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PUBLIC INTERIORITY THROUGH URBAN MOBILITY: DESIGN 

APPROACHES FOR TRAIN STATIONS IN ISTANBUL 

SUMMARY 

The starting point of the study is the importance of interior architectural design 

discipline as a force that can positively affect the urban wellbeing in metropolitan 

cities. The notion of publicness or being public and the public spaces that have an 

essential and inevitable part in the daily urban life, defines the potentials that interior 

architectural design in terms of enhancing the urban wellbeing. In this context, the 

concept of urban interior and urban interior practices which also includes the 

characteristics of public and interior spaces, are considered an efficient tool for 

improving the urban environment.  

In this thesis, it is suggested that transportation nodes, which are accepted as the 

intersections of everyday urban life, as well as urban mobilities and public life, are 

also urban and public interiors. Based on the hypothesis that transportation nodes 

accepted as urban and public interiors, public transport structures have been specified 

due to their direct relation with the concept of urban wellbeing. On this purpose, 

railway stations which are parts of urban setting from the initial phase of the 

transformation process of metropolitan cities are selected as the main areas of the 

study. The aim of the study is to compare the existing conditions of urban and public 

interiors among selected transportation nodes and then discuss design approaches to 

improve them. The study offers a relatively experimental approach on evaluating the 

quality of urban and public interiors. Also, it is intended that the developed method 

would be beneficial for further studies about urban and interior spaces.  

The thesis begins with a descriptic cross reading on the structural and sociological 

evolution of public space in metropolis. The first part consists of examinations on 

transformation of metropolitan cities as the determinant factor in the evolution of 

public spaces. The first topic of the thesis also related to the notion of urban mobility 

and its role in the expansion of the cities. Together with the transition of urban public 

life and public spaces, the urban wellbeing concept and the quality of public spaces 

are discussed to define the current position of public spaces. The notion of interiority 

in the urban context and the current urban interior practices are also explained within 

the first part of the thesis. 

In the second part of the thesis, the notion of urban mobility reconsidered as a form of 

interiority in metropolitan cities. The interconnection of these notions is especially 

distinctive in the public transportation structures. Thus, suggestions on the interiority 

of urban mobility and public transportation structures is developed. Amongst 

transportation structures, railway stations have been distinguished due to arguments in 

regard to recognizing railway stations as community hubs as well as transportation 

hubs in the city.  In the thesis, it is suggested that railway stations that are urban and 

public interiors and community hubs, are also posing important potential for enhancing 

the urban wellbeing. The urban interior practices that are also discussed in the thesis, 

can be efficient tool to improve the current conditions of these spaces. 

In the third part of the thesis, the study method, which is evaluating the quality level 

of urban and public is introduced. In order to compare and improve the existing 

conditions of selected public interiors that have different urban environments, an 

empirical method was developed that evaluates the quality of the space according to 
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components of good urban and public interiors. The method consists of a two-phased 

field study, observing and conducting a comprehensive survey, respectively. On 

Gebze-Halkalı Marmaray railway transport line, Sirkeci and Bakirkoy railway stations 

in Istanbul are selected as the case studies, while background information about the 

railway stations and causality of each railway station are also discussed. After the 

analysis of the evaluations, the field study ends with statistical data acquisitions. 

Comparisons between the two railway stations are performed in terms of the positive 

and negative aspects of the assesments. As a result, depending on the analysis and 

findouts of behalf of design approaches recommended for each space improving the 

existing qualities.  

In conclusion, it is stated that transportation nodes, in this case, the railway stations as 

urban and public interior spaces, carry important potentials to enhance urban 

wellbeing. Thus, by developing a relatively original evaluation system, analyzing the 

spaces accordingly and then discussing the possible design approaches for each space, 

it was possible to experiment with a method that could be beneficial for further studies 

related to urban and public interiors. 
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KENTSEL MOBİLİTE ÜZERİNDEN KAMUSAL İÇSELLİK: İSTANBUL 

TREN İSTASYONLARINA TASARIM ÖNERİLERİ 

ÖZET 

İç mimari tasarım disiplininin büyük kentlerde kentsel refahı (urban wellbeing) olumlu 

yönde etkileyebilecek önemli bir güç oluşturması, bu çalışmanın çıkış noktasıdır. 

Kamusallık kavramı ve günlük kent yaşamında içlerinde bulunmanın kaçınılmaz 

olduğu kamusal alanlar, iç mimari tasarımın kentsel refahı artırma yönündeki 

potansiyellerini tanımlar. Bu bağlamda, kamusal ve iç mekanların özelliklerini de 

içeren kentsel iç mekan kavramı ve kentsel iç mekan uygulamaları, kentsel çevrenin 

iyileştirilmesinde etkili bir araç olarak kabul edilmektedir. 

Bu tezde, günlük kentsel yaşamın, kentsel hareketliğin ve kamusal yaşamın kesişimi 

olarak kabul edilen ulaşım düğümlerinin (transportation nodes), aynı zamanda kentsel 

ve kamusal iç mekanlar olduğu ileri sürülmektedir. Ulaşım düğümlerinin kentsel ve 

kamusal iç alanlar olduğu hipotezine dayanarak, kentsel refah kavramıyla doğrudan 

ilişki kurması nedeniyle toplu taşıma istasyon yapılarının üzerinde durulmuştur. Bu 

amaçla, metropollerin dönüşüm sürecinin başından itibaren kentsel çevrenin bir 

parçası olan demiryolu istasyonları, çalışmanın odak noktası olarak seçilmiştir. 

Çalışmanın amacı, seçilen ulaşım düğümleri arasında mevcut kentsel ve kamusal iç 

mekan koşullarını karşılaştırmak ve daha sonra iç mekan kalitesini geliştimek için 

tasarım yaklaşımları önermektir. Çalışma, kentsel ve kamusal iç mekanların kalitesinin 

değerlendirilmesinde nispeten deneysel bir yaklaşım sunmaktadır. Ayrıca, geliştirilen 

yöntemin kentsel ve iç mekanlarla ilgili daha fazla araştırma için faydalı olması 

amaçlanmıştır. 

Tez, Batı metropol kentlerde ve İstanbul’da kamusal alanın yapısal ve sosyolojik 

evrimi üzerine literatür araştırması ile başlamaktadır. İlk bölüm, kamusal alanların 

gelişiminde belirleyici unsur sayılması nedeniyle bir başlangıç noktası olarak kabul 

edilen metropol kentlerin, endüstriyel devrimin ardından modernleşme süreci 

dahilimde dönüşümünün incelenmesine odaklanmıştır. Batı metropol kentleri ve 

İstanbul’un evrilme süreçlerini karşılaştırmalı olarak ele alan bu bölümde, farklı tür 

metropol kentlerin yapısal olarak büyümesi, gelişmesi ve bahsi geçen karşılaştırmalar 

kapsamında İstanbul’un hızlı bir değişime uğraması ele alınmıştır. Kamusallık ve 

kamusal alan kavramı da Batı kökenli ve Batı kentleri örneklendirerek üretilmiş 

sosyolojik teoriler ile Türk toplum yapısı ve İstanbul üzerinden literatürde geçmiş 

örnekler ile teorileri karşılaştırarak incelenmiştir.  
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Tezin ilk kısmı aynı zamanda kent hayatı ve kentteki kamusal hayat ile bağlantılı bir 

kavram olan kentsel refah (urban wellbeing) kavramına değinmektedir. Kentsel 

kamusal yaşamın ve kamusal alanların dönüşümü ile birlikte, kamusal alanların 

konumunu tanımlamak için kentsel refah kavramı ve kamusal alanların kalitesi 

tartışılmıştır. Kentsel refahın tanımına ve güncel kentsel refah ve kamusal alan 

bağlantısı üzerindeki çalışmalardan bahsedilmiştir. Bu doğrultuda kamusal alanların 

potansiyel olarak kentsel refahı arttırabilme özelliği; tez süresince kamusallık ve 

kamusal alanın günlük kentsel hayatla vurgulanan ilişkisi kapsamında, kamusal 

alanların kentleri pozitif yönde etkileyebildiği özelliği olarak kabul edilmiştir. 

Kamusal alanların kentlerdeki refah düzeyini pozitif yönde etkileyebilmesinin ilk 

koşulu ise, bahsedilen kamusal alanların, başarılı sayılacak nitelikleri barındırmasıdır.  

