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Foreword




Cycling as a catalyst for achieving a
higher quality standard of urban life

‘Lileburgaz bisiklete biniyor - Cycling for a better
city’ is a roadmap for designing an Inclusive Bicy-
cle Masterplan. It investigates how to unleash the
full potential of cycling in order to improve various
aspects of urban development. The study explores
cycling as a catalyst for change towards a more
sustainable, healthy, inclusive and democratic ur-
ban environment and society.

This book is much more than a bicycle masterplan
for a specific city. It represents not only an approach
to traffic engineering but a holistic vision addressing
hardware, software and orgware aspects in order to
improve cycling and urban life at the same time. Us-
ing the example of the city of Liileburgaz, this book
formulates recommendations and general principles
for cycling in (midsized) Turkish towns. But the con-
tent is also relevant for smaller towns and larger me-
tropolises in Turkey and other countries that do not
(yet) have a well-developed cycling culture and cy-
cling infrastructure.

This document is the product of a joint international
Dutch-Turkish-Belgian collaborative effort between
designers, experts, public administrations, NGOs
and private sector actors. This open and inclusive
approach was an opportunity to combine Dutch ex-
pertise in the field of cycling and urban planning with
in-depth knowledge of the local Turkish context and
stakeholder involvement. The design proposals and
recommendations are made to measure for the local
context. They can hopefully inspire many municipali-
ties in Turkey and abroad and act as an accelerator to
improve city life.



De Korenmarkt Gent
Photo: Carlos S. Pereyra



Why?

There are multiple challenges associated with a
more sustainable and inclusive form of urbanisa-
tion in Turkey. These include ubiquitous tendencies
such as climate change, migration from the coun-
tryside to the cities as well as from regions hit by
war and economic misery; and specific cultural and
socio-economic changes such as gentrification,
growing inequality and further democratisation.
It is in the cities where those tendencies become
most tangible and translate into concrete spatial
challenges — and more specifically in the public
space as the backbone of urban life. Today, this
public space is under pressure. The demand for
mobility is exploding due to increases in the popu-
lation, in economic activity and in individual wealth.
More and more public spaces are becoming spac-
es for traffic. New infrastructure and increasing
mobility often lead to segregating places and peo-
ple rather than connecting them. In line with West-
ern patterns of development, individual motorised
transport is gaining ground in the cities, with all the
well-known collateral damage associated with that
(e.g. air pollution, congestion, making places less
pleasant to live in, transport poverty (the lack of al-
ternative means of transport for those who cannot
afford to buy and run a motor vehicle) and exclu-
sion for the ‘weaker’ members of society, such as
the elderly, women and children.
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A change towards a new, sustainable and more just
urban mobility is needed. It is time to reassess ac-
tive mobility and cycling in particular. The positive
effects of more cycling on a city are as consider-
able as the current challenges in relation to urbani-
sation are. Cycling is not only a sustainable and
efficient mode of transport. It also has a positive
impact on many other socio-economic aspects of
the city. The positive effects range from the general
level (e.g. reducing congestion and air pollution and
improving public health) down to the local neigh-
bourhood level. For example, ‘bicycle repair cafés’
can not only offer sales and a maintenance service
to cyclists but also employment and education to
locals. They can become places for exchange and
debate between the creative class and cycling pio-
neers as well as with underprivileged people, who
would not otherwise come together.

Within administrations, the awareness of the po-
tential of cycling as a tool to improve the city in a
holistic way is growing. Cycling has the power to
trigger positive change: the bicycle is fundamental-
ly democratic (except for some limitations relating
to age and health, anyone can ride a bike irrespec-
tive of their gender, religion or economic status)
and it is rather cheap (the means of transport itself
as well as the infrastructure). Working on better
cycling is something that many stakeholders can
address. It can bring together politicians, entrepre-
neurs, designers and other creative minds as well
as all the different inhabitants and users of the city.
Thus, the ‘goodold bicycle’ has the power to steer
the transformations of today’s cities towards more
sustainable, inclusive and democratic urban socie-
ties.
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Case study: Liileburgaz

Lileburgaz is a mid-sized town, with a total popula-
tion of 145,000, situated west of Istanbul (about a
two-hour drive) with considerable potential for ur-
ban development. The city council declared 2017
to be the ‘Year of the Bicycle', with many cycling-
related activities and the construction of a cycling
academy. Earlier than elsewhere in Turkey, this
created an awareness of cycling in many different
social classes and prepared the ground for the im-
plementation of consistent cycling infrastructure.
In addition, Liileburgaz has an ambitious city ad-
ministration together with societal structures that
allow for the direct and effective involvement of
citizens and various interest groups. In that sense
Liileburgaz is a pioneer and an ideal testing ground
for the design and implementation of an inclusive
bicycle masterplan.

Although mid-sized towns such as Liileburgaz re-
ceive much less attention in the media, in research
and in politics than metropolises, they also face
major challenges with regard to mobility, air pol-
lution and climate adaptation. In Turkey, there are
about 200 mid-sized towns with a population of
between 100,000 and 500,000 inhabitants. This
makes Liileburgaz an ideal pilot municipality, with
the potential for a multiplier effect on other (Turk-
ish) mid-sized towns and even metropolises such
as Istanbul, Ankara or Izmir. Liileburgaz is therefore
an ideal test case for urban development through
cycling. It could become a flagship project, guiding
Turkish cities towards a more sustainable and in-
clusive future.



Sinop

Kirklareli Bartin
Liileburgaz Zonguldak Kastamonu
Edirne e Istanbul Di Karabiik Samsun Bl Artvin - Ardahan
Tekirdag Kocaell tace Ordu Giresun  Trabzon
izmit Sakarya Bolu Gankiri Amasya Kars
Buﬁaloéa Gorum Tokat Giimiishane
Canakkale Bilecik Anka ra Bayburt e yrym 5
Balikesir Eskigehir Kinkkale y ;a1 Sivas Ergincan o lgdr
Kiitahya Agri
Kirgehir Tunceli )
. ) Bingdl Mus
= Manisa : Nevsehir Kayseri ke
IZmlr Usak Afyonkarahisar K Aksaray Malatya azly Bitlis Van
Diyarbak
Aydin Denizli Isparta Onya Nigde Adiyaman WARET Batman Siirt
Kahramanmarag S
Mugla Burdur Adana S anllu rfa Mardin Sirnak Hakkari
Antalya < osmanye GAZIANtEP
Mersin Kilis
Hatay
Istanblll Metropolises with more
than 2,000,000 inhabitants
Towns with more
Kirklareli - than 100,000 inhabitants
Town being studied,
Lileburgaz.  wyith 145,000 inhabitants (2018)
0 500 7000km

100

Agglomerations in Turkey and their sizes

15



The status quo

Active transport (walking and cycling) has, until
recently, been a rather forgotten value. Decades of
focussing on motorised individual transport has
left a mark on the make-up of cities and societal
structures. Whereas walking often continues to be
in a strong position as a means of ‘first mile’ and
‘last mile’ transport and is the predominant way to
move around in densely packed city centres, cy-
cling has almost completely vanished from public
spaces and from public perception. Parked and
moving cars dominate public spaces and hamper
free movement throughout cities. Large swathes
of city centres are occupied by car parking spaces
and urban highways cut through the city. The car
parking spaces and urban highways form spatial
barriers that limit the ability of entire neighbour-
hoods to move easily from one place to another.
In the absence of proper infrastructure, pedestrians
and cyclists are forced to mix with cars and heavy
traffic, to wait and cross roads at dangerous places
and to park their bikes in inappropriate places.

The current car-dominated situation is not only dis-
advantageous to cyclists and pedestrians. Shops,
cafés, schools and residents in general would ben-
efit from less motorised transport and more cy-
cling: the transformation of monofunctional traffic
spaces into public spaces for everybody creates
more space for outside shop displays and eating
areas, safer routes to school, cleaner air and less
noise. A revival of cycling comes with many advan-
tages. And it requires relatively little individual and
public investment to trigger a change.
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Shortage of safe pedestrian crossings

Residential streets dominated by street parking
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Conflicts with parked cars (‘dooring”: accidents involving motorists’ opening their doors and
hitting cyclists)
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Conflicts with parked cars and delivery trucks in the city centre

Huge crossings, which drive people to ‘jaywalk’



Vacant shops along urban highways
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Analysis
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Context

Before starting to conceptualize cycle infrastruc-
tures for a specific context, it is important to under-
stand the given situation. Besides experiencing the
actual situation for cyclist in the town, a number of
thematic maps were produced and superimposed.
They serve as a starting point for the design work.

Analyse and map the existi
networks, infrastructure and
points of interest.

.y , N 0 05 1km
Superposition of all thematic maps ® e —
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Bus network

Motorised individual transport network
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Dangerous roads for cyclists

(according to cyclists)

Existing bicycle amenities
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Existing car-free areas

Points of interest
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Methodology
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Process

The creation of an inclusive bicycle masterplan
is based on stakeholder involvement, co-creation
and capacity building. This requires an interactive
process with the involvement of various public and
private stakeholders and close collaboration with
the project team of the municipality. In Liileburgaz,
different formats aimed at different groups of par-
ticipants were used: working sessions, informal
meetings, field trips and official meetings.

Working sessions: These are sessions where the
relevant issues are discussed, knowledge and in-
spiration is exchanged and specific topics are
worked on. The participants are selected based on
their particular expertise and role/position within
the process. This format is geared towards a fixed
core group of public and private professionals, en-
riched by a changing group of external stakehold-
ers. The workshops take place during daytime and
the format is structured and result-oriented.

Informal meetings: In addition to the formal ses-
sions, it is important to give space to informal
exchange with more freedom of speech also for
‘weaker’ groups. ‘Stakeholder dinners’ offer an op-
portunity for exchange between the ‘professionals’
and the ‘experience experts’ (NGOs, regular cyclists
and entrepreneurs). To be able to integrate the ‘in-
formal’ information into the official process, the in-
formal meetings take place in the evening and run
in conjunction with the working sessions during
daytime. The format is informal, open to everyone
and discursive.



Workshop

FIELD
TRIPS

OFFICIAL
MEETINGS

WORKSHOP 1

INFORMAL
MEETINGS

WORKING
SESSIONS
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Field trips: Even more convincing than talking
about cycling and its benefits for the city is experi-
encing it for yourself. Field trips on bicycles are an
indispensable source of information to understand
the local context. In addition, they are also a great
team-building opportunity. Besides field trips in
the town itself, visiting and experiencing more ad-
vanced cycling cites, e.g. in the Netherlands, can be
very inspiring and instructive.

Official meetings: The communication of (interim)
results in official meetings is a necessary and im-
portant element to keep the various decision-mak-
ers up to date and involved. Here, it is important
to include top level decision-makers such as the
mayor and the aldermen in charge.



Field trip

Official meeting
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An inclusive bicycle masterplan
comprises three aspects:
Hardware, software and orgware.

