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SUNUS

Ilk sayis1 yayinlanan KAPU dergisi, 6zgiin mimarlik ve tasarim arastirmalar ile bu alanda ‘bir
kap1 agmay?’, diger deyisle perspektif gelistirmeyi hedeflemektedir. Balkan cografyasina agilan
bir kapi olarak Edirne, yiizyillar boyunca kiiltiirel, mimari ve estetik zenginlikleri biinyesinde
toplamis, halen toplamakta olan bir kenttir.

2022 yilinda kirkinci kurulus yilini kutlamaya hazirlanan Trakya Universitesi, Trakya ve Balkan
sehirlerine doniik yiizii ile bolgenin odak noktasi olmay1 siirdiirmektedir. Fakiiltemiz tarafindan
diizenlenen ve iilkemiz mimarlik alanindaki en uzun soluklu bilimsel bulusmalardan biri olan
Uluslararasi Sinan Sempozyumunun on ikincisi 2021 yilinda gergeklestirilmistir.

Bu siirekliligin bir baska boyutu olarak, yine Mimarlik Fakiiltesi biinyesinde yayin hayatina
baslayan KAPU dergisi de Edirne ve Trakya Bolgesi ile birlikte iilkemizin tiim kentlerinden,
Balkanlar, Orta Dogu, Akdeniz havzasi ile c¢esitli cografyalardan ulasan nitelikli bilimsel
yayinlarla zenginlesecektir.

KAPU Dergisinin sayisal bir dergi olarak gerceklesme asamasinda destek veren Rektoriimiiz
Prof. Dr. Erhan TABAKOGLU basta olmak iizere iiniversitemiz yénetimine, yayin kurulunda
katkida bulunan degerli hocalarimiza, hakemlere ve teknik kadroya tesekkiir ederiz.

Prof. Dr. H. Burcu OZGUVEN
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PREAMBLE

With this first issue of KAPU Journal it is aimed at ‘opening the door’ to unique research in
architecture and design, in other words, it is aimed at the creation of new perspectives in this
field. Edirne, as a gate towards the Balkan geography, has amalgamated cultural, architectural,
and aesthetic values throughout the centuries, and the city still retains its position.

Trakya University is about to celebrate its fortieth anniversary in the year 2022; with the facets
towards the Trakya Region and Balkans, the university accomplishes to remain at the focal point
of the region. As the twelfth conference was achieved in 2021, International Sinan Symposium is
an organisation of our Faculty of Architecture, and it is recognized as one of the long-lasting
scientific meetings among the architectural faculties in Turkey.

As another aspect of continuity in the academic field, the KAPU Journal, which is to be launched
within the Faculty of Architecture, will be improved by significant scientific articles submitted
from the cities in Turkey, from the Balkans, the Middle East, the Mediterranean basin and from
various geographies.

We first and foremost express our gratitude to our Rector Prof. Dr. Erhan TABAKOGLU and the
administration of our university, also to the valued professors of the scientific committee,
reviewers of the first issue and the technical staff, who contributed to the digital publication
process of the KAPU Journal.

Prof. Dr. H. Burcu OZGUVEN
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EDITORDEN

Trakya Universitesi Mimarlik Fakiiltesi Kapu/Trakya Mimarlik ve Tasarim Dergisi, bilginin paylasimini ve
dagitimini amaglayan agik erisimli ve elektronik bir dergi olarak Aralik 2021 ilk sayisi ile akademik yayin
hayatina baglamigtir. i1k sayimiz1 okuyucularla paylasmaktan biiyiik mutluluk duymaktayiz.

Dergimiz; mimarlik, peyzaj mimarligi, i¢ mimarlk, sehir ve bdlge planlama alanlarinda c¢alisan
arastirmacilarin; teori, tasarim, planlama ve uygulamaya yonelik g¢alismalarinin sunulmasim
amaglamaktadir. Bu baglamda; iilkemizin ve diinyanin farkli cografyalarindaki calismalarla birlikte
Universitemizin kurumsal yaklasimi ve bélgesel hedefleri dogrultusunda Trakya, Balkanlar ve Avrupa ile
ilgili arastirmalar, tarihi yapilar, koruma ve restorasyon, yapim teknolojileri, yap1 malzemeleri ve
strdiiriilebilirlik konularina 6ncelik verilmektedir.

Teknolojinin her alandaki yansimasini deneyimledigimiz giiniimiizde bilimsel ¢alismalarin elektronik
ortam iizerinden hizly, seffaf ve kolay erisimle paylasilmasi genis kitlelere pek ¢ok olanak saglamaktadir.
Ulusal ve uluslararasi bilimsel calismalarin Tiirkce ve ingilizce dillerinde paylasilacag: uluslararasi hakemli
dergi olma amaciyla dergi kurulum ve ilk say1 hazirliklarimiz1 gerceklestirdik. Fakiiltemiz blinyesindeki
boliimlerde gorevli goniillii calisma arkadaslarima ve ilk sayimizin ortaya ¢ikmasinda canla basla ¢alisan
yayin kuruluna, dergimizin ¢ok degerli Danisma Kurulu’'na; makaleleri ile katki koyan yazarlarina ve biiytik
bir titizlikle makaleleri degerlendiren hakemlerine en icten tesekkiirlerimi sunarim.

Dergi kurulum siirecindeki her tiirlii destegi icin Trakya Universitesi Rektérii Sayin Prof. Dr. Erhan
Tabakoglu’'na ve Yonetim Kuruluna, yayincilik konusundaki 6neri ve yol gdstericiligi i¢cin Avrupa Bilim
Editorleri Birligi (EASE) Genel Baskan Yardimcisi Prof. Dr. Cem Uzun’a, Mimarlik Fakiiltesi Dekani
Prof. Dr. H. Burcu Ozgiiven’e cok tesekkiir ederim.

Uzun siiredir hayata gecirmek istedigimiz fakiilte dergimizin bilimsel ve etik kurallar cercevesinde
stirdiirtlebilirliginin saglanmasi en biiytik dilegimizdir. Okuyucularimiza saygilar sunar, esenlikler dileriz.

Yayin Kurulu adina
Dog. Dr. Esma Mihlayanlar
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EDITORIAL

Trakya University Faculty of Architecture Kapu/Trakya Architecture and Design Journal started
publication with the first issue of December 2021 as open access and electronic journal aiming to share
and distribute information. We are glad to share our first issue with the readers.

Our journal aims to present the theory, design, planning, and practice studies of researchers working in the
fields of architecture, landscape architecture, interior architecture, city, and regional planning.

In this context, in line with the institutional approach and regional goals of our Trakya University, together
with the studies in different geographies of our country and the world, priority is given to research on
Thrace, the Balkans, and Europe, historical buildings, protection, and restoration, construction
technologies, building materials, and sustainability.

Today, when we experience technology in every field, sharing scientific studies electronically with fast,
transparent, and easy access provides many opportunities for large masses. To become an international
peer-reviewed journal where national and international scientific studies will be shared in Turkish and
English, we have carried out our journal setup and preparations for the first issue. I would like to express
my sincere thanks to my volunteer colleagues working in the departments of our faculty, to the editorial
board who worked hard in the publication of our first issue, to the invaluable Advisory Board of our
journal, to the authors who contributed with their articles and to the referees who evaluated the articles
with great care.

I would also like to thank Trakya University Rector Prof. Dr. Erhan Tabakoglu and the Board of Directors
for his suggestions and guidance on publishing, European Science Editors Association (EASE) Vice
President Prof. Dr. Cem Uzun, Dean of the Faculty of Architecture Prof. Dr. H. Burcu Ozguven.

It is our greatest wish to ensure the sustainability of our faculty journal, which we have wanted to bring to
life for a long time, within the framework of scientific and ethical rules. We respect our readers and wish
them well.

On behalf of the Editorial Board
Assoc. Dr. Esma Mihlayanlar
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MOBILE FOOD VENDORS IN URBAN CULTURE: THE CASE OF TURKEY

Firat KUCUKERSEN 1 ©

1 Istanbul Technical University, Faculty of Architecture, Istanbul, Turkey

ABSTRACT

This study undertakes to evaluate the impact of street food peddlers, as illegally established food vendors, on daily life
and urban culture. The use of negative spaces of the city by peddlers, how they create a working system in unexpected
ways, and how the established order affects city life and culture was analysed in the study. Peddlers who trade foods,
such as meat products, rice, and mussels in Turkey during the night, have been discussed in the scope of this study. The
research has been based on literature reviews about the urban, urban culture, and peddlers, the observations of the
researcher, and the data obtained from 78 participants through the development of a questionnaire. In this way, it was
possible to analyse how peddlers are perceived by people living in the city. It can be argued that this system, which has
been in existence for years despite having fundamental shortcomings compared to other commercial entities, has a
functioning based on experience and turning urban elements in their favour. In this context, it is seen that peddling,
which has essentially similar characteristics to theatre plays and scene logic, does not only meet the physical needs of
customers but also creates environments that allow socialisation and interaction by transforming customers into
participants. In other words, it can be argued that the commercial order established by peddlers is closely related to
concepts such as performance, communication, trust, and experiential marketing. Therefore, how this commercial
activity, which affects people cognitively, creates an experience and performance environment in urban space despite
all prohibitions, has been analysed in the context of urban culture with its positive and negative aspects.

Keywords: Mobile Food Vending, Peddler, Urban Culture, Public Space.

KENT KULTURUNDE SEYYAR YEMEK SATICILARI: TURKIYE ORNEGI
OZET

Bu ¢alismada yasadisi olarak yemek satis1 yapan seyyar saticilarin giindelik yasama ve kent kiiltiiriine olan etkisi
degerlendirilmistir. Seyyar saticilarin sehrin negatif alanlarini umulmadik bicimlerde kullanarak bir ¢alisma sistemi
olusturmasi ve bu diizenin kent yasamini ve kiiltiiriinii nasil etkiledigi analiz edilmistir. Calisma kapsaminda gece
vakitlerinde et iiriinleri, pilav ve midye gibi yiyeceklerin ticaretini yapan seyyar saticilar ele alinmistir. Arastirma sehir,
kent kiiltiirli ve seyyar saticilar ile ilgili literatiir taramalarina, arastirmacinin gézlemlerine ve hazirlanan anket ile 78
katilmcidan alinan verilere dayali olarak yiriitilmiistiir. Bu sayede seyyar saticilarin sehirde yasayan insanlar
tarafindan nasil algilandigl analiz edilebilmistir. Diger ticari olusumlara kiyasla temel eksikleri olmasina ragmen
yillardir varhigini siirdiiren bu sistemin kentsel unsurlari lehine ¢eviren ve deneyime dayanan bir isleyise sahip oldugu
ileri stiriilebilir. Bu baglamda arastirma, tiyatro oyunlar1 ve sahne mantigi ile 6zde benzer 6zelliklere sahip olan seyyar
saticiligin misterilerin yalnizca fiziksel ihtiyaglarini karsilamadigi, ayni zamanda miisterileri birer katilimciya
donilistiirerek sosyallesmeye ve etkilesime olanak taniyan ortamlar yarattifi goriilmektedir. Bir baska deyisle seyyar
saticilarin kurduklar ticari diizenin performans, iletisim, gliven ve deneyimsel pazarlama kavramlar ile yakindan
iligkili oldugu ileri siiriilebilir. Dolayisiyla insanlar1 duyusal ve duygusal olarak etkileyen bu ticari faaliyetin, kentsel
alanlarda tiim yasaklara ragmen nasil bir deneyim ve performans ortami yaratabildigi olumlu ve olumsuz yoénleriyle
kent kiiltiirii baglaminda analiz edilmistir.

Anahtar Kelimeler: Seyyar Yemek Satisi, Seyyar Satici, Kent Kiiltiirt, Kamusal Alan.

Corresponding author: Firat Kiigtikersen

Article Citation: Kii¢likersen, F. (2021). Mobile Food Vendors in Urban Culture: The Case of Turkey, KAPU Trakya
Journal of Architecture and Design, 1(1), 1-17.
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1. INTRODUCTION

The transformation of public spaces in everyday life is an essential part of urban culture. Negative
spaces in the city, under trees, green spaces, or sidewalks can be turned into commercial spaces
with exceptional creativity. Such approaches, triggered by desperation to find a means of
generating income and a commercial perspective, have been accepted as vital issues that need to
be addressed in the context of everyday life and urban culture and have been examined within the
scope of the research.

This study focuses on the street vendors who have an impact on city life socially and economically
and who mainly operate illegally. The main objective of the study is to determine the effects of this
system of trade on the environment and daily life. The study, which briefly touches on the social,
cultural, and economic dimensions of these effects, aims to evaluate the peddlers in the context of
the city and people. Despite being ignored and even banned by laws and governments, it is clear
that this commercial system is an integral part of daily life; hence addressing the physical and
cognitive aspects of street vendors operating in Turkey has been considered important in this
context.

Within the scope of the study, the impact of peddlers on urban culture is evaluated. In this context,
besides the operations in the city, the effect of these orders on human perception has been
accepted as part of urban culture and included in the central questions of the study:

1. What are the effects of street vendors on public spaces?

1.1. What data does the evaluation of street vendors and their operation in the context of urban
culture provide to understand these types of undefined commercial activities?

2. How do people perceive street vendors?

2.1. What information can be found in the context of peddling and city interaction based on the
views and experiences of people who buy and receive services from street vendors?

A review of the literature review determined that concepts such as street vendor, street trader,
peddler, sidewalk trader, and hawker are included in the subject area. In the scope of the study,
the notions of street vendor and peddler, which mean the person who trades and provides
services on the street, are used (Bromley, 2000; Jhabvala, 2010). Street vendors work in public
spaces in two ways: mobile or stationary. Within the scope of the study, street food vendors who
sell at certain times of the day and in a particular place and then vacate the public space are
discussed. Street vendors are strongly connected with the culture, habits, and daily life of the
country they are in. Therefore, although street vendors in different countries have many common
features, it is clear that there are aspects that vary according to country. In this context, the scope
covers peddlers operating in Turkey and public spaces where there is street vending. The
functioning of such commercial activities is closely related to cultural and environmental factors,
as well as to the items and foods that peddlers sell. In this study, the peddlers selling food such as
meat products, rice, and mussels in the evenings and nights in Turkey and the urban environment
in which they take place are evaluated.

1.1. Notion of Street Vending

One of the main reasons for the emergence of peddlers is rural-urban migration. Migration to the
city has begun to be seen as a solution in today's societies where agriculture, stockbreeding, and
village life have become increasingly complex. As a result, immigrants who had difficulties
adapting to the jobs in metropolises and could not access further education for white-collar or
business-related careers in the city started to seek ways to establish their own order and way of
doing business illegally. The primary purpose here was to adapt and settle in the rapidly
developing and growing cities and lead a better life. Therefore, peddling, which is the first
profession of some people who are now engaged in trade, can be considered as an entrepreneurial
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environment where communication, economy, and trade are learned (Bhowmik, 2005; Bhowmik,
2010; Bromley, 2000; Jhabvala, 2010; Sekhani et al., 2019).

Street vendors often trade illegally in many public places throughout the world, and it is not easy
to make a clear statement about the effects of this commercial system on economic and social life,
which differs in densities according to countries and cities. Historically, street vendors have
become part of the economic system by selling products, providing services, or both. Despite the
prohibitions or being ignored by the state, it is claimed that their removal from the economic
system would adversely affect competition and the economic system (Bromley, 2000). Street sales
complement some of the shortcomings in the economic and social order by offering products,
services, and experiences that legal businesses cannot provide. Street vendors go beyond being
individuals who provide their own livelihoods and affect many qualitative and quantitative areas
such as the country's economy, urban culture, and eating and drinking habits. Therefore, it is clear
that they strongly influence society, especially in the production and service sectors and social life
(Cross, 2000; Roever & Skinner, 2016).

The items that street vendors sell and the services they offer are of great importance as an
informal economic model, especially for developing countries (Sekhani et al., 2019). It is tough to
analyse their position in the current economy as they do not fulfil obligations such as tax, rent
payment, invoicing, etc. Not only economic but also social and cultural studies on this subject are
very limited, and due to the working principles of street vendors, clear findings cannot be reached
on this issue. Similarly, Bhowmik (2010) emphasises that street vendors' economic and social
conditions in Latin America, Asia, and Africa are not fully defined, and the research on this subject
is scarce and limited.

"If the people did not want to purchase from street vendors, they would never exist. In fact, we
find that street vendors fill in a vital gap in the retailing chain (Bhowmik, 2010, p.17)." Especially
in the last 20 years in Asian countries such as India, Cambodia, Malaysia, Thailand, and China,
street selling has dramatically affected the social life and the country's economy (Sekhani et al.,
2019). Besides, street vendors are frequently seen not only in Asian and African continents but
also economically strong cities such as Amsterdam, Berlin, Lisbon, New York, London, Paris,
Athens, and Rome. Therefore, it is not possible to consider the existence of street vendors based
solely on the country's economy. Peddlers and the gaps they fill in daily life need to be explained
by social, psychological, and cultural reasons as well as economic approaches. In this context, it is
crucial to evaluate this sales and service style, which is an important part of the informal urban
sector, in the context of the urban and society.

1.2. Street Vendors in Urban Culture

People try to create their own spaces in society. Owning a place and feeling belonging to a place is
a complex form of relationship based on perception, action, sensation, and emotions because
people need to define their environment and also being defined in a specific space. Thus, people
start to feel that they belong to a particular place, as well as seeing themselves as the owner of
that place, and they make efforts to shape, transform and adapt to their environment (Sentiirk &
Gillersoy, 2019). Therefore, the need to feel safe and comfortable in a place arises in two ways,
based on adapting to a place or shaping a place; these two forms of relationship can be considered
two essential elements that create the interaction between people and space.

"Cities emerge 'as a result of the decisions chain' (Garip, 2020, p.105)", and politics and cultural
values are the most fundamental factors that form cities (Clark, 2003). In addition to these two
concepts, the attempt to evaluate in the framework of street vendors requires the analysis of
situations based on social science, economy, geography, and history. This multiple situation
complicates the concepts of city and urban culture while making unexpected discoveries possible.
Yatmo (2008) explains the uncertainty of street vendors in the city and society through the
concepts of graffiti and permanence/transience. Graffiti in public places is temporary mainly
because it can be wiped/cleaned. If graffiti, which is both an art and a crime, is exhibited not in
the street but in an art gallery through a different medium and environment, its artistic value
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increases, and therefore it is not a crime. In this case, only the environment changes, and the work
becomes permanent rather than temporary. Based on this analogy, Yatmo (2008) argues that
street vendors are removed from the urban environment due to their temporary characteristics,
and the rejection of the temporary work, object, or system by society is a usual situation.

Street vendors are an urban component often seen as "out of place". Although this economic and
social order is not included in city and regional scale plans, the situation is different in practice.
The fact that peddlers are ignored by the state and urban planners does not mean that this line of
work does not exist. Life in the street has a different structure than the operations in designs,
plans, and projects, and the unique dynamics of the society help shape urban culture. Cross (2000,
p-40) argues that street sales and the accompanying operation are accepted as "shapelessness,
poverty, disorder, and wilfulness" in the modernist approach. Therefore, the usual operation of
the street and the accompanying order could be regarded as ugly, according to the simple point of
view of the modern approach. It is possible to change the structure and functioning of society with
designs, but the adaptation of designs to these dynamics is a much more natural and human-
friendly method. Otherwise, it is seen that the deficiencies in the system are eliminated by society.
Therefore, contrary to the usual visualisations used in urban design, not everyone is happy in the
public space, and many unforeseen relationships emerge with the user and human factors in
everyday life.

Street vendors are a significant component of urban culture and daily life. In this system, roaming
the streets and neighbourhoods and communicating directly with people is considered a
significant social and economic movement. For these vendors to function within society as an
illegal operation for many years and gain acceptance by the public but not have a basis in
legislation shows that they have a social, cultural, and also political impact. Addressing street
vendors in the urban context can be helpful in revealing how people perceive this way of trade.

2. MATERIAL AND METHOD

the literature review on street vending, peddler, and urban culture, the study was designed with
two main approaches:

¢ Observations made on peddlers and their working systems have been used to internalise
and interpret literature reviews. The data obtained by examining and observing the
peddlers and their systems have been included in the study as experience-based knowledge.

e In the second phase of the study, the participants' opinions, views, and experiences of
different ages and genders have been consulted with a questionnaire comprising of six
questions. The aim of the questionnaire was to access more comprehensive findings by
including different approaches and experiences in the study.

3. FINDINGS

Street selling is a variation of the spatial setup required for shopping. The need for food or an
object while spending in public has led to the emergence of a profession that will provide this
service. Such services in public spaces have always been attractive and practical to people.
Bhowmik (2010) argues that people perceive such sales and service forms as “natural markets”.
Food sales in public places may offer a dining experience that goes beyond the places where
people would usually prefer to eat; it is one of the main reasons people choose these types of street
sales and services.

It can be argued that peddlers prefer particular circulation and intersection areas. Within the
scope of the study, according to the data obtained through observation on the coast of
Yeldegirmeni neighbourhood in Kadikoy district in Istanbul, it is understood that peddlers who
sell food at night sell in an environment that occurs as a result of the following parameters and
become a part of this ecosystem (Figure 1; Figure 2; Figure 3; Figure 4):
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¢ Relationship with public area and sea transportation (ferries, airport buses, bus and
minibus stations).

e Having a connection with the main road and short-term car parking areas.

e Pedestrian walking axes on the coastline.

¢ Proximity to entertainment venues.
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Figure 2. Public space and peddlers in Kadikéy, Istanbul (Photograph by Firat Kiiciikersen)
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Figure 4. Public space and peddlers in Kadikdy, Istanbul (Photograph by Firat Kiigiikersen)

Nowadays, the preparation of beverages and meals are considered to be a performance. Watching
the preparation of a coffee or meal is a crucial pre-consumption stage experienced by the
customer/consumer. Street vendors working at certain day hours also offer their customers
experience-based performance styles that have become increasingly common. The fact that the
food preparation stages of the peddlers are exposed and can be observed by the customers makes
the food preparation phase very transparent. All conditions are open for viewing, whether
hygienic or not and thus, this operation can be considered the most transparent and honest form
of food sale/service. Some peddlers make this performance interactive by involving customers in
the meal preparation process. Watching the meal preparation closely and being involved in the
process can be considered an essential factor that connects the customer to this commercial
endeavour.

Within the scope of the study, it is seen that the customers participate in the preparation of the
food in the ecosystem, which is focused and observed. As seen in Figures 5 and Figure 6, the meat
products are placed between the bread after cooking in the area where the operating system is
analysed, and then the customer adds garniture; thus, in this case, customers turn into
participants and stakeholders at the point of completing the meal preparation. A straightforward
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and basic process, this activity allows customers to participate in preparing the meal, leading to
their adoption and involvement of the system, setting, and atmosphere.

bread umbrella
box beverages
garniture
packaging
stove till paper.
spice
eating
gas area

cylinder

Figure 5. The working order of the peddler selling meat products (Firat Kiiciikersen)

Figure 6. The working order of the peddler selling meat products (Firat Kiiciikersen)
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People who sell meat dishes and meat products in city squares and public spaces use these areas
in ways that the state and urban designers cannot or did not predict. This commercial activity,
which is especially seen in the evening or at night, changes the functioning and identity of the
public space. Unique constructions emerge with the evaluation and transformation of negative
space differently. In a sense, this order resembles the stage logic in theatre. After the play is over,
a scene is disassembled and constructed in another area, or another scene is constructed in the
same area; this is essentially a continuous cycle. It is not only the setting that creates this cycle
because, as in the theatre, the audience as well as the actors take an active role in the formation
of the environment and atmosphere by assuming a different mood and identity. In this sense, the
area where the customers eat turns into an experience area where they relax and socialise by
going beyond their daily routine. On this stage, which is constructed in the public space every
night, the participants are the stakeholders of an economic, as well as social and cultural
interaction. Therefore, it can be argued that over time, its own rules, rituals, and acceptances have
been formed and has acquired a cultural value in the eyes of society.

3.1 Street Vending Cart as Signage

Street vending carts are essential indicators of the public space they are in. The mental image
formed to describe the mobile sales system appears with the actions, aromas, sounds, and
encounters in the square. Peddlers selling in the public space begin to be associated with that
place and become a part of the area; thus, these spaces have been even defined names according
to these sellers, actions, and relationships there.

There has not been a significant change in the form of the vending cart from past to present.
Although there have been some changes in the production technique and material, mobile carts
continue to exist in a conventional form. Therefore, the concepts that are culturally associated
with vending carts have started to be used as advertising and communication items. Some
restaurants position the vending cart at the entrances of their restaurants as a sign, although the
mobile cart is not used functionally. This imagery about the history, identity, and approach of the
business aims to reach people by using the connotations of the vending cart form. In this case, it
is not actively used but as a sign that represents the restaurant’s identity and history (Figure 7).

