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Abstract

Accessibility is a key factor in shaping the functionality of city centers. Access through public transpor-
tation, the prioritization of pedestrian-friendly circulation, and reduced private-vehicle use significantly
enhance urban usability. In cities where public transport systems and pedestrian infrastructure are un-
derdeveloped, dependence on private vehicles often leads to congestion, traffic problems, noise, and
air pollution. The road network surrounding Atatlirk Area, an important node in Trabzon'’s city center,
has changed continuously over time in response to the city’s development needs. This study examines
how different transportation modes affect city-center accessibility and functionality. To this end, the
accessibility of Trabzon'’s city center and the effectiveness of its transportation network were analyzed
across two periods through three transportation modes: pedestrian circulation, public transportation
routes, and private-vehicle roads. The analysis is based on fieldwork and mapping methods. The find-
ings indicate that pedestrianization efforts and improvements to public transportation between 2019
and 2025 have significantly improved mobility and traffic flow in the area.

Keywords: Accessibility, city center, functionality, transportation network, urban planning

Oz

Erisilebilirlik, kent merkezinin islevselligini belirleyen temel unsurlardan biridir. Toplu tasima olanaklariyla
erisimin saglanmasi, yaya dostu dolasimin énceliklendirilmesi ve ézel ara¢ kullaniminin azaltimasi, kent-
sel kullanilabilirligi énemli élctide artirmaktadir. Toplu tasima sistemleri ile yaya altyapisinin yetersiz ol-
dugu kentlerde, ézel araglara olan bagimiilik genellikle trafik sikisikligi, ulasim sorunlari, glir(iltii ve hava
kirliligi gibi olumsuz sonuglar dogurmaktadir. Trabzon kent merkezinin énemli bir diigiim noktasi olan
Atatirk alani cevresindeki yol agi, kentin gelisim ihtiyaclari dogrultusunda yillar icinde sdrekli degisim
gostermistir. Bu calisma, farkli ulasim tdirlerinin kent merkezinin erisilebilirligi ve islevselligi (izerindeki
etkilerini arastirmayr amaclamaktadir. Bu dogrultuda, Trabzon kent merkezinin erisilebilirligi ve ulasim
aginin etkinligi; yaya dolasimi, toplu tasima glizergahlari ve 6zel arag yollari olmak lizere li¢ ulagim tir(
lizerinden, iki farkl zaman diliminde analiz edilmistir. Analizler, saha ¢alismalari ve haritalama yéntemle-
rine dayanmaktadir. Bulgular, 2019 ile 2025 yillar arasinda gerceklestirilen yayalastirma ¢alismalari ve

toplu tasimaya yénelik iyilestirmelerin, bélgede hareketliligi ve trafik akisini Snemli dlgtide artirdigini or-
taya koymaktadir.

Anahtar Kelimeler: Erisilebilirlik, kent merkezi, islevsellik, ulasim agi, kentsel planlama.
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A study on city center accessibility and transportation network functionality: The case of Trabzon

Introduction

Today, access to city centers directly affects the
quality of urban life. Public transportation systems
and pedestrian-friendly transportation networks,
in particular, help make city centers more func-
tional and vibrant. Easy access increases economic
activity, supports social interaction, and contrib-
utes to environmental sustainability by reducing
traffic congestion. Therefore, in city-center plan-
ning, accessibility is not merely a transportation is-
sue but also a social, economic, and environmental
necessity. City centers contain commercial enter-
prises, public institutions, and cultural and artistic
venues, and they support a wide range of everyday
activities. Because they are usually connected to
the rest of the city through well-developed trans-
portation networks, they function as important ur-
ban nodes (Jacobs, 1961).

City centers, where economic and social activi-
ties are concentrated, also contain many of a city’s
historical and cultural structures and events. They
are generally among the areas with the highest em-
ployment concentrations. These areas are charac-
terized by high population density, intensive com-
mercial use, and the coexistence of various social
activities. In transportation terms, city centers are
important points where public transportation
routes from different parts of the city converge
(Ruiz et al., 2024).

Given the high number of daily visitors to these
areas, a well-designed and efficient transportation
system is essential for accessibility and mobility.
Such a system should include easily accessible
public transportation, adequate parking for private
vehicles, regular traffic flow, and safe pedestrian
routes.