HARDWARE

>

ORGWARE

All three aspects, hardware, software and orgware,
are closely related to each other and have to work
hand in hand. In the long run, it makes little sense
to foster only one or two of the three aspects in
a one-sided and unbalanced way. They should be
given equal attention in order to create the neces-
sary synergies between them.



Hardware

Safe bicycle paths

Upgrading existing roads

Building new roads

Safe crossings where there are (main) roads
Integration with public transport

Bicycle parking

Bicycle rental

Software

Education

Awareness

Communication

Target groups / pioneers
Role models / word of mouth
Bicycle-friendly city image
Routefinding systems

Orgware

Provision of sufficient budget

National and local legislation (traffic regulations)
Rewarding cyclists (tax incentives)

Engagement with relevant stakeholders
Enforcement of traffic rules

National research and standards

Restrictions (e.g. for car parking, trucks)
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Hardware



36

Introduction

Hardware includes all aspects of the physical in-
frastructure. How can one build a safe, connected
and relevant bicycle network? What should cross-
ings look like? What kind of bicycle parking facili-
ties have to be envisaged and where? What kind of
bicycle sharing or rental system is suitable? How
should cycling physically relate to other modes of
transport (public transport and walking but also
cars and motorcycles)? How can one successfully
integrate cycling facilities into public spaces, creat-
ing added value for other aspects of urban life too?

So far Liileburgaz has had a strong focus on soft-
ware and orgware. The municipality has made an
impressive effort to create awareness about cy-
cling (software) and has built good internal and ex-
ternal organisational structures (orgware). The fo-
cus on software and orgware during the Year of the
Bicycle in 2017 was a deliberate choice. The city
administration decided to first ‘prepare the ground’
and create the (mental) foundations within the
population instead of simply starting to build cycle
paths that would not be used because nobody is
able or willing to cycle.

Initially limiting oneself, as a city, to creating aware-
ness and a positive perception of cycling in public
opinion is a rather unusual approach but is a valid
starting point so that the focus can be put on hard-
ware now: Today, (potential) cyclists are eager to
have good, comfortable and safe cycle infrastruc-
ture.

The following pages show some simple, general
rules for designing cycling infrastructure:



Focus on hardware includes
design of bicycle infrastructure
networks, road profiles and
crossings.

HARDWARE

< >

ORGWARE
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60% “Interested but concerned”
(] A —qa . o
llgili ama endiseli

° “No way. No how.”
33%
0 “Kesinlikle hayir”

6,5% “Enthused and confident”

“Coskulu ve kendinden emin”

o “Strong and fearless.”
0,5% e e A
Gugli ve korkusuz

For whom should one design
cycle infrastructure?

According to Roger Geller, bicycle coordinator
for the city of Portland, USA, there are four types
of cyclists: the ‘interested but concerned’, the ‘no
way, no how’, the ‘enthused and confident’ and the
‘strong and fearless’. When designing bicycle infra-
structure, one should not (only) focus on the people
already cycling, but also on the ones who do not cy-
cle yet. Hence the ‘interested but concerned’ is the
primary target group that has to be addressed and
provided with adequate bicycle infrastructure. The
‘enthused and confident’ and the ‘strong and fear-
less’ who cycle already or the ‘no way, no how’ that
are difficult to get out of their cars come second.
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What type of bicycle infrastructure should one design?

Different types of cyclists require different types of infrastructure to experience
a safe, comfortable and stress-free ride. Level of Traffic Stress (LTS) is a rating
given to a road segment or crossing indicating the traffic stress that it imposes
on cyclists.

LTS 1: Robust separation from all except low speed, low volume traffic. Simple
crossings. Suitable for children.

LTS 2: Cyclists have their own place to ride that keeps them from having to in-
teract with traffic except at formal crossings. Physical separation from higher
speed and multilane traffic. Crossings that are easy for an adult to negotiate.
A level of traffic stress that people classified as ‘interested but concerned’ can
tolerate.

LTS 3: Involves interaction with moderate speed or multilane traffic or close
proximity to higher speed traffic. A level of traffic stress acceptable to those
classified as ‘enthused and confident'.

LTS 4: Involves interaction with higher speed traffic or close proximity to high
speed traffic. A level of stress acceptable only to those classified as ‘strong
and fearless’.

Source: Peter Furth, Professor of Civil Engineering at Northeastern University, Boston,
Massachusetts
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Separate modes of transport
according to weight, direction
and speed!

The question of whether different modes of trans-
port can be combined or should be separated can
be answered by applying common sense. Mix-
ing different modes of transport in the same road
space will only work if there are no major differ-
ences in weight, direction and speed. For exam-
ple, heavy trucks and children on bicycles do not
coexist well in the same narrow road profile. Cy-
cling on or directly next to a road where cars can
travel at 50km/h or faster is not safe. And, except
at low speeds, traffic coming in opposite directions
should be kept apart.
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Offer specific corridors for cars,
public transport and cycling!

In most existing cities, there is simply not enough
road space available to meet the needs of all
modes of transport in all streets at the same time.
It is therefore necessary to make choices per corri-
dor as to which modalities should be given priority.
In practice, this often means that, in some streets,
space for driving and parking cars is limited in or-
der to make room for public transport and/or cy-
cling infrastructure. For main car corridors, parallel
roads may be dedicated primarily to public transport,
cycling or a combination of both.

4
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50250
How the Dutch would design an
intersection.

The following pages show some basic design prin-
ciples from the Netherlands for the design of safe
and stress-free crossings. The four most important
elements are protective islands, waiting areas for
cyclists, shifting the location of the cycle paths and
advanced stop lines.

Source: ADFC “So geht Verkehrswende”, 2018
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Protective islands.

A typical element of Dutch crossings are crescent-
shaped traffic islands, so-called protective islands.
These islands have a small radius and thus reduce
the speed at which motor vehicles approach them.
They can be driven over by trucks as they require
larger turning circles. Protective islands mark a
clear boundary between motorised traffic and pe-
destrians and cyclists. They thus ensure that peo-
ple who cycle or walk feel safe and are clearly vis-
ible.
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Waiting areas.

The protective islands automatically create waiting
areas in which cyclists can line up when the traffic
lights are on red, while not obstructing cycle traffic
crossing behind.
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Shifting the cycle path.

A slight shift in the axis of the cycle paths creates
a waiting area for motor vehicles and ensures that
motorists can concentrate on one thing at a time:
first turning around the corner, then locating the cy-
clists approaching the crossing. As motor vehicles
are positioned at a right angle to approaching cy-
clists, they can spot them more easily in their field
of vision and the ‘blind spot’ is minimised. Consist-
ently keeping cyclists at a distance from car traffic
reduces the risk of collisions and the stress level to
which cyclists are exposed.
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Advanced stop lines.

Consistently guiding cyclists to the side of the road
automatically creates advanced stop lines for bicy-
cle traffic, which helps to ensure that cyclists are
more visible. In the best-case scenario, these stop
lines ensure that the intersection is clear when the
vehicle arrives as the cyclists are given a head start
due to the advanced stop line.
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Network sketch by workshop
participants.

During a workshop with a large group of public and
private stakeholders, points of interest, sources
and destinations for (potential) cyclists in Lilebur-
gaz were identified and mapped. A first draft of a
future primary cycling network was sketched out
based on this collaborative exploration.
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Define three zones - A, B, C - within
the city.

0 0,5

Not all parts of a city have the same preconditions
and demands in terms of mobility. Defining different
zones with different priorities in terms of urban devel-
opment and traffic can help to ensure that the right
and consistent choices are made on a smaller scale.

Zone A:

With priority for pedestrians and cyclists and bicy-
cle parking at the entrances. Car access is tightly
restricted.

Zone B:

Coexistence of car, public transport and bicycles.
There are separate cycle lanes where necessary.
Zone C:

More space for cars and public transport. There are
separate cycle lanes on all main roads.




Points of interest

13

1 Bus station 14 Vineyard
2 Business centre 15 (New) train station
3 Industry 16 High school
4 Central park 17 Dormitories for students (360)
5 Soccer stadium 18 Schools
6 Shopping mall 19 Bicycle academy
7 Football academy 20 New market
8 Women's academy 21 Government administration
9 Artacademy 22 Police station
10 Hospitals 23 Court house

11 Swimming academy P
12 Market + shopping
13 Recreation area

Bicycle parking
P Bicycle parking at schools

N 0 05 1km
O e —
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Proposed bicycle network.

Main bicycle network
Secondary bicycle network
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Proposed bicycle network in its context.

- Three zones: A, B, C
- Points of interest
- Bicycle network

Bicycle parking
at the entrances

Zone A
Zone B

|:| Zone C

1 Bus station
2 Business centre
3 Industry
4 Central park
5 Soccer stadium
6 Shopping mall
7 Football academy
8 Women's academy
9 Artacademy
10 Hospitals
11 Swimming academy
12 Market + shopping
13 Recreation area
14 Vineyard
15 (New) train station
16 High school
17 Dormitories for students (360)
18 Schools
19 Bicycle academy
20 New market
21 Government administration
22 Police station
23 Court house

P Bicycle parking
se...,.,. Bicycle parking at schools

Main bicycle network
Secondary bicycle network
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Typical road profiles

During the workshop sessions with public and
private stakeholders, five typical road profiles in
Lileburgaz were investigated and tested for their
potential to accommodate bicycle infrastructure.
Based on the current situation in terms of the or-
ganisation of streets, the way in which the traffic is
organised and the dimensions of the streets, new
bicycle-friendly profiles were developed.

The five different typologies of road profiles are:
1 Urban highway

2 Large main road

3 Narrow main road

4 Neighbourhood road

5 Pedestrian area




Road profiles studied during the second workshop
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Urban highway

The D100 is an urban highway cutting through
neighbourhoods with 2x2 lanes and former emer-
gency lanes. The latter are currently used to park
cars illegally. There is no cycling infrastructure and
cyclists have to mix with motorised traffic. Double-
parked cars and trucks pose an additional threat
to cyclists. There are only a few pedestrian cross-
ings, which are very unsafe as two lanes have to be
crossed in one go.

In the future, when through traffic is deviated via
a ring road around the centre, the road could be
transformed into an urban boulevard, with two wide
car lanes separated by a green median strip, with
trees, official street side parking, two large one-di-
rectional cycle lanes and large sidewalks.

Aerial view - existing situation

oo



Section - existing situation

Photo - existing situation
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What a former urban highway
could look like in the future.

5,75m
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Large main road

Istasyon Street is a large main road with 2x2 lanes
separated by a green median strip. The outer lanes
are currently used to park cars illegally. There is no
cycling infrastructure and cyclists have to mix with
motorised traffic. Double-parked cars and trucks
pose an additional threat to cyclists. There is an
insufficient number of pedestrian crossings, which
turns the road into a barrier in the neighbourhood.

As the outer lanes are used for car parking, the road
can be easily transformed into an urban boulevard
with one car lane in each direction without reduc-
ing its capacity to accommodate motorised traffic.
By eliminating the median strip, there is space for
street-side parking on both sides, with trees, large
one-directional cycle lanes and enlarged sidewalks.