Bölüm dahilinde kamusallık ve kamusal alan kavramlarının tartışılması ve kentsel 

refah ile bağlantısının kurulmasının ardından, başarılı kamusal alanların nitelikleri 

irdelenmektedir. Bir kamusal alanın başarı ve kalite düzeyinin ölçülmesi üzerine 

yapılan çalışmalar üzerinden yapılan bu irdeleme ile, varolan kamusal alanların ve 

muhtemel kamusal alan pratiklerinin kentsel refaha olan etki seviyelerinin ölçütü 

saptanmıştır. Kentsel bağlamda içsellik kavramı ve mevcut kentsel iç mekan (urban 

interior) tartışmaları ve uygulamaları da tezin ilk bölümünde ele alınmıştır. Tartışmalar 

ve uygulamalar doğrultusunda, kentteki içsellik kavramının, kamusal alanlarla 

bağlantılı olduğu öne sürülmüştür. Bu doğrultuda, güncel kentsel iç mekan 

uygulamalarının, aynı zamanda yeni bir tür kamusal alan yarattığından bahsetmek 

mümkün olmuştur. Tezin ikinci bölümü, kentsel hareketlilik kavramı ve kentsel 

hareketliliğin kentlerin genişlemesindeki rolü ile de ilgilidir. Kentsel iç mekanların 

kamusallığına ek olarak kentsel hareketlilik kavramı, metropollerde görülen bir iç 

mekan şekli olarak ele alınmıştır. Kentsel hareketlilik kapsamında yer alan kent içi 

ulaşım ve ulaşım mekanları, iç mimari tasarımın etki edebileceği alanlar olarak 

tanımlanmaktadır. Bu doğrultuda, kentsel hareketlilik ve toplu taşıma yapılarının 

içselliği üzerine öneriler geliştirilmiştir. Bu kavramların birbirine bağlanması, ulaşım 

yapıları dahilinde bulunan toplu taşıma yapılarında özellikle belirgin olmaktadır. 

Ulaşım yapıları arasında demiryolu istasyonları, şehirdeki temel ulaşım merkezleri 

arasında oldukları kadar, topluluk merkezi olarak da ayrı bir yere sahiptirler. Kentlerin 

genişleme ve hem yapısal hem de kamusal anlamda gelişme sürecinde demiryolu 

istasyonlarının önemi tartışılmaktadır. Kentlerin; modernleşme, teknolojik ilerleme, 

çevre kentler ile ülkeler arasında bağlarının kuvvetlenmesi, kamusal çerçevede yeni 

tür mekanlar kazanmak ve kamu hayatında yeni süreçler edinme süreçlerinde, 

demiryolu istasyonlarının ayrıcalıklı yerinden bahsedilmektedir. Tezde aynı zamanda, 

kentsel ve kamusal iç mekanlar ve toplum merkezleri olan tren istasyonlarının da 

kentsel refahı arttırmak için önemli bir potansiyel teşkil ettiği öne sürülmektedir. Tez 

sürecinde tartışılan kentsel iç mekan uygulamaları, bu alanların mevcut koşullarını 

iyileştirmede etkili bir araç olma potansiyeline sahiptir.  
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Kentsel ve kamusal alanların kalite seviyesini değerlendiren çalışma yöntemi, tezin 

üçüncü ve son bölümünde tanıtılmıştır. Kamusal alanların başarı düzeyini ölçmek 

üzere yapılan araştırmaları temel alarak, içsellik kavramı ve güncel iç mekan 

pratiklerinin incelenmesi sonucunda edinilen kentsel kamusal iç mekan özellikleri ile 

özgün bir ölçüm yöntemi düşünülmüştür. Bu yönde, farklı kentsel çevrelere sahip olan 

kamusal iç mekanlar arasındaki mevcut koşulları karşılaştırmak ve iyileştirmek 

amacıyla, mekanın kalitesini, başarılı ve kaliteli kentsel ve kamusal iç mekan 

bileşenlerine göre değerlendirmek için ampirik bir yöntem geliştirilmiştir. Yöntem, 

sırasıyla gözlem ve kapsamlı bir anketten oluşan iki aşamalı bir saha çalışmasından 

oluşmaktadır. Kentsel ve kamusal iç mekanların kalite düzeyini ölçme amacıyla beş 

bileşen üzerinden yürütülen anket, saha çalışmasının kritik aşamasıdır. Saha çalışması 

için, İstanbul'daki Gebze - Halkalı Marmaray demiryolu hattında bulunan Sirkeci ve 

Bakırköy tren istasyonları seçilmiştir. Tren istasyonları hakkında gerekli bilgiler ve 

her istasyonunun alan çalışması için seçilme nedenleri ele alınmıştır. Saha 

çalışmasında gözlem ve anket çalışmasının, her iki alanda gerçekleştirilmiş olan 

uygulama evreleri detaylı olarak işlenmektedir. Değerlendirmelerin analizinin 

ardından saha çalışması, istatistiksel veri toplama ile tamamlanmaktadır. 

Değerlendirmelerinin olumlu ve olumsuz yönleri açısından, ankette yer alan beş 

bileşene göre iki tren istasyonu arasında karşılaştırma yapılmıştır. Son olarak, 

sonuçlara ve analizlere bağlı olarak, mevcut nitelikleri iyileştirmek için her alan için 

tasarım yaklaşımları önerilmiştir. 

Sonuç olarak, ulaşım düğümlerinin, bu durumda, birer kentsel ve kamusal iç mekanlar 

olan tren istasyonlarının, kentsel refahı artırmak için önemli bir potansiyele sahip 

olduğu belirtilmektedir. Kalite düzeyleri tespit edildiğinde ve geliştirildiğinde, kentsel 

refaha önemli bir katkıda bulunan kentsel ve kamusal iç mekanlar Nispeten özgün bir 

değerlendirme sisteminin geliştirilmesi, mekanların analizinin yapılması ve sonrasında 

her mekan için olası tasarım yaklaşımlarının tartışılması doğrultusunda, kentsel ve 

kamusal iç mekanlarla ilgili gelecek çalışmalar için faydalı olabilecek bir yöntemi 

denemek mümkün olmuştur. 
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 INTRODUCTION 

As a result of the globalization, the ongoing growth and development process of the 

cities caused the majority of the population to live under the domination of the urban 

environments. It is accepted that the cities are shaped by the everyday urban life, 

especially the metropolitan cities, which had the most intense process of development 

and growth. Consequently, the impact of urban environment on individual and 

community wellbeing, in general the quality of life in cities becomes a relevant 

concern, globally.  

When examining the components of this relation between wellbeing and the urban 

conditions, it is noticed that the factors that shape the urban environment and factors 

that shape the everyday life of the urban population do overlap. On one hand, in the 

development and expansion or transformation process of the cities, urban mobility has 

been considered among the most important factors in the process of urban 

developement; so that the cities have been defined as they are formed by networks of 

mobilities. Within the context of transformation process, the conditions of urban 

mobility can be observed ideally through the dynamic relation of transport networks 

between city centers and peripheries. On the other hand, the urban public life and 

successful public spaces that characterized by their necessity of being accessible to the 

whole urban population and therefore can be associated with urban wellbeing, re-

emerges as the common grounds, which the current mobility of everyday urban life 

constantly interacts with. Thus, the nodes and places created by urban transportations 

are accepted as public places that contribute to the urban wellbeing. 

In this respect, within this thesis stusy, in the scope of interior architectural design, it 

is suggested that urban interior practices are posing an important potential to enhance 

the conditions of the nodes and places of urban transportations; as they are also 

accepted as urban and public interior spaces. Among public transportation facilities, 

railway stations are selected for their past role in the development of the cities and the 

status of representing the modernization in Istanbul. The problematic conditions of 
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traffic and public transportation and the current situations of railway stations in 

Istanbul are on the agenda of the city. With the opening of highly anticipated Gebze – 

Halkali Marmaray commuter line, the renewal of the historical railway stations 

proposes an undiscovered study area in terms of urban interiors in Istanbul. 

This thesis’ initial aim is to establish a mutual relation between metropolitan cities, 

public spaces, urban wellbeing and public transportations, then, suggesting how to 

approach urban interiors, more specifically, railway stations as the interconnections of 

the mentioned relations. Thus, developing a relatively original method to evaluate the 

quality of the urban and public interiors, in order to create a basis for further urban 

interior design and research practices, is the main goal of this thesis.  

A literature research arranged as a discussion on each part of the relation constitutes 

first and second parts of the thesis. The third part of the thesis consist of a more focused 

examination of urban mobility and railway stations. The background information 

about selected areas, which are Sirkeci and Bakirkoy Railway Stations and the field 

study that is repeated for each study area are processed in the fourth part of the thesis. 