This type of transportation infrastructure is es-
sential for city centers to function smoothly and ef-
ficiently. In general, the transportation system is
one of the most significant elements of city cen-
ters and directly affects how well these areas func-
tion (Orhan et al.,, 2024).

Improving transportation infrastructure in city
centers, for example by increasing bicycle and pe-
destrian routes, expands transportation options

and enhances the quality of urban life (Vasarus &
Lennert, 2022). Walkable and easily accessible city
centers become more attractive for both business
and tourism. Well-planned transportation net-
works can therefore also generate positive eco-
nomic effects (Cervero & Kockelman, 1997). Simi-
larly, public investment in transportation infra-
structure has significant effects on land use and
real estate values and plays an important role in
shaping urban development policies (Alp et al,
2022; Turanet al,, 2022).

The compatibility and integration of transporta-
tion networks are crucial for the physical and eco-
nomic development of cities. Local governments
should therefore prioritize transportation when
preparing development plans. Transportation
planning typically begins with a strategic vision de-
veloped through a comprehensive planning pro-
cess (Mierzejewski, 1998).

As urban areas continue to expand and diver-
sify, city centers have become increasingly com-
plex spaces that concentrate a wide range of so-
cial, economic, and cultural activities. This growing
intensity of land use and human movement places
greater demands on urban transportation systems,
making transportation planning a critical compo-
nent of sustainable urban development. Conse-
quently, the effectiveness of transportation net-
works is closely linked to the capacity of city cen-
ters to function efficiently and accommodate on-
going urban growth.

According to Duranton and Puga (2014), urban
growth is closely associated with agglomeration
economies and the concentration of economic and
social opportunities within cities. As cities expand
and attract more population and economic activity,
mobility demand increases substantially, particu-
larly in central urban areas. This growing concen-
tration places pressure on transportation systems
and contributes to congestion when infrastructure
capacity and network performance do not keep
pace with urban growth (Duranton & Puga, 2014).

Furthermore, rapid urban growth has changed
the functioning of city centers. Although these
changes have produced many positive develop-
ments, they have also generated problems such as
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traffic congestion and environmental pollution. In-
adequate road networks, limited road capacity, and
increases in vehicle volumes during peak hours are
among the main causes of traffic congestion, par-
ticularly in city centers. The effects of rapid urban
growth on transportation systems and city-center
functionality can also be observed in many me-
dium-sized cities, where increasing population and
vehicle ownership have not always been accompa-
nied by corresponding improvements in transpor-
tation infrastructure.

Despite rapid increases in both population and
motor-vehicle numbers in Trabzon, Ortahisar city
center and its surroundings have not undergone a
corresponding level of development. This is mainly
because Trabzon is an old settlement and because
its urban growth has occurred on mountainous ter-
rain bounded by the sea. Although the importance
of the issue is widely recognized, urban density has
made it difficult to identify and solve the problem.
Because all connections are concentrated in the
city center, several negative conditions have
emerged, including difficulty accessing the center,
inadequate distribution from the center to sur-
rounding neighborhoods, traffic congestion, pe-
destrian crowding, and environmental pollution.
Access to the city square park, which has historical
and cultural value, is provided by public transporta-
tion vehicles and private cars for transportation,
business, and sightseeing purposes.

This study examines the accessibility of Trab-
zon city center and the functionality of its transpor-
tation network. The analysis focuses on three
transportation modes: pedestrian routes, public
transportation routes, and private-vehicle roads. It
compares the conditions in 2019 and 2025. In this
context, the study analyzes how pedestrianization
projects and transportation regulations in the city
center have affected accessibility, traffic conges-
tion, pedestrian comfort, and public transportation
use. The research was conducted using fieldwork
and mapping methods and aims to reveal the ef-
fects of city-center interventions on urban quality
of life.

Micealkent

1.1. Theoretical Framework

Accessibility, an important concept in urban plan-
ning, is defined as people’s ability to reach work-
places, educational institutions, shopping areas,
and entertainment venues. Accessibility encom-
passes not only physical infrastructure such as
roads and public transportation, but also the socio-
economic factors that affect people’s ability to use
these transportation options (Pozo et al., 2025).
The concept directly influences urban mobility be-
cause it determines how easily people can move
around a city. In addition, accessibility in urban
spaces is supported by legal frameworks intended
to ensure equal access for all users. In Turkey, reg-
ulations such as the Law on Disabled People (No.
5378, 2005) and the Regulation on Accessibility
Monitoring and Inspection (2013) establish stand-
ards for accessible urban environments.