Aerial view - existing situation
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Section - existing situation

Photo - existing situation
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What a large main road
could look like.
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Narrow main road

Other sections of the Istasyon Street have the same
profile, but with a narrower median strip.

Here too, the road can be easily transformed into an
urban boulevard with one car lane in each direction
without reducing its capacity to accommodate mo-
torised traffic. By eliminating the narrower median
strip, there is space for street-side parking only on
one side with trees, but large one-directional cycle
lanes and enlarged sidewalks on both sides.

Aerial view - existing situation Localisation



Section - existing situation

Photo - existing situation
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What a narrow main road could
look like.
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Neighbourhood street

The lbrahim Gercek Street is a typical neighbour-
hood road with bidirectional traffic and on-street
car parking on both sides, although the profile of
the road is actually too narrow to accommodate
that. There are no trees and no cycling infrastruc-
ture. Cyclists have to mix with motorised traffic and
cars overtaking with too little distance between
them and the bicycles pose a threat to cyclists.

The street can be transformed into a ‘bicycle street’
with one-directional car traffic and bi-directional
bicycle traffic. Car parking, bus and delivery spots
can be organised on both sides in between trees in
order to give the street a more liveable, residential
character.

Aerial view - existing situation

o



Section - existing situation

Photo - existing situation
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What a neighbourhood road could
look like.



Deliveries
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Pedestrian area

Istanbul Street is a typical pedestrianised street in
the city centre. The recent refurbishment with high-
quality materials and urban furniture defines pro-
tected zones for pedestrians along the fagades, a
narrow section for cyclists and a wider one for taxis
and delivery services. Vehicles, which are regularly
parked on the section for cycling, force cyclists to
deviate. The deep, slippery natural stone gutters
that separate these zones are potentially danger-
ous for cyclists crossing them.

Rather than by transforming the profile, the situa-
tion can be improved by simply swapping sides for
cycling and deliveries. Delivery vehicles could be
parked on the narrower section formerly reserved
for cycling. Cyclists could then share the wide sec-
tion of the street with occasional motorised traffic.

Aerial view - existing situation

oo



Section - existing situation

Photo - existing situation
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How to organise deliveries in the
pedestrian area.
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Typical crossings

During the workshop sessions with public and pri-
vate stakeholders, four typical crossings in Lilebur-
gaz were investigated and tested for their potential
to accommodate bicycle infrastructure. Based on
the current situation of the crossings with their traf-
fic organisation and given dimensions, new bicycle-
friendly crossings were developed.

The four different typologies of crossings are:

1 Intersection with an urban highway
2 Intersection in the periphery

3 Roundabout in the periphery

4 Shared space at the train station
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Intersection with an urban highway

The intersection of Istiklal / Murat Hidavendigar
Street near the Liileburgaz bus terminal is one of
the largest crossings in town with the D100 urban
highway. All manoeuvres (going left, right, straight)
are possible coming from all directions. There
are dedicated left and right turn lanes. Pedestrian
crossings are extremely long with very narrow wait-
ing islands. There is no cycling infrastructure.

When through traffic is eliminated, car lanes can be
reduced on the D100, as well as the side streets.
This frees up space for bicycle lanes all around the
intersection and larger median strip, thus creating
larger waiting areas for pedestrians in the middle
of the road. Dutch features such as protective is-
lands, waiting areas, shifts in the cycle paths and
advanced stop lines can be applied.

Aerial view - existing situation
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Section - existing situation

Photo - existing situation
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What an intersection with an
urban highway could look like.
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Intersection in the periphery

The intersection of Istasyon / Millet Street near the
Liileburgaz Football Academy is a vast crossing at
the edge of the town. The large radii allow cars to
turn at high speed. For that reason, the pedestrian
crossings had to be positioned far from the cen-
tre of the intersection. This obliges pedestrians to
make long detours. As a result, many of them put
themselves in danger by crossing the intersection
in a direct line. There is no cycling infrastructure.

Reducing the radii not only reduces the speed of
cars and allows for the pedestrian crossings to be
better positioned but also frees up space for prop-
er cycling infrastructure and urban amenities and
trees. Elevating the entire intersection and bringing
the pedestrian crossings to the level of the side-
walks reduces the speed of the cars and further
improves road safety.

Aerial view - existing situation
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Section - existing situation

Photo - existing situation
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What an intersection in the
periphery could look like.
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Roundabout in the periphery

The intersection of Toki Bolgesim, Millet Street and
Hiikiirnet Street in a new development area has not
yet been built but has been conceptualised as a
roundabout where it is possible for cars to make a
right turn without slowing down. This makes chang-
ing lanes (for motorised transport) and crossing
(for pedestrians) a dangerous undertaking. Cycling
infrastructure has not been foreseen.

Directing the streets to the centre of the rounda-
bout and reducing its diameter forces motorists to
slow down and hence improves traffic safety for
all modes of transport. Safe pedestrian crossings
and cycle paths can be placed outside the rounda-
bout. The more compact layout of the roundabout
frees up public space for urban amenities such as
benches and trees.

Aerial view - existing situation
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Section - existing situation

Photo - existing situation
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What a new roundabout in the
periphery could look like.
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Shared space at the train station.

The space around Durak Mabhallesi, Istasyon and
Demir Hatti Street in front of Lileburgaz train sta-
tion is today a T-shaped intersection with no par-
ticular traffic engineering design. There is a small
eatery at the corner and sidewalks, but no cycling
infrastructure.

When train services will be improved in the future
this space can be transformed into a shared space,
a multifunctional public space where different us-
ers and modes of transport mix. To simplify traffic
circulation, Istasyon Street should become a one-
way street. The entire space from fagade to fagade
should be equipped with the same high-quality
pavement. Pedestrian crossings and dedicated cy-
cle paths are not necessary in a shared space.
However, on street car parking should be prevented
by bollards and these should delimit free public
spaces for urban amenities such as benches, trees
and an outside terrace for the eatery. A café or ki-
osk, as well as bike parking and sharing, can be put
in place in the vacant station buildings next to the
platform.

Aerial view - existing situation
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Section - existing situation

Photo - existing situation
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What a shared space at the train
station could look like.

T Bicycle Parking & Repair
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Introduction

Software relates to all social, cultural and econom-
ic aspects of cycling. Why are people cycling? How
can one encourage people to take up cycling? Who
are the possible first movers to encourage other
people to take up cycling? What kind of instru-
ments can be used to reach these groups and to
make it easier for them to take up cycling? How can
new technologies be involved in (the promotion of)
cycling? This includes communication strategies,
ideas for smartphone applications and ICT integra-
tion in public spaces.

In the recent past Liileburgaz has already made
some very good progress in terms of software. Dur-
ing the Year of the Bicycle and the construction of
the Liileburgaz Stars Motorcycle and Bicycle Acad-
emy (LYMBA) many activities were organised and
there was a lot of communication to create aware-
ness of and raise interest in cycling. The academy
offers cycling classes and bicycle repair work-
shops. In addition, the local cycling community is
rather active, engaged and open minded towards
the idea of expanding the target group of cyclists in
the town. Events such as the 'Flamboyant Women's
Bike Ride’ are proof of that.
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Introduction

A United Nations goal is for a large majority of ur-
ban populations to make their daily journeys sus-
tainable by the year 2030 - by bicycle, bus, tram,
metro, electric or hybrid car or on foot. Digital apps
for car and bike sharing, ridesharing and taxis, ser-
vices, timetables and route information for public
transport networks, will play a particular role in sus-
tainable urban mobility.

Software includes all elements related to the social,
cultural and economic aspects of cycling, which

is an important link in the multi-modal transport
chain.

At
|m|

The bicycle is an important link in the multimodal transport chain
Source: Artgineering
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Segment
target population

1

Ongoing social
support through
4 modeling, local 2
hubs and periodic
Sustain events Identitfy and remove

the behaviour challenge barriers

3

Implement
commintment strategies

Cycling adoption theory cycle
Source: ‘Integrated strategies to accelerate the adoption of cycling for transportation1’
(By Beth Savan, Emma Cohlmeyer, Trudy Ledsham, 2017)
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Within the context of software, ensuring the socio-
cultural adoption and dissemination of bicycle use
among citizens is a complicated process that re-
quires long term planning and patience as behav-
ioural changes take time.

According to a ScienceDirect article entitled ‘In-
tegrated strategies to accelerate the adoption of
cycling for transportation’(1), attempts to encour-
age modal shift towards active transportation and
cycling have so far focused on physical infrastruc-
ture, particularly visually or physically separated
cycle lanes and bicycle parking. However, the grow-
ing popularity of cycling in many cities around the
world demonstrates that behavioural change is
possible, even where investment in infrastructure is
minimal or less than optimal (Pucher and Buehler,
2011, Reid, 2009).

The same study provides a framework for changing
cycling behaviour. The figure on page 101 describes
the series of steps for adoption and reinforcement
of cycling for transportation. These elements are
presented in sequence but users should keep in
mind that repeating many steps, interventions and
techniques throughout the process is part of the
strategy’s effectiveness. In particular, options in
terms of ongoing social support through model-
ling and the local hubs and periodic events section
provide suggestions for inclusion and repetition
throughout the implementation of the programme.

1 ‘Integrated strategies to
accelerate the adoption of
cycling for transportation1’
(By Beth Savan, Emma
Cohlmeyer, Trudy Ledsham,
2017)



Liileburgaz Stars Motorcycle and
Bicycle Academy (LYMBA)

The Lileburgaz Stars Motorcycle and Bicycle Acad-
emy (LYMBA) was opened in 2017 by the Liilebur-
gaz Municipality and is the only example of its
kind in Turkey aiming to promote the use of bicy-
cles in the city and the region. The academy occu-
pies about 10,000 square metres of space, has a
640-metre bike trail and provides free bicycle train-
ing and bicycles for the city’s citizens. The LYMBA
also provides free accommodation for bikers pass-
ing through the city and acts as a major hub for in-
ternational long-distance cyclists entering Turkey
from its north-west borders. The bicycle academy
also has a repair workshop, kitchen, bathroom and
toilet for its visitors (http://bisikletkenti.com/).

The Lileburgaz Stars Motorcycle and Bicycle Academy opened in 2017
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This is where the software measures come into
play as part of the transition planning process. The
roadmap included in the relevant planning usually
covers the social and cultural aspects and a vari-
ety of creative activities need to be designed and
implemented in order to raise the public's aware-
ness. On the other hand, sustainable urban mobility
plans need to be taken into consideration as a high
priority area.

It is normally the practice that all the three dimen-
sions - hardware, software and orgware — work and
progress in parallel. However, there are also differ-
ent approaches and one such example is the case
of the city of Lileburgaz. The city first invested
in the social and cultural aspects of cycling and
has started to work on bicycle infrastructure after
raising public awareness. In 2016, the Liileburgaz
municipality decided, in collaboration with local
and national bicycle associations and agencies, to
make 2017 the Year of the Bicycle before any bicy-
cle infrastructure had been established.