Lastly, a comparative analysis between the two stations is made and accordingly, 

design approaches for improving the conditions of railway stations are offered. 
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 CONDITIONS OF URBAN AND PUBLIC LIFE IN METROPOLIS, 

URBAN WELLBEING, URBAN AND INTERIOR PUBLIC SPACE 

At the initiation of the discussion, on the ways and means of enhancing the conditions 

of urban public life in metropolitan Istanbul, a comparison is considered to be 

beneficial in order to depict the differences in urbanization process between Istanbul 

and other prominent Western metropolis’. This examination includes brief overviews 

on the structural transition process from industrial cities, to modern cities to post-

modern and finally to the global metropolitan cities, as well as the changes that 

happened on urban public life.  

 Evolution of Urban Public Space 

The importance of public spaces in the metropolitan milieus stems from the rapid 

growth of urban life and city development and the lack of enough spaces for public 

use and social gathering. Like Suzie Attiwill (2011) points out the fact that for the first 

time in history, the population of cities is greater than the population of rural areas 

(Attiwill, (2011a). Today, 55% of the population lives in urban areas and as the World 

Bank estimates, “By 2045, the number of people living in cities will increase by 1.5 

times to 6 billion, adding 2 billion more urban residents. By 2050, 68% of the world’s 

population will be urban.” (URL-1) 

As David C. Thorns (2002) explains, the primary reason of urban growth in recent 

history and the continuity in the population increase in cities is globalization. As it is 

known, the notion of globalization essentially a product of modernization of cities that 

began with industrialization. The transition into the industrial production that gave 

way to weakening of power in rural production economy and end the priority of rural 

areas, led to a demographic transformation caused by mobility to urban areas. Through 

the process of urban growth and diversity, cities continue to expand not just in 

population, but also in the area they covered. As the cities expand and the periphery of 

cities started to be detached from the centers, the functions and types of urban and 

public spaces which strengthen the relation between city and the people, also gained a 

remarkable amount of importance. Also, urban mobility and public transportation 
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began to constitute the backbone of the development process. Therefore, the structural 

development of cities can be accepted as one of the major factors that affected the 

evolution of urban public spaces. 

2.1.1 Structural development of the metropolitan cities  

The emergence of modern industrial city in 19th century paved way to wide range of 

structural and planning changes in the urban realm such as; introduction of modern 

urban planning including new city centers, new ways and means of urban public 

transportation constructions based around commercialization and novel approach of 

dwelling types like worker housings (Brown, L.J., et al., 2009).   

In mid-19th century United States, the biggest settlements were coastal and mercantile 

cities on west of North American continent, and they served as the epicenters of U.S 

manufacturers that relied mostly on waterpower (Brown, L.J., et al., 2009). Yet, as it 

has been acknowledged during the industrial era, coal and steam power rose quickly 

to prominence and with them, railroads became the most important form of 

transportation (Brown, L.J., et al., 2009). In this respect, the factories could be located 

anywhere with access to railroad for delivering coal as the main energy source and 

carrying finished goods In the light of these changes and with the advantages of labor 

force and the global transportation, industrial cities developed in the coastal and 

mercantile cities, and this situation transformed the urban system of these cities. With 

the integration of railway transportation, in 1920 for the first time in U.S history, more 

people lived in the cities than on rural areas, but the land use remained as it was in the 

preindustrial era, accommodating both dwelling and factories. As mentioned 

previously, diverse means of travel began to establish; initially the railway system, 

then streetcars, subways and lastly automobiles (Brown, L.J., et al., 2009).  

Rise and diversity of population that triggered by industrial improvements was a major 

factor for structural development of cities and changes in urban system. For Europe, 

both the discovery of the new world and immigration wave, in addition to that, 

migration from older port and merchant cities to new industrial cities in United States 

has changed the population distribution of the continent. At the same time in Europe, 

the sudden expansion of cities as a response to immense flows of immigration and as 

a response urgent claim for new residential areas emerged (Montanari, 2014). New 

residential districts, in other words slums, that built primarily for workers whom 
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migrated from urban areas began to deconstruct formal borders of cities and altering 

traditional forms of urban space as they rapidly became crowded and problematic 

(Montanari, 2014). The other factor was that by the end of the 19th century, minimum 

salaries rose in number; therefore, working class created a demand for 

commercialization by escaping from overcrowded slums to commercial areas in their 

spare time. This also effected the transportation systems positively by providing people 

to commute larger distances that they could work, shop and live. Like Brown, et al. 

state, “Across the United States, this fuelled a rapid expansion of the grid pattern in 

cities and annexation of adjoining communities to accommodate surging populations 

and expanding industries. Railroads and transit lines encouraged the development of 

new, far-flung suburbs, heralding a new era of decentralization.” (Brown, L.J, et al., 

O, 2009).  

During 20th century, transportation became more affordable and urban form became 

more dispersed in contrast to the old concentrated system; which is now a typical of 

majority of western cities. Individualism, privatization and privatism on an increased 

level seen as the reason for individual rental ownership and suburban system. This 

complexity of changing of urban development with public health and financial 

concerns led to zoning ordinance in United States. Although critics including Jane 

Jacobs blamed single- use zoning practice causing the lost vitality of dense, mixed – 

use cities and suburban sprawl, zoning functioned as a powerful urban design practice 

(Brown, L.J, et al.,).  

In the post-industrial city, motorways determined the urban planning system and high-

density buildings became the architecture focal point. The projects for a future city 

designed around ‘motor age’ and suburbs built around in first half of 20th century were 

getting more distant from the city center. Motorways became the primary urban design 

factor; thus, walking distance to a fixed transit line, in most cases, to a railway station, 

was no longer the primary factor for dwelling locations. Public and private vehicles 

progressively invaded streets; this prevalence caused decrease in safety and overall 

disturbance in urban environments (Montanari, 2014).  

Financial prosperity in mid-20th century caused high consumer economy and housing 

demand following increased birth rates. Thus, suburban lifestyle predominated urban 

lifestyle as it was acknowledged to be more suitable for raising children. In the late 

1960’s, this era -called ‘baby-boom’- was finalized, whereas the suburban life went 

under harsh criticisms from social movements including feminism (Thorns, 2002). 
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From that point on, under the influence of individualism, families with one kid became 

the fastest growing housing type and houses which were far from the city center 

evolved into semi - public spaces (Thorns, 2002).Social movements, rise of the zoning 

practice and modern planning led to new planning approaches to transform the city; 

for the city that lost its center, a recentralization act took over. Thus, new types of 

urban and public spaces began to appear with the intention of revitalize urban 

environments. New urban cores built for suburban areas that previously had no center. 

Shopping malls became the downtown model as ‘lifestyle center’ for suburban areas 

after Fort Worth plan of Victor Gruen (Brown, L.J, et al., 2009). This model consisted 

of parking interceptors as gateways to a pedestrian, open shopping environment.  

In the aim to revitalize the urban environment, alternative solutions continued to be 

generated. As Montanari (2014) adverts, in the 1970’s a renewed attention to the 

quality of urban space emerged; attraction of artists to the older neighborhoods and 

transformation of the districts to include new residential and commercial utilizations 

without the help of the government (Montanari, 2014). Also, increase in restorations 

of historical buildings expedite the revitalization process of older neighborhoods, 

which previously suffered from suburbanization1. And in 1980’s public space projects 

came into focus for the same cause. New Urbanist movement in United States, propose 

rules for creating “compact, ‘traditional’ mixed-use neighborhoods and ‘towns’ at 

moderate densities suitable for walking and for transit while leaving surrounding green 

space intact.” (Brown, L.J, et al., 2009). Later in the 1990’s, changes in demographic, 

economic, social and technological forces reshaped the housing preferences, and 

consequently, urban living became preferable especially among younger workforce. 

Although this situation caused urban housing problems in big cities like New York, 

improving urban environment made cities centers of information. 

In conclusion, as it was similar in the industrial era, the workforce was mainly 

physical, workplaces and residential areas became separated, living and working were 

mainly tied to the city itself. Today, developments are products of ‘ideas’; workforce 

is mainly information-based, not tied to its location, therefore the city. Local and 

                                                 

 
1 Suburbanization is the trend that began in 19th century Western cities and exploded after the Second 

World War (1939-1945) It describes the mobility from the city into the residential areas located in the 

cities’ periphery which are away from the city’s core (URL-2). 
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national differences, communities, social movements and concerns such as gender 

equality, ethnicity are now also global. 

2.1.2 Transition process of metropolitan Istanbul 

Istanbul, unlike any other metropolitan city in the world, has a unique historical 

characteristic as being the capital city of three empires. Today, as the biggest city of 

Turkey, Istanbul has a population of over 15 million (URL-3). With its important 

geographical location, multi-layered historical background and rich cultural assets, 

Istanbul have always been exposed to perpetual stages of transition. Yurekli and 

Inceoglu (2011) defines urban characteristics of Istanbul as “continuous change, 

contradictions, incompleteness, ambiguity, heterogeneity and being unpossessed.” 