The choice of transportation mode is one of the
most significant factors affecting accessibility. In
this respect, public transportation and active trans-
portation systems offer the greatest potential to
increase urban mobility and accessibility. High ac-
cessibility encourages the use of active transport
modes such as walking and cycling, as well as effi-
cient public transportation, all of which are essen-
tial for sustainable urban development (Hafiudzan
etal., 2024).

Today, accessibility includes not only distance
and travel time, but also the reliability and quality of
transportation facilities and services (Petrova &
Grunin, 2024). The concept of accessibility is
strongly shaped by the spatial organization of
transportation networks. Studies have shown that
cities with strong network patterns and connec-
tions, together with street layouts that offer a vari-
ety of transportation options, have higher levels of
accessibility (Peng et al., 2021). By contrast, dis-
connected or poorly connected transportation
networks and limited transportation options nega-
tively affect mobility in urban spaces, particularly in
city centers. This reduces accessibility by increas-
ing travel times and limiting access to basic ser-
vices (Al-Daini et al., 2021).
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Because transportation quality significantly af-
fects the functionality and accessibility of city cen-
ters, the functional integration of different trans-
portation modes—including public transportation,
walking, cycling, and private vehicles—can strongly
influence the overall social, economic, and environ-
mental quality of the city center.

Walking and cycling networks greatly affect the
quality of accessibility, particularly in urban centers
where distances between destinations are short.
Strong pedestrian and cycling infrastructure facili-
tates access to the facilities and services offered
by the city center (Ruiz et al., 2024). In addition to
its positive contributions to accessibility, research
suggests that encouraging pedestrian and bicycle
transportation in vibrant urban areas such as city
centers can also have long-term positive effects
on public health (Kraft, 2016). Facilitating pedes-
trian circulation, increasing pedestrian comfort,
and encouraging longer stays in city centers are
important not only for social and economic bene-
fits but also for environmental and physical health
(Oyama et al., 2024).

As the most populated and dynamic part of the
city, the city center offers numerous opportunities
for socialization and for participation in various ac-
tivities (Semple & Fountas, 2023). City centers in-
clude public spaces such as squares, parks, and pe-
destrian-friendly streets closed to vehicles, ena-
bling people to gather and socialize in safe and
pleasant environments. Such spaces contribute
significantly to urban identity by supporting a
sense of community in the city center (Macke et al,,
2019). The suitability of urban spaces for pedes-
trian use and comfort is defined as walkability.
Walkability in city centers brings various economic,
social, and environmental advantages. It also en-
courages walking as a transportation mode within
crowded city centers, reducing motorized-vehicle
use and the associated air and noise pollution
(Saelens et al., 2003).

Walkability strengthens the vitality and eco-
nomic attractiveness of the city center by drawing
more pedestrians to the area (Besser & Dannen-
berg, 2005). However, when safe and accessible
routes and circulation networks are not provided

for pedestrians in the city center, mobility options
become limited and individuals are directed toward
motorized vehicles rather than walking (Bindajam
& Mallick, 2020).

Although private vehicles provide convenience,
their dominance in urban transportation canlead to
problems such as air pollution, noise, and traffic
congestion in city centers (Newman & Kenworthy,
1999). Dependence on private cars can also re-
strict accessibility. In crowded urban areas in par-
ticular, finding a parking space and losing time in
traffic become serious problems, resulting in
longer and more tiring journeys for residents
(Suthanaya, 2016). Research shows that, in walka-
ble cities, pedestrian-friendly urban design com-
bined with a well-integrated public transportation
network can greatly reduce people’s tendency to
use private cars (Olsson et al., 2021). This issue is
particularly important in densely populated urban
areas because efficient and easily accessible
transportation networks significantly affect resi-
dents’ quality of life. Moreover, public transporta-
tion enhances social equity by giving different so-
cioeconomic groups improved access to opportu-
nities throughout the city (Olsson et al., 2021). As
income levels rise, private-vehicle ownership
tends to increase, leading to shifts in travel prefer-
ences. Meanwhile, access to transportation ser-
vices for low-income individuals largely depends
on the availability and accessibility of public transit
options (Akbulut, 2016).

In addition, pedestrian- and public-transport-
oriented urban areas support social welfare and
social equity because green areas and public
spaces that encourage social interaction are not
sacrificed for parking lots and vehicle routes (Gehl,
2010).