This was an intentional strategy which sought to
create the demand for bicycles and strengthen the
city’s bicycle culture and has continued up to the
present day. The city of Liileburgaz believed that
once a level of positive social and cultural change
in favour of cycling has been established and de-
mand for bicycles has increased, it would be a
more effective and efficient approach to promote
these efforts by developing the city’s bicycle infra-
structure and applications and extending the base
of bicycle users.



Communication Education

. |

Innovation and technology
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Communication

The way in which bicycles are perceived by the citi-
zens of a city largely depends on circumstances such
as where the city is situated, its geography, demogra-
phy, culture, infrastructure and the number of cyclists.
While citizens of cities that have already developed a
cycling culture may take some aspects of cycling for
granted, the situation is quite different for cities that
are inthe process of developing such a cycling culture.

In communities that are at the beginning of their jour-
ney towards the development of a cycling culture,
there are usually negative perceptions such as cycling
being dangerous, uncomfortable, old fashioned, slow,
only suitable for sporty people and being a one-off fun
activity. Such perceptions may be overcome by com-
munication and the preparation of a communication
strategy and plan for the city.

In the case of Liileburgaz, the city benefitted from a
head start with the ‘Year of the Bicycle' and the estab-
lishment of the Liileburgaz Stars Motorcycle and Bicy-
cle Academy back in 2017. To take this great start in
2017 to a new level, a multi-year communication strat-
egy and plan will prove very useful. Effective and ef-
ficient use of centres of attraction such as the LYMBA
bicycle academy within cycling communication plans
is of great importance for the development of a bicy-
cle culture in cities like Lileburgaz.

For this reason, working on the governance, operation
and management model of the LYMBA during the pro-
ject activities has been noted as a critical priority.



For example, during the workshops, there was
an agreement that a permanent and professional
core team needed to be established to manage the
LYMBA to carry out activities such as those listed
below:

+ A Liileburgaz Bicycle communication strategy
and plan

+ LYMBA website development

+ Updating LYMBA social media accounts and
sharing relevant messages within a plan

+ Preparation of a Liileburgaz Bicycle manifesto
and announcing it on the website, at the
entrance of the city and on social media.

+ Ensure communication and coordination
between cyclists and bicycle groups through
mobile applications

+ Organise an international bicycle festival

+ Finding role models in Liileburgaz to encourage
ordinary citizens to use bicycles

During workshops, the software working group ad-
vised employing an LYMBA core team consisting of
at least one manager, one financial and administra-
tive affairs member of staff and three security staff
members. After the workshop held in July 2019, a
manager was employed in the LYMBA in addition to
the three current security officers and the process
of hiring other people in the core team was initi-
ated.

In order to develop and promote a bicycle culture in
cities, it is also of great importance to ensure that
the related non-governmental organisations such
as bicycle clubs and the like are actively engaged in
any communication plans and efforts.
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In the case of Liileburgaz, it was indicated during
the workshops that the inclusion of local non-gov-
ernmental bicycle organisations in the Liileburgaz
LYMBA is critical to make the LYMBA more effec-
tive and a proposal was made to allocate space for
these organisations within the LYMBA.

Festivals play an important role in the promotion of
bicycles in cities. Bicycle festivals organised even
once a year have the potential to bring new and ex-
isting cyclists together, to overcome negative per-
ceptions, to share experiences and knowledge, to
create demand for cycling training, seminars, work-
shops and to create opportunities for cooperation.

During the Liileburgaz project, in addition to the an-
nual LUBIFEST, the local bicycle festival, there was
a proposal to organise an international cycling fes-
tival, to be hosted by the LYMBA bicycle academy,
once a year in Liileburgaz.

@ - AT
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Electric-Bike taxis in Lileburgaz funded by The LUBIFEST Bicycle Festival was organised
the EU's ‘We fight against climate change for the third time in 2019
with our bicycles’ project’ https://luleburgaz.bel.tr/tag/lubifest/

108



Role Models

Cycling ambassadors’ programmes, including the
recruitment of well-trained cyclists (from different
age, ethnic and other population groups) who visit
residential neighbourhoods and/or target group ar-
eas, serve as role models for safe cycling and help
with the promotion of cycling, route planning, the
distribution of newsletters and information (Da-
vis, 2008). Rides organised by bicycle groups and
NGOs offer an opportunity for visible role models
to help change cycling behaviour.

“Life is like riding a bicycle. To keep your
balance, you must keep moving.”
Albert Einstein

“The bicycle has done more for the
emancipation of women than anything
else in the world.”

Susan B. Anthony

“Bicycling is a big part of the future. It
has to be. There’s something wrong with
a society that drives a car to work out in

agym.”
Bill Nye, Science Teacher
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Education

Riding a bicycle safely, efficiently and comfortably
requires skills which are by no means a matter of
course, in particular for citizens of cities with a low
proportion of cyclists. This is particularly true for
cities with a modal share of less than 5% (starter
cities) because the other road users are not used
to interacting with cyclists. (2)

In this regard, targeted theoretical and practical
bicycle training sessions for students, youngsters
and women as well as for the general public are
necessary to change possible negative perceptions
towards cycling and to develop a bicycle culture in
cities. Bicycle training and education organised reg-
ularly for existing or potential cyclists and provided
at designated places such as bicycle centres can
play a major role in developing the required skills.

For example, in Lileburgaz, the LYMBA has already
been providing training sessions in collaboration with
local bicycle NGOs. As a result of the workshops held
in May and July 2019 within the scope of the project,
a consensus was formed for the training sessions to
be provided at the LYMBA regularly and by the LYM-
BA's cycling professionals.

In addition, the provision of training sessions out-
side the bicycle centre such as in K12 schools, scout
groups or within traffic courses will be an important
complementary factor. The same recommendations
were jointly established for Liileburgaz. During the
project workshops in Liileburgaz, it was indicated that
cycling is “safe and healthy”.

2 Deffner, Jutta; Hefter,
Tomas; Rudolph, Christian;
Ziel, Torben Eds. (2012):
Handbook on cycling -
inclusive planning and
promotion



Cycling should have a top priority among other
training subjects and be provided to all groups.
The suitability of the venue for practical bicycle
training is an important factor for the effectiveness
of the training sessions. Special attention needs to
be paid to the design of the bicycle roads where
training sessions will be held.

Training sessions can also be provided to citizens
who are not cyclists or do not intend to become a
cyclist. One such proposal was made during pro-
ject workshops in Lileburgaz. Educating the own-
ers of car driving schools on cycling culture in the
Lileburgaz Stars Women's Academy (under the
leadership of the municipality and NGOs) is expect-
ed to help make the streets safer for existing and
potential cyclists. Proposals to use technology in
training sessions were also made, such as making
use of Augmented Reality (AR)/Virtual Reality (VR)
and simulation/gaming.

Bicycle training sessions provided at the Bicycle Training Billboards across Luleburgaz
LYMBA - Luleburgaz Bicycle Academy Source: http://www.sinirkent.com/7-
Source: http://www.hurriyet.com.tr/ den-70-e-herkes-icin-bisiklet-egitimleri-

ogrencilere-bisiklet-egitimi-verildi-40854668 basliyor/6506/



12

Innovation & technology

One of the effective ways to develop and promote
a bicycle culture in cities is the innovative applica-
tions that make use of technology and new busi-
ness models. In particular, innovative technologies
that promote the use of bicycles by collecting data
and providing analysis of the results as a service
to citizens is a growing trend both globally and in
Turkey. One good example is the reward system
applications that attract citizens and ultimately en-
courage the use of bicycles.

The Ring-Ring application, which was developed in
Amsterdam, Netherlands, is one of the best appli-
cations that can be given as an example for tech-
nology-assisted reward/incentive systems.

Janine Hogendoorn, the founder of Ring-Ring, was
invited to the project workshop held in July 2019
in Lileburgaz, where her experiences were shared
and suggestions for Liileburgaz were evaluated.

Another innovative model driven by technology that
encourages the use of bicycles is ‘Bicycle Sharing
Systems’. As cited in the article entitled ‘The role of
bicycle sharing systems in normalizing the image of
cycling: An observational study of London cyclists’,
(3) apart from providing affordable cycling opportuni-
ties for citizens through short distance rentals, bicy-
cle sharing systems have another use.

A perception of cycling being unsafe is a major rea-
son that discourages people from cycling. Some
current or potential cyclists may also be put off by
this perception.



Ring-Ring®

Ring-Ring® values healthy mobility by connecting
people, employers, cities, healthcare and entrepre-
neurs through its platform and mobile app. Its state
of the art platform promotes bicycle use by con-
necting cyclists, shop owners/entrepreneurs, em-
ployers, insurance companies and cities. Examples
of benefits include shops giving discounts for each
100 cycle miles or employers rewarding healthy
commuting and organising challenges or cities
converting cycle miles into a local social initiative
fund (https://ring-ring.nu).

|n EACH CYCLE RIDE
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BICYCLISTS ARE THE PLANET'S GOLD!
wwwancamok | o 2 @ snglingtn

Ring-Ring® - An example of a technology-assisted bicycle reward system
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There is a perception that cycling is exclusively an
activity for ‘sporty’ people, an identity that people
may feel unwilling or unable to embody (Aldred,
2012b, Steinbach et al., 2011). Such perceptions
are thought to be reinforced with cyclists wearing
appropriate safety clothing or helmets. As bicycle
sharing systems usually involve short distances
between stations, users of such systems tend to
ride their rented bikes with their daily clothes and
the idea that cycling is for ordinary people is given
a boost.

In an observational study of 3,500 adult London cy-
clists carried out in 2013, London Bicycle Sharing
System bicycles were much less likely to be ridden
by someone wearing distinctive cycling clothing.
The Mayor of London announced later his ambition
to “de-Lycrify” cycling (The Independent, 2013) and
encourage “more of the kind of cyclists you see in
Holland, going at a leisurely pace on often clunky
steeds” (Greater London Authority, 2013, p. 5).

Within the scope of the Liileburgaz project, F+ Ven-
tures, located in Istanbul, and Accell Bicycles, lo-
cated in Manisa, have contributed to the project in
a joint collaboration to conduct a proof of concept
project (POC) in Liileburgaz.

During the project workshops, a number of alterna-
tives were discussed with the participants with re-
gard to the design of the proof of concept. A robust
bicycle frame was selected as a base while a GSM/
GPS integrated bike lock was the preferred choice.

3 The role of bicycle
sharing systems in
normalizing the image of
cycling: An observational
study of London cyclists’,
Anna Goodman, Judith
Green, James Woodcock,
2013



Incentives

Simple incentives are often used to encourage
newcomers to cycle. Cooper (2007) and Davis
(2008) reference incentives, such as balloons, can-
dy and bike accessories, as particularly effective to
attract school-age children. Mass cycling events,
often fun, community-based promotional activities,
are known to attract new and novice cyclists and
to get them interested in cycling and the cycling
community (Bowles et al., 2006, Mason et al., 2011,
Rose, 2007, Sloman et al., 2010, The National Safe
Routes to School, 2007).

‘Why We Cycle?’