Figure 7. Street vending cart used as signage in front of the restaurant (Firat Kiiglikersen)
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3.2 Atmosphere

Every spatial area has an identity related to time and space. Any place ceases to be neutral due to
sensory and emotional meanings ascribed to it. Physical and cognitive factors such as sound,
texture, heat, material, form, environment, and usage make up its spirit and identity. Just as we
describe material with concepts such as warm, soft, hard, and plain, we also need to describe a
place with similar adjectives. Even if it does not have clear and defined boundaries, all orders in a
field lead to the emergence of the identity of that place and to be perceived and defined with
certain concepts. The atmosphere of a place can be defined by the perceptions of that place; thus,
the factors that make up the atmosphere are perceptual as well as physical.

Peddlers prefer to sell on people's walking routes, and peddling emerges as a set of actions that
establish a one-to-one communication channel with people. This commercial activity, which
enables a friendly environment of interaction, might be insufficient to provide many services
offered by restaurants. However, these shortcomings lead to the emergence of a plain, humble,
and simple marketing technique. Since the existence of limited opportunities is known by the
customers, these deficiencies are not seen as a shortcoming and even provide an environment for
a friendly atmosphere to be established. In this case, basic deficiencies such as hygiene and heating
are not considered as crucial problems in the context of this commercial activity. Customers
always have pre-acceptance of such deficiencies, and it is possible to be satisfied within limited
resources or comforts.

Peddlers' shifts, which start at night in public spaces, continue until the first lights of the morning.
In some examples, some peddlers try to meet the need for heating light a fire in the public space
where they are located. This fire, which is lit close to the mobile cart or vehicle, becomes a focal
point for the atmosphere and perception of the environment, as well as meeting the physical
needs. The fire lit in a tin can provide heating lends to make the surrounding environment to be
perceived as friendly, vivid, and lively. Humans, who have been accustomed to gathering around
the fire for thousands of years, consciously or unconsciously prefer to warm up by the fire, spend
time around it and watch the fire. Customers and peddlers trying to warm around the fire become
closer to each other cognitively, as well as physically. This creates a different atmosphere that
cannot provide by any restaurant; in this way, the heating problem, which might be accepted as a
fundamental deficiency, is turned into an advantage, and a unique atmosphere is created (Figure
8; Figure 9; Figure 10).
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Figure 9. Trying to warm around the fire (Firat Kiiciikersen)

Figure 10. Gathering around the fire on a rainy night (Firat Kiigiikersen)

It is seen that there is a very intense pedestrian circulation in the observed area during the
daytime as well as at night. It is as surprising as it is open to debate that the fire lit for heating in
the public space, where such complex relations exist, can adapt to the existing system. In a sense,
the fire, which has become the centre, may reveal some of the states in people's nature since
prehistoric times. This order, which works as a very humanistic and basic system, must be
considered in connection with the concept of sustainability as well as its romantic features that
appeal to the senses. Peddlers collect wood-derived products for burning at night before they go
on sale during the winter months (Figure 11; Figure 12; Figure 13).

10
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Figure 13. Recycling in a public space and warm: Negative spaces on the product and air
circulation for the fire (Firat Kiigiikersen)

The relationship and communication among peddlers are other issues that need to be examined
within the scope of the study. The mobile tea-stall, located close to the sale of meatballs and rice,
can be considered the last stage of the customers' eating and drinking activities. The ritual of
drinking tea after a meal in Turkish culture also takes place in this ecosystem. The tradition of
serving tea to the customer after a meal causes peddlers to sell in areas in close proximity to each
other. It is an example of cultural and economic solidarity that peddlers complement and support
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each other; thus, people's eating and drinking needs can be met, and an economically strong
solidarity network emerges (Figure 14).

Figure 14. Mobile tea-stall in Kadikdy, istanbul ( Photograph by Firat Kiiciikersen)

3.3. Street Vending as an Experiential Marketing Method

Traditional marketing methods respond to the industrial revolution, but not to forms of
relationship based on knowledge, branding, communication, and experience. However, today's
commercial activities require branding, communication, and interaction. Schmitt (1999) argues
that with experiential marketing, the concepts of sense, feel, think, act and relate are highlighted
and thus go beyond traditional, utility-based analytical, numerical, and verbal approaches.
Socialisation, experience, entertainment, and interaction gain importance in such marketing,
where sales and service experience are handled with a holistic approach (Basaran-Alagéz & Ekici,
2014). This marketing system, which does not depend solely on function and utilitarian results,
aims at the emergence of experience, encounters, and unexpected ways of relationships;
therefore, sensory, emotional, cognitive, behavioural, and relational situations come to the fore
(Schmitt, 1999). In particular, the concept of experience becomes the most fundamental
component for this type of marketing, and thanks to a lively and friendly atmosphere, customers
become almost participants and play an active role in the commercial activity in public space
(Yuan & Wu, 2008).

It can be argued that the peddlers observed within the scope of the study use experiential
marketing methods with the order they have established. These environments, which turn into
places of social interaction, socialisation, and entertainment, have unique features, methods, and
rituals. These factors that form the marketing style affect city culture physically and perceptually;
as a result, it is crucial to consider this humble marketing system based on urban culture and
customer experiences in this context.

As seen in the example of the mobile rice seller selling on the side of the main road in the
Yeldegirmeni neighbourhood, this type of sale is vital in providing the experience of the
atmosphere rather than the object under natural, daily, and limited conditions. The area, which is
the entrance of a commercial establishment during the daytime, can unexpectedly turn into a
small, plain, and modest commercial area (Figure 15).

12
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Figure 15. Rice sales area as an experiential marketing example (Photograph by Firat
Kiiglikersen)

3. 4 Interaction between Street Vendor and Urban Culture

This part of the study aims to reach conclusions by analysing the relationship with urban culture
of peddlers in Turkey. In this context, a questionnaire consisting of 6 questions was administered
to 78 participants living in different cities of Turkey. The survey scope was limited to peddlers
who trade food such as meat products, rice, and mussel in the evening and at night. 62% of the
participants were female, 38% were male, and their average age was 31.6 years. The first question
of the questionnaire asked the participant's age, and the second asked their gender. Details and
responses to the remaining four questions are as follows:

Question 3: Why do you prefer or not prefer to buy food from street vendors?

While 47% of the participants buy food from street vendors, 45% do not prefer to buy food from
such vendors. 8% of the participants stated that they buy food if certain conditions are met:

e Participants who buy food from street vendors prefer the following reasons: Taste,
friendly atmosphere, cheap food, desire to support peddlers working under challenging
conditions, traditional and cultural elements, eating something in a practical way, habits,
nostalgia.

e The only reason people do not buy food from street vendors is that they think that the
food is not prepared under hygienic conditions.

Question 4: Is there a peddler where you regularly buy food? If so, what is the reason for your
preference?

¢ Due to lack of inspection, cleanliness, and hygiene concerns, 61% of the participants do
not regularly buy food from a particular peddler.

e« Due to reasons such as sincerity, sense of identity, atmosphere, taste, nostalgia,
reasonable price, practical, clean, 39% of the participants regularly buy food from a
particular peddler.

Question 5: How would you describe the peddlers and the working system they have set up?

The responses of participants to define the peddlers and their working systems can be evaluated
under six main headings:

e 429% ofthe answers were based on practice: Practical, helpful, fast, small, simple, mobile,
individual, coordinated with each other, owning the place.

e 20% of the answers were based on empathy: Difficulties regarding the working
conditions of peddlers were highlighted.

e 16% of the answers were based on senses and emotions: Sincere, sympathetic, warm.

13



KAPU Trakya Journal of Architecture and Design 1(1),2021:1-17

¢ 5% of the answers were culturally based definitions: Cultural, traditional, with identity,
local.

e 13% of the opinions were negative: Unhygienic, irregular, illegal, insistent, sloppy,
money-oriented, amateur commercial arrangements.

e 4% of the participants stated that they do not have any idea about this issue.

Question 6: How do peddlers affect everyday life/urban life? What are their advantages and
disadvantages?

e 57% of the participants think that peddlers have positive effects on daily life and urban
culture, while 41% of the participants think that they have a negative effect. 2% of the
participants claim that peddlers do not have any effect on daily life and urban culture.

The reasons for the positive opinions (total 57%) are as follows:

e 29% of the participants associate the interaction of peddlers with the city with concepts
such as sincerity, socialisation, nostalgia, contributing to urban identity, being
traditional.

» 28% of the participants describe peddlers' working system in the city as economical and
practical.

The reasons for the negative opinions (total 41%) are as follows:

e Visual and noise pollution, chaos, obstructing sidewalk, trash problem, tax evasion,
hygiene problem, and negative behaviour of peddlers.

4. DISCUSSION AND CONCLUSION

The results concluded from the findings are interpreted. Similarities, differences are shown by
comparing with earlier research.

Within the scope of the study, some results have been obtained based on the observations and the
questionnaire applied to the participants. While the observations revealed some details about
peddlers and their working principles based on the perspective of the designer and the
researcher, the data obtained from the survey revealed how this commercial system is perceived
in the context of people’s views and daily life. Therefore, the data obtained by two different
methods provided significant benefits in reaching several conclusions about the impact of
peddlers on urban culture. This study aimed to evaluate the data obtained from these two
methods as a whole. The data obtained have been interpreted under four headings: performance,
communication and trust, experiential marketing, and criticism.

Performance:

Performance-based inferences mainly emerged based on the researcher's observations. The
impact of street vendors on the city and people can be explained by evaluating the notions of
performance, street food cart, peddler, customer, and participant.

e Customers' interaction with peddlers and their involvement in their systems brings out
the participatory approach by removing the order from being only a commercial activity.
The process of preparing meals, which aims to meet a basic need, turns into a
performance and "show", enabling customers to become participants. Thus, the
preparation process, as well as the final product, turns into a form of experience,
performance, and marketing. It can be argued that this holistic performance, which is
difficult to achieve due to the physical and visual separation of the dining area and
kitchen in restaurants, is the most fundamental and striking element of mobile food
vending.

e Mobile vending carts have become a marker, representing various cognitive and sensory
concepts, in addition to their function-based features. As stated in the study, all actions
that take place in the working systems of street vendors have characteristics to that of
theatrical performance styles. Some concepts related to scene and theatre, such as
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transience, show, display, and performance, are the primary factors that make up the
mobile sales system. In theatre plays, not only the actors but also the audience forget
their social status, preconceptions, and prejudices within a certain period and participate
in the play/fiction. Thus, the audience involved in the play, in a sense, become
participants and socialise by eliminating the effect of real-life to some extent.
Observations indicated that these social and psychological situations provided by
theatre plays and venues are also present in the system established by peddlers, and it
has been observed that customers socialise, assume a different mood and identity, and
thus a vivid interaction emerges in the public space.

Communication and Trust:

Communication and trust issues regarding peddlers and their work systems emerged based on
observations and data from participants of the study:

The atmosphere created by peddlers and stakeholders in the public space can be defined
as an uninhibited and sincere communication environment. Considering the survey data
(question 6), it is understood that observations and participant views meet on common
ground. 57% of the participants think that peddlers have a positive effect on the culture
of the city due to reasons such as sincerity, socialisation, nostalgia, giving identity to the
city, being traditional, practical, and economical. Therefore, it can be argued that
peddlers made various tangible and intangible contributions to the urban culture and
daily life.

The participants’ responses based on their ability to empathise when describing
peddlers and their working systems are remarkable (questions 3-5). This indicates that
the participants can establish empathy and strong bonds with peddlers. The main reason
for this is that the working order established by peddlers is more friendly, social, and
sincere than other commercial systems.

Seeing every object or action openly in the working system of the peddlers provides a
clear and transparent operation based on trust. However, question number 4 directed to
the participants in the questionnaire does not fully support this opinion. According to
the survey results, only 39% of the participants regularly buy food from a particular
vendor. Therefore, 61% of the participants do not regularly buy food from a particular
vendor due to reasons such as lack of inspection, cleanliness, and hygiene. However,
these opinions arise not from lack of trust or communication but reasons related to
hygiene/cleanliness.

Experiential marketing:

The association of performance, trust, and communication concepts with the commercial
activities of peddlers made it necessary to address the experiential marketing issue as
well. It can be argued that this marketing method, which is based on senses, emotions,
and experience, has common aspects with this working system. This trading system goes
beyond traditional marketing and commercial approaches and is naturally and
involuntarily formed as a process based on performance, experience, senses, emotions,
and feelings.

Limited possibilities and shortcomings enable a sincere sharing environment to emerge
and this commerecial activity to be perceived as humble. Challenges and shortcomings in
the public sphere/space are considered normal as part of this work system. This
commercial activity, which is as far from being pretentious and is kitsch, creates a
friendly and lively atmosphere and has an impact on customers'/participants'
cognitively.
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Criticisms:

¢ Notall findings on peddlers and their working systems are positive; especially the issue
of hygiene is seen as a significant problem. Due to concerns such as lack of inspection,
cleanliness, and hygiene, 45% of the participants never buy food from peddlers (question
3). 61% of the participants do not regularly buy food from a particular peddler (question
4). In this case, the most negative effect of peddlers on the city and people is cleanliness
and hygiene concerns.

e Although not included in the survey questions, some participants suggested that the
working systems of peddlers should be improved. This finding shows that the mobile
sales system is open to development and transformation and that these participants
would also buy food from the peddlers if the above-mentioned hygiene and cleanliness
conditions are sufficiently met. Therefore, it is understood that it is possible to solve
some of the fundamental problems put forward by the participants, and with these
improvements and regulations, peddlers can serve a much broader segment of society.

In the light of the qualitative and quantitative outputs obtained within the scope of the research,
the services and products offered by the peddlers can be associated with the concept of experience
rather than consumption. In this system, the primary purpose for the users is to be included in an
unpretentious and friendly atmosphere and environment created by the use of the potentials
offered by the existing public components, rather than the act of eating. Therefore, it has been
revealed from the observations that the environments formed within certain limitations contain
some implicit meanings and that customers tend to feel belonging to a particular community and
to be a part of the system. In this context, it can be argued that the forms of relations among
customers/participants and peddlers include some forms of social relations such as recognition,
belonging, being a part of and interaction. The mentioned types of relationships are related to the
preparation process as well as the environment in which the food is eaten and the bonds that
customers establish with other stakeholders by being involved in the performance and turning
into active participants.

In the evening and at night, peddlers, who transform the public space and create a working space
for themselves, almost take the stage at the walking/crossing axes and at the points where public
transportation is used intensively. The mobile sales cars, which have similar features with the
temporary, dynamic and striking atmosphere of the theatre stages, the scenarios that take place
around them, and the lively atmosphere created as a result of all these factors turn into a space
where the participants take a break, share, chat and socialise in their daily life. Despite all the legal
obstacles, the bond that the society establishes with peddlers is a guide in understanding how
peddlers maintain their existence and their effects on public spaces. Therefore, the influence of
peddlers on daily life and urban culture is based on performances and relationships that contain
sensory and implicit meanings rather than meeting people's physical needs.

All these implicit meanings can be accepted as determinations that may change depending on
subjective approaches, the spirit of the place and location; therefore, more ethnographic research
is needed on this subject. Thus, as a result of revealing the details of the system, determining the
interaction forms and analysing user profiles, peddlers' effect on society and urban culture might
be discussed more deeply.
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OZET

Bu calismanin yapilma sebebi, koruma kavraminin 1990 yilinda yasal olarak ilk kez giindeme geldigi Sile ilgesinde,
koruma ve siirdiiriilebilirlik sisteminin bugiine kadar uygulamaya gecirilememis olmasidir. Calismanin amaci, bu
sistemin islemesini saglayacak ilkeleri belirleyerek bir ¢6ziim 6nerisi gelistirmek ve ilgenin basarili bir korunmusluk
ornegi haline gelmesine katkida bulunmaktir. Calismada yapilan ayrintili tespitler ve gelistirilen éneriler, 6rnek olarak
secilen iki sokak ile sinirlandirilmistir. Ancak ¢alismada ortaya ¢ikarilan ilkeler, korunmaya deger yapilarin bulundugu
tim sokaklar icin gecerlidir. Calisma kapsaminda siirdiiriilebilirlik kavramina, Sile ilgesinin genel o6zellikleri
kapsaminda fiziksel durumu, tarihgesi, sosyoekonomik yapisi ve ilcedeki anitsal yapilara deginilmistir. Calismada
belirlenen alanin konumu, 6zellikleri ve Sile agisindan 6neminin anlatilmasinin yani sira, bu alan ve yakin cevresinde
yapilan tescil, kullanim ve 6zgilinliikk durumu analizleri ile elde edilen sonuglar yer almaktadir. Ayrica, ¢alisma alani ve
yakin ¢evresinde bulunan tescilli yapilarin modern islevlere uyarlanmasi ile ortaya c¢ikan sorunlar da ele alinmistir.
Calisma alaninda o6ncelikle bu bolgedeki yapilarin karakteristik mimari elemanlari, plan o&zellikleri ve yapim
tekniginden bahsedilmistir, ¢alisma alaninin genel durumuna dair tespitlere (tescilli yapilara ait envanter ¢alismasi ve
yapilarin kullanicilariyla yapilan anket ¢alismasi ile elde edilen veriler) yer verilmistir. Son béliim, ¢alisilan bélge icin
gelistirilen koruma &nerilerine ayrilmistir. Oneriler, yapi sahiplerinin bilinglendirilmesi ve desteklenmesi, yerel
yonetim ve sivil toplum kuruluslari ile ilgili 6neriler, sokak 6l¢eginde koruma onerileri ve yap1 6lgeginde koruma ve
yeniden islevlendirme 6nerileri olarak ayri bagliklar halinde ele alinmistir.

Anahtar Kelimeler: Sile, Ttirk evi, Kentsel doku, Kentsel koruma, Stirdtirtilebilirlik.

ANALYSIS OF URBAN FABRIC OF SILE IN THE CONTEXT OF SUSTAINABILITY:
EXAMPLES OF CAMCI AND CAVUS AHMET CAMIi STREETS

ABSTRACT

The tempting reason of this work is, the fact that a system about conservation and maintainability did not come into
effect in Sile since the year 1990 the date the concept of conservation has become a legal topic for the first time in town.
The work has a purpose of suggesting a solution for the system to work, while determining the leading principles. The
detailed determinations and suggestions in this paper are focalized on a zone of two streets. However, the principles
determined are valid for all the streets of Sile where registered buildings take place. This work consists of the definition
of “sustainability” and determination of the physical situation, history, socioeconomic structure and the monumental
buildings of Sile. Besides the location, specifications and the importance of the research zone are determined, the
analysis of registration, function and originality of the buildings and problems of buildings, which are adapted to
modern functions, are also schematized. About the research zone, the architectural characteristics and planning and
constructional specifications are determined, and the determinations about the general situation of the zone are
presented, such as inventory studies of the registered buildings and the results of the questionnaire filled by the
habitants. Finally, conservational suggestions for the zone have been determined. The suggestions are branched with
titles such as awareness raising and supporting the habitants, suggestions about the role of local authority and
nongovernmental organizations, conservational principles for the streets and the buildings with new functions.

Keywords: Sile, Turkish mansion, Urban fabric, Urban conservation. Sustainability.

Sorumlu Yazar: Remziye Giiner
Makale Kiinye Bilgisi: Giiner, R.(2021). Siirdiriilebilirlik Baglaminda Sile Kent Dokusu Analizi: Camci Ve Cavus Ahmet
Camii Sokak Ornekleri. KAPU Trakya Journal of Architecture and Design, 1(1), 18 -32.

* Bu calisma Mimar Sinan Giizel Sanatlar Universitesi Fen Bilimleri Enstitiisiinde tamamlanan yiiksek
lisans tezinden liretilmistir.

18


http://kapu.trakya.edu.tr/

KAPU Trakya Journal of Architecture and Design 1(1), 2021: 18 -32

1. GIRiS

1990 yilinda kentsel ve dogal sit alanlarinin sinirlari belirlenen, ancak bu tarihten glintimiize
kadar koruma bilinci ve sisteminin tam anlamiyla olusmadig1 gozlenen Sile ilgesinde, geleneksel
dokunun siirdiirtilebilirligi icin bir sistem gelistirme gerekliligi bulunmaktadir. Bu calismada,
ilcenin geleneksel dokusunu olusturan sivil mimarlik 6rnegi yapilarin temel 6zellikleri
arastirilmis, bu yapilarin gelecege aktarilmasi stirecinde aksayan yonleri tespit edilmistir.
Calisma, geleneksel yapilarin yogun olarak yer aldigi Camci ve Cavus Ahmet Camii Sokaklari
0zelinde detaylandirilmistir. Calisma alani olarak segilen sokaklar, yeni yapilasmanin olmadigi,
geleneksel konut dokusunun kaybolmadigi alanlardir. Ancak bu sokaklarin yerel sakinleri
tarafindan giin gectikce terk edilmekte oldugu, sosyal ve kiiltiirel atmosferini kaybetme riski
tasidig1 gozlemlenmistir. Yapilan tespitler dogrultusunda giiniimiizde birbirinden kopuk olan
turizm ve koruma faaliyetlerinin birbirini olumlu y6nde etkileme olanaklar1 arastirilmis; 6rnek
secilen bu iki sokak iizerinde oOneriler gelistirilmistir. Gelistirilen onerilerin Sile genelinde
yuriitiilmesi planlanan koruma calismalarina 151k tutmasi hedeflenmektedir.

1.1. Surdiiriilebilir Kentsel Koruma Yaklasimi

Siirdiirtlebilirlik kavrami kiiresel boyutta ilk kez, 1972 tarihinde Stokholm’de diizenlenen
Birlesmis Milletler insan Cevresi Konferansinda ele alinarak tartisilmistir (Tiirkoglu, 2020).

“Siirdtrilebilirlik” Birlesmis Milletlerin 1987 tarihli, Cevre ve Kalkinma Komisyonu raporunda
(Brundtland Raporu) “bugiiniin gereksinimlerini gelecek kusaklarin kendi ihtiyaglarini karsilama
yeteneginden 6diin vermeksizin karsillamak” olarak tanimlanmaktadir (Oksiiz Kuscuoglu, Tas,
2017). Bu raporda gelistirilmis olan kavram, 1992 tarihli Rio Cevre ve Kalkinma konferansinda
evrensel boyutta benimsenmistir (Can, 2014).

Siirdiriilebilirlik, “zaman” ile birlikte ele alindiginda anlam kazanan bir kavramdir. Bu kavram
esas olarak nesiller arasi adaletin ve homojenligin saglanmasini ifade eder. Siirdiiriilebilirligin
temel bilesenleri olan fiziksel, sosyo-kiiltiirel, ekonomik ve yonetimsel-kurumsal stirdiiriilebilirlik
kavramlarinin, korumada siirdiriilebilirlik hedeflendiginde, stlirece sagladiklar1 katk
kaginilmazdir.

Degisim ve gelisimin icinde yasayanlarla birlikte devam ettigi tarihi ¢evrelerde siirduriilebilir
koruma kavrami, bir¢ok boyutu icinde barindirmaktadir. Bu boyutlar, siirdiirtilebilirligin temel
bilesenleri olan sosyal-kiiltiirel, fiziksel, ekonomik ve yasal-kurumsal boyutlarin koruma siirecine
yansimalaridir (Sekil 1). Bu noktadan bakildiginda siirdiiriilebilir koruma yaklasiminin yalniz
fiziksel cevrenin degil yerel sakinlerin ve siirdiirdiikleri sosyal yasamin da gelecege aktarilmasi
kaygisini tasimasi gerektigi goriilmektedir.

TARIHI CEVRE
Sosyal-killtirel Yasal-kurumsal
Sirdirdlebilirlik Strdirdlebilirlik
ZAMAN
Fiziksel Ekonomik
Strdirdlebilirlik Sirdurlebilirlik
SURDURULEBILIR
KORUMA

Sekil 1. Sirdiirtlebilirlik ve temel bilesenleri
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Siirdiirtlebilirlik; mevcut olan ve kiiltiirel miras olarak tanimlanan yapilar biitiiniiniin gelecege
aktarilmasinin yani sira, bu stirec icinde dogal ¢evrenin varligini ve biitiinliigiinii koruyabilmesini
de tanimlamaktadir. Bu baglamda koruma stratejileri olusturulurken, dogal cevrenin ve
kaynaklarin devam ettirilmesini gozetmek ilke olarak benimsenmelidir. Kentin tarihi dokusunun
glinlimiizde ve gelecekte yasanabilirligini saglamak, bu dokuya gliniimiizde ve gelecekte kent
sakinlerinin ihtiyaclarim Kkarsilayacak nitelikte bir islev kazandirilmasi ile miimkiin
olabilmektedir.