The integration of public transportation withina
robust network significantly reduces reliance on
private vehicles in crowded city centers. An afford-
able, easily accessible, and comfortable public
transportation system, such as buses, trams, and
metro lines, plays a crucial role in alleviating con-
gestion, heavy traffic, and parking problems in city
centers (Yang et al., 2018).



Seyyedeh Asal Hojjati & Saide Selin Eray

Furthermore, many studies have shown that
proximity to public transit stations has a positive
effect on real estate values (Stojanovski, 2020;
Crottietal,, 2022).

In city centers that prioritize public transporta-
tion access, traffic congestion and the associated
air and noise pollution are significantly reduced.
This emphasis on public transportation also pro-
motes social equity by making it easier for low-in-
come groups to reach the city center. In addition,
prioritizing public transportation reduces the need
for parking areas and extensive road infrastruc-
ture. As a result, city centers can allocate more
space to green areas, pedestrian routes, and social
gathering places. Implementing a pedestrian-first
transportation system and creating pedestrian-
friendly urban environments enhance vibrancy and
social interaction in the city center.

This article focuses on the operation and long-
term effects of a project that aims to create amore
sustainable accessibility system by reducing the
need for private vehicles through transportation
regulations in the city center. Accessibility is a
broad concept in the literature and encompasses
several issues. In this context, accessibility can be
addressed from different perspectives:

1. Diversity in transportation modes and the
effects produced by different forms of
transportation (Selcuk & Szeri, 2019; Turan
etal., 2022; Oztaskin & Levend, 2023)

2. From the user’s perspective, the comfort
and safety of older adults, children, and peo-
ple with disabilities in urban spaces (Aygun
et al,, 2018; Donmez Kara, 2021; Seyhan &
Acar, 2023)

3. Measurement and analysis of accessibility
to urban facilities, including social facilities
(Eray & Oksliz, 2026). Accordingly, this
study focuses primarily on the adequacy
and functionality of routes within the city
center.

2. Methodology

This study examines the accessibility of Trabzon
Ortahisar city center and the functionality of its

Micealkent

transportation network. It fills an important gap by
comparing transportation-system transformation
projects in a medium-sized city in the Black Sea re-
gion over time and by revealing the effects of
these regulations.

In this context, conditions in 2019 and 2025
were analyzed, and the effects of pedestrianization
projects and transportation arrangements in the
city center on accessibility, traffic density, pedes-
trian comfort, and public transportation use were
evaluated. The study considered three transporta-
tion modes: pedestrian routes, public transporta-
tion routes, and private-vehicle routes. Route map-
ping and fieldwork methods were used. Route
mapping was conducted using base maps obtained
from Google Maps. Relevant transportation routes
and pedestrian areas were manually identified and
drawn on these base maps according to defined
criteria. The spatial data representing the 2019 and
2025 conditions were determined through on-site
observations in the study area. Based on these
field observations, pedestrian routes, public trans-
portation routes, and private-vehicle routes were
mapped to illustrate spatial changes over time.

Within the scope of the research, Trabzon Orta-
hisar city center and Atatlrk Area were selected as
focal points, and the effects of the changes on ur-
ban quality of life were examined.

2.1. Defining the Scope of the Study Area

Due to its geographical location, Trabzon is bor-
dered by the sea to the north and has developed on
the slopes and foothills of the surrounding moun-
tains. The city centeris locatedin the iskenderpaga
Avenue neighborhood of Ortahisar District, on
sloping terrain, at an elevation of 43 meters above
sea level. The boundaries of the study area are
shown in Figure 1. Within these boundaries, the
seashore and Atatlrk Boulevard are located to the
north and east, respectively, while Yavuz Selim
Boulevard lies to the south. To the west, the areais
bordered by Uzun Sokak Street, Kahramanmaras
Avenue, and Kunduracilar Street.
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Figure 1. Location and boundaries of the study area (au-
thors’ own rendering based on Google Maps data).

Ataturk Area in the city center was designated
as an “Urban Transformation Area” by Trabzon Mu-
nicipality in 2010 (Sancar & Acar, 2016). A three-
stage urban transformation project was carried
out. This study compares the connection networks
in this key area and its surroundings in terms of
functionality and accessibility in 2019 (after the
second stage) and 2025 (after the third stage). The
boundaries of Atatlrk Area are Gazipasa Street to
the west, iskele Street to the north, and Uzun So-
kak Street to the south. The eastern side, previ-
ously limited to Kemal Dursun Street, now extends
to Gazipasa Street and includes a larger walkable
area after the modifications (Figure 2).