As part of European Mobility Week, the documen-
tary ‘Why We Cycle?’, which explores bicycle culture
in the Netherlands, was screened at the LYMBA
Lileburgaz Bicycle Academy.
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Another requirement for the proof of concept (POC)
is for the system to be dockless. In Turkey, a large
majority of bike sharing systems use docking sta-
tions. The POC project will therefore provide use-
ful insights into a relatively new area in Turkey. The
main properties of the bicycle sharing POC are:

+ GPS positioning/tracking

+ GSM connectivity

+ Geo-fencing

+ Battery & solar energy operated
+ App supported platform

As to the functionality of the proof of concept pro-
ject, users will be able to find or reserve a bicycle
from the web browser or through the mobile app
that is available. The users can unlock the bicycles
by scanning a QR code or by using an SMS, GPRS
or Bluetooth. After each ride, users can view and
share their rides and statistics, including distance
travelled, calories burned etc.

Proof of Concept of a Dockless shared Robust and easy to use GSM+GPS bicycle

bicycle for Lileburgaz lock



The proof of concept involves four bicycles with
specially fitted hardware and software to be tested
by the Liileburgaz Municipality. The application will
be tested with actual users and the experience will
be a helpful guide as to how such efforts will be
shaped in Liileburgaz to implement a bicycle shar-
ing system in the near future.

Other innovative, technology-assisted models that
have been proposed by workshop participants
which would help develop a cycling culture are list-
ed below:

‘Bicycle Card’ applications already being used in
various cities in the world and in Turkey, which is
an innovative application that could be used more
widely in cities. During the Liileburgaz project, it is
understood that the municipality is already prepar-
ing such a project and suggestions have been de-
veloped to support the relevant implementation.

One of the creative examples is students/ young-
sters earning city points as a result of activities
such as waste collection/cleaning and using these
points to acquire a bicycle. During Liileburgaz work-
shops, a similar initiative was proposed.

Another innovative application implemented in cit-
ies is the identification of inactive bicycles and giv-
ing them to those who do not have bicycles. An op-
portunity will thus be created for the dissemination
of bicycle usage. During Liileburgaz workshops, a
similar idea was worked out and a decision was
taken to identify the bicycles that were idle in the
houses and warehouses of companies and to give
them to groups without bicycles. The project is be-
ing carried out using the name ZOMB-BIKE.

17
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Car parking problems in cities, especially in city
centres, have a negative impact on urban life.
Within the scope of sustainable urban mobility
plans, environmental and integrated transportation
designs are being prepared and efforts are being
made to find creative solutions. One such example
was proposed by a young entrepreneur during the
Lileburgaz workshops:

A ‘Bike & Ride’ project, which is a creative idea that
encourages the use of bicycles in the city centre
and also facilitates transportation, envisages that
people coming from outside the city park their ve-
hicles and reach their destination by bicycle. It was
agreed that it would be beneficial for bus compa-
nies to support this model, which is an environmen-
talist approach to relieve traffic congestion. Alter-
native locations have also been identified.

One of the most important factors in disseminating
the use of bicycles in cities is the design of spe-
cial bicycles that will meet, encourage and support
the needs of different groups. Bicycle centres are
the ideal environment for the design workshops.
In Liilleburgaz, the idea of starting bicycle design
workshops in LYMBA was proposed by bicycle non-
governmental organisations.

One of the rapidly increasing innovative services in
cities are provided by bicycle couriers. It was also
proposed as one of the innovative applications dur-
ing the Lileburgaz workshops.



The repair and restoration of bicycle parts plays an
important role in all bicycle initiatives in the cities.
In the workshops held in Liileburgaz, local bicycle
non-governmental organisations recommended
the repair of bicycle parts at the LYMBA.

In addition, the introduction of new creative cam-
paigns from time to time in order to promote and
disseminate the use of bicycles in cities is an im-
portant incentive. In Liileburgaz, the integration of
a similar approach to the LYMBA programme was
agreed on.

Due to the difficulties of implementing many large
scale multi-stakeholder projects at the same time,
use of the Business Model Canvas for priority pro-
jects will help ensure that ideas/projects are imple-
mented in an effective way. Within the scope of the
project, Business Model Canvas was presented at
the workshop held in May 2019 in Liileburgaz and
examples of cycling were shared.
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Introduction

Orgware includes all elements related to the organi-
sation and preconditions to make a successful de-
velopment of the Inclusive Bicycle Masterplan pos-
sible. This includes national and local legislation as
well as tax incentives and subsidies. What is the
necessary budget for the short and the long term?
What is the working structure within the municipal-
ity? And how is the involvement of the stakeholders
organised? Which regulations should be changed
in order to protect and stimulate cyclists? How can
enforcement of road traffic rules be strengthened
in order to prevent speeding offences, illegal park-
ing of cars, etc. and thus help the development of
cycling?

Good orgware is the basis of a successful cycling
masterplan. The municipality of Liileburgaz organ-
ized the Year of the Bicycle in 2017 and laid down
the structures for an internal organisation within
the municipality in order to promote and foster cy-
cling as an important mode of transport and a city
changer. To do so, the municipality cooperated in
different ways with local NGOs but also drew on
international expertise (from the Netherlands and
Belgium) to exchange knowledge in the field of cy-
cling-related capacity building.
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Municipality

The municipality plays a crucial role in the introduc-
tion and development of cycling as a relevant mode of
transport. The municipality should develop and deter-
mine a long term sustainable bicycle policy as part of
an integrated mobility vision and strategy. The vision
and strategy includes qualitative goals and quantita-
tive results. In the case of Liileburgaz, see the table
below.

Strategic Objective 2

To be a liveable and sustainable city that offers a high quality of life and creates value.

Strategic Goal 3
Develop sustainable urban transport and transport policies.

Performance indicator 5 year Responsible Department
3.1 Length of bicycle 5km Dept. of Infrastructure &
roads made 5 km Dept. of Construction

) - Dept. of Coordination-
4.1 Bicycle Year Activity Plan 1|1 Planning & Projects
4.2 Feasibility report of urban . Dept. of Coordination-
bicycle roads 1 Planning & Projects
Activities and Projects: Construction of bicycle paths

Developing strategies to promote bicycle use

Strategic Objective 5

Being a smart city that produces, develops and applies innovative thinking

Strategic Goal 4

Implementing projects that offer viable smart solutions to become a smart city

Performance indicator 5 year

Responsible Department

8.1 Number of Smart Bicycle

Stops 5

Dept. of Support Services

Activities and Projects: Establishment of smart bicycle stops in the city




The increase in the modal share of cycling over a cer-
tain period of time is an important instrument to set
targets and to evaluate the results in a quantitative
way.

Based on these targets and results, the question ‘what
is needed to achieve this?' should be answered. This
should be part of the long term and short term bicy-
cle and mobility policy and strategy. Quick wins will
show what cycling can do to improve accessibility, air
quality and can develop support in the community for
cycling.

The hardware and software measures in this docu-
ment are the concrete steps in the Liileburgaz strate-
gy. These are not measures that stand alone, but they
should be part of an integrated strategy.

This integrated approach also needs integrated, con-
trolled policy and processes within the municipality
structure. It is therefore helpful to have one of the dep-
uty mayors (traffic and transportation) responsible in
close collaboration and coordination with other deputy
mayors (spatial planning, public space, education and
economy). Furthermore, an integrated team of munici-
pal officers should be formed under the leadership of
one officer responsible for the development and ex-
ecution of the bicycle strategy. The team should pro-
duce an execution programme including when which
measure will be executed by who, as well as the costs
and the allocated budget. As mentioned before, an
integrated approach is crucial for a successful bicy-
cle policy in practice. The construction of a cycle path
in a shopping street provides the opportunity for the
refurbishment of the public space and to improve ac-
cessibility, which are conditions for entrepreneurs to
settle down and invest in the area. This will all improve
the value of the real estate and the economy. Such a
result can only be gained via an integrated approach.
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The municipality should be aware that this needs in-
vestment and budget today but there will be a return
on the investment in the future.

The following municipal departments should par-
ticipate in the integrated team:

« Traffic and transportation.

+ Spatial planning.

+ Design and maintenance of the public space.

+ Economy.

+ Education.

+ Sustainability/environment.

In Liileburgaz, the following team has been formed
and took part in all the studies:

+ Department of Transportation

+ Department of Urban Planning

+ Department of Enforcement

+ Department of Public Space

+ Department of Coordination & Planning Projects

Laws and regulations

Cyclists are vulnerable in traffic and should be suf-
ficiently protected against cars and motorcycles.
By developing cycle-friendly infrastructure, protec-
tion can be improved considerably. Nevertheless, in
addition to the infrastructure design, protection by
legislation and regulation is also needed. In case of
an accident between a cyclist and a car, the driver
of the car s, in principle, always partly guilty accord-
ing to Dutch legislation. Hence, the costs incurred
as a result of the accident should be paid by the car
driver or his/her insurance. This protection is very
important for cyclists and the development of cy-
cling. The question of whether wearing a helmet as
a cyclist is an obligation or not is a relevant issue



in this regard. These issues are the responsibility
of the national government but municipal authori-
ties could address the issues at this level. At local
level, municipalities have the possibility to put in
place regulations which can stimulate cycling, for
example by creating good regulation that is advan-
tageous for bicycle parking in public spaces and
charging fees for car parking in the city centre. An-
other form of fostering cycling through legislation
is the creation of good regulations for bike sharing
which fits in with the city’s bicycle policy. Also, the
orientation session during driving licence courses
to increase the awareness of driver candidates
about cycling safety measures, as proposed by the
software group during the Lileburgaz workshops,
fits in with this legislation strategy.

Enforcement

In order to keep the bicycle paths free from cars
and motorcycles, enforcement by the police is very
important. Without enforcement, investment in
the infrastructure could be useless and a waste of
money. The backdoor for unauthorised traffic and
traffic that is trying to find short cuts should be kept
closed. Cooperation with the police or other author-
ised enforcement organisations is crucial for the
success of the introduction of cycling infrastruc-
ture. Giving priority and sufficient manpower to the
protection of cyclists is crucial here. Some cities
successfully work with police patrols on (electric)
bicycles to show presence on the bicycle lanes
and to communicate that cycling is a valid mode of
transport to be respected.

127



128

Private sector

The private sector also can play a relevant role in

the introduction of cycling in the city. Private com-

panies have an interest in this development and

can directly benefit from it. The main sectors are:

+ Bicycle producers.

+ Bicycle shops/retailers.

+ Bicycle sharing companies.

* The tourist industry such as hotels, booking and
travel agencies.

The municipality should therefore involve the pri-
vate sector in the development and execution of
the cycling policy. What are potential benefits for
local entrepreneurs and what kind of innovations
can they contribute? These are relevant questions
for the municipality. The private sector could also
be an investor, especially via in-kind contribu-
tions. This can be done through technological in-
novation, tourist promotion or the opening of new
bicycle shops. In order to promote bike-sharing
programmes economically, the municipality should
strive to include bike-sharing in its own mobility
policy and have its civil servants use shared bikes
for short-distance business trips.