(Yürekli and İnceoğlu, 2011). Although transition is one of the major characteristics 

of Istanbul, as in other metropolitan cities, Istanbul went under intense cultural, 

economic and structural changes during the modernization process.  

Güvenç (2019)2 claims that in relation to political, economic and cultural thresholds 

the history and urban transition of Istanbul can be examine in three phases; firstly, shy 

modernity from Late Ottoman Empire (the Tanzimat period) to establishment of the 

Republican Turkey in 1920’s; secondly, radical modernity till 1940’s, populist 

modernity till 1980’s and thirdly, the global era which embodies the contemporary 

metropolitan city we live in at the moment. 

Constant migration from rural areas and small cities of Turkey to its biggest city and 

metropolis Istanbul, has been the main reason of Istanbul’s continuing development. 

Çınar and Aktaş (2018) emphasizes that “In Turkey, migration from rural to urban 

areas that took place between the years 1950-1980, has caused millions of people to 

come to the big city and around the settlement.” (Çınar and Aktaş, 2018). In this 

respect, Çınar and Aktaş references Peter Roberts’ discussions about five phases of 

Urban Change Process that he proposes in 2000, as following: (I)1950: 

Reconstruction; areas close to the urban center and nearby neighborhood units, 

(II)1960: Revitalization; the development of social facilities and the formation of 

spacious and livable areas, (III)1970: Renewal; the development of public and private 

                                                 

 
2 Prof. Dr. Murat Güvenç’s seminar titled “İstanbul 1839-2020: Kent Tarihine Giriş” at the AURA 

İstanbul, 19.01.2019. 
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sector resources, renewed urban infrastructure, and the increase in environmental 

concerns. (IV)1980: Redevelopment; Redevelopment projects, farther city projects, 

special sector focus, partnership development, environmental approaches, (V)1990: 

Regeneration; The tendency of detailed approach to implementation and policy, the 

adoption of a strategic perspective, the development of regional actions, the 

sustainable environment (Çınar and Aktaş, 2018). 

In 19th century Istanbul was a heterogenous urban realm like what it is still today. Çelik 

(1993) states that “Except the commercial centre, where people of different religions 

and ethnic groups worked side-by-side, the neighbourhoods of Istanbul were ethnically 

organized in 19th century. Muslims, the largest group, lived in the central part of the 

peninsula; Armenians, Greeks, and Jews were concentrated along the shores.” (Çelik, 

1993). 

Tekeli (1994) mentions that in 19th century Europe, industrial – modern cities’ major 

health and infrastructure problems brought the urban planning developments to topic, 

although the same intentions existed for different reasons, for example large scale fires 

that devastated thousands of buildings in old-city districts and the circulation systems, 

similar projects could not be realized in Istanbul due to limited financial resources 

(Tekeli, 1994). Although the country in general was not industrial yet, the commercial 

relations developed by the industrial community in the world and the new 

transportation opportunities that it has developed have started the transformation in 

Istanbul. Around second half of the 19th century, Ottoman Empire was going under a 

long series of reforms. Gül (2009) mentions that the Ottoman reformers aimed to 

transform the old empire into an efficient and coherent social, political, cultural and 

economic system in line with the general modernization process evident throughout 

Europe (Gül, 2009). This intention brought the need to transform Istanbul suitable for 

the new Western relations. Establishing a Central Business District, insufficient 

infrastructure network and new residential areas for new social classes like 

bureaucrats, merchants, businessmen were the major topics related to transforming 

Istanbul into a modern city. 

The external transportation and communication system were started to be based on 

railroads and steamships as the rest of the Western world; and as the relations with 

Europe became obligatory, new terminal buildings, new piers and post office buildings 

began to appear along with new banks, new government offices in the Central Business 

District of Istanbul. New recreation, entertainment places and hotels were needed as 
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well. Although Istanbul’s demography was heterogenic with diverse ethnicity, city’s 

morphology began to change drastically (Gül, 2009). During late 19th century and the 

begging of 20th century, important infrastructure projects; mainly expansion of 

railroads across the country intensified despite the economic dependency to European 

countries got worse (Gül, 2009).  

At the beginning with the second decade of 20th century, Istanbul was no longer the 

capital of the newly established Republic of Turkey; therefore, the city went through 

a discontinuation in urban development (Tekeli,1994). Still, in this period, 

immigration was not an immediate step in the process of modernization in Istanbul. 

This affected demographical structure of Istanbul, along with emigration of non- 

Muslim population consisted of merchants and bankers whom were major actors in the 

commercial activities; Istanbul was under the threat of turning into a more 

homogenous city. In the late 1930’s, Henri Prost began to work on Istanbul’s city 

planning, and continued as the main project leader till 1950. The main objects of 

Prost’s planning were to divide the city into industrial, commercial, residential and 

recreation zones with an efficient transportation system. The main transportation 

vehicle would be automobiles (Tekeli, 1994). Similar to the Western cities, the 

insufficient public transportation in addition to the automobile – based transportation 

system started to cause a further disconnection between the center and the periphery 

of the city.  

From late 1950’s to 1960’s, Istanbul went under the greatest urban renewal projects 

that began to change the historic center of the city; connecting of traditional 

neighborhoods to the Bosphorus with main arteries. Istanbul took shape with projects 

happened in this era.  The unplanned, informal housing due to rapid rise in population 

was the primary reason that caused expand in the periphery of Istanbul. “In Turkey's 

agenda entering the squatters results with this case; unplanned, dysfunctional formed 

in small settlements and the environment in areas far from large urban centers period 

of equipoise show the starting point in particular Turkey's transformation.” (Çınar and 

Aktaş, 2018). 

In 1960’s biggest problems of Istanbul included the enlargement of the metropolitan 

area, parcellation of outer districts, rapid industrialization and traffic (Tekeli, 1994). 

New districts had to be involved to the city and object of planning were the motorways 

and the general beautification of the city which involved demolition of historical 

buildings. Piccinato was selected for the new project leader of Istanbul’s city planning 
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and he aimed Istanbul not only to become main city of national production; but also, 

to be the centre of consumption, culture, commerce and management (Tekeli, 1994). 

Therefore, he suggested decentralization of the industrial settlements and the new 

residential areas in outer skirts of the city, whereas the most prominent example has 

been the Atakoy housing project in Bakirkoy district. Rapid development of apartment 

buildings eventually became one of the main reasons for continuity of population rise 

in metropolitan Istanbul. With the first Bosphorus Bridge -opened in 1973-, Central 

Business Districts shifted as the city’s periphery continued to expand. Kuban (2010) 

emphasizes the Bosphorus Bridge as the most important project happened till’ 1980 

and one of the factors for the spread of the urban traffic density to the city’s periphery 

(Kuban, 2010). Therefore, mobility and transportation increasingly became a serious 

issue and it can be stated that it still one of the present issues of metropolitan Istanbul.  

During 1980’s, Turkey entered a new era of globalization. The consumption culture 

that dominated the Western cities, began to spread rapidly in Turkey. Integration with 

the international economy in the first half of 1990’s made Istanbul point of attraction 

in investment; high-rise office towers, grand shopping malls began to be introduced to 

the urban environment (Kuban, 2010). In many districts of metropolitan area, 

residential site projects or in other words, gated communities replaced the previous 

informal housing and consequently created a new type of contradiction and 

segregation in the city.   

Today, Istanbul keeps growing in population, economy largely based on building 

industry, commerce and commercial spaces and is in constant demographic transition. 

It demonstrates a mix of all the modernization and globalization process’ that Istanbul 

has endured. As this chaotic situation summarized by Lovering (2009): “The 

problematic nature of urban development in Turkey manifests the weakness of 

political culture.” (Lovering, 2009).  

2.1.3 Transformation of urban public spaces and public spaces 

As the cities went through economic, cultural, political and spatial changes, urban 

community and urban living changed as well. The sociological discussions about the 

new urban system rose in mid-20th century and new theories about urban living and 

use of public space were suggested.  
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Public sphere, public realm, public place and public space have been used in literature 

for the same notion or a different one in meaning and understanding. To be more 

specific, it can be stated that the terms used for public space have been categorized for 

two perspectives. As Erturan (2011) describes, these two perspectives are as following: 

the first category approaches public space as conceptual and with sociological reading; 

and the second category approaches public space mostly as a physical space (Erturan, 

2011).  Among the terms that mentioned previously, public sphere -in German, 

öffentlichkeit- was the first and a blanket term used in literature that made by Jürgen 

Habermass in his book, ‘The Structural Transformation of the Public Sphere, 1989. 