Bir kent dokusu icin kurgulanan koruma stratejileri, sahip olunan kiiltiir mirasinin gelecek
nesillere aktarilmasi yaninda; kent sakinlerinin gecim saglama ihtiyaglarini karsilarken,
ekonomik iyilesmenin zaman i¢inde homojen olmasi zorunlulugunu da gézetmek durumundadir.

Siirdiirtlebilir kentsel koruma siireci, siirdiiriilebilirligin bilesenlerinin birbiriyle uyum icinde
isledigi ve biitiinlesik bir temele dayandirildigy, yiiriitiilen ¢calismalara halk, 6zel sektor ve kamu
sektoriiniin dahil edildigi bir siirectir. Calismalarin genis katilim ve seffaf yonetim ile yiiriitiilmesi,
yerel ve ulusal ortakliklar ile desteklenmesi gerekmektedir. Ortaya konulan planin uygulanabilir
olmasi, toplumdaki bireyler arasinda uyumu ve saygiy1 arttirirken ekonomik refah diizeyini
ylkseltmesi hedeflenmelidir (Korlii, 2020).

2. MATERYAL VE YONTEM
Calisma dort asamali olarak, asagida siralanan yontemlerle stirdtriilmiistiir:

Birinci asamada, yapilacak tespitlere ve gelistirilecek 6nerilere 151k tutacag: diistiniilerek ilgenin
kiiltlirel yapisi ve tarihi arastirilmis, mevcut geleneksel dokunun kaynaklari tespit edilmistir.

Ikinci asamada, mevcut durumun belirlenmesi amaciyla ¢alisma alan1 ve yakin cevresinde
bulunan yapilar incelenerek, mevcut durum analizleri yapilmistir.

Ugiincii asamada, calisma alanindaki tescilli olan yirmi adet parselde bulunan yapilara ait mevcut
plan krokileri ile birlikte, envanter calismasi yapilmistir. Bu asamada ayrica ¢alisma alanindaki
yapilarin kullanicillar1 ve sahipleriyle goriisiilerek anket yapilmis, bélgenin sosyoekonomik
yapisinin yani sira bolgedeki yaygin koruma bilincinin de belirlenmesi hedeflenmistir.

Son asamada, ¢alisma alanindaki yapilarin korunmasi ve geleneksel dokunun siirdiirilebilirligi
konusunda 6neriler gelistirilmeye ¢alisiimistir.

2.1. Sile’nin Genel Ozellikleri

2.1.1. Sile’nin Cografi Konumu ve Tarihgesi

Istanbul’'un Karadeniz kiyisinda yer alan Sile ilgesinin, dogusunda Kandira, giineyinde Gebze,
batisinda Beykoz ve Umraniye, kuzeyinde ise Karadeniz bulunmaktadir (Kolektif 1982).

“Istanbul’a 79 km. uzaklikta olan Sile, 90’l1 yillara kadar Istanbul’dan ulasiminin kolay olmamasi
nedeniyle 6zgiinliigiini koruyabilmistir. Fakat 6nce Fatih Sultan Mehmet Kopriisii, ¢cevre yollari
ve bununla baglantili Bati ve Dogu Karadeniz dogrudan ulasim aginin kurulmasiyla birlikte Sile de
benzer durumdaki pek cok ilce gibi eldegmemisligini yavas yavas yitirmektedir” (Alper, 1996).

Sile’nin tarihine iliskin kesin ve yeterli bilgi olmamasina ragmen; ilce merkezinin eskiden Philee
adiyla anilan kii¢iik bir kdy oldugu, zamanla bu adin “Sile”ye doniistiigii cesitli kaynaklarda yer
almaktadir. M.0. 74 yilinda Bitinya Kralligi’'ndan Roma Imparatorlugu’na gecen bu kiiciik koy;
cevresindeki magaralarla birlikte, Roma Imparatoru Diocletianus déneminde (284-305) baski
goren Izmit Hiristiyanlarinin siginma yeri olmustur (Goktas, 1992).

Bir siire Selcuklular’in, daha sonra da Haglilar'in eline gecen Sile, tarih¢i Nesri'nin yazdigina gore,
Osmanlilar’in eline ilk kez 1. Bayezid doneminde ge¢mis; 1402’de Bizanslilar tarafindan geri
alinmis, sonrasinda tekrar Osmanlilar tarafindan ele gecirilmistir (Aksel, 1995). Basbakanlik
Osmanl Arsivlerinde yer alan tahrir defterlerine gére onceleri Izmit sancagina bagh iken, XIX.
Yiizyilin sonlarinda Istanbul’a baglanmstir.

20



KAPU Trakya Journal of Architecture and Design 1(1), 2021: 18 -32

or-9a§ Zo

=0 ile  PazarbasiBurru  Babal

Malkarg N W ,«.;’w‘
” 27 ST O e e |
] NS IshanBaItl A K e

b A .
Marmara Denizi N

f oah
1gene N dra )
F"OM 0ur Gald g&‘)’

MormargC:B Sea of Marmara t"‘,- ------ A #"- o Q i)
Oy ) °P"4°§f 2 Yalova j""‘ ot '.:~ O fender -
B S E & gy — ;'g
S danya el Oy, - e - v
ajé Gb ! Akl 5 oR ~
P ol et o <

Sekil 2. Sile ilgesinin yeri ve komsulari (Geoatlas, 2013)

Yabanci seyyahlarin Sile hakkindaki anlatimlarindan, ilgenin XIX. Ylzyildaki genel durumuyla
ilgili s6yle bir portre cizilebilir: Liman bolgesinde; tavernasi, ibadethanesi, okuluyla, yaklasik 100
haneden olusan bir Rum Mahallesi bulunmaktadir (Ulugiin, 2008). Liman, gecis yaparken ugrayan
teknelerle siirekli dolu ve hareketlidir. Diger tarafta (biiyiik ihtimalle ilcenin bat1 yakasi) ise
camisi ve okullariyla bir Miisliiman Tiirk Mahallesi bulunmaktadir. Bu mahallede yasam, digerine
nispetle daha konforludur (Boré, 1840).

Alman Arkeoloji Enstitiisii fotograf arsivinden fotograf olarak edinilen harita, 1920 yilinda Rum
ve Tirklerin mahallelerini ayiran sinir agisindan bir fikir vermektedir (Sekil 3). Ancak o
donemdeki hane sayisi bilinmese de, elde niifus degerleri ile ilgili belgeler oldugundan, haritada
belirtilmis olan hane sayllarindaki Rum-Tiirk oraninin gercek degerlerle uyusmadig
diisiintilmektedir.

Sekil 3. 1920 tarihli Sile haritasi; ortadaki noktal cizgi Rumlarin bélgesini ayiran sinir olarak
lejantta belirtilmistir (Alman Arkeoloji Enstitiisii Fotograf Arsivi, 1920)

Sile'nin demografik durumuyla ilgili ulasilabilen en eski kayitlar Bagbakanlik Osmanl
Arsivlerindeki tahrir defterlerinde yer alan 1831 niifus sayimi sonuglaridir. 1831 niifus sayimy;
sadece erkeklerin belirtilmis olmasi, “reaya” kaydinin acik olarak gayrimiislimleri mi yoksa
koylerde yasayanlar1 mi ifade ettiginin tam olarak anlasilamamasi ve sayimin uzun bir stirede
tamamlanmasi gibi sebeplerden dolay1 ¢ok giivenilir bir sonu¢ vermemistir. Ancak yine de bu
sayimda Sile niifusunun 3517 Miisliiman ve 1957 gayrimiislimden olustugu sonucunun c¢iktigini
belirtmek gerekir (Kaya, 2007).
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Cizelge 1. Sile'nin 1894 yilindaki niifusunun etnik kdken ve cinsiyete gore dagilimi (Cuinet, 2001)

ERKEK KADIN TOPLAM
MUSLUMAN 420 380 800
MUSLUMAN 150 50 200

BULGAR
(POMAK VE
CERKEZ)

ORTODOKS RUM 200 150 350

GREGORYEN 75 75 150
ERMENI
GENEL TOPLAM 845 655 1500

Vital Cuinet’'nin niifus kayitlarina goére ise 1894 yilinda ilce merkezindeki niifusun dini ve etnik
dagilimi, cizelge 1’ de ifade edilen sekildedir (Cuinet, 2001). Gliintimiizde ise, 2020 tarihli niifus
kayit sistemi sonuclarina gore koylerle birlikte 37904 olan niifusun i¢cinde ge¢misteki gibi bir
etnik cesitlilik yoktur (TUIK, 2021).

2.1.2. Sile’nin Ekonomik Yapisi

Uzun yillar boyunca yaz aylarinda giliniibirlik ziyaretgilerin ve yazlik¢ilarin popiiler hedefi olan
ilge, artik yaz-kis yasanabilen ve Istanbul’dan kolaylikla ulagilabilen bir mesafede bir yerlesim
merkezi haline gelmistir. Is ve egitim olanaklarinin ilgede ¢esitlenmesi, sehir hayatindan ve
kalabaliktan uzak, doga ile iligkili yerlesim segeneklerinin olusturulabilmesi ilcenin giin gegtikce
daha fazla dikkat cekmesini saglamaktadir (Soydas Cakir, 2021).

Sile koylerinde halk gecimini ciftcilikle saglarken, ilgede ticaret ve balikcilik giiniimiizde de
yaygindir. Kis mevsiminde balik¢ilikla gecinenler yaz sezonunda genellikle evlerini pansiyon
olarak isletirler.

Sile bezi dokumaciligy, Sile’nin kdylerinde hala el tezgahlarinda yapilmaktadir. Ancak ilgede bu isle
hobi olarak dahi ugrasan kimseye rastlanmamustir. llce merkezinde bu iiriinlerin satisin1 yapan
¢cok sayida magaza mevcuttur. Bazi magaza sahipleri, Sile bezi ile yapilmis 6zel tasarim giysi
liretimi ve satis1 konusuna yogunlasmakta ancak maddi imkansizliklar nedeniyle bu isi cok ileriye
gotiirememektedirler. ilge halkimin giinlilk yasaminda miitevaz1 kasaba hayatinin izleri goze
carpmaktadir.

2.1.3. Sile’nin Fiziksel Yapisi: Yap1 Stokunun irdelenmesi

Sile kentsel sit alaninin sinirlari, Istanbul Kiiltiir Varliklarim Koruma Bolge Kurulu'nun 28 Ocak
1992 tarih ve 2796 sayih karari ile belirlenmistir. Kentsel sit alani, Uskiidar Caddesi'nin dogusu
ile Fener Caddesi'nin batisi arasinda kalan alan1 kapsamaktadir. Alan, kuzeyde Sile Feneri
cevresindeki yeni yapilasma ve Masatlik mevkii ile giineyde ise tarihi dokunun kayboldugu ve yeni
yapilasmanin yayginlastigi bolge ile sinirlanmaktadir.

Sile’de miibadeleden 6nce, Osmanlilar zamaninda buraya yerlestirilen Tiirkmen asiretlerinin ve
Rumlarin ayr1 mahallelerde oturduklar: bilinmektedir. Rumlara ait yapilarin neredeyse hicbiri
glinlimiize ulasmamistir. Dolayisiyla Sile’'nin en eski evleri, eskiden beri Tirklerin oturdugu
bilinen bolgelerde yer almaktadir (Adamantidu ve Papastatos, 2010).

Sile evleri, plan tipleri acisindan geleneksel Istanbul evleriyle paralellik gostermektedir. Sile
evlerinde ayrica ilk goze carpan 6zellik, gerek ic mekan, gerekse cephe acisindan son derece sade,
stislemesiz ve gosterissiz olmalaridir (Arseven, 1928). Evlerin hemen hemen hepsinin icinde
tuvalet ve kiler, ayrica ¢ogu odada “hamam dolab1” da denen gusiilhane bulunur.
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2.1.4. Sile’nin Yasal-Yo6netsel Yapisi

Sile, Istanbul iline bagh 39 ilceden biridir. 2012 yihinda 57 kéyiin bagh oldugu ilcede; Kumbaba,
Cavus, Hacikasim, Balibey ve Agva adlarini tasiyan bes mahalle bulunmaktadir. 2012 tarihinde
cikarilan 6360 sayil yasa ile biiyiiksehir belediyesi statiisiinde olan 30 ilde kdylerin idari olarak
mahalleye dontstiiriilmesi nedeniyle; giiniimiizde ise ilgeye bagh kéy bulunmamakta, ancak 62
adet mahalle yer almaktadir (Sertkaya Dogan, Gokburun, 2019).

llgedeki tescilli yapilar ve sit alanlar1 giiniimiizde, T.C. Kiiltiir ve Turizm Bakanligi’'na bagh olan
Istanbul 6 Numaral Kiiltiir Varhklarim1 Koruma Bélge Miidiirligii’niin yetki alanindadir.

2.2 Camci ve Cavus Ahmet Camii Sokaklarinin Giiniimiizdeki Durumu

Calismada ele alinan bélge, Sile’nin en énemli caddesi olan Uskiidar Caddesi’yle dogrudan
baglantili ve geleneksel Sile evlerinin sayica en ¢ok oldugu iki sokak (Camci ve Cavus Ahmet Camii
Sokaklar) olarak belirlenmistir. Uskiidar Caddesi, ilce turizminin temel diregi olan tarihi dokunun
merkezi durumunda bir sokaktir. Buna bagh olarak, calisilan sokaklarda bulunan yapilar i¢in
onerilen koruma projesinin siirdiiriilebilirligi, Uskiidar Caddesi ile baglantisi sayesinde
gerceklesebilecektir.

LEJAND

- 1. DERECE DOGAL SIT ALANI

3 DERECE DOGAL SIT ALANI

- KENTSEL SIT ALANI

Sekil 4. Sile dogal ve kentsel sit alanlar (isaretli alan, bu ¢alismada ele alinan alandir)
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Sekil 5. Calisma alani ve yakin ¢evresini gosteren kismi hava fotografi (http://maps.google.com/
adresinden alinan haritada ¢calisma alam kirmizi cergeve ile isaretlenirken, Uskiidar Caddesi sar1
renkte gosterilmistir)

Sekil 6. Uskiidar Caddesi, 2021

Uskiidar Caddesi, miibadeleden énce Tiirklerin yasadigi kisimda kalmaktadir. Dolayisiyla bu
bolgeyi, miibadele sirasinda sosyal bir doniisiim gecirmemis, yerli halkin yerlesim alani olarak
kabul edebiliriz. Bagka bir deyisle bu cadde, bugiinkii Sile halkinin kadim degerlerinden biri olarak
varhigini stirdiirmektedir.

Uskiidar Caddesi’'ndeki yapilarin hemen hemen tiimii, giiniimiizde ticaret amagh kullanilmaktadir
(Sekil 6). Yapilarin giris katlari, olabildigi kadar yapilan isle baglantili olarak diizenlenmisken;
bodrum ve st katlarin diizenleme dis1 birakildigi, yapilarin bircogunda bu katlarin depo olarak
kullanildigy, bir kisim yapilarda ise hi¢ kullanilmadig1 gézlenmistir. Bunun sebebi; ticari faaliyet
gosteren sirketlere yapilarin biitiin olarak kiralanmasi olabilecegi gibi; yapilarin bakimsizlig
sebebiyle diger katlarin konut isleviyle kiraya verilmesinin ¢ok zor olmasi diisiiniilebilir.
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Uskiidar Caddesi'ne dogu yoniinden baglanan sokaklardaki yapilarin tiimii, az sayidaki istisnanin
disinda konut isleviyle kullanilmaktadir. Bu sokaklar da Uskiidar Caddesi ile birlikte Sile’nin en
eski Misliiman yerlesimleri olarak degerlendirilebilir.

2.3. Camal ve Cavus Ahmet Camii Sokaklarindaki Yapilarin Genel Ozellikleri

Yapilarin bulundugu iki sokakta da déseme kaplamalari yakin bir zamanda degistirilmis, ancak
0zgln bir gorinim saglanamamistir (Sekil 9). Sokaklar, aydinlatma elemanlar1 yetersiz
oldugundan gec¢ saatlerde dolasmak i¢in giivenli degildir. Sokaklarin, sokak sakinlerine ait
olmayan araglar tarafindan otopark olarak isgal edildigi gortilmektedir.

Calisilan bolgede i¢ sofali tip ile i¢ ve dis sofali tipin sentezinden olusmus olan yan sofali tip olmak
tizere iki temel plan tipine rastlanmistir (Kiiglikerman, 1973).

e . % '““'-A;b-u_ i pn \)Q% S

Sekil 7. Cavus Ahmet Camii Sokak'ta 6zgiin niteligini blyiik ol¢iide korumus yapilar (2021)

Yapilarin ii¢ tanesi disinda kalanlarin tiimii bahgelidir. Genel olarak bakimsiz olan bahcelerde
muhdes yapilar (odunluk, depo vb.) ve kismen sebze yetistirmeye ayrilmis boliimler
bulunmaktadir.

Sile evlerinin cok biiyiik bir ¢ogunlugu geleneksel ahsap yapim tekniginde insa edilmistir. Bu
teknikte yatay kusaklar ve payandalarla desteklenen ahsap dikmeler ahsap taban kirisi iizerine
oturtulur, ana dikmelerin arasina ise ara dikmeler konulur. Gerekli goriilen yerlere yatay kusaklar
ve dikmeler yerlestirilerek pencere ve kapi agikliklari olusturulur (Teker, 1992).

Evlerin dis duvarlarinda riizgar ve yagmur etkisinden korunmak amaciyla, genellikle 6rme dolgu
teknigi kullanilmistir (Sekil 8). Yash bir Sileli olan Ali Nurettin S6zer’in anlatimiyla bu teknigin
yapilisi su sekildedir: Dik konan kestane ¢ubuklarinin arasindan, yine kestane ¢ubuklari, sepet
oriliir gibi dolastirilarak gecirilir; aralar camur ve saman karisimiyla doldurulur. Bu islem
bittikten sonra i¢ ve dis ylizeyler, keten kitig1 ve kire¢ karisimiyla sivanir, siva kuruduktan sonra
disariya ahsap kaplama yapilir (Sézer, 2012).
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Sekil 8. Orme dolgu teknigine ¢calisma alanindan bir érnek (2021)

Yapilar, islev agisindan 6zgilinliigiinii kaybetmis degildir. Bu sebeple yapilarin i¢ mekanlarinda
plan olarak cok biiyiik degisiklikler yapilmamistir. Yap1 sahipleri ve kullanicilar1 zaman icinde
ihtiyaclar1 dogrultusunda bazi 6zgiin kap1 ve pencereleri degistirmisler, ancak bunu da yine maddi
imkansizliklar nedeniyle cok kapsamli bir sekilde gergeklestirememislerdir. Bu baglamda,
yapilarin maddi imkansizliklarin etkisiyle bircok acidan 6zgiinliigiinii korudugu soéylenebilir.
Ancak bu durum yapilarin diizenli bakiminin ihmal edilmesine de sebep olarak cesitli fiziksel
tehditlere karsi yapilarin dayanma giiclinti azaltmistir. Restore edilmis olan iki yap1 hari¢ olmak
lizere calisma alanindaki yapilarin tiimiinde, miidahale gérmeden bekleme siirecinin sonuna
gelinmistir. Yapilarin acil miidahaleye ihtiyac duydugu, profesyonel olmayan bir gozle
bakildiginda bile tespit edilecek kadar belirgindir.

Sekil 9. Camc1 Sokak'ta restorasyonla 6zgiin niteligini kaybetmis yap1 (2021)

Calisma alani olan sokaklarda bulunan yeni yapilarin, nétr bir gértintime sahip olduklari, mevcut
dokuyu ¢ok fazla bozmadiklari gozlenmistir. Betonarme olarak restore edilmis olan tescilli
yapilardan birinin (11 Ada-13 Parsel) genel doku icindeki goériinimi ise, projesine uygun
olmayan cephe kaplamasi ve dograma detaylar1 nedeniyle bu yapilardan daha uyumsuzdur.
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2.4. Calisma Alaninin Kullanicilari Acisindan Degerlendirilmesi

Calisilan bolgede, 19 Aralik 2012 tarihinde bir anket calismasi yapilmistir. Anket calismasina
katilan 26 adet yetiskin (18 yas lizeri) mahalle sakininden sekiz adedi ev sahibi, geriye kalanlar
ise kiracidir. Anket calismasi sonucunda elde edilen veriler, iki asamali olarak, kiracilar ve ev
sahiplerine farkli soru gruplari yoneltilerek elde edilmistir.

Birinci asamada mahalle sakinlerinin tahsil, memleket, meslek ve aylik gelirleri tespit edilerek
mahallenin sosyal ve ekonomik yapisinin belirlenmesi amaglanmistir. Yapilan tespit ve
degerlendirmeler sonucunda asagidaki verilere ulasilmistir:

Mabhalle sakinlerinin % 73 ilkokul, % 4'ii ortaokul, % 23’ii ise lise mezunu olup mahalle sakinleri
arasinda tahsillilik orani oldukga diistiktiir. Evlerde oturmakta olan yaslh ciftlerin ¢ocuklarinin
veya metruk evlerin varislerinin Sile’deki daha konforlu evlerde veya istanbul’da yasamayi tercih
ettikleri 6grenilenler arasindadir.

Mahalle sakinlerinden evin gecimini saglayanlara meslekleri soruldugunda, % 47’sinin esnaf,
%40’'1n1in emekli, %13’lniin ise is¢i oldugu tespit edilmistir. Yapilan arastirmalara gére mahalle
sakinleri arasinda gelir diizeyi olduk¢a diigiiktiir. Bu durumun sebebi, bakimsiz durumda olan
evlerin kiralarinin diisiik olmasi, bu sebeple evlerin genellikle diisiik gelir grubundan aileler
tarafindan tercih edilmesidir.

Anketin ikinci asamasinda sadece ev sahibi olan mahalle sakinleriyle gorisiilmts; evlerini restore
ettirme ve turizme kazandirma fikrine yaklasimlarinin belirlenmesi hedeflenmistir. Yapilan tespit
ve degerlendirmeler sonucunda asagidaki verilere ulasilmistir:

Ev sahibi olanlarin % 75’i evini turizm amagh kullanmay1 istemezken, %25’i istemektedir. Bu
soruya olumsuz cevap verenlere nedenleri soruldugunda; aile bireylerinden birinin rahatsizligy,
evin zarar gorecegi diisiincesi, evin giivenligini saglayamama korkusu ve maddi ihtiyaci olmadigi
gibi gerekgeler ifade edilmistir.

Ev sahibi olan mahalle sakinlerinin % 62’si destek olundugu takdirde evini restore ettirmek
istedigini ifade ederken, %38’i ise istemedigi cevabini vermistir. Bu soruya olumsuz cevap
verenlere nedenleri soruldugunda; is mesguliyetinden zaman ayiramayacagi ve resmi kurumlarin
karismasini istemedikleri gibi cevaplar alinmistir.

Ev sahibi olanlara son olarak restorasyon icin kendilerine destek olabilecek fon ve kredilerden
haberleri olup olmadig1 sorulmus; % 75’inin haberdar olmadigl, %25’inin ise haberdar oldugu
sonucuna ulasilmistir.

Gortldigu gibi calisilan bolge halki restorasyon konusunda kendilerine destek olacak kredi ve
fonlardan genel olarak haberdar degildir. Haberdar oldugunu sdéyleyenler ise, kredilerin
kendilerine kisitlamalar ve zorunluluklar getirecegi endisesini tasimaktadirlar.

3. BULGULAR

Sile, Istanbul’a yakin konumu sebebiyle yerli turizm icin cok 6nemli bir potansiyele sahip oldugu
kadar, glinlimiize ulasan geleneksel dokusuyla yabanci turistlerin de ilgi odagi haline gelebilecek
bir nitelige sahiptir. Ancak ilgenin sakli kalmis degerlerinin turizm islevine gecisinde ilgenin
geleneksel kimligi kaybetmemesi birinci derece énem tasimaktadir. Prof. Dr. Metin S6zen’in
ifadesiyle, “Kimlikli bir Sile, gelecek demektir” (S6zen, 1996).

3.1. Fiziksel Siirdiiriilebilirlik icin Oneriler

Yapilarin dogal etkenlerden zarar gormesini 6nlemek amaciyla siirekli bakim yapilmasi
konusunda kullanicilar bilgilendirilmeli ve tesvik edilmelidir. Ancak yapilacak olan bakim ve
miidahalelerin malzeme ve uygulama agisindan yerel yonetimce kontrol edilmesi, hem yapilarin
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kiiltiirel niteliginin kaybolmamasi, hem de ¢evresel degerlerin korunmasi saglanmasi agisindan
O6nem tasimaktadir.