In Lileburgaz, the city council is keen to create an
attractive urban environment for innovative start-
ups and scale-ups. A bicycle-friendly city with a
human-oriented high-quality public space is also
an economic opportunity for the city. This will add
value and make the city more attractive for innova-
tive entrepreneurs.



Bicycle organisations

The local bicycle groups and non-profit organisa-
tions are other important stakeholders and part-
ners in the development of cycling. These groups
and organisations often have a lot of local knowl-
edge about cycling in the city, such as information
about dangerous spots, but also about infrastruc-
ture opportunities, such as quick wins, by changing
a crossing. Furthermore, they are the ambassadors
of cycling who can play an important role by pro-
moting and building up support within the cycling
community. In addition, it can be helpful if these or-
ganisations have a consultative role in the process
of the design of bicycle infrastructure.

Educational organisations

The education of cyclists but also other road us-
ers, such as car, bus and taxi drivers is very impor-
tant to improving cycling and creating a cycling-
friendly culture. See also the Software chapter of
this document. Education comprises different ele-
ments, such as education for students at primary
and secondary schools, but also adults, e.g. as an
integrated part of car driver licence training. The in-
volvement of trainers and teachers in the bicycle
introduction programme is therefore relevant to en-
sure the integrated approach.
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Traffic police

As mentioned before, the constructive involve-
ment of the traffic police to ensure the enforce-
ment of traffic rules is needed. At the same time,
the knowledge and experience of the traffic police
is of great value for the design and use of bicycle
infrastructure. In this regard, it is recommended
that representatives of the traffic police be given a
consultative role in the design and use of the bicy-
cle infrastructure.

Bicycle coalition

Above we have listed the relevant parties in society
that can play a major role in the development and
implementation of an inclusive bicycle master plan.
Bringing these parties together in a coalition for cy-
cling will empower the process in terms of quality,
support in society and speed of implementation. It
is the municipality that should coordinate this coa-
lition for cycling.

In Lileburgaz, the following
stakeholders are part of the
coalition:

Directorate of Highways
Chamber of Drivers
Local Public Transport
Cooperative

Ldleburgaz Municipality,
representing different
departments (coordination)
Lileburgaz City Council
District Health Directorate
District Education
Directorate

Taxis Assistance and
Solidarity Association

inci Cooperative

Tst Regional Directorate of
Highways Lileburgaz 11th
Branch Office

District Bureau of Traffic

Startup Trakya

LUBIDER Lileburgaz
Motorbike and Bicycler Club
Association

Hedef Nature Sports Group
Cyclists Association
Ldleburgaz Branch

Local (landscape)
architects

Local engineering
companies
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Bicycle
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Traffic
police
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Laws and
regulations

Bicycle
organizations

131



132



Mock-up



134

Testing bicycle infrastructure

In the context of this study, a ‘mock-up’ is a real
live laboratory, a temporary installation in a public
space to test a specific design. The advantage over
other forms of simulation is that the effects of the
intervention can also be experienced ‘live’ by non-
experts.

For complex transformations of public spaces, the
mock-up is a great tool for experimenting, commu-
nicating and evaluating new, more advanced ideas
that could otherwise not be implemented. Making
use of a mock-up can extend the scope of possible
solutions for the organisation of traffic circulation
and parking, the design of public space and the
multifunctional use of space.



Temporary refurbishment Quai de I'Hotel de Guerrilla Toilet Plunger Bike Lanes, Providence,
Ville, Paris © Fred Kent Rhode Island © James Kennedy

Mobility challenge Hoogkwartier, Rotterdam Do-it-yourself cycle path, Brussels
© MVRDV

Pop-up bike lane, Mountain view © IFDESIGN  Public transport and cycle lane mock-up
Norrebrogade Copenhagen © Troels Heien /
© Monoline
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A mock-up for Liileburgaz

During the workshop sessions with public and pri-
vate stakeholders, a large number of possible loca-
tions for a mock-up of a cycle path in Liileburgaz
were discussed and evaluated. Besides relevance
(sufficient sources and destinations along the
route), space (dimension of the profile and adja-
cent buildings and spaces), traffic (amount and
modes of transport), feasibility (political will and
eventual resistance) was also an important aspect.

The optional locations for a mock-up were:

- D-100

+ Akin Koleji to Istasyon Mahallesi

* LYMBA to Durak Mahallesi

+ Street from Fatih Street, to Luleburgaz High
School, LYMBA, six schools (Okullar Bolgesi)

+ Saglikli Yasam Merkezi (at the end of Ibrahim
Gercek Str.) to city centre (Genclik Park)

+ Turkiye Petrolleri to Hastane Cikisi

+ Dere Mahallesi, Yilmaz Mahallesi

+ Rustu Akin: Bus terminal to LYMBA

+ Istasyon Street: Eski Musellim to AVM



Dere Mahallesi, Yilmaz Mahallesi

Istasyon Street: Eski Musellim to AVM

LYMBA to Durak Mahallesi
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Mock-up Istasyon street

During the workshop session, the group agreed on a section of Istasyon street
as the most interesting and feasible testing ground for the implementation of
cycling infrastructure in Liilleburgaz. The selected section from Zeliha Ozbek
Street outwards comprises large and narrow main road profiles. Unlike the ur-
ban highway D100, it is under the control of the municipality. It connects to
important points of interest such as the bicycle, women'’s and football academy
as well as schools and a shopping mall. In the future, it will be an important
connection for cycling to the train station.

On the selected route, closer to the city centre, there is street parking on the
outer lanes. Further outside there are no parking spaces along the road. This
makes it easier to suppress one lane for the creation of a bicycle lane without
reducing the capacity for motorised transport. Municipal waste containers are
placed between the parked cars on the outer lanes. Here and elsewhere, park-
ing in double rows creates dangerous situations and obstructions for all road
users and especially for cyclists.

For an ideal temporary refurbishment, the parking spaces should be removed
in both directions to create suitable 2m wide protected cycle paths, separated
by trees and traffic bollards or alternatively a green strip for rainwater infiltra-
tion. Trash containers can be installed in side streets or between bike and car
lane. Another option, which is less favourable, would be to remove the parking
spaces on just one side to make room for a bidirectional protected cycle path.

For the mock-up phase, a simple intervention can create temporary space for
cycling: The row of parked cars and the waste containers are moved from the
curb to the boundary between the lanes. To mark and delimit the new situation
and to structure the parking spaces, trees in plant boxes will be provided after
every three parking spaces. This configuration prohibits parking in the second
row. In the following temporary solutions for bus stops, delivery zones and bicy-
cle parking have been sketched out. In addition, archetypal design options for
intersections with adjacent streets were proposed. All of them require further
site-specific elaboration. The median strip is maintained in all mock-up options.
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One-directional bicycle lanes on
both sides, separated by traffic
bollards or a green strip with trees
for the infiltration of rain water;
removal of parked cars on both
sides.

€ -€ -€

Ideal temporary refurbishment
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Bidirectional bicycle lane on one
side, separated by traffic bollards;
removal of parked cars on one
side.

Alternative temporary refurbishment

145



. 2,3m . m j,3ml

146




I2,3m| 3,5m . 3,5m j,Sml m . 2,8m
20,4m

T ' i | .
é &

)

147






One-directional bicycle lanes on
both sides, separated by parked
cars, waste containers and trees
in plant boxes; car parking is
maintained on both sides.

Proposed temporary refurbishment
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Creating space for a temporary
protected bike lane by shifting

parked cars from the curb to the ﬂ
boundary between the lanes. | ;




How to mtegrate a bus stop
-3
Proposed temporary refurbishment
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How to integrate delivery zones.
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Proposed temporary refurbishment
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Crossing with adjacent side
streets.

Option 1: ‘Dutch’ style with
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-&

Proposed temporary refurbishment
0 1 2 5m
ee———|




1C.
)

)

)

1C
)




Crossing with adjacent side
streets.

Option 2: ‘Danish’ style with cycle
lane parallel to and in sight of
motorised traffic.
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Bicycle parking mock-up

Every bicycle journey begins and ends with the
parking of the bicycle. It is therefore essential to
think about bicycle parking when introducing cy-
cling infrastructure in a city. Safety and conveni-
ence are just as important as the correct position-
ing of bicycle parking facilities close to cycle paths
and places of interest, such as public transport sta-
tions, schools and shopping facilities.

Besides good examples of permanent bicycle park-
ing in public spaces, there are also a number of
interesting best practices for temporary bicycle
parking. A recent intervention in that respect are
the so-called ‘Fietsvionders’ in Rotterdam: Tempo-
rary platforms with attached bike racks are placed
in a street where residents or shop owners request
bicycle parking. The bicycle parking platforms oc-
cupy one or more parking spots. After a test period
of several months the situation is evaluated and
eventually turned into a permanent refurbishment
of the street. The ‘Fietsvlonders’ are reused at an-
other location in town.

On the following pages, you will find some recom-
mendations and guidelines for parking bicycles
and their correct positioning and dimensioning.



Permanent bicycle parking at Norrebro train Permanent bicycle parking at Blaak train
station, Copenhagen © Gottlieb Paludan station, Rotterdam © Plej92
Architects

Mobile Bicycle Shed, Bruges © Verhofsté / Mobile parklet installation for bicycle parking,
Public Space Solutions Amsterdam © Union

‘Fietsvlonder”: temporary bicycle parking Permanent bicycle parking on enlarged
platform, Rotterdam © Fietsberaad pavement, Rotterdam © Fietsberaad
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Robust bicycle racks are a safe

and convenient facility for stalling

and attaching different types of
bicycles.

&b 1|
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Rubber protection to prevent

N

[ 5cm

20cm

[ 5cm
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the frame from being damaged

80cm
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Enough space between and in
front of the racks enables safe
and convenient manoeuvring of
the bicycles.
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Combination of bicycle parking
with outside seating of cafés.
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Combination of bicycle parking

with outdoor sports and play /_
facilities in gaps between
buildings.
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Bicycle sharing/ renting mock-up

Bicycle rental schemes can be an important incen-
tive to increase the modal share of cycling in towns
with a low ownership rate of bicycles and specific
user groups like students or tourists. Cycling be-
comes visible as a serious mode of transport and
available for a large group of potential users.

There are various forms of bicycle sharing and rent-
ing schemes. There are free-floating, dockless sys-
tems operated by different commercial parties and
systems with fixed docking stations operated by
private partners in more or less close cooperation
with public partners (municipalities).

Both systems have their advantages and disadvan-
tages. Nevertheless, public sector involvement and
regulation of private rental initiatives have proven
to be essential for the good functioning and ac-
ceptance of rental systems. Local bicycle repair
shops and public transport companies can be in-
volved in the establishment and operation of a
bike rental system, thereby strengthening the local
economy and employment. Schools and employers
can also be a relevant catalyst for a bicycle renting
scheme. They can activate specific target groups
and become a starting point for a scheme that is
subsequently opened up to the general public.