Habermass described the public sphere by two main components: public opinion and 

publicity; to be seen in public (Habermas, 1989). According to Habermas, public 

sphere emerged in 18th century as an interface between feudal and bourgeois; it was 

the medium, place and process which individuals discussed the common matters 

rationally, made a common, public opinion as a result of this discussion (Habermass, 

1989). Habermas also points out the differentiation of notions public and private that 

happened after the industrialization (Habermass, 1989). 

Globally, new types of public spaces are appearing in different sizes, forms and being 

redefined to suit the contemporary needs. The evolution of types of public spaces is 

still in a continuation. Types of public spaces, initially started to be diversified from 

the street, neighborhood, square, park to privately hold places including cafes, 

restaurants, plazas; governmental places including libraries, stations to media and now 

globally shared World Wide Web, Nonetheless, spaces should have a certain qualities 

and functions to be able to be referred as public spaces. Erturan (2011) mentions while 

the fundamental qualities of public spaces are openness and accessibility for all and 

common use, the fundamental functions are communication, interaction, togetherness 

and sharing (Erturan, 2011).  

“While there are many different ways to define public space, most agree that public 

space includes all areas that are open and accessible to all members of the public in a 

society, in principle though not necessarily in practice.” (Orum and Neal, 2010). Places 

like parks, streets, squares; also, indoor commercial spaces such as bazaars has 

correspond to the openness and accessibility values of public spaces. Public buildings 

that has a restricted access depending certain times and groups for example schools, 
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libraries, courthouses and in some cases public transportations could be considered 

less public. Although these are major parts of urban life, privately owned shopping 

malls, restaurants and cafes couldn’t be considered fully accessible completely due to 

owners’ decision for their use. Public spaces should be available to all members of 

society including all ethnic, cultural and socio-economic groups.  

Representing the rising sociological and political discussions about public in mid- 20th 

century, Arendt (1958) also makes an emphasis on the accessibility of public spaces 

and it’s relation to active citizenship and politics (Arendt, 1958). According to Arendt, 

the public space is the common world we share; apart from our private spaces, while 

it is also a milieu that people can be seen and heard. Because of this visibility, people 

can be identified, express their identity, share their acts and experiences (Arendt, 

1958).  

Sennett’s suggestions are amongst the most crucial theories of contemporary public 

space. According to Sennett (1974), public space considered both as a place that social 

relations occurred and a symbolic place that individuals ‘perform’ which is similar to 

a theatre scene.  In his book ‘The Fall of Public Man’, 1974, he mentions that the lively 

public spaces evolved till 18th century are disappearing. So, the separated roles that 

individuals have in their private and public life became almost indifferent. As the sense 

of public and private place separated and the public life considered a direct reflection 

of one’s private self, public life became alienated to a stable and private family life. 

This shift in public and private life in modern city affected individuals’ ability to be in 

public; as he puts, “they have become artists that deprived from the art.” (Sennett, 

1974). He makes a detailed examination of the transformation of public life happened 

during industrialisation and modernisation process’ of Western cities.  

During the migration flow in 18th century, redevelopment of the public spaces 

including new monumental grand squares functioned as dissolving the crowd to other 

gathering places including cafés, parks and theatres. Because formal introduction as a 

first step to socialize in public was the preferable act, it provided an opportunity for 

socializing without having to share personal information; in coffeeshops which 

evolved to prominent places of public socializing, there were a set of rules for 

behaviours and a fundamental rule for speech that forbids speaking about any social 

status, personal background and credit (Sennett, 1974). The industrial capitalism and 
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the masses of new consumerist society in 19th century, started a new public commerce 

in the city; department stores were becoming predominant instead the traditional, open 

markets or small shops. As the cities’ population grow and its periphery enlarged, the 

isolation between neighborhoods and the center, and between the city and individuals 

deepened. Sennett (1974) points out that as individuals secluded in their private world, 

a rupture from the public, withdraw from social contact and escape to silence occurred. 

The societal reality began to be measured through phycological terms; the ‘real’, 

personal acts of self in public was a sign of power, which is considered the opposite 

of civility and the urban living that compose of impersonal life with mutual distance 

between people (Sennett, 1974). 

In purpose of comparing public life and public spaces in Western cities and Istanbul, 

it is helpful to begin with the descriptions of related notions. Tanyeli (2005) mentions 

that almost till 20th century, in which the encountering the western culture and 

integration capitalist economical system occurred, there wasn’t a necessity for 

differentiating the notions of public and private from each other in Ottoman and 

Turkish culture. The other problem with the notion of public is in Turkish language 

the public, kamu and public sphere, kamusal alan is being understood and often used 

in equal meaning to state and state-controlled spaces. “The term public in Turkish is 

generally used as a place where the state applies regulations oriented towards the 

individual: the inspection of clearly defined spaces by a public hand loaded with rules 

and orders. The public is the space which represents power and ideology; spaces 

organized for parades and public speeches or institutions where public is trained.” 

(Wildner, 2008).  

Tanju (2008) points out that the meaning of the word according to the Turkish 

Language Instution dictionary, kamu, is “all/always, the whole and the whole of the 

people, all the people.” In fact, state is not a part of the public sphere that Habermas 

(1989) described; the relation between state authority and the public authority 

intersects on the states mission of protecting citizens’ rights. Therefore, public spaces 

in Turkey still perceived as vacant places which belongs to no-one and can be 

interfered persistently.  

In Ottoman culture there wasn’t a polarized differentiation between the public and 

private places, but it didn’t mean that a monolithic space developed. The process from 
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private space to public space had multiple layers based on gradual levels of intimacy 

and this situation emerged with the multitude of having in-between spaces within the 

city. This delicate but conflicted balance between intimate and community life shaped 

the urban pattern and the characteristics in Istanbul (Tanju, 2008) It has been a 

conflicting situation as in there was never a distinct separation and this still can be 

observed through sales stands located on streets, outside of shops and traditional 

Turkish houses’ bay windows that merges with the street.  

Wildner (2008) describes the spatial organization of publicity in historical Ottoman 

city as it had a “multidimensional structure, progressing from the recognized to the 

foreign.” (Wildner, 2008). He further states that “Slow transitions where space and 

belonging were defined by dress sense and behaviours. In fact, from the intimacy at 

the center of the home, which hosted different rooms according to gender and for 

guests and the multidimensional neighborhood communication formed of the 

togetherness of residents and it didn’t include ‘foreigner,’ to areas extending to mosque 

and the institutions surrounding it, and the baths, the caravanserai and hotels where 

foreigners stayed.” (Wildner, 2008). She further explains that gathering and festivity 

areas that located outside the city walls formed inter – spaces between state control 

and collective use (Wildner, 2008).  

During 20th century coffeeshops which were extensions of the house and made 

prominent examples in the ambiguous transition of intimate to community space. A 

developing modernist mentality caused an urge to escape controlling environment of 

neighborhood and a demand for new public spaces such as parks and excursion routes. 

Although new spaces developed that split the ambiguity, a distinct separation cannot 

be mentioned. Undefined public space was uncanny and frightening (Tanyeli, 2005). 

Integration with the Western economy and the rise of property ownership caused a 

further split in private and public spaces, promoted new urban lifestyles and produced 

new demands on urban public spaces; the traditional layers of intimacy became 

constricted to the house only (Kalender, 2013). The heterogenous neighborhood 

settlement of different income groups living together was disturbed as the high-income 

groups move out to the outer districts and houses became the boundary protect 

individuals from outside living. Public space considered a channel for spreading the 

consumption culture for sustaining the new economic system.  
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The discussions on public space that was going on both in Europe and United States 

began to gain value in 1990’s when Turkey went through sequence of events on 

polarizing political, ethnical and cultural topics. As the new urban activities set around 

consumption places being introduced and the neighborhood culture continued being 

disturbed, shopping malls became the popular destinations. Although the historical and 

touristic value of open and public commercial spaces such as Grand Bazaar and the 

coffeehouses, according to JLL Turkey Commercial Real Estate Market Overview 

(2018) the 118 active shopping malls in Istanbul indicates highly privatized urban 

living (URL-4). This also indicates the separation and use of public and private places 

disturbed even further. 

2.1.3.1 Emergence of urban wellbeing in contemporary metropolis    

Public spaces and the sense of community they are able to support can be associated 

with wellbeing in urban setting. The urban conditions of the city which we live in have 

a strong impact on contentment of individual and community wellbeing and in general 

the quality of life in the city. Therefore, the concept of urban wellbeing can be 

identified through the role of city on quality of life, in this case the importance of 

public spaces on quality of life. Pointing the lack of evidence linking the quality of 

public spaces to peoples’ quality of life and emphasizing the role of public spaces in 

regeneration and wellbeing in her article, Helen Beck (2009) states that high quality, 

well designed and managed urban public spaces “plays a crucial role in promoting 

individual well-being and contributes positive social, economic and environmental 

value to our towns and cities.” (Beck, 2009). Also, as expressed by the Biennial of 

Public Space, “Public spaces are a key element of individual and social well-being, the 

places of a community’s collective life, expressions of diversity of their common 

natural and cultural richness and a foundation of their identity.” (URL-5). 