Cogunlukla ahsap malzeme ile yapilmis olan yapilarin bakimi ve onarimi icin kullanilacak ahsap
malzemenin yerel yonetimce kontrollii olarak saglanmasi, dayanikliligini artirict yontemlerle ilgili
uygulayicilara yol gosterilmesi dogal cevrenin siirdiirtilebilirligi agisindan bir zorunluluktur.

Calisilan bolgede geleneksel sokak dokusunun yasatilmasi icin, mevcut vaziyet plani lizerinde
calismalar yapilmistir. Buna gore, bos olan ve yap1 yapilmaya elverisli olmayan iki adet parselin
(11 Ada-6 Parselin tamami ile 93 Ada-32 Parselin bir kismi1) kamulastirilarak yesil alan olarak
diizenlenmesi dnerilmektedir.

Calisilan bélgedeki sokaklarin, Uskiidar Caddesi ile baglantilar1 sebebiyle konaklama amaciyla
gelenlerin disinda da girilip gezilebilecegi goz 6niinde bulundurulmustur. Bu amacla sokaklarda
dinlenme ve sohbet amagh kodselerin olusturulmasina dikkat edilmistir. Bu koseler hem
ziyaretciler hem de sokak sakinleri tarafindan kullanilabilecektir. Sokaklarin belli saatlerde
hizmet amach tasit trafigine acik tutulmasi, bu saatler disinda trafige kapali olmasi i¢in sokak
girislerinde hareketli mantar bariyerlerle 6nlem alinmasi 6nerilmektedir. Giiniimtizde tugla veya
briket olan bahc¢e duvarlarinin ise Sile’de oldukc¢a yaygin olan ahsap bahge citiyle yenilenmeleri
onerilmektedir. Tescilli olmayan parsellerde bulunan ve nitelikli olmayan yapilarin, tarihi
dokunun strekliligini bozmayacak sekilde notr cephe diizenine kavusturulmasi icin gereken
miidahalelerin yapilmasi uygun goriilmektedir. Sokak désemesi ve Hamam Deresi Caddesi'ne
inen merdivenler, geleneksel dogal tas kaplama malzemesi ile yenilenecektir.
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3.2. Sosyal ve Kiiltiirel Siirdiiriilebilirlik i¢cin Oneriler

Calisilan bolgede giintimiizde siirdiirtilen yasamin, Sile’nin 6zgilin sosyokiiltiirel yapisini yansittigi
gozlenmektedir. Cevrenin aymi karakterde yasamaya devam etmesini saglamak bolgede
yuriitiilecek koruma stratejisinin temel prensiplerinden biri olmalidir. Bu sebeple bu bdlgede
tesvik edilmesi Onerilen ev pansiyonculugunun evlerdeki yasamin ayni kullanicilar tarafindan
ayni karakterde silirdiiriilmesini saglayacag diisiiniilmektedir.

3.3. Ekonomik Siirdiiriilebilirlik i¢in Oneriler

Calisilan bolgede, ¢esitli zamanlarda bolge sakinleriyle yapilan goriismelerde; bu evlerin
kullanicilarinin turizm alaninda geg¢imlerini saglama fikrinden oldukeca uzak olduklar1 tespit
edilmistir. Bu baglamda ¢ogu kisinin, turizm alaninda girisimci olmak fikri kendilerine a¢ildiginda
fikre sicak baktigi, ancak yeterli maddi birikimi ve izlenecek yola dair bilgisi olmadigi gibi
gerekcelerle kendisini ve ailesini bu konuda yetersiz gordiigli anlasilmistir. Bu durumun yerel
yonetim ve sivil toplum kuruluslarinin disaridan gelen bilingli girisimcilere verdigi destek
yadsinamazken, boélgenin gercek hak sahipleri olan kisileri destekleme, bilgilendirme ve
cesaretlendirme konusunda ihmalkar davranmasindan kaynaklandigi agiktir. Yapilmasi gereken;
bu Kkisilerin turizme katkida bulunmak konusunda bilgilendirilmeleri, gerekli konularda
egitilmeleridir. Yap1 sahiplerinin pansiyonculuk ile nesiller boyu maddi kazan¢ saglamalari,
ekonomik siirdiiriilebilir ve siirdiiriilebilir koruma arasindaki ¢ift yonlii etkilesimi olumlu yonde
etkileyecektir.

3.4. Yonetimsel-Kurumsal Siirdiiriilebilirlik icin Oneriler

Bolgedeki yap1 sahipleri, evlerin restorasyonu igin yararlanabilecekleri ulusal ve uluslararasi
fonlar ve krediler konusunda yeteri miktarda bilgilendirilmeli ve tesvik edilmelidir. Evlerin
kullanicilarina, restorasyon stirecinde ortaya cikacak olan gecici barinma ihtiyaci konusunda
maddi agidan kolaylik saglanmali, yer bulma konusunda destek saglanmalidir.

Mahalledeki bir¢ok kullanici, mahallenin pargasi haline gelmis durumdadir. Bu Kkisilerin,
mahallenin ticari bir merkeze dontistiirilmeden yeni isleve gecisinin saglanmasi konusunda ¢ok
yararli olacaklar1 diistiniilmektedir.

Calisilan bolgede kiigiik bir ofisi bulunan ve yoksullara yaptig1 yardimlarla ¢evre halkinin takdirini
toplayan Sile Feneri Dernegi’'nin bélge sakinleri lizerinde ikna edici etkisi oldugu gozlenmistir.
Dernegin turizm alaninda etkin olmasi konusunda dernek yetkilileriyle gorisilmiis,
pansiyonculuk kadar genis kapsamli olmasa da el emegi tiriinlerin liretimi ve satis1 konusunda
destek saglamalari 6nerisi kendilerine iletilmistir. El emegi tirtinlerin, kar amaci giitmeyen dernek
araciligiyla iireticiye ciddi bir gelir getirecek sekilde satisinin saglanmasi, bolge halki arasinda bu
tiir tiretimin yillar sonra yeniden yayginlasmasini saglayacaktir. Glinlimiizde bu tarz tlretimin
aileler tarafindan artik ragbet gormemesinin en 6nemli sebebi, tlirtinlerin satisindan ciddi oranda
kar elde eden ticari kuruluslarin, evden calisan kisilere tatmin edici bir pay vermemesidir.

Sile’nin en merkezi ve karakteristik yerlesim bolgesi olan ¢alisma alaninda; ev pansiyonculugu
stirecinin baslatilmasi kadar bu gecisin mahalle yasaminin somut olmayan karakteri
kaybettirilmeden gergeklestirilmesi ¢ok 6nemlidir. Bu da ancak, bélgenin 6zgiin kullanicilarinin
bu stirecte rol oynamasi ile miimkiin olacaktir. Bélge halkinin s6z konusu déniisiime istek ve ilgi
gostermesi ise, yerel yonetimin ve sivil toplum kuruluslarinin disiplinli cabasiyla saglanacaktir.

Yerel yonetim ayrica geleneksel dokuya sahip yapilarin agirlikta oldugu sokaklarin diizenlenmesi
konusunda etkin olmalidir. Unutulmamalidir ki sokaklar, yapilarin biitlinlestigi ve bir arada deger
kazandig1 ortamlardir. Bu amagla belediyelere yetki saglayan 5393 sayili Belediye Kanunundaki,
kentsel doniisiim ve gelisim alani ile ilgili olarak diizenlenmis olan 73. maddenin yeniden ele
alinarak tanimlanmasi, bolgesel projelerin belli bir diizene oturtulmasini saglayacaktir.
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4. TARTISMA VE SONUC

1990 yilinda koruma kavraminin yasal anlamda ilk kez giindeme geldigi Sile’de, giiniimiize kadar
ise yarar bir koruma ve siirdiiriilebilirlik sistemi hayata gecirilmemistir. Bu baglamda, yasal
diizenlemelerin tek basina yeterli olmadigi séylenebilir.

Sile ilcesindeki geleneksel ahsap yapilarin korunmasi hususunda temel ilke, yapilarin restorasyon
projeleri ayri ayr1 ele alinirken yapinin bir biitliniin parcasi oldugu fikrinden asla uzaklasilmamasi
olmalidir. Her yapi1 icinde bulundugu sokagin, her sokak ise genel kasaba dokusunun bir
parcasidir. Elbette ki bu durum, yapilarin birbiriyle tipatip ayni oldugu yapay sokak
diizenlemelerini degil, yapilarin kendi karakteri kaybettirilmeden cevresiyle uyum icinde
gelecege aktarildigi diizenlemeleri gerektirmektedir.

Sile ilcesinde koruma sisteminin islerlik kazanmasi icin gerekli goriilen bir diger unsur ise eski
yapilarin turizm ile iliskisini saglamaktir. Yap:1 sahipleri, gosterilen korumacilik basarisinin
turistik deger ile iliskisinin bilincine vardiklar1 6l¢iide, koruma sistemine katkida bulunmaya
devam edeceklerdir. Sistemin stirdiiriilebilir olmasi buna baghdir.

Sile’deki yerel yonetimin ftniversitelerle baglanti kurarak yapilarin rélove, restitiisyon ve
restorasyon projelerini akademik ortamda hazirlatmasi, ilcede koruma adina atilan en 6nemli
adimdir. Bir sonraki asama ise, yapi sahiplerinin bilinglendirilmesi, restorasyon uygulamalarina
ve ev pansiyonculuguna tesvik edilmesi ve gerekli goriilen yer ve zamanda desteklenmesi
olmalidir. Bu destek sadece parasal degil, restorasyon konusunda yararlanilabilecek fon ve
kredilerden haberdar etme, restorasyon silirecinin sonunda ise yapi sahiplerine ev
pansiyonculugu konusunda yol gésterme, gerekli konularda seminer ve kurslarla egitim vermek
olabilir.

Sile’de her y1l diizenlenen “Sile bezi festivali”, tarihi Sile evlerinin tanitilmasi icin cok dnemli bir
firsattir. Dilizenlenen festivalde geleneksel dokuma isciliginin Sile’nin sahip oldugu diger
degerlerle biitiinlestirilerek tanitilmasinin yollar1 arastirilmalidir.

Yukarida o6zetlenen tiim ilke ve yontemlerin hayata gecirilmesi, her seyden 6nce halkin
bilin¢lendirilmesi ile miimkiindiir. Bunun tek yolu ise okula giden ¢ocuklara yasadiklari ¢evrenin
oneminin ve sahip olunan degerlerin gelecege aktarilmasi gerekliliginin 6gretilmesidir. Sile
evlerinin ve sokaklarinin kaderini, gelecek nesillerin Sile’ye ve bu degerlere duydugu ilgi ve
baglilik belirleyecektir.
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OZET

Toplu tasima sistemleri ve bu sistemlerin erisilebilirligi kentsel sistemlerde, saglik basta olmak iizere sosyo-ekonomik
konular iizerinde 6nemli bir role sahiptir. Siirdiiriilebilir ve daha temiz bir ¢evre i¢in toplu tasima kullanimi ve
yayginlastirilmasi akademik yazinda sicak bir glindem maddesidir. Bu durum Aralik 2019 tarihinden bu yana tiim
diinyada sarsici etkiler birakan ve devam etmekte olan Covid-19 Pandemisi siirecinde farkli bir boyutuyla ele
alinmaktadir. Toplu tasima kullanimi ve bu kullanimin halk saglig: iizerindeki etkileri 6nemli bir ¢alisma konusunu
isaret etmektedir. Bu calismada mekansal erisilebilirlik analizi kullanilarak Van Ana Kent Bolgesinde “6zel halk
otobiisti”, “6zel halk minibiisii” ve “belediye otobiisii” dahil olmak tizere toplu ulasim altyapisina mekansal erisilebilirlik
seviyesi arastirllmistir ve arastirma sonuglari pandemi silirecinde oOgrenilenler géz ontinde bulundurularak
yorumlanmistir. Arastirmada kullanilan veri seti; hat detay vektor katmaninda yol ag1, glincel uydu gorintiilerinden
tiretilmis cokgen detay vektor katmanlarinda kent lekesi, Van Biiyiiksehir Belediyesi'nden temin edilen hat detay vektor
katmaninda toplu tasima giizergahlari, cokgen detayinda mahalle sinirlar1 ve Tiirkiye Istatistik Kurumu Van Bélge
Miidirligi'nden temin edilen mahalle niifus verileri seklindedir. Calismada kullanilan yontem, toplu tasima hizmet
arzini tanimlamak i¢in toplu tasima hizmetine yonelik gerceklestirilen erisilebilirlik analizi sonuclarinin incelenerek
uluslararas1 standartlarla karsilastirilmasi ve pandemi siirecinde 6grenilenler dogrultusunda yorumlanmasidir.
Arastirma sonuglarina gore, kentsel toplu tasima hizmetinin ¢ok dar bir mekansal alanda yogun olarak sunuldugu ve
23 Ekim ve 9 Kasim 2011 depremlerinin etkisiyle olusan kent lekesi {izerinde toplu ulasim hizmet diizeyinin niifus ve
mekansal dagilim agisindan ¢ok diistik oldugu tespit edilmistir.

Anahtar Kelimeler: Toplu Tasima, Erisilebilirlik, Ag Analizi, Pandemi.

EVALUATION OF THE LEVEL OF ACCESSIBILITY TO PUBLIC TRANSPORT IN
VAN METROPOLITAN AREA IN THE CONTEXT OF THE COVID-19 PANDEMIC

ABSTRACT

Public transportation systems and the accessibility of these systems have an important role in urban systems on socio-
economic issues, especially health. The use and dissemination of public transport for a sustainable and cleaner
environment is a hot topic in literature. This situation is handled with a different dimension in the ongoing Covid-19
Pandemic process, which has left shocking effects all over the world since December 2019. The use of public transport
and its effects on public health point to an important study topic. In this study, the level of spatial accessibility to public
transportation infrastructure, including "private public bus", "private public minibus" and "municipal bus" in Van
Metropolitan Area, was investigated using spatial accessibility analysis, and the results of the research were interpreted
considering what was learned during the pandemic process. The data set used in the research; road network in line
detail vector layer, urban footprint in polygon detail vector layers produced from current satellite images, public
transportation routes in line detail vector layer provided from Van Metropolitan Municipality, neighborhood borders
in polygonal detail and neighborhood population data obtained from Turkish Statistical Institute Van Regional
Directorate. The method used in the study is to examine the results of the accessibility analysis carried out for the public
transport service to define the public transport service supply and to compare them with international standards and
interpret them in line with what was learned during the pandemic process. According to the results of the research, it
has been determined that the urban public transportation service is intensely offered in a very narrow spatial area and
the public transportation service level on the urban footprint formed by the effect of 23rd Oct. and 9th Nov. 2011
earthquakes is very low in terms of population and spatial distribution.

Keywords: Public Transport, Accessibility, Network Analysis, Pandemic.
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1. GIRiS

Ulasim konusunda belirleyici ve 6nemli bir yeri olan erisilebilirlik kavrami, ulasim sistemi
kullanicilarinin hizmet, mal ve aktiviteye erisim kolayligi olarak tanimlanabilir. Ulasim, arazi
kullanimi ve kullanic1 arasindaki iliskiyi ifade eden erisilebilirlik, ulasim sistemi performansini
Olcme ve ulasim ile arazi kullanim planlamasini yonlendirmede 6nemli bir yere sahiptir (Miller,
Wu, 2000). Erisilebilirlik bir noktadan digerine ulasmak i¢in gecen siire, temel ulasim tercihi ve
kac seyahat yapilacagi gibi bircok konuyu icerecek sekilde genis tanimlara sahiptir (Burns, Golob,
1976). Erisilebilirlik degerlendirmesi, belirli bir grup, mod, konum veya etkinlik dahil olmak iizere
bircok farkli perspektiften yapilabilir (Litman, 2017). Aym1 zamanda erisilebilirlik, sabit rota ve
programlara, belli varis noktalarina sahip, sinirh alanlara hizmet goétiiren ulasim sistemlerinin
sundugu hizmet seviyesini 6lcmede de belirleyicidir. Sunulan bu hizmette yetersizlikler olmasi
fiziksel erisilebilir sorunlarini ve sosyo-mekansal dislanmay1 da beraberinde getirecektir (Burns,
Golob, 1976). Bu durum mekansal tiretim siireclerinde sosyal dislanma ve esitsizlik konularinin
tizerinde durulmasi gerektigini de gostermektedir. Birlesmis Milletler Kalkinma Hedeflerinin
11.maddesi olan ‘Siirdiiriilebilir Sehirler ve Topluluklar’ bashginda da s6z edildigi izere herkesin
kentsel hizmet ve imkanlara esit erisim hakki vardir (Anonim, 2021).

Erisilebilirlige dair bir¢cok arastirma basligi mevcuttur. Ulasim sistemleri bashgi altinda toplu
tasima duraklarina erisilebilirlik de (Lee, Miller, 2018; Moyano ve dig., 2018) bu konuda 6nemli
basliklar arasindadir. Erisilebilirlik kavrami toplu tagsima a¢isindan ele alindiginda, erisilebilirlik
durumunun iyiligi veya kotuligii konut, ticari merkezler, hastaneler, sanayi bdlgeleri, egitim
kurumlar1 gibi diger tiim donatilar1 etkiler, bunlardan hizmet almak i¢in toplu tasimada
erisilebilirligin olmas1 gerekir. Bu anlamda erisilebilirlik ulasim i¢in bir katalizor roliindedir.
Toplu tasimaya erisebilmek i¢in en yakin duraga varmak onemlidir. Toplu tasimaya ulasilan ilk
nokta duraklardir ve duraklar yol giizergdhi ile ayni seyirde bulunmaktadir (Kemeg, Kamaci
Karahan, Mert, 2019). Toplu tasima duraklarina erisim kolaylig1 toplu tasimaya erisimle ayni
anlamui tagir. Toplu tasima sistemleri trafik yogunlugunun azalmasi, kirliligin azalmasi, diisiik
karbon salimina destek olmasi ve tiim bu nedenlerle daha siirdiriilebilir bir ulasim yontemi
olmasi sebebiyle 6nemli bir yere sahiptir. Buna ek olarak kentsel hareketliligin saglanmasinda
toplu tasima kullaniminin tesvik edilmesi, yalnizca karbondan arindirma ve iklim degisikligine
uyum icin degil, ayn1 zamanda halk saglig1 icin de dogrudan etkiler saglamasi yoniinden anahtar
ozelliktedir. Yogun niifuslu alanlarda hava kalitesinin iyilestirilmesi, verimli ulagim modlarinin
tesvik edilmesi ve bireysel tasittan daha az stresli faaliyetleri tesvik ediyor olmasi toplu tasima
kullaniminin halk sagligina olumlu etkilerindendir (Gutiérrez, Miravet, Domenech, 2020).

2019 tarihinde baslayan ve kiiresel bir pandemi haline doéniisen Yeni Tip Korona Viriis Salgini
(COVID-19) ve giiniimiize kadar siiregelen pandemi dénemlerinin en 6nemli yansimalarindan
biri, kentsel alanlardaki toplu tagsima sistemleri basta olmak {izere ulasim sektorii ve kentsel
hareketlilik ile ilgili olacaktir (Darsena, Gelli, Iudice, Verde, 2020). Giiniimuzde ozellikle de
gelismekte olan tilkelerde, toplu tasima sistemindeki yetersizlik, artan niifus ve ekonomi toplu
tasimaya yonelik biiyiik bir talep yaratmaktadir. Bu durum pandemi siireci ile hayatimiza giren
‘sosyal mesafe’ kavramu ile ise ters diismektedir. Yogun toplu tasima kullanimi sosyal mesafenin
korunamamasi sebebiyle pandemi siiregleri i¢in istenmeyen bir durumu isaret etmektedir.

Pandemi 6ncesi siiregte toplu tasima 6nemli bir giindem maddesiyken, pandemi siirecinde ve
sonrasinda sosyal mesafenin daha iyi korunacagi ulasim yontemleri ve yaya gelisimi 6n plana
¢ikmis, oOnceki sistemin dezavantajli boyutlar1 goriilmistiir. Pandemi ile beraber insan
hareketliligi izerindeki kisitlamalar artmis, yogun niifuslu alanlarda enfeksiyonun yayilmasi icin
bir vektér olarak tanmimlanmasi sebebiyle toplu tasima kullanimi sinirlandirilmis veya
onerilmemistir (Tian ve dig., 2020). Pandemi siirecinde McKinsey sirketinin Covid-19 ve sosyal
hareketlilik ile ilgili yaptig1 analizlerde kentsel hareketlilik ile viriisiin bulasma hizi arasinda
yaklasik %80 oraninda iliski oldugu ve viriisiin yayllmasinda en yiiksek korelasyonun
sehirlerarasi toplu tasima ve 6zel ulasimda oldugu goriilmiistiir (Chechulin Melnikov, Pokotilo,
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2020). Yine Harris (2020) tarafindan pandeminin baslangic dénemlerinde New York'un metro
sistemi ile ilgili yapilan arastirmada hastaligin yayilmasinda metronun kullaniminin biiyiik etkisi
oldugu, metro kullaniminin azalmasi ve metrolarin kapanmasiyla birlikte hasta sayilarinda diisiis
oldugu tespit edilmistir. Buradan hareketle hastalik yayilim diizeyi ve hizinin toplu tasima
kullanimiyla giiclii bir iligki icinde oldugunu okumak miimkiindiir (Harris ve digerleri, 2020).

Kentlerde toplu tasima kullanma zorunlulugu olmadan bir kentte ihtiyaclarin giderilebilecegi
noktalarin ylriime mesafesinde olmasi gerektigi konusu pandemi siireci ile daha net anlagilmistir.
Buradan hareketle toplu tasima hizmetlerinin erisilebilirlik, esitlik, stirdiiriilebilirlik ve halk
sagligl konusunda etkili bir konuma sahip oldugu ortaya cikmaktadir. Kullanicilarin pandemi
sonrasi toplu tasima kullanimu ile ilgili saglik endiseleri olmasi muhtemeldir. Bu durum kentsel
hareketlilikte daha siirdiriilebilir yaklasimlar sergilenmesi ihtiyacini vurgulamaktadir
(Nieuwenhuijsen 2020; Roberts, 2020). Elbette toplu tasima servislerinin tamamen goz ardi
edilerek, kentlerin yiirunebilirlikle ve motorsuz ara¢ kullanimiyla biitiinlestirilmesi konusu
gelisen diinya g6z 6nlinde bulunduruldugunda gergekgi ve akilc1 olmayacaktir. Ancak bu konuda
adim adim ilerlenmesi gerektigi ve yliriinebilir kentler ile Giivenli ve Giivenilir Toplu Tasima
Sistemleri (Safe and Reliable Public Transportation Systems) gibi kalabalik algilama ve yonetme
tekniklerine sahip (Darsena, Gelli, Iudice, Verde, 2020), yeni ulasim sistemlerinin paralel bir
sekilde ilerleyebileceginin de goriilmesi 6nemlidir.

Kentsel hareketliligin saglanmasinda yeni ve siirdiiriilebilir ulasim modellerinin uygulamasina
ihtiyac vardir. Covid-19 siireci yeni ulasim modellerinin uygulanmasinda, trafigin azaltilmasinda
ve yayalastirma konusunda kentsel deneyler icin imkdn sunmustur. Yaya ve bisiklet oncelikli
alanlarin yaratilmasi halk sagligina da katki sunacak o6nemli baslangi¢ adimlar1 olabilir
(Nieuwenhuijsen 2020; Roberts, 2020). Pandemi siirecinde de daha iyi goriildiigi lizere kentsel
hareketliligin yalnizca toplu tasimaya bagli olmamasina, yiiriinebilirligin arttirildigi yeni
mekansal iiretim siireclerine ihtiya¢ vardir. Aksi durumda, 6zellikle de pandemi siireglerinde,
kullanicilarin toplu tasima kullanimina mahkéim edilmesi zorunlu olarak seyahat etmesi
gerekenler icin dezavantajli durumlarin ortaya ¢ikmasina ve sosyal esitsizligin siddetlenmesine
neden olacaktr.