— > STAGE 1
. STAGE 2 SE
= 2 STAGES

Figure 2. Stages and final state of the city-center trans-
formation project (Sancar & Acar, 2016; Glnebakis,
2025).

3. Results

The pedestrian circulation, public transportation,
and private-vehicle networks in 2019 were ana-
lyzed, followed by an assessment of the impacts of
pedestrianization and transportation regulations in
2025. The study provides detailed explanations
and maps of these changes and their outcomes.

3.1. Pedestrian Circulation Network
Atatlrk Area, located in the city center of Orta-

hisar, Trabzon, serves both as a venue for official
ceremonies and as a versatile public space for res-

idents. It provides opportunities for rest, socializa-
tion, cultural interaction, and recreation, thereby
supporting the social dynamics of urban life.

The plan analysis produced findings on pedes-
trian connections in the study area. Pedestrian-
friendly routes have improved over time, as shown
by the comparison of the pedestrian-route maps
for 2019 and 2025. However, frequent intersec-
tions with vehicle routes still reduce pedestrian

comfort and safety.

Three main commercial streets, running parallel
to one another, are primarily used by pedestriansin
the city center, as shown in Figure 3.

\ 5/ ; il v j‘.’"/fiﬂ -:‘:' y
7 45 \ .
> L i Mtat j
= - }‘_.:‘*- ;éﬂ ,, «

Pedastrlan path |4
Closed to vehiclel
pedestrian path

Figure 3. Location of the three main streets (Kundura-
cilar, Uzun, and Kahramanmaras streets) in the study
area (authors’ own rendering based on Google Maps
data).

In 2019, Uzun Street and Kunduracilar Street
were reserved exclusively for pedestrians, while
Kahramanmaras Avenue carried both vehicle and
pedestrian traffic. After the 2025 pedestrianiza-
tion project, Kahramanmaras Avenue was closed
to vehicles, and all three streets and their connec-
tions became pedestrian-only. Previously, despite
its importance due to nearby official institutions,
Kahramanmaras Avenue was uncomfortable and
unsafe for pedestrians because of heavy vehicle
traffic. Following pedestrianization, accessibility,
functionality, and comfort improved, transforming
the street into a significant public space with suita-
ble pavement materials, enhanced urban furniture,
and greater safety. As a result, social integration
and communication were positively affected. Fig-
ure 4 shows the street in 2019 and 2025.
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ol b' s
Figure 4. View of Kahramanmaras Avenue before 2019
(a) and after 2025 (b) (a: Google Street View; b: authors’
archive).

The three streets shown in Figure 3 provide the
primary connections to Atatirk Area from the west
side of the square. The pedestrian-friendly areas
created as part of the park and transformation pro-
ject provide easy access for all users, especially
children, older adults, and people with disabilities.
Although the western pedestrian connection is
strong, the eastern connection remains insuffi-
cient despite improvements made in the third-
stage development project. One reason for this is
the location of Trabzon Port. In 2019, side-street
connections were underused because of topo-
graphic conditions (Figure 5) and proximity to the
old Cémlekgi neighborhood. The demolition of old
houses in this area is part of ongoing urban trans-
formation projects, but roads in Coémlekgi District
are not yet operational.

In 2019, the connection between the square
and the Comlekci subregion stops was inadequate,
with no strong pedestrian axis. This has been par-
tially addressed through the relocation of the
stops. However, stronger connections between
the square park and the coastal road are still
needed.

Although Trabzon is a coastal city, the only
physical connections to the sea in the study area
are the overpass on Atatirk Boulevard and the pe-
destrian overpass at the end of Glizel Hisar Street.
No other direct access exists. The completion of
the third stage of the urban transformation project
in 2019 created a visual connection between the
city center and the sea by converting the parking
area east of the square park into an urban balcony
overlooking the sea and the port.

Figure 5. Pedestrian-friendly roads and sidewalks
closed to vehicles in the study area in 2019 (a) and 2025
(b) (authors’ archive).

Figure 6 shows the pedestrian-friendly roads
and walkways closed to vehicles in the study area
in 2019 and 2025.

A ey

Figure 6. Pedestrian-friendly roads and walkways
closed to vehicles in the study area in 2019 (a) and 2025
(b) (authors’ own rendering based on Google Maps data).