The term quality of life emerged with Social Indicators Movement in 1960’s and 

represented the role of questioning the assumptions about the relationship between 

economic and social wellbeing as well as individual and social wellbeing (Noll, 2004). 

The importance of wellbeing mentioned here can be related to the urban amenities 

including sense of place, belonging, legibility and collective memory. In addition to 

these subjective matters, economic, demographic, climatic, ecologic, usage and 
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transportation conditions of the city have a direct impact on the overall quality of life 

(Oktay, 2007). 

World Health Organization (WHO) describes the quality of life as ‘an individual's 

perception of their position in life in the context of the culture and value systems in 

which they live and in relation to their goals, expectations, standards and concerns. It 

is a broad ranging concept affected in a complex way by the person's physical health, 

psychological state, personal beliefs, social relationships and their relationship to 

salient features of their environment” (URL-6). According to this description, quality 

of life is a complex concept that depends on physical, psychological, cultural and 

sociological factors. Due to fact that most of the population lives in the urban areas, it 

is certain that the most environmental effects are caused by the city.   

Weakened neighbourhood and community bonds and current individual behaviour of 

enclosing to private world caused the rise of the needs related to quality of life in 

contemporary city societies. “Our cities see the growing demand for places where 

people can cultivate a sense of wellbeing, share their daily life and get closer to other 

inhabitants.” (Camocini, et al., 2015). It is possible to say urban life that takes place in 

public spaces is an important tool to enhance the quality of life and the wellbeing in 

the city. Thus, around the world several organizations are developing programs for 

enhancing overall wellbeing in the city through improving public spaces.  

The Organisation for Economic Co-operation and Development (OECD) promotes the 

need to produce detailed measurements of societal progress and wellbeing of people 

and launched the Better Life Initiative. Their objectives in general can be summarized 

as identifying policies for improving the qualities of the built environments. (URL-7). 

The United Nations’ working program UN-Habitat is also among the important 

initiatives aiming for a general quality improvement in cities. The Global Public Space 

Programme that launched in 2011, declares “Good public spaces enhance community 

cohesion and promote health, happiness, and well-being for all citizens.”, and has the 

key element of designing high-quality public spaces working with local governments 

and mostly in developing countries (URL-8). About the relation of quality of urban 

life and public space, in UN-Habitat’s Global Public Space Toolkit: From Global 

Principles to Local Policies and Practice (2015) it was emphasized that public spaces 

are a vital ingredient of successful cities to help in building a sense of community, 

civic identity and culture (Garau et al., 2015).  “Having access to public spaces does 

not only improve the quality of life but is also a first step toward civic empowerment 
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and greater access to institutional and political spaces. The liveliness and continuous 

use of public space as a public good lead to urban environments that are well 

maintained, healthy and safe, making the city an attractive place in which to live and 

work.” (Garau et al., 2015). 

The Victorian Health Promotion Foundation (VicHealth) is considered as a good 

example for the local awareness of the relation between built environment, health and 

wellbeing. In 2004 VicHealth launched a report promoting health and wellbeing, 

‘Health in Public Spaces, Promoting Mental Health and Wellbeing Through the Arts 

and Environment Scheme’, a detailed study to support that a ‘well-designed public 

space can make a positive contribution to the mental health and wellbeing of a 

community.’ (McLeod, et al., 2004). 

In conclusion, according to wide – ranged and comprehensive studies on the relation 

of urban wellbeing and public spaces, enhancing urban wellbeing can be accepted as 

a fundamental requirement of the good urban and public spaces. The other 

requirements or criteria of a good urban and public space are going to be discussed 

under the next topic. 

2.1.3.2 Measuring the qualities of urban and public spaces 

Good quality public spaces have the power of creating positive economic value for 

their urban setting, an important role in adaptation to climate changes, generating 

physical and mental health benefits, a general improvement in an individual’s quality 

of life, happiness and wellbeing (Beck, 2009). In purpose of improving the qualities 

of existing public spaces to further enhance the urban wellbeing, measuring the present 

conditions of public spaces is the necessary step. The developed methods are going to 

be discussed in this chapter selected for their comprehensive approach on their study 

process’.  

Architect Jan Gehl (2010) is amongst the important names for developing a clear set 

of criteria’s for assessing public space qualities in cities (Figure 2.1). This public space 

quality criteria set is divided to three groups: protection, comfort and enjoyment. 

Protection criteria is composed of feeling safe; protection against traffic and accidents, 

feeling secure; protection against crime and violence and protection against unpleasant 

sensory experience (Gehl, 2010). Comfort criteria is composed of opportunities to 

walk, stand, sit, see, talk and listen and to play and exercise. The third criteria, 
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enjoyment measures the human scale, opportunities to enjoy the positive aspects of 

climate and aesthetic quality and positive sensory experience (Gehl, 2010) (Figure 2.1) 

 

 Jan Gehl (2010) Public Space Quality Criteria 

Spaceshaper: A Users Guide published by The Commission for Architecture and the 

Built Environment (CABE) in 2007 is also a practical, workshop-based toolkit to 

measure the quality of a public space before improving it. The integral part of 

Spaceshaper’s process is the site visit and the toolkit’s questionnaire for participants 

which ‘records individual perceptions of the space’ (CABE Space, 2007). The 

questionnaire involves 41 characteristics grouped into 8 sections: Access: finding your 

way and getting about; Use: what activities and opportunities the space has to offer; 

Other people: how the space caters for different needs; Maintenance: how clean and 

cared for the space is; Environment: how safe and comfortable the space is; Design 

and appearance: what the space looks like and what it’s made from;  Community: how 

important the space is to local people and you: how the space makes you feel (CABE 

Space, 2007) (Figure 2.2) 

 



19 

 

 

 CABE Space, Spaceshaper: A User’s Guide (2007) 

Aiming for creating an empirical method to measure the quality of public spaces, Vikas 

Mehta (2014) created a public space index introduced in his paper Evaluating Public 

Space and examined four public spaces using the index. Referencing Carr et al. (1992) 

and Gehl (1987), Mehta examines the framework and definitions of both studies and 

determines on five dimensions/aspect of public space for his index: Inclusiveness, 

meaningful activities, comfort, safety and pleasurability (Table A.1). 

‘Inclusiveness’ concludes participation and it indicates that public space is the place 

for collective voice and shared interests as well as differences and conflicts fall into 

(Mehta, 2014). The range of activities, behaviours and flexibility of the space are the 

qualities that public places must support. How accessible is the place to varying 

individuals in terms of to be in the public space and use it rather than to be able to 

reach the space is also measured (Mehta, 2014). ‘Meaningful activities’ aspect of 

public space emphasizes on the sociability, a symbolic characteristic of shared 

experiences that helps to create a sense of belonging, familiarity, emotional 

attachment. It provides a continuity from past to present that helps to build 

community’s identity by rating the following; ‘whether the public space supports any 

community-gathering third places, the suitability of the layout and design of the space 

to support activities and behaviours, the number of businesses that offer food and 

drinks, and the variety of uses and businesses.’ (Mehta, 2014). ‘Safety’ is measured by 
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rating the feeling safe during different hours of the day, the physical condition and 

maintenance of the space, protection from crime and traffic, presence of surveillance 

measures and whether they serve the purpose of making people safer or not. Jacobs 

(1961) discusses the safety of public spaces through several factors, especially city 

streets, and he states that the fundamental components of safety and surveillance are 

the local actors of the neighborhood like artisans, store owners and their restaurants, 

bars, stores (Jacobs, 1961). ‘Comfort’ focuses on the physiological and environmental 

aspect of comfort; ideal microclimatic conditions (temperature, sunlight, shade and 

wind), spatial and inventorial elements are considered.  Lastly, ‘pleasurability’ aspect 

of public spaces is measured based on the imageability of spaces that Lynch (1960) 

defined through the relation between the quality of the physical object and evoking a 

strong image in observers (Lynch, 1960). Positive effects of shape, color or 

arrangement of spatial facilities are considered. Spatial quality, concerning with 

human scale, sense of enclosure and sensory experience is also an important part of a 

pleasurable public space (Mehta, 2014). The public space index, created with these 

aspects, constructed from 42 - 45 variables; 29 – 32 variables rated by observer and 13 

by public spaces users and it captures both observed behavior (use) and perceptions of 

public space (Mehta, 2014) (Table A.1). 