Calismada, afet sonrasi yeni yerlesim ve hizmet alanlar acilan ve sosyo-ekonomik anlamda yeni
bir gelisme siireci icinde olan Edremit, ipekyolu ve Tusba merkez ilcelerini kapsayan Van Ana
Kent Bolgesinde toplu tasimaya erisilebilirlik konusu ele alinmistir. 2011 yili Ekim ve Kasim
aylarinda yasanan Van depremi sonrasi Van Ana Kentinde alaninda hizli bir mekansal gelisim
siireci baslamis, kent genis bir alana yayillmistir. Yeniden bir mekansal gelisim siireci i¢cinde olan
bir sehrin toplu tasima ve erisim konusundaki yeterlilik durumunun incelenmesi ilgi konusudur.
Bu durum yayanin toplu tasima duraklarina erisilebilirlik konusunu kritik hale getirerek ¢alisma
konusuna onem kazandirmistir. Calisma toplu tasima araglarinda gegen siireyi ele almayip
yayalarin erisilebilirlik kritik stireleri icinde toplu tasima duraklarina erisimini ele alarak toplu
tasima duraklarina erisim seviyesini incelemektedir. Calismada yapilan erisilebilirlik analizleri ile
toplu tasimaya kritik stireler i¢in (5 - 10 - 15 dk.) erisilebilirlik durumunun, Cografi Bilgi
Sistemleri (CBS) ortaminda analizi sonucunda toplu tasima altyapisinin mekansal erisilebilirlik
diizeylerinin saptanmasi, ortaya ¢ikan sonucun kent lekesi ve pandemi siirecinde 6grenilenler
dogrulusunda degerlendirilmesi amaglanmistir.

Calisma giris, materyal ve yontem, bulgular, sonug olmak tizere dort ana boliimden olusmaktadir,
giris bolimiinde kavramsal cerceve ve calisma hakkinda genel bilgiler verilmis ardindan, materyal
ve yontem bolimiinde ¢alismada kullanilan veri seti ve yontem ile ilgili detayl bilgilere yer
verilmistir. Yapilan analizler sonucunda elde edilen sonuclara bulgular béliimiinde deginildikten
sonra makale tartisma ve sonug boliimi ile sonuglandirilmistir. Bu ¢alismada kullanilan mekansal
erisilebilirlik analizi, toplu tasima altyapisinin mekansal erisilebilirlik seviyesini arastirmayi
amaglamaktadir. Analizler 6zel halk otobiisii, 6zel halk minibiisii ve belediye otobiisii ulasim
modlar izerinde yapilmistir. Calisma konusuna kullanicinin toplu tasimada gegirdigi siire dahil
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olmayip, kullanicinin toplu tasimaya ulasmak icin harcadig siire géz éniinde bulundurulmustur.
Calisma alani ipekyolu, Tusba ve Edremit ilgelerini kapsayan Van Ana Kenti olarak belirlenmistir

2. MATERYAL VE YONTEM

2.1. Veri Seti

Mekansal stireclerin tespit edilmesinde CBS ortaminda ag analizinden faydalanilmis ve asagida
verilen veri seti kullanilmistir.

e Ulasim agy; cizgi detay vektor katmaninda yol ag1 (Sekil 1)
e Tirkiye Istatistik Kurumu (TUIK) Van Bélge Miidiirliigii'nden temin edilen mahalle niifus
verileri (Sekil 2)
e Mabhalle Sinirlar1 (¢okgen detayinda) (Sekil 2)
e Van Ana Kenti kent lekesi giincel uydu gortntiilerinden tretilmis (Kemeg, Kamaci, 2015)
cokgen detay vektor katmanlarinda kent lekesi
e Van Biiyliksehir Belediyesi'nden temin edilen ¢izgi detay vektor katmaninda toplu tasima
giizergahlari
o 0Ozel halk otobiisii (33) (Sekil 3a)
o 0Ozel halk minibiisii (23) (Sekil 3b)
o Belediye otobiisii(44) (Sekil 3¢)

erisilebilirlik analiz sonuglarinin gorsel yorumlanmasi amaci ile kullanilmigtir.

A

FLA—1 —m | GOsterim —— Yol Agi

Sekil 1. Van ana kenti yol ag1
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2.2. Yontem

Asagida sematize edilmis olarak verilen ¢alisma yontemi (Sekil 4), toplu tasima hizmet alaninin
mevcut durumunu tanimlamak amaciyla toplu tasima gilizergahlarina uygulanan erisilebilirlik
analizi sonuglarinin incelenmesi ve yetersiz veya yogun servis alan alanlarin tespit edilmesini

amagclamaktadir.

Giizergah
Verileri

|
[ | 1

Ozel Halk Ozel Halk Belediye
Otobiisii (33) Minibiisii (44) Otobiisii (23)

Veri Diizenleme TS Network Analiz

o Mabhalle Sinirlan
Yol Verisi

Niifus Verisi

Veri Diizenleme

Kent Lekesi

Cizgiden Noktaya
Doniigtiirme

10 Dakika

Analiz Sonuglan

Sonuglarnn
Pandemi
Baglaminda
Degerlendiriimesi

Sekil 4. Yontem semasi

Calisma yonteminin ilk asamasinda, Van Biiyliksehir Belediyesinden CBS ortaminda 6zel halk
otobiisii, 6zel halk minibiisii ve belediye otobiisii giizergahlar cizgi verisi detayinda temin
edilmistir. Ozel halk otobiisii (33 giizergah), 6zel halk minibiisii (23 giizergah) ve belediye
otobiisii (44 giizergdh) olmak lizere ii¢ ayr1 moda ait 101 adet giizergdh iizerinde duraklarin
yerinin belirlenmesi icin 200 m araliklarla ¢izgiden noktaya doniistiiriilmistiir (Sekil 5, Sekil 6).
Bu islem {i¢ moddaki tiim giizergdhlar i¢in tekrarlanmistir. ArcGIS 10.5 ortaminda Network
analizinde 5-10-15 dakikalik kritik yaya erisim siireleri i¢cin servis alanlari olusturulmus ve bu
islem her bir giizergah icin tekrarlanarak elde edilen servis alanlar1 ¢cakistirllmistir. Bu asamalar
sonucunda toplu tasima durak noktalarina erisilebilir alanlar elde edilmistir.

Van Ana Kent Alaninda toplu tasima durak erisilebilirliklerinin tespiti i¢in kullanilan yéntemin
onceki asamalarinda tanimlanan “belediye otobiisii”, “6zel halk miniblisi” ve “6zel halk
otoblisiine” ait toplu tasima glizergahlari i¢in her bir duragin belirlenen kritik streler (5-10 - 15
dk.) icin tiim modlarda aldig1 biitiinlesik servis alanlari belirlenmistir. Analizlerde kullanilan kritik
strelerin belirlenmesinde ulusal ve uluslararasi yazinda yer alan toplu tasima sistemlerinin
tasarim 6zellikleri ve yereldeki altyapi ve kullanici profili géz 6niine alinmistir. Buna goére, Vuchic
(1981)’in belirledigi otobiis sisteminin duraklar arasi mesafesi (200m-500m) ¢alisma alanina
uyarlanarak 400m olarak hesaba dahil edilmis ve yiirtime hizlari ile birlikte ideal siire olarak 5
dakika hesaplanmistir. Bu ideal siirenin yani sira, analiz edilen hizmet arzinin mevcut durumunu
ortaya koymak adina 10 dakika ve 15 dakikalik erisim siireleri de analiz edilmistir.

Yontemin son asamasinda, her bir durak icin bulunan servis alanlarinin biitlinlestirilmesi
sonucunda tiim kent geneli i¢in ilgili siirede toplu tasima duragina erisebilir alan sinirlar tespit
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edilmistir. Elde edilen servis alanlari ile kent lekesi verisi ve mahalle detayinda niifus yogunlugu
verilerinin altlik olarak kullanilmasi ile erisilebilirlik durumunu kentteki mekansal dagiliminin
degerlendirilmesi yapilmistir. Giizergdh ve duraklarin yogun sekilde ¢akistig1 ve diger taraftan
yetersiz servis alan alanlarin tespit edilmesi amac¢lanmistir.
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Sekil 6. a) Ozel halk otobiisii duraklan (33), b) Belediye otobiisii duraklar (44), c¢) Ozel halk
minibiisii duraklar (23)

Ag analizlerinin iizerine kurulu oldugu mantik; saniye cinsinden belirlenen girdi siiresinin kat
edilen her bir yol parcasinda (yol parcasini kat etme maliyeti, ilgili yol par¢asinin uzunlugu ve ilgili
yol pargasinda gozlenen ortalama hizla hesaplanir) harcanmasi ve nihayet “0” oldugu noktaya
kadar erisilebildiginin tespitidir. Analizde yaya yliriiylis hiz1 olarak ortalama 5 km/saat olarak
kabul edilmis, km/saat cinsinden belirlenen ortalama hizlar daha sonra m/sn. ye
donustirilmiistir. Bir sonraki asamada ise, her bir yol parcasinin uzunlugu CBS ortaminda metre
cinsinden hesaplanarak yol ag1 verisine girilmistir. Hesaplanan metre cinsinden yol pargasi
uzunluklarinin m/sn. cinsinden ortalama hizlara béliinmesi ile her bir yol parcasi icin ilgili yol
parcasini kat etmek icin gerekli siire saniye cinsinden elde edilmistir. Yontemin bir sonraki
asamasinda ise, Van kenti toplu tasima erisilebilirliklerinin tespiti icin kullanilan yontemin 6nceki
asamalarinda tanimlanan yol ag1 ve durak konumlari veri girdilerini, hesaplanan empedanslarla
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birlikte kullanarak her bir toplu tasima modu giizergahi icin belirlenen kritik stireler (5 - 10 - 15
dk.) icin servis alanlar1 belirlenmistir. 100 farkli toplu tasima giizergadhi i¢in bulunan servis
alanlarinin bitiinlestirilmesi sonucunda tiim kent geneli icin ilgili stirelerde toplu tasima
erisilebilirlik alan sinirlari tespit edilmistir.

Calismada yapilan tiim analizler pandemi stireci ile 6nemi ve etkisi daha iyi goriilen toplu tasima
sistemleri ve bu sistemlerin erisilebilirlik durumunun pandemi ile 6grenilenler dogrultusunda
degerlendirilmesi amaciyla yapilmistir. Analiz sonuclarindan yola cikilarak toplu tasima
servislerinin erisilebilirligi ve yogunlugu durumu, Covid-19 yayilimi ve toplu tasima konulu
akademik yazin dogrultusunda degerlendirilmistir.

3. BULGULAR

Calisma kapsaminda olusturulan ve asagida verilmis olan haritalarda (Sekil 7) “belediye otobiisii”,
“0zel halk minibiisii” ve “6zel halk otobiisii” duraklarina 5 - 10 - 15 dakikadaki erisim durumlar1
ve yogunluklari ayr1 ayr1 gosterilmistir.

5 dakika 10 dakika 15 dakika

Belediye Otobiisii

Ozel Halk Minibiisii

Ozel Halk Otobiisii

Sekil 7. “Belediye otobiisii”, “0zel halk minibiisii”, “6zel halk otobiisii” icin 5-10-15 dakikalik
erisim yogunlugu haritalari
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Haritalara gore belediye otobiislerinin 6zel halk minibiisii ve 6zel halk otobiislerine kiyasla daha
dar bir alanda hizmet verdigi, toplu tasima duraklarina erisimin yogunlugunun 3 toplu tasima
modu i¢in de tek merkezde toplandig1 ve erisilebilirlik konusunda kisitli hizmet alan bolgelerin
oldugu ortaya ¢ikmistir.

Tim hatlar icin erisilebilirlik yogunlugunun 5 dakikada en az oldugu ve 10, 15 dakikada daha
genis bir alanda hizmet verildigi gériilmektedir. Buna ek olarak hatlarin st liste bindigi merkez
alaninda 5 dakikalik kritik stirede toplu tasima servislerinin yaklasik %90’1na erisilebildigi ancak
kent ¢eperlerinde 15 dakikalik kritik siirede dahi toplu tasima servislerine erisemeyen bir¢cok
noktanin varlig1 s6z konusudur.

Asagidaki haritalarda 3 farkli modun 5 dakikalik, 10 dakikalik ve 15 dakikalik haritalar1 ayr1 ayri
birlestirilmis ve birlestirilen haritalar kent lekesi ile cakistirilmistir. Bu asamada glizergahlarin
kent lekesi ile iliskisi incelenmistir. Kent lekesine ait haritalarda yerlesim yogunlugu ve mahalle
sinirlar1 yer almaktadir. Olusturulan haritalarda maviden sariya dogru degisen renkler
erisilebilirlik durumunun azaldigini gostermektedir.

A
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Sekil 8. a) Kent lekesi ile belediye otobiisti, 6zel halk minibiisii, 6zel halk otobtsti i¢in 5 dakikalik
yogunluk haritalari, b) Niifus yogunluklarina gore haritalanmis mahalle sinirlari ile belediye
otobiisii, 6zel halk minibiisii, 6zel halk otobiisii i¢in 5 dakikalik yogunluk haritalari
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Sekil 9. a) Kent lekesi ile belediye otobiisii, 6zel halk minibiisii, 6zel halk otobiisii icin 10
dakikalik yogunluk haritalari, b) Niifus yogunluklarina gore haritalanmis mahalle sinirlari ile
belediye otobiisii, 6zel halk minibiisii, 6zel halk otobiisii icin 10 dakikalik yogunluk haritalar:
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Sekil 10. a) Kent lekesi ile belediye otobiisti, 6zel halk minibiisii, 6zel halk otobiisii igin 15
dakikalik yogunluk haritalari, b) Niifus yogunluklarina gore haritalanmis mahalle sinirlari ile
belediye otobiisii, 6zel halk minibiisii, 6zel halk otobiisii i¢in 15 dakikalik yogunluk haritalari

Analiz sonuclarina gore kentin bazi bolgelerinde toplu tasima giizergahlarinin cok fazla yigildigi,
baz1 bolgelerinde ise oldukca yetersiz oldugu goriilmektedir. Kentte ulasim aginin tek merkezde
yogunlastigl, giizergahlarin ¢ok fazla cakistigir ve kent ¢eperinde olan bdlgelerin toplu tasima
servisinden yeteri kadar yararlanamadigi goriilmiistiir. Haritalardaki yerlesim yogunlugu ve
niifus yogunlugu bilgisinden ve erisilebilirlik durumundan hareketle de niifus yogunlugunun
yuksek oldugu Edremit, Kalecik, Beyiiziimii gibi bazi bolgelerde oldukea yetersiz bir toplu tasima
servis sunumu oldugu, gorece yogun konut dokusunun oldugu bircok noktanin servis alani
disinda kaldig1 goriilmektedir. Buradan hareketle birgok alanin kritik siirelerde erisilebilirliginin
olmadig1 sdylenebilir.
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Calisma geneline bakilarak kentin toplu tasima servisleri konusunda dengeli bir dagilima sahip
olmadig1 ve yetersiz oldugu, hizmet diizeyinin niifus ve mekansal dagilim acisindan ¢ok diisiik
oldugu tespit edilmistir.

4. TARTISMA VE SONUC

Van Ana Kent Bolgesinde toplu tasima duraklarina erisilebilirlik durumunun ortaya konmasiyla
gecerli bir ulasim planina ulasmak agisindan okudugunuz calisma 6nemli girdiler saglamayi
amaglamistir. Yapilan analizler toplu tasima servislerinin tek merkezde y1811dig1 ve kent ceperinde
hizmetin servis diizeyinin olduk¢a sinirli oldugunu ortaya koymustur. Sonuglar Van Ana Kent
Bolgesinde toplu tasima servislerinin yetersiz ve dengesiz bir dagilima sahip oldugunu
gostermektedir. Toplu tasima servis hizmetindeki bu dengesiz dagilim olagan ya da pandemi, afet
gibi olaganiistii durumlarda idealin disinda kalmaktadir.

Ozellikle pandemi donemlerinde toplu tasima servislerinde yasanan sorunlar ve yogun kullanim
hali yayilim durumu tizerinde biiylik etkiye sahip olmustur. Analiz sonuglarinda konut ve niifus
yogunlugunun yiiksek, toplu tasima servislerinin diisiik oldugu bélgelerde toplu tasima kullanim
yogunlugunun artmasi beklendiginden halk saghgi icin olumsuz bir durum olusmakta, ortaya
¢ikan tabloda sosyal mesafe kavrami ihlal edilebilmektedir. Toplu tasima servisi hizmetine biiytik
kent lekesinden biiyiik talep olacagindan ve toplu tasima servis diizeyi de az oldugundan, kullanim
durumu yogunlasacak ve bu yogun kullanim durumu da hastalik yayiliminda arttirici bir rol
oynayacaktir. Buradan hareketle kisith erisime sahip bolgelerin sosyal esitsizlikle kars1 karsiya
kaldigi, kentsel hizmetlerin mevcut bolgeden ne kadar uzak oldugu sonucuna varilabilir. S6z
konusu esitsizlik durumuna pandemi giindeminin de dahil olmasi1 daha biiylik esitsizlikleri
beraberinde getirebilmektedir. Pandemi ile birlikte kisitli servisin mecburi ve yogun
kullanimindan dolay1 hastalik yayilim riskinin fazla olabilecegi, sosyal esitsizligi siddetlendiren ve
mekansal gelisim stirecleri icin de saglikli olmayan bir tablo ortaya ¢ikmakta ve bu durum ivedi
cozimler gelistirilmesine ihtiya¢c duymaktadir.

Toplu tasima servisleri insanlari birgok farkli hizmete ulastiran 6nemli bir aragtir. Bu durum toplu
tasimay1 insanlar1 bir yerden baska yere ulastiran bir ara¢ olmanin 6tesine tasiyarak kentteki
hizmetin dagitim ag1 olarak da goriilmesini olanakli kilmaktadir. Bu bakis acisi ile bakildiginda,
analizlerle ortaya konan erisilebilirlik sonuglari, kent ¢eperinde yasayan ve bu sebeple kentte
sunulan imkan ve hizmetlerden yararlanamayan biiyiik bir niifus oldugunu géstermektir. Toplu
tasima aracglarina esit erisim konusunun iyilestirmeye ihtiya¢ duydugu ve esit erisimin disinda da
kentsel hareketlilik i¢in farkli ¢éziim Onerilerinin gelistirilmesi gerektigi goriilmesi gereken
o6nemli bir durumdur.

Toplu tasima servislerinin pandemilerde biiyiik bir risk teskil ettigi ancak bu servislerden
vazgecmenin de akilci olmayacagl kabuliinden yola cikarak, toplu tasima servislerindeki
yetersizlik giderilmeli ve yetersizliklerin giderilmesinde pandemi kosullar1 g6z Oniinde
bulundurulmalidir. C6zlim 6nerisi olarak stirdiiriilebilir ulasim yontemlerine, giivenli ve giivenilir
ulasim sistemleri ve teknolojilerine ve yiirtinebilir kentlere odaklanmak gerekmektedir. Yetersiz
erisime sahip olan bolgelerde kentsel hizmetler arttirilarak, motorsuz araclari ve yiiriinebilirligi
tesvik eden yaklasimlar gelistirmelidir. Kent merkezinde sunulan iiriin ve hizmetlerin ve bunlara
verimli erisimin kent ¢eperlerinde daha etkin sekilde sunulmasi seyahat gerekliligini en aza
indireceginden kullaniciy1 toplu tasima mahkémiyetinden ve hastalik riskinden uzak diisiirecek,
motorlu ara¢ kullanimini azaltacaktir. Kentsel ve bolgesel planlama ve tasarim siire¢lerinde ulusal
ve yerel diizeylerde tiim paydaslarin bu cercevede bir yaklasim gelistirmesi gerekmektedir.

Sonug olarak calisma detayda, toplu tasima hizmetinin ideal diizeye ¢ikarilmasindan sorumlu
yerel yonetimlere genelde ise Diinya ¢apinda etkili olan Covid-19 Pandemisi ile 6grenilen, kentin
niifus-fonksiyon dagilimi ve ulasim basta olmak tizere kentsel altyapilarin sorumluluk sahibi tiim
paydaslarina 6nemli girdiler saglamistir.
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OZET

Bir hizmet olarak hareketlilik kavrami / MaaS (Mobilty as a Service), siirdiiriilebilir ulasim planlari1 (SUMP-sustainable
urban mobility plans) kapsaminda alinan stratejik kararlarin uygulanmasinda akilli ulasim sistemlerinden yararlanarak
tek bir hareketlilik servisi olusturarak ulasim faaliyetlerinin diizenlenmesini konu alir. MaaS kent i¢i toplu tasimanin
artmasi ve 6zel ara¢ kullaniminin azaltilmasina yénelik cesitli entegrasyon seviyelerine odaklanmaktadir. ilk olarak
MaaS Global’in Helsinki Merkezli bir operatér kurulmasi ile birlikte ‘whim’ dijital uygulamas: kent kullanicilarina
sunulmustur. MaaS operatérii toplu ulasim, arag, bisiklet paylasimi, arag kiralama ve benzeri ulasim opsiyonlarini ya
da bunlarin bir kombinasyonunu, kentlilere kolayca ulasabilecekleri dijital platformu sunmaktadir. Giiniimiizde diinya
genelinde bircok sehirde farkli uygulamalar Maa$ alaninda hizmet sunmaktadir. Tiirkiye’de ise; Istanbul, Ankara ve
fzmir gibi biiyiik sehirlerde parcacil sekilde uygulama alanlar1 olusturulmaya baslanmistir. Bu calismada kentsel
hareketlilikte verimliligi ve hizmet kullanimini arttirmak icin giiglii toplu tasima sistemlerinin Maa$S sistemiyle
entegrasyonu; éncii diinya kentleri uygulamalari ve Istanbul’dan uygulamalar incelenerek degerlendirilmektedir.

Anahtar Kelimeler: Stirdiirtilebilir kent ici ulasim planlamasi (SUMP), akilli ulasim sistemleri, entegre ulasim sistemleri,
hizmet olarak hareketlilik, MaaS

MAAS - MOBILITY AS A SERVICE
A COMPARATIVE STUDY ON THE EXAMPLES OF THE WORLD CITIES

AND iSTANBUL
ABSTRACT

The concept of mobility as a service / MaaS deals with the regulation of transportation activities by creating a single
mobility service by making use of smart transportation systems in the implementation of strategic decisions taken
within the scope of sustainable transportation plans. MaaS focuses on various levels of integration towards increasing
urban public transport and reducing the use of private cars. First of all, with the establishment of an operator based in
Helsinki as MaaS Global, the 'whim' digital application was introduced to citizens. The Maa$S operator offers public
transportation, car, bike sharing, car rental and similar transportation options or a combination of these, within a digital
platform where citizens can easily reach. Today, different applications in many cities around the world offer services
in the field of MaaS. In Turkey; beginner level applications have started to serve in metropolitan cities such as Istanbul,
Ankara and Izmir. In this study, the integration of powerful public transportation systems with the Maa$ system -in
order to increase efficiency and service use in urban mobility-; pioneering world cities practices and practices from
Istanbul are examined.

Key words: Sustainable urban transportation planning, smart transportation systems, integrated transportation systems,
Maas$ (mobility as a service)

Sorumlu Yazar: Senay Oguztimur

Makale Kiinye Bilgisi: Oguztimur S., Sahin, B., Dag, A. & Tiinay, S. (2021). Maas - Hizmet Olarak Hareketlilik Diinya
Kentleri ve istanbul Orneklerinin Karsilastirmali Incelemesi, KAPU Trakya Journal of Architecture and Design, 1(1), 45-60.
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CALISMANIN YONTEMIi

Calisma kuramsal cercevede kurgulanmis bir derleme makalesidir. Makalenin ilk kisminda MaaS
kavramina yonelik literatiir taramasi yapilmistir. MaaS (Mobility As A Service) kavraminin amag
ve hedefleri incelenmistir. MaaS kavraminin yaninda ulasim entegrasyonuna katkisi ve MaasS is
modelleriyle ilgili bilgiler bulunmustur. Elde edilen bu bilgilerle birlikte MaaS sisteminde yaygin
olarak kullanim ekosistemi olusturan ve gelismis kullanim alanlar1 olan diinya ornekleri
kapsaminda degerlendirmek {izere dort diinya sehri secilmistir. Bu sehirler, aym1 zamanda
diinyada MaaS'in dogdugu ve en yetkin Orneklerinin gelistirildigi kentlerdir. Bu kentler
Liikksemburg, Helsinki, Singapur ve Los Angeles olarak secilmistir. Bu kentlerde uygulanan MaaS
sisteminin ortaya cikis nedeni, sistemin amaglari, kullanilan mobil uygulama, ulasim modlari,
uygulama arayiizleri, biletleme sistemleri ve ddeme segenekleriyle ilgili bilgiler verilmistir.
Calismanin diger kisminda ise Tiirkiye lizerinde bir degerlendirme icin gelismis ulasim sartlari
bulunan Istanbul tercih edilmistir. Istanbul sehrinin éncelikle ulagim altyapisiyla ilgili bilgiler
verilmis, erisilebilirlik acisindan degerlendirmeler yapilmistir. Bu degerlendirmeler sonrasinda
[stanbul kentinde Bitaksi, Marti, Moovit, Istanbulkart gibi uygulamalar incelenmistir.
Arastirmanin son kisminda ise Diinya érnekleri ve Istanbul érnegi karsilastirilmasi yapilmistir

1. GIRiS

Bu calismada hizmet hareketliliginde (orijinali Ingilizce: Mobility as a Service, MaaS olarak
kisaltilmigtir) verimliligi ve hizmet kullanimini arttirmak icin gii¢cli entegre toplu tasima
sistemlerinin nasil olustugu, 6nemli diinya kentleri uygulamalar1 ve Tiirkiye uygulamalar
uizerinden incelenerek degerlendirilecektir. Arastirma kapsaminda MaaS olarak bahsedilen
hizmet hareketliligi kavraminin gelisiminde gerekli olan toplu tasima araglarinin kullaniminin
artmasina yonelik entegre sistemlerin olusturulmasi i¢in gerekli bilesenlerin literatiir kaynaklari
ve diinyada 6nemli entegre ulasim sistemlerine sahip diinya kentlerinin incelenmesiyle gii¢lii
ulasim sistem Ozellikleri tespit edilecek ve Tiirkiye ulasim sistemi uygulamalariyla
karsilastirilacaktir. Arastirmanin yontemi kuramsal cercevede kurgulanmis bir calismadir.
Arastirmanin ilk kisminda MaaS kavrami nedir ve hedefleri nelerdir? sorular: ele alinacaktir.
Arastirmanin literatiir arastirma kisminda ise dncelikle entegre toplu tasima sistemleri kavrami
ve entegre sistemi olusturan hat entegrasyonu, bilet entegrasyonu, yol entegrasyonu, bilgi
entegrasyonu gibi bilesenler incelenecek ve bu bilgiler diinyada basarili entegre ulasim sistemleri
bulunan Diinya kentleri iizerinden ve Tiirkiye ornekleri tizerinden degerlendirme yapilacaktir.

