. The first development axeproving the quality of life
includes six main objectives. With the context ofrth@éucing environmental pollution
objective, decreasing motor ehicle ownership and designinigicycle routs in
municipal plansn order to increas¢éheusage ofjreen transportation modesrategy

is emphasized but the strategy does mmiude any suggestions aboptiblic
transportation systemsMoreover, ensuring sstainable urbanizationobjective
mentions that transportation infrastructure should be developed and accessibility to all
urban services should facilitate. However, this objective does not propose any strategy
for integration between transport and urbaavelopmentissue. In addition,
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