Including electric and transport bikes within a rental
scheme further enlarges the transport options and
target group. Rental of sharing systems with a social
component makes cycling also available to weaker
groups of the population that could not otherwise af-
ford cycling, hence reducing transport poverty.



Free-floating, dockless bicycle rental © JUMP  Self-service bike rental with docking stations,
Brussels © Villo! JCDecaux

Public transport related bicycle rental in the Long term bike rental with maintenance
Netherlands © OV-fiets service in the Netherlands © Swapfiets

Cargo bike sharing system in Seestadt Pop-up rental station for electric bikes in
Aspern, Vienna © Fahrrad Wien Helsinki © ebike shack
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Bike rental in an empty business
premises next to the bicycle path.
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Proposed temporary mockup situation



Pop-up bike rental in a container
next to a café or shop.
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Proof of Concept for rental bicycles in
Liileburgaz

As part of the project for Liileburgaz, a POC (Proof
of Concept) for a bicycle rental scheme was devel-
oped. With the help of Istanbul based FARplus, a
dockless rental system based on a smart lock was
developed, which is operated via the municipal
service card. The Turkish bicycle producer Accell
produced a number of specific bikes based on the
specifications developed together with the partici-
pants of the workshops: a solid ‘Dutch-style’ bicy-
cle with a simple, robust mechanical system, no
gears, but a front cargo rack “strong enough to hold
a large watermelon”.



Optional colour schemes and branding for the Lileburgaz rental bicycles.
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Final design for the Liileburgaz
rental bicycles.
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Proposed organisation of bicycle
rental at Istasyon street.
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Postcards

Through the different project activities, an enor-
mous amount of relevant content was developed.
The most interesting content was translated into a
visual format that was used for different commu-
nication purposes. The chosen format was that of
postcards with clear and simple text-image com-
binations that highlight one specific aspect of the
work: an easy to understand statement put on top
of an image. This was combined with a second lay-
er of information where the topic was further elabo-
rated on the back of the postcard.

This resulted in a series of images/text combina-
tions that were used in an old-school way as post-
cards, but also as tweets and Instagram posts or
for public presentations on the project. The idea
behind this is to spread and ‘democratise’ the rath-
er abstract (and let us face it: for outsiders, quiet
often cryptic) content of the project report and to
make it understandable and attractive for the gen-
eral public too.



TESTING THE PROPOSED BICYCLE-FRIENDLY ROAD PROFILE!
Onerilen bisiklet dostu yolun test edilmesi!

Existing situation - Istasyon Caddesi Guney Aksi
Meveut durum - Istasyon Caddesi Giiney Aksi

E Liileburgaz hisiklete biniyor
Cycling for a hetter city

ARTGINEERING

NOVUSENS

SUSTAINBALE SOLUTIONS
CREATIVE INDUSTRIES FUNDS

www.artgineering.eu 15/26
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The basics of the inclusive bicycle master plan for Luleburgaz
Lileburgaz'a yonelik kapsayici bisiklet master planin temel prensipleri

Photo/ Fotograf: Artgineering

3, Liileburgaz bisiklete biniyor
(&b Cycling for a hetter city
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The basics of the inclusive bicycle master plan for Luleburgaz
Lileburgaz'a yonelik kapsayici bisiklet master planin temel prensipleri

Photo/ Fotograf: Artgineering
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The basics of the inclusive bicycle master plan for Luleburgaz
Lileburgaz'a yonelik kapsayici bisiklet master planin temel prensipleri

Photo/ Fotograf: Artgineering
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The basics of the inclusive bicycle master plan for Luleburgaz
Lileburgaz'a yonelik kapsayici bisiklet master planin temel prensipleri

Photo/ Fotograf: Artgineering
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The basics of the inclusive bicycle master plan for Luleburgaz
Lileburgaz'a yonelik kapsayici bisiklet master planin temel prensipleri

Photo/ Fotograf: Artgineering
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REGULATIONS (SIGNS) AND SPACE (DESIGN) MATCH!
Kiratta (iaretlemeler) ile aIanIalll (tasarim) uyumlu yapin! -
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The basics of the inclusive bicycle master plan for Luleburgaz
Lileburgaz'a yonelik kapsayici bisiklet master planin temel prensipleri

Photo/ Fotograf: Artgineering
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FOR WHOM ONE SHOULD DESIGN CYCLE INFRASTRUCTURE?
Bir bisiklet altyapisi kimin icin tasarlanmalidir?

60%

33%

6,5%

0,5%

According to Roger Geller, bicycle coordi- ABDm 1 Portland sehrinde \ S
nator for the city of Portland, USA, there
are four types of cyclists: the ‘interested

but concerned’, the ‘no way, no how’,

‘enthused and confident’ and the ‘strong  kendine gu
and fearless’. When designing bicycle in-
frastructure, one should not (only) focus
on the people already cycling, but also on
the ones who do not cycle yet. Hence the
‘interested but concerned’ is the primary
target group that has to be addressed
and provided with adequate bicycle infra-
structure. The ‘enthused and confident’
and the ‘strong and fearless’ who cycle al-
ready or the ‘no way, no how’ that are diffi-  olmaz’ grubu ikinci s

I nterested but concerned”
“llgili ama endiseli”

“No way. No how.”
“Kesinlikle hayir”

“Enthused and confident”
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“Strong and fearless.”
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cult to get out of their cars come second.
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WHAT TYPE OF CYCLE INFRASTRUCTURES ONE SHOULD DESIGN?
Ne tiir bir bisiklet altyapisi tasarlanmali?

Sharrows
Paylagimli serit
LTS 4

e
)
)
D

Different types of cyclists require different
types of infrastructure to experience a safe,
comfortable and stress-free ride. Level of
Traffic Stress (LTS) is a rating given to a
road segment or crossing indicating the
traffic stress that it imposes on cyclists.
LTS 1: Robust separation from all except low
speed, low volume traffic. Simple crossings.
Suitable for children.

LTS 2: Cyclists have their own place to ride
that keeps them from having to interact with
traffic except at formal crossings. Physical
separation from higher speed and multilane
traffic. Crossings that are easy for an adult
to negotiate. A level of traffic stress that
people classified as ‘interested but con-
cerned’ can tolerate.

LTS 3: Involves interaction with moderate
speed or multilane traffic or close proxi-
mity to higher speed traffic. A level of traf-
fic stress acceptable to those classified as
‘enthused and confident'.

LTS 4: Involves interaction with higher speed
traffic or close proximity to high speed traf-
fic. Alevel of stress acceptable only to those
classified as ‘strong and fearless’.

5 Liileburgaz bisiklete hiniyor
&‘) Cycling for a better city
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Striped bike lane
Gizgili bisiklet seridi
LTS3 LTS 2

- 2
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Trafik Stres Dizeyi (| bir yol segmen-
tine veya kavsaga verilen ve bisikletlilere
uygu trafik st ni gosteren bir derece-
lendirr I
LTS 1: Dustik hizh ve dustik hacimli trafikten
keskin bir sekilde ayirma. Basit gegisler, Gocu-
Klar igin uygun.

LTS 2: Bisikletliler, resmi gegisler diginda
trafikle  etkilesime  girmek  zorunda
kalmamalari igin kendi stirlis yerlerine sahip-
tir. Yiksek hizh ve gok seritli trafikten fiziksel
ayirma. Bir yetigkinin Ustesinden gelebilect
kolay gegisler. “ligili ama endise d
olarak siniflandinlan insanlann misamaha
edebilecedi bir trafik stres diizeyi

LTS 3: veya daha yiksek hizl
trafige yakin, ok seritli trafikle etkilesimi
igerir. "Heyecanli ve kendine giivenen" olarak
nlar igin kabul edilebilir bir trafik

stres du
LTS 4 Daha yiksek hiza sahip trafikle
ile etkilesim ya da yiksek hizli trafige
yakinhgi igerir. “Gigli ve korkusuz' olarak
Sir inlan kullanicilar igin kabul edilebilir
bir trafik stres diizeyi

Peter Furth, Northeastern Universitesi Ingaat
Mihendisligi Profesori, Boston, Massachu-
setts

Sou Peter Furth, Professor of Civil Engi-
neering at Northeastern University, Boston,
Massachusetts
Kaynak: Peter Furth, Northeastern Universi-
tesi Ingaat Mihendisligi Profesori, Boston,
Massachusetts

Protected bike lane
Korumali bisiklet seridi

Separated bike lane
Ayrilmig bisiklet seridi
S

LTs1
-
-
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SEPARATE MODES OF TRANSPORT ACCORDING TO:
Asagidakilere gore ayristiriimis yollar:

WEIGHT
Agirhk

DIRECTION
Yon

SPEED
Hiz

The question of whether different modes of transport
can be combined or should be separated can be ans-
wered by applying common sense. Mixing different
modes of transport in the same road space will only
work if there are no major differences in weight, direc-
tion and speed. For example, heavy trucks and child-
ren on bicycles do not coexist well in the same narrow
road profile. Cycling on or directly next to a road where
cars can travel at 50km/h or faster is not safe. And,
except at low speeds, traffic coming in opposite direc-
tions should be kept apart.

5 Liileburgaz bisiklete biniyor
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In most existing cities, there is si
space available to meet the needs of all modes of
transport in all streets at the same time. It is therefore
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mply not enough road
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WHAT A FORMER URBAN HIGHWAY COULD LOOK LIKE IN THE FUTURE
Gelecekte eski bir kentsel otoyol nasil goriinebilir

—
5m
Existing situation - D-100 Karayolu- Murat Hiidavendigar Caddesi
Meveut durum - D-100 Karayolu- Murat Hlidavendigar Caddesi
E Liileburgaz hisiklete biniyor
Cycling for a better city
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WHAT A LARGE MAIN ROAD COULD LOOK LIKE

Genis bir ana yol nasil goriinebilir

N

i
5m 26m, 25m, 25m, 3m 3m ,25m, 25m, 26m 5m

21,2m

Existing situation - Istasyon Caddesi Guney Aksi
Meveut durum - Istasyon Caddesi Giiney Aksi
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WHAT A NARROW MAIN ROAD COULD LOOK LIKE
Dar bir ana yol nasil goriinebilir

~
N

. AT

2,5m,2,5m 2,5m _ 3,5m 35m ,25m, 2,5m
19,4m

Existing situation - Istasyon Caddesi Guney Aksi
Meveut durum - Istasyon Caddesi Giiney Aksi

E Liileburgaz hisiklete biniyor
Cycling for a better city

ARTGINEERING

NOVUSENS

SUSTAINBALE SOLUTIONS
CREATIVE INDUSTRIES FUNDS

www.artgineering.eu 14/26

202



WHAT A NEIGHBOURHOOD ROAD COULD LOOK LIKE
Bir mahalle yolu nasil goriinebilir

Existing situation - ibrahim Gergek Caddesi
Meveut durum - Ibrahim Gergek Caddesi

E Liileburgaz hisiklete biniyor
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HOW TO ORGANISE DELIVERIES IN THE PEDESTRIAN AREA
Yaya bolgesinde teslimatlar nasil organize edilir

T~

25m 17m 35m 2m 1,7m 3,1m
14,5m

Existing situation - istanbul Caddesi
Meveut durum - Istanbul Caddesi

E Liileburgaz hisiklete biniyor
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HOW THE DUTCH
WOULD DESIGN AN
INTERSECTION

Hollandallar bir
kavsagi nasil
tasarlar

i ) 8. C )

L

This postcard shows some basic design princi-
ples from the Netherlands for the design of safe
and stress-free crossings. The four most important
elements are protective islands, waiting areas for
cyclists, shifting the location of the cycle paths and
advanced stop lines.