1.1.Sump (Siirdiiriilebilir Kent i¢i Hareketlilik Planlar1), Akilli Ulasim Sistemleri

Siirdiiriilebilir Kent I¢i Hareketlilik Plan1 (orijinali Ingilizce: Sustainable Urban Mobility Plan, SUMP
olarak kisaltilmistir), daha iyi bir yasam kalitesi icin sehirlerdeki ve cevrelerindeki insanlarin ve
isletmelerin hareketlilik gereksinimlerini karsilamak ic¢in tasarlanmis stratejik bir plandir
(Komiirci ve digerleri, 2019). 2000’li yillarda Avrupa Birligi (AB) kentlerinde yasam kalitesini
arttirmak icin siirdiiriilebilir ve entegre planlama yaklasimi benimsenmistir. Siirdiiriilebilir kent
ici hareketlilik plan1 kurumsal sinirlar arasinda isbirligi yapma, vatandaslarin ve paydaslarin
katillmini saglama, uzun donemli, acik ve strdiiriilebilir bir uygulama plani yapma, ulasim
modlar1 arasinda entegrasyon saglama, hizmet kalitesi saglama, izleme ve degerlendirme
diizenlemeleri olusturma gibi hedefler icermelidir. Bu dogrultuda, 90’11 yillarda elektronik ticret
toplama sistemleri, akilli kavsak kontrol sistemleri, yolcu ve siiriicii bilgilendirme sistemleri ve
trafik kontrol merkezleri gibi uygulamalarla AUS (Akilli Ulasim Sistemleri) (Ulusal Akilli Ulasim
Sistemleri Strateji Belgesi ve 2020-2023 Eylem Plani, T.C. Ulastirma ve Altyap: Bakanlhgi, 2020,
S.19) kapsaminda gelismeler olmustur. Bu kapsamda farkli tiirlerdeki ulasim servislerinin
entegre edilmesi ile ulasilabilir tek bir hareketlilik servisi olusturulmasi olan hizmet olarak
hareketlilik,(MaaS) konusu 2000°li yillardan itibaren 6ne ¢cikmaktadir.
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1.2.Ulasimda Entegrasyon Kavrami

Ingilizcede; “mobil” serbestce hareket etmek ve yiiriimek, bir yerden digerine hareket etmek
anlaminda kullanilmakta, “ability” kelimesi bir seyi yapmak i¢in beceri sahibi olmaktir(Cambridge
Dictionary, 2018). Bu durumda, Mobilite kelimesi “hareketlilik, hareket edebilme, hareketli olma”
anlamlarina gelmektedir (Korkmazytirek, Polat, 2019). Kentsel hareketlilik kapsaminda ¢esitli
ulasim tiirlerinin entegre kullanimini igeren Maas$, teknik acidan, seyahat hizmetlerine entegre
olmus akilli bir “bilgi asistan1” fikridir(Ulusal Akilli Ulasim Sistemleri Strateji Belgesi ve 2020-
2023 Eylem Plani, T.C. Ulastirma ve Altyapi Bakanligi, 2020, S.19.). Toplu ulasimda “entegrasyon”
terimi veya “entegre toplu ulasim” terimi genellikle yolcular icin kesintisiz (kapidan kapiya),
modlar arasi toplu ulasim hizmetleri saglamak olarak tanimlanmaktadir(Luk, Olszewski, 2003).
Sekil 1'de kent ici ulasim sistemi planlamasina dahil edilmesi gereken sistemler sunulmustur. Hat
ag1 entegrasyonunu, dort boyutlu bir entegrasyon paketlerinden olusmaktadir. Bunlar: Fiziksel
entegrasyon, (hat ve zaman planlamasini iceren) hat ag1 entegrasyonu, (licret ve bilet tarifelerini
iceren) bilet entegrasyonu, (hat, tarife ve sefer plani bilgisini iceren) bilgilendirme entegrasyonu
ve (ulasim politikalar1 ve mevzuat diizenlemelerini iceren) yapisal entegrasyon. Bu entegrasyon
paketleri dogrultusunda olusturulan kent i¢i toplu tasima entegrasyonlarinin MaaS kapsaminda
hizmetler biitiini olarak kayit, seyahat planlamasi, rezervasyon, bilet sistemi ve 6deme
kapsamlarinda 5 temelde kullanicilara ulastirilmasi saglanmaktadir.

Sekil 1. Entegrasyon Tirleri (Yazarlar tarafindan iiretilmistir)

MaaS'in alanmi oldukca genistir. Sadece ulasima hizmet etmemektedir. En az dort perspektifi
aciktir: kisisel kullanim, toplu tasima, paylasilan hareketlilik hizmetleri ve ticari kullanimlar igin
yazilimlar(Coskun, 2020). MaaS sisteminde bilisim-yazilim teknolojileri basta olmak iizere,
ulastirma, haberlesme, kamu, hukuk ve finans dahil olmak tlizere bircok alan ile etkilesim
halindedir.

Bir¢ok kurum, kurulus ve organizasyonun dahil oldugu, altyap: ve yatirim saglayabildigi MaaS
ekosisteminde akilli ulasim sistemlerinden saglanan bir¢ok hizmet kullanilmaktadir. MaaS$ is
ekosisteminde 4 temel gorev tanimi bulunmaktadir(Report of Mobilty as a Service, 2019). Maa$S
saglayicist oncii bir MaaS sirketi veya bankacilik, telekomiinikasyon veya diger sektorlerdeki
sirketler, toplu tasima otoritesi gibi farkli aktorleri icermektedir. Cekirdek isletme ¢oklu ulasim
MaaS operatorlerinin ticaretini yapan ve verilerine ve uygulamalarina program araytizlerine
erisim saglayan operatorlerdir. Genisletilmis Kurumsal Yapi: MaaS saglayicisina ve arka arayiize
destek sunan teknolojiye 0Ozgii aktorler istege bagli bulut bilisim hizmetleri saglayan
gelistiricilerdir. Is ekosistemini olusturan diizenleyici kurumlar ve politika gelistiriciler pazarin
yapisini belirler.
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Su An ki Durum MaaS Modeli
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Sekil 2. Kent I¢i Seyahat Deneyimi (Mobility as a Service Report, 2019)

Kent ici seyahat deneyimi, mevcutta farkli sistemlerden olusan ve birbiri ile esgiidiimii kisith
bicimde olan bir sistemdir. Oysa MaaS deneyimi; mobil cihaz olarak akilli telefondan yararlanarak
tlim sistemi tek elden yonetme imkani saglamaktadir (bk. Sekil 2). Bu mobil telefon, MaaS'in
baslangi¢c asamasini olusturmaktadir. MaaS’in gelismesi durumunda kullanim ve erisim semas;,
Sekil 3’te sunulmustur. Konum bazli hizmet baglantili araglari iceren araytize sahip, kablosuz
genis bant, akilli telefonlar, akill tabletler gibi ¢oklu teknolojilerle her yerde olabilme 6zelligine
sahip olan MaaS'in insanlarin bir yolculuk icin plan, rezervasyon ve 6deme yapmasini
kolaylastirmaktadir. Mobil iletisim, Nesnelerin Interneti (IoT) ve biiyiik verinin kullanilmasi olan
ii¢c temel teknoloji Maa$ uygulamalarinin gelisimi i¢in 6nemli rol oynar.

KOLEKTIF KULLANIM OZEL KULLANIM

KAMUSAL
ERISIM
Hareketlilik
Platformu
OzZEL
ERISIM

Sekil 3. Kent Ici Hareketlilik Servisi (Report Mobility as a Service Report, 2019.)

MaaS'in kullanicilar, kamu ve 0zel isletmeler icin olduk¢a faydali olmakla birlikte,
uygulanmasinda teknolojiye bagli zorluklar da bulunmaktadir. Sorunsuz, iyi isleyen tasima
hizmetleri sunmasi, tek arayiiz ile hareketlilige kolay erisim saglamasi, 6ngoriilebilir ve diisiik
ulastirma maliyeti ile kullanicilar icin kisisellestirilmis hizmet sunmasi olumlu yanlaridir. Giiglii
ulasim ve altyapi, ekonomik ve sosyal faydalar sunmakta, ilgi cekici kildig1 yerlesmeler igin
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firsatlar yaratmasini saglamaktadir. Ayrica; giivenilir, sorunsuz ve gelismis bir ulagtirma sistemi
saglamasinin hem kamu hem de 6zel sektor icin dissal faydalar:1 da bulunmaktadir. Bunlara karsin
teknolojik altyapi olanaklarinin dengesiz gelisimi MaaS sistemlerinin diizensiz gelisimine
sebebiyet vermistir. Ozellikle giivenilirlik acisindan karsilasilan ya da karsilasilabilecek bir¢cok
sorun bulunmaktadir. MaaS saglayicillarinin faaliyetlerini etkin bir sekilde yiiriitmeleri igin,
finansal ve kisisel bilgilerden konum verilerine, seyahat sikligina, 6deme yontemlerine ve tasima
yontemlerine kadar ¢ok miktarda kullanici verisi toplamalari1 ve bulundurmalari, ayrica otopark
alanlar, yol kosullar1 ve tikaniklik seviyeleri gibi altyapi kullanimi ile ilgili veri toplamalari
gerekir. Bu, 6zellikle biiylik sosyal medya platformlar1 ve digerleri tarafindan bir dizi veri
giivenligi ihlalinden sonra tiiketicileri korumak iizere politika giiciinden dogan AB’nin Genel Veri
Koruma Yoénetmeligi (GDPR) gibi veri gizliligi konusunda siki diizenlemelere sahip pazarlarda,
herhangi bir isletmenin gilivenli bir sekilde yonetmesi i¢in biiylik miktarda bir veridir (Mobility as
a Service the new transport paradigm, LVM-Ministry of Transport and Communications). Bu
durumda, MaaS$ icin, kullanical izinleri, biiyiik verilerin saklanmasi ve islenmesi konusunda
listesinden gelinmesi gereken oldukea sikintili bir siire¢ ortaya ¢ikmis olur.

1.3. MaaS Pazan

Kullanic1 odakli bir platform dogrultusunda ilerleyen MaaS sisteminde, kullanicilarin beklentileri
de en 6n planda tutulmasi gereken bir etkendir. Kullanici i¢in yasam tarzina kolaylik saglayan ve
entegre edebilecegi, ulasim siire¢lerinden anindan haberdar olabilecegi, giivenilir (kisisel veriler
bakimindan) ve en kazangl hizmeti alabilmek 6nemlidir.

Mobil iletisim, Nesnelerin Interneti (IoT: Internet of Things) sayesinde trafik yénetim sistemleri,
sehir yollarinda trafik hizin1 ve hacmini 6lgerek ger¢cek zamanh trafik durumu verisi saglayabilir
ve biiytik veri (big Data): algilayicilardan ve bilimsel araglardan biiyiik hacimde, yiiksek ¢esitlilikte
ve hizla gelen verilerin toplanmasi, saklanmasi, temizlenmesi, gorsellestirilmesi, analiz edilmesi
ve anlamlandirilmasi (Ulastirma ve Altyap1 Bakanligi, 2020, s.28). olan ti¢ temel teknoloji Maa$S
uygulamalarinin gelisimi i¢cin 6nemli rol oynar.

Bir MaaS saglayicisinin dogrudan entegre bir mobilite platformunu ¢alistirarak pazara dahil
olabilme yollar1 asagidaki MaaS$ is modelleri ile birlestirilebilir:

1- Firma Modeli - hacimli indirim ile 6n 6demeli toplu satin almaya dayali islemler. Yeniden
satis yolu ile elde edilen kar marj,

2- Satic1 Modeli - nakliye operatorlerinin 6dedigi komisyonlara gore hizmetlerin yeniden
satis,

3- Islem Modeli - tasima operatorleri tiklama basina, yiikleme basina, anlasma basina, fatura
basina iicret 6derler

4- Son Miisterinin Katkisi - 6rnegin bir mobilite paketine abonelik

5- Isletmenin isletme miisterisine katkis1 - érnegin toplu faturalandirma icin hizmet iicreti

2. DUNYA VE TURKIYE UYGULAMALARI

2.1. Diinya Ulasim Entegrasyon Sistemleri

Kentler 6zel araclarin baskisindan ve yarattiklari trafik sikisikligindan kurtulmak amaciyla
kapidan kapiya ulasimi gelistirerek modlar arasinda entegrasyon saglama ihtiyacini kabul
etmislerdir. Modlarin her biri i¢in ayr bilet, 6deme, rezervasyon ve mobil uygulamalar yerine tek
bir uygulamada modlarin kullanimini kolaylastiran ve insanlarin bu modlardan yararlanmasini
arttiran sistemler gelistirmek istenmistir (MaaS Fizibilite Raporu, 2015). Bu sistem diinya
genelinde oncelikle 6zel ara¢ baskisini azaltmay1 amacglamaktadir. Tablo 1’de 6rnek kentlerin
gelismis kullanim alanlar1 sunulmustur.
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Tablo 1. Diinya Maa$S Ornekleri (Yazarlar tarafindan iiretilmistir.)

LUKSEMBURG HELSINKI SINGAPUR LOS ANGELES ISTANBUL
NEDENI istihdam sayisinin | Daha fazla Sehrin ulasim | Ulasim Kent ici toplu
artmasiyla arag kapasite yaratmak | talebini sistemlerinin ulasim
kullanimindaki icin karayolu ag1 karsilama ve entegre sistemlerini
artisla trafiginde | altyapisini gelistirme sistemlere koordine etme
net bir bliyiime genisleterek doniistiiriilmesi | ve ortak bir
gozlenmesi otomobil ve artan sehir platform
tasimaciliginin trafiginin olusturma
biiylimesini tesvik azaltilmasi
etmesi sehir
icindeki trafigi
artmasl
AMACI Kullanilan 6zel arag sayisini azaltmak ve toplu ulagim kullanimini arttirmak | Toplu  ulasim
sistemlerini tek
bir platformda
toplayarak
farkl ulasim
modlar1
arasinda gegisin
kolaylasmasi,
6deme planinin
yapilmasi ve dis
paydaslarin
dahil oldugu
(marty,iTaksi)
entegre bir
sistem
olusturmak
UYGULAMALAR | 'Mobiliteit.Lu Whim Zipster GoLA istanbulKart
ULASIM Bisiklet (ortak | Sehir Dbisikletleri, | Toplu tasima, | Kisisel araglar, | Otobiis,
MODLARI bisikletler dahil), | e-scooter,  taksi, | ara¢ ¢agirma, | paylasilan araglar | Tramvay,
ozel arabalar, | toplu tasima ve | araba (ZipCar, bisiklet | Metro,
araba  kiralama, | araba  kiralama, | paylasimi,  e- | paylasimi), arag | Metrobiis,
araba paylasimy, | otoblis, bisiklet | scooter ve | cagirma (Lyft, | Taksi,
taksiler, otobiisler, | paylasimi bisikletleri, Uber, vb.) ve
trenler veya otonom araglar, | toplu tasima Bisiklet,
tramvaylar tramvay (otobiis, metro,
e-Scooter
tren vb.)
AKILLI mKaart My Helsinki Card | Zipster Card Tap Kart IstanbulKart
KARTLAR
ROTA PLANI Hiz, Kolaylik, Maliyet Aktarma
kolaylig1, ortak
6deme
platformu
ODEME Farkli abonelik paketleriyle aylik abonelik sistemleri ve 06demenin|Abonman ile
gerceklestirilmesi aylik abonelik,
Ogrenci ve
sosyal kartlar ile
indirimli ve
ucretsiz ulasim

MaaS projeleri, genel olarak Avrupa, Kuzey Amerika ve Asya’da gelismis {ilkelerde
bulunmaktadirlar(bkz. Sekil 4). Diinya genelinde yalin, gelismis ve gli¢lii entegrasyon sistemleri
incelendiginde kirmizi renkte olan konumlar giiclii entegrasyonlar1 belirtmektedir. Bati
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Avrupa'da yiiksek bir proje yogunlugu bulunmaktadir, 6zellikle Almanya birden fazla MaaS
projesine onciiliik etmektedir.

: V.‘.A': \ ‘Y‘.\l

‘.‘F - North
il
P

 United States Atlantic

Ocean

Sekil 4. Diinya MaaS Uygulamalari
(https://www.ucl.ac.uk/bartlett/energy/sites/bartlett/files /fs-maas-compress-final.pdf )

2.1.1. Liikksemburg Maa$S Uygulamasi

Giliniimiizde yaklasik olarak 620 bin kisilik niifusa sahip olan Litksemburg 1985 ve 2011 yillan
arasinda c¢alisan istihdaminin iki katina ¢ikmasi ve iilkenin %42’sinin tlilkedeki yliksek yasam
maliyeti nedeniyle sinir 6tesi iscilerden olusmasi sinir 6tesi seyahatleri arttirmistir. Artan sinir
Otesi seyahatlerin biiyiik kisminin 6zel araglarla olmasi ve toplu ulasim kullaniminin ¢ok az olmasi
sinir trafiginin artmasina neden olmustur. MaaS konsepti tek kisilik ara¢ kullaniminin azaltilmasi
ve sinir Otesi seyahatler sunan alternatiflerin tesvik edilmesi amaciyla baslatilmistir.

MaaS konseptiyle birlikte gelistirilen 'Mobiliteit.Lu’ uygulamasi Liiksemburg'daki otobiis,
tramvay, tren, ara¢ paylasimi, yiliriime modlari, bisikletler dahil yeni intermodal ulasim
sistemlerini bir arada bulunduran, Sekil 5.de gorsellestirilen, mobil uygulamasiyla ve
kullanicilara 6zel rota planlamalariyla birlikte 6zel ara¢ kullanimini azaltmaya ¢alismaktadir.
Kullanic1 daha sonra hiz, kolaylik, maliyet vb. gibi 6nceliklerine bagh olarak hangi secenegin
kendisine en uygun oldugunu secebilir.

0 &£ O B B 6

o B s S - e s
19min 4,9km 0,00 <lg
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21min 52km 4,60 612g
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oic ﬁ O m OEO ..............................................
28min 5,5km 4,00 397g

Q \ 4

O R o
1h10 4,9km 0,00 Og

Sekil 5. Lilksemburg Cok Modlu Rota Planlayicisi
(https://transports.public.lu/fr/mobilite/maas.html)
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Liikksemburg’daki MaaS sistemi uygulamasinda bilet, 6deme, rezervasyon islemleri tek bir akill
kartla yapilmaktadir. “mKaart“ adinda bu kart toplu tasima biletlerine, bisiklet duraklarina ve sarj
istasyonlarina erisim saglayarak bircok islevi yerine getirmektedir.(Liilksemburg Mobilite Plan,
2017). Ayrica bu sistem agdaki rahatsizliklarda kontrol odalar tarafindan yolculara en uygun
bilgileri iletmekte ve yardimda bulunmaktadir.

Liksemburg MaaS konsepti incelendiginde giiclii entegre sistemine sahip oldugu goriilmektedir.
Hat entegrasyonu, bilet entegrasyonu, 6deme entegrasyonu, bilgilendirme entegrasyonlarim
etkin bicimde kullanilmaktadir. Hat ag1 entegrasyonunu saglayan dort bilesenin dordi de
Liikksemburg 6rneginde hayata gecirilmistir (bu bilesenler Sekil 1’de sunulmustur).

2.1.2. Helsinki MaaS Uygulamasi

Helsinki giinlimiizde yaklasik 640 bin kisilik bir niifusa sahiptir. Sehrin daha 6nce karayollari
kapasitelerini arttirmak amaciyla genislettikleri yol aglar1 sonrasinda otomobil tasimaciliginin
biliylimesine ve sehir i¢gindeki trafigin artmasina neden olmustur. Artan trafik yogunlugu sehrin
artik Avrupa standartlarina uygun olmayan hava kalitesini seviyesine ulasmasi bu durumu ortaya
¢ikarmistir (https://whimapp.com/sustainability/) (https://www.oecd.org/climate-
action/ipac/practices/innovative-mobility-services-in-finland-bc4ce864/) .

MaaS konseptinin uygulanmaya basladig1 diinya sehirleri arasinda ilk olan Helsinki 2016 yilinda,
“Whim” uygulamasiyla toplu tasima, paylasiml bisiklet, paylasimh elektrikli scooter, taksi ve arac
kiralama hizmetlerini bir arada sunarak rota planlamasi secenegiyle birlikte kullanicilarina
ulasim cesitliligi sunmaktadir. Whim uygulamasiyla birlikte kullanicilara farkli abonelik
paketleriyle sunmaktadir ve bu abonelik paketlerinin 6édemeleri aylik aboneligin yani sira
kullandigin kadar éde segeneklerini bulundurmaktadir (bk. Sekil 6).

v

Sekil 6. Whim uygulamasina ait ekran goriintiist
(https://play.google.com/store/apps/details?id=global.maas.whim&hl=tr&gl=US)

Helsinki sehrinde gergeklestirilen bu uygulamayla birlikte elde edilen bazi analiz ¢alismalarinda
uygulamayla birlikte 6zel ara¢ kullaniminin bir kisminin azaldigi, toplu ulasim kullaniminin arttig
gozlemlenmistir. Ayrica uygulamayla birlikte bisiklet ve e-scooter kullanimlar1 artmis ve sehir igi
seyahat oranlan ytlikselmistir. Bu analiz sonucunda MaaS konseptinin genel olarak amacina
ulasabildigi soylenebilmektedir.

Whim uygulamasi paylasimli ulasim uygulamalariyla birlikte ¢calismaktadir. Whim uygulamasinin
entegrasyon durumu incelendiginde fiziksel entegrasyonun bulundugu, 6demelerin kisiye 6zel
programlarin oldugu ve bilet ve 6deme entegrasyonlarinin bulundugu goriilmektedir. Gliglii
entegrasyon sistemine sahiptir.
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2.1.3. Singapur Maa$S Uygulamasi

Giiniimiizde niifusu 5,7 milyon olan Singapur kenti halihazirda ¢ok cesitli ulasim hizmetlerine
sahiptir. Bu ulasim ¢esitliligini MaaS uygulamasiyla birlikte sehrin ulasim taleplerini daha iyi
karsilayabilecegi diisiiniilmiistiir. Ulkenin yiiksek niifus yogunlugu ve ara¢ sahipligi ve arac
biiylimesi konusundaki kat1 politikalariyla, MaaS'in etkili bir sekilde uygulanmasinin miimkiin
olacagi ele alinarak tiim ulasim modlarini tek bir platformda birlestirilmistir (Luk, J., & Olszewski,
P., 2003).

MaaS konseptine yonelik gelistirilen Sekil 7.’deki “Zipster” uygulamasi toplu tasima (MRT ve
otobiis) ile yolcu cagirma, paylasimh bisikletler ve kisisel mobilite cihazlar1 (PMD'ler), arag
paylasimi1 ve Kkisisel kaza sigortasi gibi mobilite tekliflerini bir araya getiren bir ulasim
uygulamasidir. Bu uygulama c¢esitli ulasim modlarinda kapidan kapiya yolculuk planlama,
rezervasyon ve 6deme hizmetlerini entegre etmektedir.