‘A Comparative Study on the Relationship Between the Quality of Space and Urban 

Activities in the Public Open Spaces’ (2017) is a local example for analyzing the 

previous studies and creating ‘spatial quality components’ for measuring the quality 

of public spaces. The four components are as following: Access and Connections, 

Utilization and Activities, Sociability and Comfort and Image (Uzgoren and 

Erdonmez, 2017). In consequence of comparative observation, survey and analysis, 

the study proved that the spatial quality of the space has a direct correlation to the 

variety of activities, its duration and socio- economic backgrounds of users as well as 

to its environmental elements (Table A.2). 

In conclusion, the studies about the measurement or evaluation of the quality level of 

urban and public spaces have common criteria that they are based on. These are: 

accessibility or inclusiveness, safety or protection, comfort, enjoyment or 

pleasurability and finally, sociability. 
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 Urban Interiority: Urban and Public Interior Spaces  

2.2.1 Emergence of urban room and conditions of urban and public interiors 

Although the concept of interiority in urban environment and urban interior practices 

are relatively new, several discussions about the urban interior, also urban and interior 

as interrelated concepts has been made. 

Charles Rice (2007) mentions the emergence of interior during 19th century 

referencing to Walter Benjamin. Benjamin (1999) writes about and the relation 

between the bourgeois interior and the industrial city in 19th century and he proposes 

two prominent figures of 19th century city; flaneur and the collector. Flaneur, wanders 

through the city as it was his living room; this figure expands the intimacy of his home 

to the street; thus, the city became interiorized. These behaviours of being private and 

intimate in the city, as mentioned through the discussions about public and private of 

Sennett (1974), remains valid in 21st century. The other figure, collector, is affected 

by the urban exterior and endeavors to control with a process of interiorisation by 

collecting items from ‘outside’ and brings them to ‘inside’, his private world, to 

possess (Benjamin, 1999).  

In his book, ‘Metropolis and The Mental Life’, 1903, Georg Simmel presents the idea 

of the citizen as a protagonist and his exposure to others in street produced feelings 

and thoughts, thus subjectivity, individuality and interiority. This situation also makes 

it possible for the individual to detach from others and without direct interaction he 

could experience freedom he could not in his home environment. “Here, interiority is–

whether associated with the familiar, domestic interior or the unyielding metropolis–

located in the individual: it is a condition, however, produced by the environment.” 

(Pimlott, M, 2018). 

In purpose of a spatial examine of interiority in the city, the concept of ‘urban room’ 

can be proposed as an example. Attiwill references architect Louis Kahn (1971) who 

stated that street is a room which the surrounding buildings are its walls and the sky 

the ceiling. “… the built urban fabric is seen as a spatial assemblage of enclosures and 

openings rather than object-buildings in void space. Hence the square, forum and agora 

become spaces which can be inhabited and re-programmed as interiors.” (Attiwill, 
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2011a). Referring to Kahn’s definition about ‘room of the city’, Montanari (2014) also 

explains that “…every built volume defines a threshold or boundary in the spatial 

continuity of the city, which contributes to create different types of spaces (indoor 

spaces defined by architectural works, and outdoor spaces enclosed within these 

works), moving from an indoor to an outdoor space actually implies moving from one 

interior space to another, from a room of a building to a ‘room of the city’ (Montanari, 

2014). 

Interior and interiority are encountered more in the contemporary discussions of 21st 

city. Di Palma et al. (2009) suggests the definition of intimate metropolis for 21th 

century city, “The juxtaposition of ‘intimate’ and ‘metropolis’, then, brings the 

question of subjectivity to the fore, and with it the way the modern city establishes 

relationships between individual and collective, its particular versions of 

community.… The intimate metropolis is thus a place in which boundaries between 

public and private, individual and multitude have been blurred.” (di Palma et al., 2009).  

While investigating the configurations of urban interiors in the city, the term 

‘continuous interior’ is encountered in the works of Mark Pimlott (2007). He argues 

that this term developed around shopping mall prototypes, especially the Southdale 

Centre of Victor Gruen as previously mentioned in structural development of the 

metropolis in this thesis, then continued on the other urban developments.   

On the purpose of examining the notion of interiority in the public realm, it is possible 

to state that definitions of urban and public interiors have not been distinguished from 

each other. However, in relation with interiority being public, the urban interior has to 

hold the qualities of a public space such as accessibility and sociability. In terms of 

public spaces and privately-owned properties, both can own public interiors; it relies 

on sense of community and the mental ownership of its users (Poot et al. 2015). Thus, 

urban interiors even they are privately owned, represent the common public interior 

today. “Moreover, an ever-greater number of buildings possess conditions that allow 

them to be claimed as internal public spaces, including shopping malls, train stations 

and care homes.” (Poot et al. 2015).  

On defining the aspects of urban interiors, Valerie Mace (2014) offers an exhaustive 

method on her study entitled “Sensing the Urban Interior” (2014). In this study, Mace 
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(2014) makes a correlation between the sense of belonging and urban interiors. The 

method consist of observation, phenomenological documentation, sensory mapping, 

translation of interior atmospheric conditions into a syntax. The content of the study is 

basically an empirical documentation of the urban interior’s embodied atmosphere and 

sensory experiences (Table A.3). Mace (2014) offers a series of documentations about 

the spatial order, sensory mapping of the urban interiors, and atmospheric conditions 

of the urban interiors (Table A.3). This method is considered useful for detecting the 

urban interiors, or urban rooms within the city, and document the characteristics of 

urban rooms to create a relatively reliable definition on the aspects of urban interiors.  

In Istanbul especially the extensive number of shopping malls and increased number 

of restaurants and cafes are the privately-owned urban interior spaces are the common 

public interiors which preferred to the ‘primary’ public spaces like streets, parks and 

squares. Therefore, it can be suggested that the utilization of public spaces can be 

altered by detecting the urban interior that overlooked or neglected. 

2.2.2 Defining the aspects of urban and public interior practices  

There are several discussions on how to specify and produce an urban and/or public 

interior space. The concept of urban room that mentioned in the previous subsection, 

describes both the spatial assembly of the urban environment that creates an urban 

room in the sense of human scale, and also the atmospheric assembly of an ‘interior’, 

a ‘room’ in an urban setting. Design process of producing an urban room in urban 

environment can be discussed under following practices. 

Temporal practices are amongst wide – spread urban and public interior design 

techniques. Elena Giunta (2009) discusses about the idea of temporary habitation by 

user interaction as an urban interior. She describes an environmental system formed 

by bodies (individuals and communities), objects and spaces (system of containers) 

and their relations with each other, which composes the urban interior (Giunta, 2009). 

This system interacts and overlays the existing urban space. She also discusses that 

each urban place is primarily a field of potential actions and it is possible to imagine a 

public space as a relational field through users’ involvement to production and the 

meaning of the space (Giunta, 2009).  

Referencing Giunta’s system, Suzie Aittwill (2011) offered a design studio titled as 

‘Urban Room’ with Roger Kemp in 2009. The ideas that proposed to students were 
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urban room as architectural fabric, together with the design process of interior – 

making shaped by intensities and forces (Aittwill, 2011b). She points out two design 

strategies that were prominent during the process; one addressed the issues related to 

the existing conditions of the site, where the urban fabric formed the urban condition 

as an interior; the ‘exterior’ becoming a present, ‘mould-like’ context (Aittwill, 

2011b). The other strategy mentioned in the study was a situation – based one; which 

involved making an interior through relations and connections (Aittwill, 2011, b). 

Before designing, a comprehensive observation, analysis and documentation of public 

and private spaces of the site were conducted through number of factors; lighting and 

light conditions, shadows, materials and immateriality, movements and flows, 

densities of circulation and stillness, behavior, sound, historical layering, urban 

character, programs and activities such as eating, sleeping, meeting, selling, 

performing, shopping, public intimacies (Aittwill, 2011b). Producing interior plans 

after mapping these forces and highlighting the areas that have the highest activity and 

movement where the interior potential of the situation, became prominent in the next 

step of the process (Aittwill, 2011b). 