Public Transportation Network

In Trabzon’s city center, public transportation in-
cludes minibuses, buses, and taxis. Public trans-
portation routes and boarding stops are located
within the study area. The long distances between
stops and the configuration of bus and minibus
routes often lead people to prefer private vehicles.
Minibuses offer more flexibility than buses in terms
of routes and stopping points, but their irregular
schedules and the practice of operating only when
full affect transportation choices. In addition, mini-
buses often fail to pick up and drop off passengers
at designated stops, creating congestion for other
vehicles.

In 2019, minibus departure stops were located
on Kahramanmaras Avenue and Kunduracilar
Street, major city-center roads open to vehicle
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traffic (Figure 7a). The minibus stops on these
streets disrupted traffic flow, and the presence of
both minibus stops and taxi stands on narrow
roads led to congestion. Waiting minibuses
blocked traffic, and the four stops on the southern
part of the street caused further delays (Figure 7a).

As part of traffic-regulation projects, minibus
stops have been relocated to specific points. Alt-
hough the stops under the Yavuz Selim Boulevard
viaduct south of Atatlrk Area are now separated
from the main traffic flow, traffic problems persist
when minibuses enter and exit because Taksim
Streetis narrow. These stops also pose arisk to pe-
destrian mobility. Previously, the location of mini-
bus stops and the narrow roads disrupted traffic
flow, but recent changes have reduced traffic den-
sity in the area. This has decreased the noise and
visual pollution caused by vehicle congestion and
improved safety.

a. b.
Figure 7. Public transportation routes and bus and mini-
bus stops in the study area in 2019 (a) and 2025 (b) (au-
thors’ own rendering based on Google Maps data).

Private Vehicle Network

In the study area, vehicle roads were classified into
three levels of significance based on usage density
and road width. Atatirk Boulevard and Yavuz Selim
Boulevard are of first-degree significance, while
roads such as Gazipasa Street, Glzelhisar Street,
and Taksim Street are of second-degree signifi-
cance. Side streets are classified as third-degree
roads (Figure 8).

Figure 8. Private-vehicle access roads in the study area
in 2019 (a) and 2025 (b) (authors’ own rendering based
on Google Maps data).

Significant changes have been made over time
to the main north-south transportation routes in
the city center. Since 2019, one-way and two-way
traffic flow arrangements have been implemented
on certain arteries, improving traffic balance, re-
shaping access points, reducing vehicle density,
and accelerating traffic flow. On the east-west axis,
Atatlrk Boulevard and Yavuz Selim Boulevard are
key connections. Kahramanmaras Avenue, which
was of secondary importance in 2019, is now
closed to vehicles, with traffic rerouted to Gazipasa
Street and Karakas Street. Bayir Street, formerly of
tertiary significance, is now closed due to con-
struction.

The east-west connection is sufficient, but im-
provements are needed on the north-south axis.
The connections on iskenderpasa Avenue and
ibrahim Karaoglanoglu Avenue were weak in 2019
but have improved slightly. To strengthen the
north-south connection, the use of Deniz Street
and Balik Pazari Street should be optimized. In ad-
dition, a connection from Cémlekci Neighborhood
could strengthen the link between Yavuz Selim
Boulevard and Atatlirk Boulevard.

Previously, all roads to the city center were
open to two-way traffic, but congestion led to
changes in traffic patterns. The current arrange-
ments have reduced traffic density compared with
2019. The pedestrianization of Kahramanmaras
Avenue and nearby streets has reduced vehicle
density and increased commercial functionality.
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However, traffic density remains high at certain
times. Past infrastructure problems, such as inade-
quate access, poor road quality, and insufficient
parking, led to illegal on-street parking and re-
stricted traffic flow. Recent measures, including
parking bans and road-width adjustments, have
improved flow, but some problems persist.

Discussion

To compare the evolution of accessibility and func-
tionality in Trabzon’s Atatirk Area over time, Table
1 presents a comparative analysis of pedestrian
circulation, public transportation, and private-vehi-
cle networks in 2019 and 2025. It highlights the ef-
fects of pedestrianization projects and transporta-
tion regulations on urban mobility, accessibility,
and traffic flow. This comparison helps evaluate
the effectiveness and outcomes of the imple-
mented interventions.

the seainthe eastern part of the study areaand the
incomplete transformation in Coémlekci limit the
physical and visual connection between the city
center and the coast. Despite improvements in
public transportation, problems related to minibus
stops and narrow roads continue to disrupt traffic
flow.