Bu kartpostalda giivenli ve stressiz gegislerin tasarimi
icin Hollanda'dan bazi temel tasanim ilkeleri goste-
rilmektedir. En 6nemli dort unsur koruyucu refijler,
bisikletliler igin bekleme alanlari, bisiklet yollarinin
kaydirimasi ve geligmis durma hatlaridir.

Source/ Kaynak: ADFC “So geht Verkehrswende’, 2018
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1. PROTECTIVE ISLANDS
Koruyucu refiijler

1. Protective islands

A typical element of Dutch crossings are crescent-
shaped traffic islands, so-called protective islands.
These islands have a small radius and thus reduce the
speed at which motor vehicles approach them. They
can be driven over by trucks as they require larger tur-
ning circles. Protective islands mark a clear boundary
between ised traffic and pedestri; and cy-
clists. They thus ensure that people who cycle or walk
feel safe and are clearly visible.

Hollanda kavsaklarinin tipik bir unsuru, koruyucu refij-
ler olarak adlandirilan hilal seklinde trafik refdijleridir. Bu
refujler kiigik bir yarigapa sahiptir ve bu nedenle motor-
lu tagitlanin yaklasma hizini azaltir. Daha biiyik donus
vyarigaplari gerektirdiklerinden kamyonlar tzerlerinden
gegebilirler. Koruyucu refijler motorlu trafik ile yayalar
ve bisikletliler arasinda agik bir sinir olugturmaktadir.
Boylece bisiklete binen veya ydriiyen insanlarin kendi-
lerini gtivende hissetmelerini ve kolay bir sekilde fark
edilmelerini saglarlar.

Source/ Kaynak: ADFC “So geht Verkehrswende’, 2018
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2. Waiting areas
The protective islands automatically create waiting
areas in which cyclists can line up when the traffic
lights are on red, while not obstructing cycle traffic
crossing behind.

Koruyucu refiijler otomatik olarak, trafik 1igi kirmizi
oldugunda bisikletlilerin siraya girebilecegi ve arkadan
gegen bisiklet trafigini engellemeyen bekleme alanlar
yaratir.

Source/ Kaynak: ADFC “So geht Verkehrswende”, 2018
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2. WAITING AREAS
Bekleme alanlari
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3. Shifting the cycle path

A slight shift in the axis of the cycle paths creates a
waiting area for motor vehicles and ensures that mo-
torists can concentrate on one thing at a time: first
turning around the corner, then locating the cyclists
approaching the crossing. As motor vehicles are po-
sitioned at a right angle to approaching cyclists, they
can spot them more easily in their field of vision and
the ‘blind spot’ is minimised. Consistently keeping cy-
clists at a distance from car traffic reduces the risk
of collisions and the stress level to which cyclists are
exposed.

Bisiklet yollarinin ekseninde hafif bir kaydirma motorlu
tasitlar igin bir bekleme alani yaratir ve surtctlerin ayni
anda tek bir seye konsantre olmasini saglar: 6ncelikle
koseyi donmek ve ardindan kavsaga yaklasan bisikletli-
leri fark etmek. Motorlu tagitlar yaklasan bisikletlilere dik
bir agiyla konumlandirildiklarindan, géris alanlarinda
daha kolay tespit edebilirler ve boylece “kor nokta” mini-
mize edilir. Bisiklet sirticlerini arag trafiginden strekli
olarak belli bir mesafede tutmak, garpigma riskini ve
bisikletlilerin maruz kaldigi stres seviyesini azaltir.

Source/ Kaynak: ADFC “So geht Verkehrswende’, 2018
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3. SHIFTING THE CYCLE PATH
Bisiklet Yolunun Kaydiriimasi
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4. ADVANCED STOP LINES
Geligmis durma hatlari

4. Advanced stop lines.

Consistently guiding cyclists to the side of the road
automatically creates advanced stop lines for bicycle
traffic, which helps to ensure that cyclists are more
visible. In the best-case scenario, these stop lines
ensure that the intersection is clear when the vehicle
arrives as the cyclists are given a head start due to the
advanced stop line.

4. Geligmis Durma Hatlari

Bisikletlilerin strekli olarak yolun kenarina yonlendiril-
mesi, bisiklet trafigi igin otomatik olarak geligmis durma
hatlari olusturur ve bu da bisikletgilerin daha iyi goril-
mesine yardimer olur. En iyi durumda, bu hatlar bisikletli-
lere dncelik sagladigindan arag geldiginde kavsagin bog
olmasini saglarlar.

Source/ Kaynak: ADFC “So geht Verkehrswende’, 2018
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— N
W@N_ INTERSECTION WJTH AN URBAN HIGHWAY COULD LOOK LIKE

~Kentsel bir otoyol ile kesisen lga\ﬁﬁ( nasil gériinebilir
= IS

Existing situation - Luleburgaz Terminal Junction - Is-
tiklal Caddesi / Murat Hiidavendigar Caddesi

Meveut durum - Lileburgaz Terminal Kavsag -Istiklal
Caddesi / Murat Hiidavendigar Caddesi
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WHAT AN INTERSECTION IN THE PER1PHER COULD LUOK LIKE
Merkezm dis smlrlnda b|r kaVsak:nas gorUneb|I|r

~___ '\Q\

Existing situation - Futbol Akademisi (LYFA) Onii-
istasyon Caddesi ve Millet Caddesi Kesisimi

Meveut durum -Futbol Akademisi (LYFA) Oni-Istasyon
Caddesi ve Millet Caddesi Kesigimi
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WHAT A NEW ROUNDABOUT IN THE PERIFERY COULD LO!]JHZI/KE ™. 4
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Existing situation -Toki Bolgesi- Millet Caddesi ve
Hiikiimet Caddesi kesigimi
Meveut durum -Toki Bolgesi- Millet Caddesi ve Hiikimet
Caddesi kesigim
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Durak Mahallesi- istasyon Caddesi-Demir Hatti Cad-

desi kesisimi
Mevcut durum -Durak Mahallesi- Istasyon Caddesi-
Demir Hatt kesisimi
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About the authors

Artgineering is an office for research and design
at the border between urban planning and mobil-
ity. The office devises and implements strategies
for complex urban conditions, with special atten-
tion to the role of cycle infrastructure. Artgineering
reinterprets the relation between infrastructure,
landscape and urban development. Starting with
precise observations of the existing territorial real-
ities, the office investigates the spatial, social and
cultural production of space, whilst also address-
ing the communication and anchoring of designs
through stakeholder involvement and coproduc-
tion: a holistic approach in which creativity and
technology come together, art-gineering.

Artgineering recently realized a number of public
spaces, where cycling is not only a mode of trans-
port, but a powerful means to improve the city as
a whole. The partners of Artgineering regularly
research and publish on relevant topics of urban
planning and mobility: ‘Cycle Infrastructure’, an
inspirational handbook about how to fully explore
the potential of bicycle routes; the policy study ‘Fi-
etsland’ commissioned by the Dutch Ministry of In-
frastructure & Environment; the research-by-design
project ‘More cycling-better cities’, commissioned
by the Dutch state advisor on infrastructure; and
most recently ‘Traffic Space is Public Space’, an
handbook for the transformation of traffic spaces.

Stefan Bendiks is an architect and urban planner.
He has been teaching and lecturing on urban plan-
ning and mobility at various institutions across Eu-
rope. In 2013/14 he was professor at the Academy
of fine Arts in Vienna. Stefan Bendiks is a member
and expert of the Dutch Cycling Embassy (DCE).
He advised, among others, the city of Groningen on
its new cycling strategy.
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Sustainable solutions is an internationally op-
erating organization that facilitates sustainable
mobility, clean energy and urban development in
emerging economies and developing countries.
The main focus is on projects that have a strong
positive impact on local society.

There is a world to gain - literally and figuratively.
By sharing knowledge with local partners, signifi-
cant progress can be made in reducing carbon
emissions and improving air quality, accessibility
and overall quality of life. The local population will
benefit Through better health and social emanci-
pation. These changes also will have a global im-
pact. Sharing our knowledge and know-how is both
an opportunity and a responsibility for the western
world.

Sustainable solutions acts as partner in all phases
of a project: from problem analysis, to developing
a solution, to implementation. Dirk de Jager active-
ly seek collaboration with Dutch and international
partners that complement each other, like includ-
ing private parties, public institution (municipali-
ties of Amsterdam and The Hague) in the field of
sustainable mobility in large cities. Here the focus
is on the bicycle as a relevant means of transport.
Cycling will be developed in an integrated strat-
egy that includes the three elements of hardware
(infrastructure), software (social and cultural ele-
ments) and orgware (management preconditions).
The aim is to transfer knowledge and experience
through a capacity building approach.
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Novusens innovation & entrepreneurship institute
is an ankara, turkey based, for-profit, independent
“think tank” organization at the cutting edge of
designing and implementing innovation policies
and contributing to the advances in technology
that are creating the new opportunities to increase
economic growth, shaping the future to improve
the quality of life. It is committed to deliver pro-
fessional consultancy and training services in
“innovation & entrepreneurship” field both in local
and international markets. By its core values, busi-
ness quality and excellence perspective, novusens
aims to provide unparalled, unique, result-oriented,
exemplary turnkey solutions to its customers and
stakeholders.

Novusens was established in 2009 in ankara by
berrin benli. It was funded by “ide consulting” and
then co-founded by “designnobis” whose ceo is dr.
Hakan girsu. The unique know-how and experi-
ence and most importantly the “passion” of the co-
founders of “novusens” dedicated to “innovation
& entrepreneurship” has lept it ahead very rapidly
and started to receive service requests even be-
fore officially established.

Novusens has adopted in principle of business
development and implementation either with ppp
approach, or by other business methodologies as
it fully supports “collaboration” and “co-operation”
business philosophy. The areas of research is
mainly “technology and social innovation” through
“science, technology and design”.

Novusens has attracted many potential business
partners at both local country and global level
during the period of its establishment. The num-
ber of strategic partners has been increasing on
a progressive manner to be able to provide en-
riched services in wide variety of portfolio to all of
its potential customers and stakeholders in each
and every segment of the chosen industries (ict,
energy, education, health, defence, agriculture and
creative industries).

Novusens develops technology strategies and
solicies for the short and longer term to shape the
future to improve the lives of the people through
designing and executing “best practice” applica-
tions both at the local country level and at inter-
national arena by its high profile team of experts.
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