Sekil 7. Zipster uygulamasina ait ekran goriintiisii (https://zipster.tr.aptoide.com/app, )

Zipster uygulamasi diger diinya sehirleri uygulamalarindan farkl olarak dijital 6deme sistemine
sahip olmasi Zipster Mastercard adli kartla birlikte ve Zipster uygulamasi araciligiyla 6deme
yapilmasini saglamasi gibi 6zellikleri bulunmaktadir.

Singapur i¢in Zipster uygulamasi hat entegrasyonu, bilgilendirme entegrasyonu, yeni 6deme
secenekleriyle ve kisiye 6zel rota planlamalari, kaza sigortalari ile gli¢lii entegre ulasim sistemleri
icerisinde yer almaktadir.

2.1.4. Los Angeles Maa$S Uygulamasi

Los Angeles yaklasik olarak 3,9 milyon niifusa sahiptir. Ulasim sistemlerinin entegre sistemlere
dontstiirilmesi ve artan sehir trafiginin azaltilmasina yonelik gelistirilen MaaS konsepti asil
amaci 6zel arac¢ baskisini azaltmaktir.

MaaS konsepti kapsaminda olusturulan Sekil 8."deki mobil uygulama “GoLA” sehirdeki ulasim
sekillerini ve seyahatleri planlayarak daha entegre bir kent olusturmaktadir. Ulasim segenekleri
icerisinde kisisel araglar(araba, yliriiyts, bisiklet), paylasilan araglar (ZipCar, bisiklet paylasimi),
arag cagirma (Lyft, Uber, vb.) ve toplu tasima (otobiis, metro, tren vb.) gibi tiirler bulunmaktadir.
Bu ulasim modlarn yakinlik, stirdiiriilebilirlik ve fiyat bakimindan kisilerin isteklerine yonelik
planlamalar yapilmaktadir.

Ayrica seyahatlere yonelik farkli 6deme paketleri ve 6deme sistemlerini barindirmaktadir. Bu
paylasimli araclarin 6demeleri Tap kart ile saglanmaktadir.(Urban Mobility Dijital Age Raporu,
2016)
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Sekil 8. GoLA uygulamasina ait ekran goriintiisii((https://appsindir.com/apk/1352570/)
2.2. Istanbul’da Maa$S

Hizmet olarak hareketlilik, son donemde artan 6zel sektdr yatirimlari ile iilkemizde adindan s6z
ettirmektedir. Istanbul; iilkemizin ve hatta Avrupa’min en kalabalik metropolleri arasindadir.
Yogun sosyal ve ekonomik hareketlilik, plansiz yerlesim alanlari, bireysel karayolu araglari
eksenli kent ici yolculuk modelleri; istanbul’daki yogunlugun ana hatlar1 ile sebeplerini
ozetlemektedir. Istanbul’da artan ulasim talebinin karsilanmasinda énemli rol {istlenen mobilite
hizmetleri her gecen giin ¢esitlenmekte ve hizmet kalitesini arttirmaktadir. istanbul’da da hat
entegrasyonu, ortak licret kanali olusturulmasi ve rota asistam1 uygulamalari yavas yavas
yayginlasmaktadir.

Bu kapsamda Ulastirma ve Altyap1 Bakanligi tarafindan hazirlanan Ulusal Akilli Kalkinma Strateji
Belgesi ve 2020-2023 eylem plani raporunda MaaS kavrami, “Bir Servis Olarak Hareketlilik”
baslig1 altinda ilk kez yerini almistir (https://www.uab.gov.tr/uploads/announcements/ulusal-
akilli-ulasim-sistemleri-strateji-belgesi-v/ulusal-akilli-ulas-im-sistemleri-strateji-belgesi-ve-
2020-2023-eylem-plani.pdf, pp. 25.). Bu rapora gore MaasS; talep dogrultusunda farkl tiirlerdeki
ulasim servislerinin entegre edilmesi ile ulasilabilir tek bir hareket servisi olarak
tanimlanmaktadir. Ayrica MaaS’in amaci kullanicilara kendi aracini kullanmak yerine ¢ok daha
ucuz, sirdiiriilebilir ve verimli ulasim imkanlar1 sunmaktir.

Ulusal Akilli Kalkinma Strateji Belgesi ve 2020-2023 eylem plani raporunda belirtilen kapsaminda
gore MaaS operatorii sundugu hizmetin tiiriine gore planlanmis faaliyetler ile iiretilen veriyi
toplar, Kullanicinin ihtiya¢ duyacagi durumlara goére planlar. Kullaniciya sunulan arayiiz ile
kullanicinin rezervasyonu alinir ve ilgili rezervasyon i¢in uygun ulasim planlamasi yapilarak
6demenin tek bir kanaldan ger¢eklesmesine kadar stireci ugtan uca yonetir.

Mobilitenin artan 6nemi ile birlikte sunulan hizmetlerin cesitliligi ve kalitesi de ©6nem
kazanmaktadir. Bu kapsamda iilkede ulasim konusunda atilacak yenilik¢i adimlar oldukca
onemlidir. Ulastirma ve Altyapi bakanlig1 tarafindan akilli ulasim altyapisini gelistirmek amaci ile
iilke genelinde tiim ulasim aracglarinda kullanilabilecek bir ulusal e-6deme sisteminin
gelistirilmesi calismalar1 c¢ergevesinde Tiirkiye Kart ve Takas Merkezi kurulmasi ¢alismalari
devam etmektedir.

Ulkemizde Mobilite hizmeti denilince ilk akla gelen dérneklerden birisi siiphesiz ki IstanbulKart
olacaktir. Kullanim alaninin genisligi, 6demelerin tek platform tizerinden yapilmasi ve farkh
ulagim tiirleri arasinda hat aktarma amaciyla kullanilmas: gibi faktorler ile istanbul ilinde ulasim
faaliyetlerinde en ¢ok kullanilan hizmet konumundadir. Ayrica teleferik, finikiiler ve metro
hatlarinda da kullanilabilen IstanbulKart ile Istanbul kent i¢i ulasim sistemi ag1 oldukca genis bir
kapsama erismektedir. IstanbulKart kent i¢i ulasim hizmet su elemanlardan olusmaktadur;
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A. Metrobiis Hatt1

Istanbul Beylikdiizii’den baslayarak Ségiitliicesme’ye kadar 45 duraktan olusan ve 9 noktadan
aktarma duraklari ile rayli ulasim sistemlerine baglanabilen Metrobiis ile istanbul ilinde kent ici
ulasimin biiyiik bir kismi karsilanabilmektedir. Ayrica istanbul Sehir Hatlar1 aktarmalarinda da
kullanilabilen istanbul karti ile 21 durak arasinda deniz otobiisii seferlerinde de kullanilabilen
IstanbulKart ile Avrupa ile Asya kitalar arasinda ulasim saglamak da miimkiindiir. 7 farkh
metrobiis rotasi ile uctan uca metrobiis duragini terk etmeden farkli rotalar arasinda gegis
yapmay1 miimkiin kilan Istanbul Metrobiis, 40 kilometrelik hatti ile Istanbul’un en kapsamli tek
parca ulasim hizmetidir. Metrobiis kullanarak kentig¢i toplu ulasim sistemleri arasinda 13 durakta
aktarma yapilabilir. Metrobiis fiyatlandirmalari ise kartin niteligine ve gidilecek durak sayisina
gore belirlenmektedir. Yolculuk tamamlandiktan sonra durak limitinin asilmadigi durumlarda
Uicret iadesi yapilirken, saglik calisanlari, anne kart sahibi olanlar, 65 yas lizeri yolcular metrobiis
ve diger IstanbulKart hizmetlerinden {icretsiz olarak faydalanabilmektedir.

B. Metro Hatt1

Metro, siiphesiz ki hizli ve giivenilir ulasim icin en ideal segenektir. istanbul ilinde de metro ag
oldukca genis ve genislemektedir. Istanbul Biiyiiksehir Belediyesi istiraki olan Metro istanbul
tarafindan isletilen sistemde, yedi metro hatti (M1, M2, M3, M4, M5, M6, M7) ile toplam doksan
dokuz istasyon bulunmaktadir. Istanbul metrosu bu o6zelligi ile iilkenin en biiyiik metro ag
konumundadir. M1, M2, M3, M6, M7 hatlar1 Avrupa Yakasi'nda; M4 ve M5 hatlar1 ise Anadolu
Yakasi'nda hizmet vermektedir. M1, M3, M4, M5 ve M7 metro hatlarinin uzatma insaatlar1 devam
etmektedir. M8, M9, M10, M11, M12, M13 hatlarinin ise insaatlar1 devam etmektedir. inga
edilmekte olan M9, M11 hatlar1 Avrupa Yakasi'nda, M8, M10, M12, M13 hatlar1 Anadolu
Yakasi'nda yer alacaktir.

Sistem (cuma gecesini cumartesi sabahina ve cumartesi gecesini pazar aksamina baglayan geceler
disinda) haftanin her giinii son istasyonlardan sabah 6.00'da kalkan ilk trenden gece 00.00'da
kalkan son trene kadar hizmet vermektedir. Hafta sonlar1 ve resmi tatillerde 00.00 ile 06.00
arasinda yirmi dakikada bir ek seferler diizenlenmektedir. Metro yolcularindan Istanbulkart
araciligiyla ticret alinmaktadir.

2.3. Istanbul Kent i¢i Toplu Ulasim Erisebilirlik Analizi

Istanbul ili, birgok ulagim hattim barindirir ve her giin milyonlarca yayanin seyahat etmesi ile kent
ici hareketliligi saglamaktadir. Sekil 9.da Metro, Metrobiis, Marmaray, Otobiis duraklarina
erisebilirligin analiz edilmesi amaci ile yapilan ¢alismada mobilite aglarina erisebilirlik haritasi
Uretilmistir.

Analiz sonucu incelendiginde Istanbul ilinde merkezden disar1 dogru azalan yogunlukta halkalar
ile toplu tasima duraklarina olan erisebilirligin azaldig goriilmektedir. Calismalar1 devam eden
kuzey Istanbul otoyolunun tamamlanmas: ile birlikte kentte kuzey aksindan gecen bir ulagim
aksinin kullanima ag¢ilmasi, bu yonde kentsel gelisme ile ulasim ihtiyacinin artacagina delalettir.
Bu durumda mevcut durum analizinde ikinci seviyede goriinen kuzey kisimlarda mobilitenin
artacagl ongoriildiigiinden, Istanbul ilinde kent geneli mobilite altyapisi hakkinda olumlu
yorumlar yapilabilmektedir.
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2.4. Istanbul’da Entegre Toplu Ulasim Uygulamalari
2.4.1. istanbulKart

IstanbulKart hizmetleri, 6deme yontemleri, bilgi edinme gibi islemler icin kullanilabilen
IstanbulKart mobil uygulamasi ile ulasim kartina bakiye yiiklemesi, bakiye sorgulamasi, aylik
abonman tanimlanmasi gibi islemlerin tek bir arayiiz icerisinden yapilmasina olanak
saglamaktadir. istanbulKart uygulamasi ve fiziki IstanbulKart'lar ile Istanbul ilinde toplu tasima
aracglarinin birgogu kullanilabilmektedir. Bu sayede metro, tramvay, metrobis, otobiis ve
Marmaray segenekleri arasinda ihtiyaca gore yapilacak seyahatler tek bir 6deme yontemi ve
biletleme metodu kullanilarak saglanabilmektedir.

2.4.2. BiTaksi

Biiyiiksehirlerde yasayan bireylerin ulasim ihtiyacinin karsilanmasinda taksiler oldukc¢a 6nemli
bir faktérdir. Taksi arayan yolcu ile en yakindaki yolcu arayan taksiyi eslestirerek taksi
yolculuklarina hiz ve hizmet kalitesi katmak amaci ile yola ¢ikan uygulama, giiniimiizde istanbul
ve Ankara’da hizmet vermektedir. Taksi ile ulasimda tek platform tizerinden taksinin ¢agirilmasi,
yolculuk takibi ve 6deme islemlerinin uygulama icerisinden yapilmasi ile taksi yolculuklarinda
yeni bir standart olusturmak ve ayr1 taksilerde ayni hizmeti alabilmenin 6niinii agmak amaci ile
gelistirilen uygulama ile her giin binlerce taksi yolculugu yapilmakta, yolculuklar sonrasinda
hizmetin puanlanmasi ile daha sonraki yolcularin se¢imlerine yardimci olmak gibi uygulamalar
ile hizmet degerlendirilmektedir.

2.4.3. Mart1

Istanbul’da ulasima olan talep, toplu ulagim altyapusy, trafik gibi olgular diisiiniildiigiinde, kentteki
yliksek trafik yogunlugunun c¢oéziimiiniin mikro mobilite uygulamalarina yénelmek oldugu
goriilecektir. Oyle ki her giin trafige ¢cikan yiizbinlerce aracin olusturdugu tikanik trafik ortami
yalnizca zaman kaybina degil ayni zamanda ciddi anlamda yakit tiiketimi ve dolayisi ile yliksek
miktarda karbon emisyonunun ortaya ¢cikmasina ortam hazirlamaktadir.
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Ulkemizde artan bir hiz ile yayginlasan mikro hareketlilik araclarindan en cok ilgi gérenlerinden
biri olan Mart1 Elektrikli Scooter Paylasimi Sistemi’dir. Hizmet alani icerisinde dagitilmis halde
bulunan elektrikli scooter’lar, kullanicilar tarafindan mobil uygulama araciligi ile kiralanabilir,
seyahat sonrasinda hizmet alani icerisinde herhangi bir noktaya kilitlendikten uygulamaya
taniml kredi karti ile 6deme icin herhangi bir caba géstermeden seyahati tamamlayabilir.

Marty, stiriisti belli lokasyonlara gore sekillendirerek hem siiriis giivenligini hem martilarin kent
ici dagilimini saglamaktadir. Bu sebeple harita {izerinde Stiriis Yapilamaz Alan, Park Yapilamaz
Alan, Diisiikk Hizhh Kullanim Alam ve Indirimli Park Alami gibi kavramlar ile karsilasmak
miimkiindir. Striis Yapilamaz Alanlara Marti ile seyahat etmek yasaktir. Park Yapilamaz Alanda
ise marti siirlisii sonlandirilamaz. Diisiik Hizli Kullanim Alani bélgenin cografi kosullari ve yaya
yogunluguna gore belirlenir ve bu bolgelerde secim siiriiciiye birakilmadan marti aracinin hizi
yazilimsal olarak kisilir. Indirimli Park Alani konumlari mart1 talebinin yogun oldugu yere
kullanicilarin marti birakmasinit saglayarak diger kullanicilarin Marti'ya en kisa siirede
ulasabilmesini saglamak Uzere gelistirilmis bir moddur. Bu bdélgeye park edilen martilarin
striiciileri seyahat iicretinden belirli bir oranda 1skonto kazanmaktadir.

2.4.4. Moovit

Moovit, bir seyahat ve yolculuk planlama uygulamasidir. Yabanci sermayeli Intel sirketine ait olan
Moovit, iilkemizde Istanbul ve Kocaeli illerinde yolculuk bazh rota olusturmak ve farkli toplu
tasima tiirlerinin entegrasyonu amaci ile kullanilmaktadir. Moovit, kitle kaynakli veriler
tutabildiginden resmi kaynakli veri bulunmayan illerde goniillii editérler ve uygulama
kullanicilarinin trettigi veriler yardimu ile toplu tasima bilgileri saglayabilmektedir.

3.  SONUC

Diinya c¢apinda kentlesmenin artmasi, ulasimin neden oldugu ekonomik, sosyal ve ekolojik
sorunlar, bu sorunlara karsi artan duyarlilik gibi nedenlerle, kentsel ulasim planlarinin geleneksel
yaklasimlarinin yerini entegrasyon sistemleri almistir. Bu entegrasyon sistemlerinin ortak
amagclari 6zel ara¢ kullaniminin azaltilmasi, toplu tasima sistemlerinin kullaniminin arttirilmasi
ve siirdurebilirligin saglanmasidir. MaaS platformlar1 giivenilir olmasinin yani sira basit ve kolay
erisilebilir, esnek ve kisisellestirilmis bir hizmet sunma iddiasi ile ortaya ¢ikmistir. Bu ¢calismada
MaaS$ acisindan entegre ulasim sistemleri diinya ornekleri ve Tiirkiye uygulamalan tizerinden
incelenmistir. Diinya entegre ulasim sistemleri kapsaminda dort sehir ele alinmistir. Bu sehirler,
Maa$ uygulamalar1 alanindaki 6ncii yaklasimlari olan Liiksemburg, Helsinki, Singapur ve Los
Angeles'tir.

Diinya lizerinde incelenen 6rnekler ele alindiginda sehirlerin MaaS siireclerine baslamalar1 2016
ve sonrasinda gerceklesmistir. MaaS uygulamalarinin ortak amaglari; kentlerin daha
surdiiriilebilir ulasim sistemlerine kavusmasi ve kentteki trafik sikisikliklarini azaltmak icin
dijital platformlar yardimiyla kentlilerin strdiiriilebilir ulasim tercihlerine yonelmelerini
saglamaktir. MaaS$ uygulamalari; merkezi ve yerel ulasim otoriteleri (Ulastirma bakanliklarindan
yerel yonetimlere), Ar-Ge faaliyetleri ile katkida bulunan tiniversiteler ve 6zel yazilim gelistiren
mobilite sirketleri bulunmaktadir. MaaS sistemi ve uygulamalar1 bulunan bu kentlerde genel
olarak arac¢ paylasimi, bisiklet paylasimi, toplu tasima, araba kiralama, taksiler, skuter tiirleri
(elektrikli ve diiz) gibi farkli aracglara bir arada erisilebilmektedir. Uygulamalar belirlenen
noktalar arasinda rota planlamasi yapmaktadir. Rota planlamasi yapilirken; bulundugu kentlerin
cevre standartlar1 hesaba katilarak wuygulama kullanicilar1 yodnlendirmektedir. Rota
planlamasinda oOncelikle zaman olmak {izere fiyat, CO2 salinimi gibi ayrintilar dikkate
alinmaktadir. Bazi uygulamalarda, kalori harcanmasi gibi ayrintilar da kullanicilara
sunulmaktadir. Planlanan rotalarda hat entegrasyonu segilen rotalarin gercek zaman dilimiyle
iliskisi ve bekleme siireleri dikkate alinmaktadir.

Diinya uygulamalar1 iizerinde bilet ve licret entegrasyonu konusunda entegre bir sistem
yaratilmistir. Tek bir bilet sahipligi ile bircok sehirde hem toplu tasima gecikme durumlari,
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aktarmali otopark doluluk oranlari, biletlerin satin alinmasi, diger mobilite araglarin paylasimi
gibi kapsamli bir alana sahip akilh kart uygulamalar1 goériilmektedir. Ucret entegrasyonu
konusunda ise gii¢lii entegre sistemine sahip cogu sehirlerde farkli mobilite paketleri
bulunmaktadir. Mobilite paketleri 6demeleri ise ister aylik olarak ya da kullandike¢a 6de seklinde
genel olarak ayrilmaktadir. Bilgilendirme(BIT teknolojileri kullanimi1) bakimindan incelenen
sehirlerin cogunda anlasilabilir ve kolay bilgi araglar1 bulunmaktadir. Sehrin baz1 bolgelerinde
ulasim araclarina yonelik bilgilendirme ekranlari ve panolar1 bulunmaktadir.

Diinya uygulamalarinda incelenen kentler icin MaaS uygulamasinin cesitli avantajlar sundugu
goriilmektedir. Toplu tasima kullanimiyla birlikte diger ulasim tiirleriyle (bisiklet, scooter vb.)
yapilan yolculuklarin sayisinin yiikseldigi goriilmektedir. Uygulanan MaaS sistemleri diinya
tizerinde olumlu sonuclara ve belirlenen hedeflerin ¢ogunluguna ulasmis bulunmaktadir. Bu
memnun edici gelisme, lilkemizde de bu tir uygulamalar1 hayata gecirmeyi tesvik etmektedir.

Ulkemizde bu alanda yapilan ilk uygulamalar Istanbul’da gerceklesmistir. Avrupa’da trafige cikan
ara¢ sayisi bakimindan arag trafigi yogunlugu en yiiksek kentlerden biri olan Istanbul’da toplu
ulasim ve mikromobilite uygulamalarina yapilacak yatirimlarin orta ve uzun vadede kent
genelinde bireysel ara¢ kullanimindan kaynaklanan ¢evresel tahribati azaltmasi, trafikte gecirilen
siireyi azaltmasi beklenmektedir. Bu amacla istanbul’da ulasim altyapisina devam edilen
yatirimlar ile kent ici hareketliligi kolektif ihtiyaclara uygun hale getirmek ama¢lanmaktadir.

Merkezi ve Yerel Yénetimler tarafindan yapilan altyapr yatirimlarinin yaninda Istanbul’da
mobilite alaninda bircok &zel girisim de hizmet vermektedir. Ozellikle seyahat ihtiyacinin
karsilanmasini kolaylastiran ve rota planlamasi ile zaman ve licretten tasarruf etmek {izerine
kurulan girisimler ile kent icinde her ihtiyaca yonelik girisimler bir rekabet ortami icerisinde her
gecen giin gelismektedir. BiTaksi, iTaksi gibi uygulamalar ile kentteki yogun taksi ihtiyacini
yonetmeyi, hizmette kaliteyi arttirmay1 saglayan girisimlerdir. Marti, Hop, Binbin, e-Bike, Duck
gibi mikro-hareketlilik hizmetleri ile kisa mesafeli yolculuklarda zaman ve iicretten tasarruf
etmeyi saglayan girisimler ile 6zel sektor girisimleri Istanbul’da genis bir yelpazeye sahiptir.
Ayrica istanbul Biiyiiksehir Belediyesi tarafindan isletilen Metrobiis, Metro, IETT Otobiis,
Tramvay, Marmaray Konvansiyonel hat, Sehir Hatlar1 Deniz Seferleri gibi toplu ulasim
sistemlerini tek 6deme platformu, aktarma sistemi ve arayiizde bulusturan istanbulKart'lar ile
kentte toplu ulasimin erisebilirligi ve ulasilabilir alanlar arttirllmigtir. IstanbulKart uygulamasina
ek olarak kentte hizmet veren ve rota planlanmasi konusunda ger¢ek zamanl veriler iizerinden
optimal rota ve licretlendirme seceneklerini sunan Moovit ile seyahat planlamasi oldukca
kolaylasmaktadir.

Tiim bu mobilite hizmetlerinin istanbulKart ortaminda toplanmasina yonelik yapilan calismalar
gostermektedir ki Istanbul kent i¢i mobilite hizmetleri gelismeye aciktir ve istanbul ilinde uzun
vadede ulasim hizmetlerinin ortak bir paydada toparlanmasi ile seyahat talebinin karsilanmasinin
oldukga kolaylasacag, degerlendirme ve raporlama hizmetlerinin kullanilmasi ile bu hizmetlerin
kalitesinin arttirilmasi yontinde olumlu sinyaller vermektedir.
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1. INTRODUCTION

During the last two decades, the urban structure of Istanbul has undergone a dramatic period of
transformation, restoration and adjustment. This has occurred under the influence of changing
global forces and reflects the needs that have arisen due to population increases, economic
development, and the city’s strategic location. Especially since 2002, government’s neo-liberal
policies regarding construction density and land use have tremendously altered the profile of
Istanbul (Geymen and Baz 2008; Ozkan and Turk 2016;). Also, in recent decades, neo-liberal
governance has come to dominate US and UK cities (Wilson 2004). This is a matter of concern as
many of the affected areas had previously been preserved without major changes for centuries in
Istanbul (Kuban 2010), and this new situation has resulted in dramatic shifts in land values and
housing prices. Moreover, during the last half-century, Istanbul’s urban structure has undergone
a transformation from monocentric to polycentric (Dokmeci and Berkoz 1994), and has also
witnessed a rapid population growth. Together these have led to different neighborhood patterns
with varying housing prices throughout their development. These patterns are distributed across
a large spectrum according to their location, their cultural, socioeconomic, and historical
backgrounds (Karaman 2008; Oruc et al. 2017; Keskin and Watkins 2017). In this regard, the
results for Istanbul are in-line with similar trends observed in other countries (Knox 1991; Ding
and Knaap 2002; Han 2004). In addition, during the last two decades, the development of better
transportation networks has contributed to increased housing prices, as illustrated in Istanbul by
Beyazit (2015), again matching findings from other countries in studies by Ryan (1999), So et al.
(1997), Du and Mulley (2007), Mathur and Ferrell (2013), and Dai et al. (2016).

The present article investigates the spatial variation of housing prices for neighborhoods in
Istanbul and compares their growth rates with those of housing prices over the previous two
decades in the hope that it will make the prediction of future developments more accurate by
hoping the release of socio-economic data at the neighborhood level by the government.