Conclusion

This study examined the transformation of
transportation routes around Atatlrk Areain Trab-
zon city center between 2019 and 2025. By analyz-
ing different transportation modes on these
routes, the study investigated their effects on ur-
ban accessibility and functionality.

The research primarily sought answers to the
following questions: How do pedestrian-priority ar-
rangements in the city center affect accessibility?
Have the arrangements made in the public trans-
portation system changed traffic density and spa-

Table 1. Comparison of the three transportation-mode networks across the two periods.

2025

Advantages

Disadvantages

2019

Advantages Disadvantages
Pedestrian + Uzun Sokak and Kun- - KMS was open to vehi-
Routes duracilar Street were fully  cle traffic, restricting pe-
pedestrianized. destrian movement.
+ Frequent intersections
between pedestrian and
vehicle routes reduced

safety.

Public + Minibuses and buses - Minibus stops were ir-
Transporta-  provided broad coverage regular and often dis-
tion Net- across different parts of rupted traffic  flow.
work the city. + The large number of
minibus stops on KMS in-

creased congestion.
Private-Ve- + More routes were open - Major traffic congestion
hicle Road to vehicle traffic. occurred because KMS
Network was open to vehicles.

+ Parking areas were in-
sufficient, causing vehi-
cles to occupy road
space.

+ Three main streets and their
connections, including KMS,
were allocated to pedestrians.
+ Pedestrian connections, es-
pecially west of Atatlirk Area,
were improved.

+ Minibus stops were rear-
ranged, easing traffic flow.
- Bus routes were changed
and rerouted to reduce con-
gestion within the city.

+ The complete pedestrianiza-
tion of KMS reduced vehicle
traffic and relieved pressure
on the center.
+ Traffic flow on AB and YSB
became more orderly.

+ Deficiencies remain in
the connection to the
east.

+ Access to the seashore
remains limited from both
the east and the north.

+ Minibus stops on narrow
roads continue to create
congestion, particularly
on YSB.

+ Connections to the east
and south remain inade-
quate.

+ Parking problems con-
tinue to be significant.

Note: Abbreviations used in the table: Kahramanmaras Street (KMS), Yavuz Selim Boulevard (YSB), Atatlirk Boulevard (AB).

Between 2019 and 2025, the expansion of pe-
destrianized areas reduced traffic density and sig-
nificantly improved accessibility and functionality.
The closure of Kahramanmaras Street to vehicles
enhanced pedestrian comfort and safety, making
commercial areas more functional. However, some
access problems persist. The weak connection to

Micealkent

tial mobility? Has reducing private-vehicle use
through transportation-network arrangements in-
creased urban functionality?

The findings show that pedestrianization initia-
tives and adjustments to the public transportation
system have improved the quality of mobility in the
area. They have balanced traffic congestion to a
certain extent and enhanced spatial accessibility.
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In this context, the study demonstrates that ac-
cessibility is determined not only by the physical
capacity to reach a place, but also by the balance
among different transportation modes. In this re-
spect, it answers the research questions with con-
crete spatial evidence.

During the study, new questions emerged that
could not be included within its scope but may in-
spire future research. For example, what methods
can be used to measure the contribution of public
transportation improvements to social equity and
spatial justice? What positive and negative effects
can pedestrianization have on commercial and
economic activities in the long term, both in the
area covered by this study and in urban areas with
similar characteristics?

Furthermore, future research could quantita-
tively measure the effects of reduced private-vehi-
cle use—achieved through regulations on trans-
portation modes—on environmental factors such
as air quality, carbon emissions, and noise levels. In
this respect, the study opens a new ground for fu-
tureinterdisciplinary discussion rather than merely
providing an area-specific analysis of the current
situation.

In relation to the literature, the study fills an im-
portant gap by comparing transportation-system
transformation projects in a medium-sized city in
the Black Sea region over time and by revealing the
effects of related regulations. In particular, the joint
evaluation of pedestrian, public transportation, and
private-vehicle networks makes a theoretical and
methodological contribution to comprehensive
transportation-planning approaches.

Finally, such studies can play an important role
in providing municipalities and similar institutions
with ideas for interventions, regulations, and urban
design projects, encouraging them to adopt more
sustainable approaches.
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