The price of housing is of major social and economic significance. Not only is adequate and
affordable housing a crucial element in determining quality of life, but the production of housing
is amajor generator of economic activity (Scanlon etal. 2015). At the same time, home-ownership
provides an opportunity for investment and can be a potential source of wealth (Turner and Luea
2009; Hamnett, et al. 1991). Thus, it should be possible to illustrate the results of economic
development and changes in life-styles through a detailed spatial examination of distinct housing
sub-markets within Istanbul over time.

There have been several studies into the spatial distribution of Istanbul housing prices. One of
these, by Dokmeci et al. (2003), analyzed housing values and rents for the European and Asian
sides of Istanbul separately. In addition to variables related with the location and physical
characteristic of the properties, the data included a number of qualitative questions regarding a
set of external factors such as satisfaction with green areas, views, transportation, and shopping
facilities. According to the results of this study, while the level of satisfaction with green areas has
a significant effect on both property values and rents, satisfaction with access to transportation
and shopping facilities have significant effects on rents only. These results are supported by a
large amount of literature in the US (Anderson and West 2006) and in Europe (Liebet et al. 2018).

Another study by Onder et al. (2004) examined the impact of earthquake risk on the Istanbul
housing market by investigating the spatial distribution of, and changes in average Istanbul house
prices between 1995 and 2000. According to their results, the level of earthquake risk
significantly affects changes in house prices. Similarly, Fekrazad (2019) in California and Willis
and Asgary (1997) in Tehran, Iran showed decreasing impact of earthquake risk on housing
prices.

A more comprehensive hedonic house price analysis is given in Istanbul by Ozus et al. (2007) at
the metropolitan and district levels. At the metropolitan level, the most important factors
affecting prices are sub-markets, floor areas, and sea views. At the district level, housing prices
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vary according to locational, socioeconomic, and property characteristics. The higher-income
sub-markets have a higher number of coefficients of determination and more significant variables
than those of lower income brackets. Furthermore, the results suggest that planned districts have
higher housing prices; thus, restructuring squatter areas and revitalizing inner city zones not only
provide benefits to individuals but also higher tax revenues to the city. A more general survey of
hedonic price indexes for residential housing is given by Hill (2013) and the importance of
location is investigated by Ottensman et al. (2008). Moreover, Keskin (2008) explored the factors
that affect housing prices in Istanbul by using a hedonic price model with respect to property,
socioeconomic, and neighborhood quality characteristics together with location factors at the
metropolitan level. Later, the impact of neighborhood and socio-economic characteristics on
housing was investigated in a more comprehensive way in three rapidly growing United States
metropolitan areas between 1980-2010 (Foote and Walter 2017).

Koramaz and Dokmeci (2012) investigated housing prices by taking into consideration distances
to the city center, sub-centers, transportation arteries, and coastal areas in addition to general
housing and neighborhood characteristics. This investigation was conducted in two stages: first
they conducted a multiple regression analysis, and then used an interpolation technique to
predict the spatial pattern of housing prices on a continuous surface. Their results with respect to
the impact of sub-centers were supported by Moudon and Hess (2000).

In another study (Alkay 2008), sub-market existence was tested in order to ascertain average
household income of neighborhoods within the Istanbul housing market. The findings of the study
show that the Istanbul market has a segmented structure in terms of average household incomes,
with housing price structures that vary across each segment. Moreover, the preservation of
historical centers has led to gentrification and price increases, as in the neighborhoods of Fener
and Balat, which have Greek and Jewish backgrounds, respectively (Gur 2015). With respect to
this trend, it is possible to give some examples from Chicago (Noonan 2007) and Baton Rouge,
Louisiana (Zahirovic-Herbert and Chatterjee 2012).

While these studies give a general idea of the characteristics of the city’s housing sub- markets,
the spatial distribution of housing prices has undergone a significant alteration due to recent
government reconstructing policies. For instance, between 2004-2008, 11,543 units were
demolished and rebuilt (Kuyucu and Unsal 2010). These policies are intended to redevelop
squatter areas and increase the density of existing urban structures, encourage economic
development, produce new transportation arteries, and allow the expansion of the city through
the development of new housing projects in the periphery to accommodate the ongoing and rapid
population growth. However, such a wide-ranging scope has left a need for new studies of the
results these policies may produce.

The present study investigates the current spatial distribution of housing prices for
neighborhoods in Istanbul and compares the results with housing price data from 2000. The
organization of the article is as follows; a brief descriptive analysis of the city’s population and
urban growth pattern, together with that of the development of new transportation arteries, is
given in the second section. In the third section, the existing distribution of housing prices is
outlined, and in the fourth section these results are compared with the price data from 2000. The
final section is devoted to a brief review of the principal findings and suggestions for further
research.

2. BACKGROUND

Istanbul, is the largest economic, educational, and touristic center of Turkey. It has a strategic
location with unique natural, cultural, and historical features, and has more recently experienced
major increases in population, largely due to a high rate of internal migration (Yazgi, et al. 2014).
Over the last two decades, this migration rate has been one of the results of government polices
to close down state-owned factories and relax restrictions on the import of agricultural products,
thereby causing unemployment in rural areas (Yazgi, et al. 2014). Between 2000 and 2018 the
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population of Istanbul increased from 8,803,468 to 15,029,231, fueling the demand for housing
and raising property values. Especially, the growth of squatter areas was remarkable, for instance,
during this period, the population of Esenyurt increased from 373,017 to 954,579
(https://biruni.tuik.gov.tr/nufusmenuapp/menu.zul).

Moreover, the government’s innovative policies for the redevelopment of squatter areas through
the fulfilling rent gap in these areas by increasing the residential density provided benefits to both
investors and the residents. A thorough analysis is given by Porter (2010). However, residential
density increase without taking into consideration road capacity in the surrounding areas
resulted in unsolvable traffic congestion problems now. In addition, Istanbul underwent a
suburbanization movement in the 1980s (Terzi and Bolen 2009) as in the case of Spanish urban
sprawl (Gomez-Antonio 2016). This trend led to the decline of the historical central business
district (CBD) of Istanbul together with its surrounding neighborhoods, and it was not until the
late 1990s, that this area began to recover with the help of revitalization projects (Dokmeci et al.
2007; Ozus and Dokmeci 2005; Dokmeci and Ciraci 1999). With respect to some other countries,
a survey of urban revitalization is given by Grodach and Loukaitou-Sideris (2007) in the US. The
survey data indicate that although most agencies are guided by a varied set of goals,
entrepreneurial objectives continue to guide the development and support of cultural activities
in most cities.

At the same time, there was a spatial transformation of Istanbul from a monocentric pattern to
one which is polycentric (Dokmeci and Berkoz 2000) as in the case of rapidly growing cities in
China (Qin and Han 2013), in US (Martin 2004) and European countries (Natalia and Heinrichs
2020). This change in pattern followed the growth of the city, and the development of better
communication systems allowed new sub-centers of large urban housing projects to be built at
the periphery, resulting in higher land and property values (Ozus et al., 2011) which were also
observed in other countries (Szumilo et al.2017). In addition, the exchange value of inner city
areas also increased because of the effects of the previously mentioned revitalization projects in
the CBD (Ergun 2006; Dincer 2011). More recently, the high land values and an increase in the
potential for unearned income in these areas has made urban renewal a much more attractive
option (Tirkiin, 2014). At the beginning of the 2000s, government policies focused on
concentrating activity in the real estate and construction sectors (Alkay et al. 2018; Kuyucu 2014;
Ozdemir 2011). This resulted in a booming housing market that continued to be driven by
measures such as innovative laws for redevelopment of squatter areas to fulfill the rent gap and
the opportunities which had for public and private sectors were rapidly exploited (Guzey 2016).
As aresult of the significant rise in the property values within these restructured neighborhoods,
they have since become exclusive to middle or higher income groups.

Thus, long-established social disparities have been further aggravated by the deterioration of
conditions for the working poor and improvements in the wealth of the newly rich, especially
those associated with the partisan economy; and again, this shares a pattern similar to those of
other developing countries (Richardson and Bae 2006). This situation is also reflected in the
spatial distribution of housing prices and shows the wide disparity between rich and poor
neighborhoods, which is also an increasing trend in the USA (Dong 2018).

3. SPATIAL DISTRIBUTION OF HOUSING PRICES IN 2018

The real estate market in Istanbul is very heterogeneous. This is because of its long history,
numerous coastal amenities, multiculturalism, dynamic topography, and a wide-gap in the income
distribution of its population. For instance, while Gini inequality index increased from 0.367 to
0.444 between 2014 and 2018 in Istanbul, it only increased to 0.391 to 0.408 in Turkey (Clark
2020).

For the analysis, 838 neighborhoods (out of a total of 955) which have housing sale
advertisements were taken into consideration. Asking prices were taken from the Hurriyet
Advertisement Agency for the month of October 2018, which is considered an active period
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(Hurriyet Emlak, 2018). The median price in each neighborhood is calculated and given in Figure
1. The results indicated five highest median housing price areas. The Bosphorus, and especially

the Bebek neighborhood, has the highest median housing price ($9090/m2) (Figure 4-1a). This
was also the case in previous studies (Onder et al. 2004) (Figure 2). There are several factors
which can be said to account for this: its location near the Levent section of the new major CBD,
its splendid Bosphorus views, and its high-value residences including historic palaces
(Mirkataouli et al. 2018). Bebek is also the location of a world-famous university.
Globalization is a well-established cause for increased property prices (Keyder 1999), and in the
case of Istanbul, demand from oil-rich Arab countries over the previous two decades has resulted
in astronomical prices being demanded for hill-side mansions and shoreline palaces (Gall 2019).
Similar patterns for housing prices can also be observed for other Bosphorus neighborhoods such
as Yenikoy ($6836/m2) (Figure 4-1b), Tarabya ($4592/m2) (Figure 4-1c), and Kire¢burnu
($4040/m2).
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Figure 1: Spatial Distribution of Housing Prices in 2018
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Figure 2. Unit House Price in Istanbul (Onder et al, 2004)

The second highest median housing price is that of the Baltalimani neighborhood ($8641/m2).
This is located on the Bosphorus shore in the Besiktas district and has very similar conditions to
Bebek. The following highest median housing prices are those of the neighborhoods of Etiler
($7189/m2) (Figure 4-2a) and Ulus ($6538/m2) (Figure 4-2b). Both are in the Besiktas district
and are close to the Levent section of the major Levent-Maslak (Figure 4-2c) CBD axis of Istanbul
as explained by Muth (1975). Etiler was first built as a summer residence area for upper-income
government personnel. The houses were detached and had gardens, and some also had
Bosphorus views. More recently, many have been transformed into businesses, coffee shops, and
restaurants as a result of the post- modern movement which is associated with higher income,
more free time for shopping, eating and entertainment (Ayatac and Dokmeci 2017). The Ulus
neighborhood was developed later on the hillside next to Etiler, and the properties there have
wider views of the Bosphorus.

The fourth highest median housing price is that of the Yesilkdy neighborhood ($6111/m2)
(Figure 4-3a). This area consists of detached houses with gardens and historical mansions that
date back to the Ottoman period. Enjoying the coastal amenities of the Sea of Marmara, it used to
be a summer resort neighborhood for upper-income Ottoman families and ethnic minority
businessmen. The impact of coastal amenities on housing prices is already illustrated by Ozus et
al. (2007) in Istanbul, also by Bourassa et al. (2005) among many others. After the construction
of Atatiirk Airport, high level airline personnel kept housing prices buoyant, but now many
Yesilkdoy homes are for sale because of the relocation of the airport to the north of the city. The
housing prices of the nearby Florya ($5138/m2) (Figure 4-3b), and Yesilyurt ($4290/m?2) (Figure
4-3c) neighborhoods reveal a similar growth pattern.

The more recent development of the Atakdy district was influenced by these upper income
neighborhoods ($6105/m?2) (Figure 4-4a) and they also played a partin the development of other
modern areas such as Bahgesehir (Figure 4-4b) and the Goktiirk gated community (Figure 4-4c).
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The fifth highest median price is that of the Fenerbahce neighborhood ($5704/m2) (Figure 4-6a),
located on the Asian side of the city. This area also enjoys the amenities of the Marmara Sea coast.
It was originally a summer home location for noble Byzantine and later Ottoman families.
Levantine mansions were constructed in this area in the nineteenth century, and its development
continued with modern housing for the wealthy. The neighboring districts of Caddebostan ($
5237/m2) (Figure 4-6b) and Suadiye ($5069/m2) (Figure 4-6¢) have similar characteristics and
high housing prices. This is in parallel with the findings of previous studies (Ozus, et al. 2007;
Koramaz and Dokmeci 2012; Jim and Chen 2009).

Furthermore, revitalization projects in historical districts can also result in higher property
values. Examples of this include the neighborhoods of Giimiissuyu ($4706/m?2) (Figure 4-5a) and
Cihangir ($3703/m2) (Figure 4-5b) in the Beyoglu district. Their high housing costs are due to
their strategic location in the center of the city, their beautiful historical buildings, their
Bosphorus views, and their proximity to Istiklal Street, the most important shopping and
entertainment area of Istanbul (Dokmeci et al. 2007). This trend has already been thoroughly
illustrated in previous studies of the Istanbul property market (Yetiskul and Demirel 2018; Ozus
and Dokmeci 2005; Dokmeci and Ciracit 1999), and there are similar examples from other cities
such as Cairo (Fahmi and Sutton 2010) and Oakland, California (Fauria and Mathur 2012). The
neighborhoods of Arnavutkoy ($3873/m2) (Figure 4-5c¢) and Kurugesme ($3968/m2) in the
Besiktas district also possess beautiful historical buildings and Bosphorus views, and illustrate a
similar pattern of housing price increases.

On the Asian side, the neighborhoods of Beylerbeyi ($3029/m2), Burhaniye ($3183/m2), and
Salacak ($3472/m?2) in the Uskudar district share the distinction of having historical backgrounds
and a Bosphorus views. In addition, they have experienced revitalization, a transformation of
functions, and gentrification, resulting in higher property values than other (less attractive)
neighborhoods in their vicinity. There are also suburban and/or countryside high-priced housing
developments (See, Figure 1). Although there were few gated communities in the north of the city
in 2000 (Baycan-Levent and Gulumser 2007) (See Figure 2), the number of expensive housing
neighborhoods in the countryside had increased by 2018. Gated towns in Cairo Region can be
given as an example from other developing countries (Ghonimi et al. 2011). As has occurred in
some developed countries, Istanbul now has large, luxury farm houses, especially around the
forested areas to the west and north of the city, and these have been either renovated or new-
built to meet the demands of higher income groups to escape from the traffic and environmental
problems within the metropolis (Tyrvainen and Miettinen 2000). Thus, a general evaluation of
the spatial distribution of housing prices reveals that while housing prices increased in the
periphery due to the flight of upper income earners from the center, the highest housing prices
continues to be focused on the districts with Bosphorus and/or Marmara Sea shores. It can also
be observed that the gap between upper and lower housing prices has widened, illustrating that
high population growth leads to increased housing prices and higher living costs, which in-turn
makes it difficult for many to afford to live in such cities. In addition, large cities require large
infrastructure investments that are often beyond the capacity of developing countries
(Richardson and Bae 2006). Moreover, recent experiences have also proved that it is very difficult
or if not possible to deal with pandemic cases in such large cities in both develop and developing
countries (Haag and McGeehan 2020). Thus, a balanced population distribution throughout the
country is considered to be both more beneficial and more egalitarian in such cases.

4. COMPARISON OF THE GROWTH PATTERNS OF HOUSING PRICES IN ISTANBUL
BETWEEN 2000-2018

A comparison of the spatial distribution of median housing prices in 2018 to housing prices in
2000 for the selected neighborhoods, obtained from data from a previous study by Onder et al.
(2004), is given in Table-1 and Figure-3.

67



KAPU Trakya Journal of Architecture and Design 1(1),2021: 65-77

Table 1: 2000-2018 Housing Prices in Istanbul

Districts Neighborhoods 2000 2018 Price Change %
Bahgesehir Bahcesehir 789 808 102.41
Bahgelievler Bahcelievler 698 1238 177.36
Bakirkoy Atakoy 625 6105 976.80
Bakirkdy(merkez) 388 1255 323.45
Florya 910 5138 564.62
Yesilkoy 997 6111 612.94
Besiktas Akatlar 1347 5497 408.09
Arnavutkoy 1300 3873 297.92
Balmumcu 1120 3267 291.70
Bebek 4064 9090 223.67
Etiler 1034 7189 695.26
Gayrettepe 723 2006 277.46
Macka 1591 2661 167.25
Ortakoy 429 2581 601.63
Ulus 1538 6538 425.10
Levent 1236 2983 241.34
Kadikoy Bostanci 501 1480 295.41
Caddebostan 764 5237 685.47
Caferaga(moda) 541 2518 465.43
Erenkoy 521 2674 513.24
Fenerbahge 651 5704 876.19
Goztepe 393 2211 562.60
Icerenkoy 295 1172 397.29
Kozyatagi 420 1413 336.43
Kosuyolu 614 2561 417.10
Merdivenkoy 343 1150 335.28
Osmanaga(merkez) 289 1645 569.20
Suadiye 660 5069 768.03
Kartal Kordonboyu 945 2116 223.92
Yakacik 142 700 492.96
Kiiciikgekmece Halkali 335 998 29791
Maltepe Kiigiikyali 296 750 253.38
Sisli Harbiye 979 5446 556.28
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Ferikoy 325 1311 403.38
Sisli(merkez) 796 2065 259.42
Sariyer Baltalimani 3238 8641 266.86
Emirgan 1206 3968 329.02
Tarabya 881 4592 521.23
Yenikoy 2045 6836 334.28
Uskiidar Baglarbasi 258 970 375.97
Kuzguncuk 1370 1589 115.99
Kiigiik Camlica 1166 2497 214.15
Salacak 1240 3472 280.00
Pendik Bat1 Pendik 281 751 267.26
Umraniye Serifali 209 1077 515.31
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Figure 3: 2000-2018 House Prices in Istanbul ($/m?)
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Figure 4: Some of the neighborhoods with high housing prices in Istanbul

The spatial distribution of the growth patterns for housing prices differs somewhat from the
current spatial distribution of housing prices. For instance, the Atakoy neighborhood in the
Bakirkoy district does not have the highest median housing price ($6105/m2), despite its
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recording the highest price increase (by a factor of 9.76) between 2000 and 2018 (See Table 1).
This result is due to the lower prices in 2000 ($625/m2).

Inaccordance with modern urban planning principles, Atakoy was designed with large green areas
by the French urban designer Prost and was built in the 1960s. Previous studies have pointed to
the satisfaction of residents with regard to the conditions within this neighborhood (Bardo and
Dokmeci 1992). The construction of shopping malls, sport and cultural facilities, hospitals,
theaters, and modern housing projects have also increased its attractiveness. Such large, modern
settlements have stimulated the growth of other modern developments in surrounding areas,
with high-quality housing projects such as Bahcesehir forming a cluster of residential settlements
to the west of the Atakdy neighborhood.

Furthermore, in the Kadikoy district on the Asian side, Fenerbahge has the second highest growth
pattern for house price increases (by a factor of 8.76) Although it was seventh in the median
housing price ranking in 2018 (See Table-1). According to previous studies, Fenerbahge is
considered to be the most preferred district in Istanbul (Dokmeci and Berkoz 2000), and its
growth trend has continued into the present; for instance, the ratio of families who moved to
Kadikoy (14.78%) was the highest among all districts in 2018 (Hurriyet News, July 6, 2018). The
reason for this ranking improvement is caused by the availability of recreational areas, the luxury
housing stock, and the increased quality of life.

The third highest growth pattern for house price increases is that of the Suadiye neighborhood
(by a factor of 7.68) of the Kadikoy district (see Table-1). It is similar to Fenerbahce in terms of
its housing quality, the location of high value residences, and the availability of seashore
amenities. In addition, one of Istanbul’s most famous retail areas, Bagdat Street, passes through
this neighborhood, thereby increasing the attractiveness of the area as it is already illustrated in
the case of London (Law 2017).

The fourth highest growth pattern for house price increases was seen in the Etiler neighborhood
(by a factor of 6.95) in the Besiktas district. Its higher quality of living and above-mentioned
proximity to the Levent section of the major CBD have contributed to its ongoing attractiveness.

The fifth highest growth pattern for house price increases was in the Caddebostan neighborhood
(by a factor of 6.85) in the Kadikoy district. This neighborhood is located near Fenerbahce and
hence has similar conditions, continually attracting upper-income residents.

The sixth highest growth pattern for house price increases occurred in the Yesilkoy neighborhood
(by a factor of 6.12) of the Bakirkoy district. While similar in location and income level to Atakoy,
it has historical mansions which attract slightly higher income residents, in contrast to Atakoy’s
more modern housing.

Interestingly, the growth patterns for house price increases in squatter areas such as the
Umraniye district (a factor of 5.15) (see Table-1) have shown growth values quite close to those
of well-to-do neighborhoods such as Erenkoy (a factor of 5.13) in the Kadikoy district and
Tarabya (a factor of 5.21) in the Sariyer district. Umraniye’s strategic location at the intersection
of several major highways, and the restructuring of its existing urban structure with major office
buildings, shopping malls, and modern residential buildings have improved the quality of life
within the district (Senturk and Dokmeci 2010; Topcu 2014). Although some squatter areas have
received improved housing and living conditions due to such restructuring projects, many have
not and are still waiting for investment. Thus, changes in housing prices can serve as a measure of
changing neighborhood dynamics; moreover, housing prices can be used to identify the impact of
strategies intended to produce neighborhood redevelopment.

5. CONCLUSIONS

Over the last two decades, population growth due to government free trade and neo-liberal
policies which encourage rural-to-urban migration, economic development, and globalization
have fueled the demand for housing and led to rising property values in Istanbul. Differences in
the level and the rate of change of prices between neighborhoods are due to their historical,
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socioeconomic and cultural differences, as well as the effects of the city’s multi-center
development, its dynamic topography, the availability of its coastal amenities, and the unbalanced
provision of its transportation systems (Bayezit 2015). The present study investigates the current
distribution of median housing prices for neighborhoods in Istanbul. These prices were then
compared with those of the same neighborhoods in the year 2000.

The review of the spatial distribution of housing prices reveals that geographically, the most
expensive locations are found along the Bosphorus and Marmara Sea coasts and are associated
with existing upper-income neighborhoods, shopping facilities, and traditional housing.
Moreover, the impact of the traditional Istanbul center on housing prices weakened while that of
the newly emerged centers increased. This shows that there is a link between the spatial dynamics
of housing prices and the city’s transition and functional development. Istanbul’s transition from
a monocentric to a polycentric pattern, a better quality of life, and increasing income per capita
from $10,235 to $16,264 between 2004 and 2018 (World Bank 2018) has led to multiple driving
forces for property values such as rising mobility and increasing accessibility, as well as the
decentralization of jobs, services, and a significant population increase.

One of the outcomes is that Beyoglu (the old CBD) has become less dominant in Istanbul’s spatial
organization, while the new CBD (Levent-Maslak) has emerged. This switch suggests that an
urban center with emerging functions exerts an increasing influence on the spatial pattern of
housing prices, while an old center with traditional buildings and functions sees its influence
decline. The overall trend of this development is increasing polycentricity and thus the
decentralization of high housing prices.

In addition, there is a great discrepancy between high- and low-income housing prices, and this
has widened over the last two decades due to increases in the mal-distribution of income
throughout the metropolitan area. Meanwhile, a new trend has appeared to the west, north and
east of the city; large luxurious farmhouses have been developed or existing ones restored as
escapes for upper-income citizens from the traffic and environmental problems of the
metropolitan area, and recently from the pandemic. Furthermore, squatter areas at strategic
locations with easy access to transportation are terries and job opportunities have proved to have
a potential for restructuring. This has led to higher housing prices and shows the need for catalytic
investments to improve squatter areas that do not have the same conditions.

The investigation of the growth pattern of housing prices over the last two decades reveals that
locations with coastal amenities and green areas have a greater tendency to increase their
property values than other areas. These findings add to the existing understanding of the internal
structure of Istanbul. The results of this study can be useful for the municipal governments, and
urban to planners by providing sound background to make efficient decisions for construction
densities and land use allocations, to fulfill the rent gap to make more profitable decisions for the
investors and the residences. However, while this study describes the location and growth
patterns of sub-markets, their interaction is important for their further development; therefore,
further research might do well to determine the hierarchical linkages between sub-markets. In
addition, since the socio-economic data of the neighborhoods was not available, the statistical
analysis could not be done to get more comprehensive results for the time being, and thus, left for
future research.
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