Discussing about the ever – growing interest in the enhancement of public spaces and 

new approaches on interior – making in contemporary urban environment, Elena 

Montanari (2014) goes through prominent, world – wide examples related to the recent 

design techniques of urban rooms. Referring to Gehl (2001), Montanari points out the 

fact that the assumption about public spaces are connective zones in – between built 

volumes that “…has been overcome by a new vision focused on the life between the 

buildings, thus questioning the role of architectural means in the development of new 

social rituals.” (Montanari, 2014). She argues that the older bond between the design 

of urban rooms and the representation of identity messages has been broken and the 

relationship between individuals and collective has been weakened. This caused a 

distraction and alienation towards public spaces; thus, design of urban rooms has 

begun to attract and communicate with people through the architectural elements 

which shape, organize, equip and signify them. For this reason, public spaces are going 

under a reactivation phase through experimental approaches to design strategies and 

tools which are regulated to improve safety, comfort, recognizability, imageability, 

social and cultural attractiveness, and in order to evoke and enable new forms of 

interaction and identification (Montanari, 2014). These aims for reactivating public 

space in urban environment has proved to be in a relation with interior design 
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principles and tools as well as other branches of social sciences including sociology, 

anthropology, psychology. The multi-disciplinary situation of reactivation process 

also includes heavy use of new materials and technologies; for example, through 

digital devices that materialize interactive experiences or light systems that functions 

as redefine and signify the place without applying physical transformations 

(Montanari, 2014) (Figure 2.3). The use of art languages, instruments and expressions 

via installations or through changing spatial inventories in the space, like furniture or 

surfaces and other objects that suggest new ways to sit, walk and interact with people, 

is another strategy in reactivating process. This strategy plays an affective role in the 

aim of conveying social, political and religious messages and generating alternative 

ways to look, understand and use public spaces and attributing specific identities to 

public spaces and producing memorable experiences in contemporary city.  

 

 

 2b_architectes, Place du Molard, Geneva, Switzerland, 2004. (URL-9) 

Among these strategies, Montanari (2014) specifies that a high number of projects are 

based on “the alternation or substitution of traditional material, formal and functional 

characters, and on the integration of extravagant, unexpected and non-codified 

elements or references.” (Montanari, 2014). This helps to shape interesting urban 

rooms and to invite people for interacting with the space through new forms of 

exploration whereas the intervention becomes essential to reactivate urban interior 

spaces. She specifics two approaches; the lucid approach (estrangement) and domestic 

approach (familiarity) (Montanari, 2014). 
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The lucid approach can be described as manipulation of the accepted characterization 

of spatial organizations and elements and/or transformation of public spaces’ 

traditional identities which refers to their primary functions. “Drawing on the fact that 

benches, street lamps, pavements, etc. can play further roles beyond their primary 

functions (for example, organizing different areas, guiding pathways), they have 

become the object of courageous experimentations, combining technological 

innovations, ecological themes and artistic research, profoundly modifying their 

conventional appearance, and transfiguring them through organic modelling 

procedures or the attribution of new sizes or material features.” (Montanari, 2014) 

(Figure 2.4). Besides manipulation of spatial organizations, reactivation of urban 

rooms has been realized through placement of unconventional and unexpected objects 

for inciting curiosity, re-signify places, promote interaction and active exploration 

(Figure 2.5). 

 

 Selgascano, The Martell Pavillion, Cognac, France, 2017. (URL-10) 

 

 OH.NO.SUMO, Stairway Cinema, Auckland, New Zealand. 2012 (URL 

-11) 

http://ohnosumo.com/about
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Functions in the opposite direction, the domestic approach’s intention is to evoke 

familiarity referencing house interiors and furnitures (Figure 2.6). This approach aims, 

as mentioned before, to enhance safety, security, comfort, legibility of urban public 

spaces and strengthen the bond between the place’s identity with the community. The 

main strategy in this approach is the use of mobile furnitures that allow people to 

reorganize the space through re-shaping the position or the form of the furnitures 

according to their needs (Montanari, 2014) (Figure 2.7). 

 

 Collectif Parenthese, Saint-Etienne, 2013 (URL-12) 

 

 Rogier Martens Studio, Pop-up, Utrecht, The Netherlands, 2010 (URL-

13) 
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The domestic approach can be related to the concept of ‘outside interior’ suggested 

by Atmodiwirjo et al. (2015). This self – generated concept that happens in urban 

environment daily, implies that the interior is no longer associated with containment 

or being inside. “The interior could be extended to the outside, and at the same time 

the outside space could have the characteristics of interior. The emergence of ‘outside 

interior’ could occur as a result of such traversing of the interior entities.” 

(Atmodiwirjo et al., 2015). The outside space can include the characteristics of 

interior; exchange of atmospheric condition of inside and outside both physically 

(sensory aspects like temperature, sound, smell, etc), psychologically (for instance 

feeling of intimacy), exchange of the events and actions and also movements of object 

from which they originally placed. According to Atmodiwirjo et al. (2015) this 

situation indicates an alternative type of urban interior; occupation of space triggered 

by necessity for more appropriate environmental or social needs like more interaction 

with others. Examples for this type of urban interior can be experienced in Istanbul; as 

mentioned amongst the permeable nature of private and public life in Istanbul, the 

private or the interior is in a constant motion of expanding to the public or the outside.  

The final practice for producing public and urban interior that is going to be studied in 

this chapter is the participatory experimentation; which is one of the most 

widespread and applied practices in recent years. Establishing a strong connection with 

participatory experimentation and definitions of urban interior, di Prete et al. (2015) 

states that to achieve strongly recognizable, warm, readable and widely involving 

urban interiors, it is possible to explore new kinds forms of collective participation 

with the new sources of technology and regard these urban interiors as a symbol of 

contemporary living. The study it has specified that the Co – Urbanism; the active 

involvement of the population to urban planning and design process’ has been updated 

to E – Urbanism. Di Prete et al. (2015) describes the scenario of E – Urbanism as it 

has a two-fold nature consisting ‘the identification of new maps other than the mere 

geographical borders and the building of participatory dynamics supported by social 

networks.’ (di Prete et al., 2015). The phrase ‘identification of new maps’ can be 

clarified through the fact that the spaces we live in are not composed of defined areas; 

new, fluid, subjective and changeable urban areas are emerging. The main part that is 

related to the notion of interiority and urban interiors social networks that spread 

immensely now and extended our ‘habitable range’ and also with the location – based 



29 

 

services like Foursquare, the movements, behaviours and preferences of people 

become more visible. 

The examination of public and urban interior practices indicates that there are several 

approaches to produce an urban interior. Although they differentiate in their formation 

process’, they strike a balance in few common concepts. It can be stated that in the aim 

of adapting the ever – changing urban environment, urban interior practices seek to 

enhance the quality of life through combining notions related to interior and public 

space.   
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 REDEFINING PUBLIC AND URBAN INTERIORITY THROUGH 

URBAN MOBILITY AND RE-RISE OF RAILWAY STATIONS 

 Public and Urban Interiority of Urban Mobility  

During the transition process from industrial cities to modern cities, urban mobility 

and the development of transportation hold the importance of the role they had in the 

city. In fact, it could be suggested that cities formed through mobilities. From 

fundamental connection to the oceans, seas and rivers, to the ports, roads, railways, 

airports etc., to the flow of people, goods, ideas and information; the mobility in the 

city has effected the urban system and the also the city effected the systems of urban 

mobility. Ravazzoli and Torricelli (2017) explains this situation as “Public spaces are 

not only places where activities take place; they are also places for mobility, for people 

to come to, leave from and pass through.” (Ravazzoli and Torricelli, 2017). 

The term urban mobility, as explained by Newman & Kenworthy in 1999, is the ability 

of people to move in urban environment or realm by taking on strategies to overcome 

the conflicts of the distances; which represents their activities (Newman & Kenworthy, 

1999). Activities people execute in their daily urban life are directly related to general 

wellbeing and being public in the contemporary city; thus, urban mobility involves the 

use of urban and public spaces in high quantity as well as high quality.  

Urban mobility corresponds to; individual transportation including walking, cycling, 

motorcycle and automobile, collective transportation systems or public transportation 

which provides most of the need to access from place to place in the city such as buses, 

trains, subways, cable cars and ferryboats and also the freight transportation that 

mostly characterized via delivery trucks. Prytherch and Cidell (2015) emphasizes the 

importance of transportation in urban environment by pointing out that its deeply 

connected with the economic, social, political and cultural wellbeing of urban places 

and it can evoke and be related to notions which contradict with each other such as: 

“movement/stability, nodes/links, dwelling/mobility, self/other, flows/spaces, among 



32 

 

others” (Prytherch and Cidell, 2015). Due to their relation to public and urban 

interiority, it is helpful to concentrate on the notions of movement, nodes/links and 

flows/others to describe the concept of public and urban interiority of urban mobility. 

Rodrigue (2017) explains that urban movements related to mobility are linked to 

specific urban activities and their land use and they are either obligatory or voluntary 

(Rodrigue, 2017). Obligatory movements include pendulum movements which are 

highly predictable and involve commuting between residence and work or school; and 

also, professional movements which are linked to work – based activities such as 

meetings and mostly occur during work hours. Voluntary movements include personal 

movements that linked to the locations of commercial activities such as shopping and 

recreation and touristic movements (Rodrigue, 2017).  

Regardless the exact reason of the need to access, mobility and tools to be mobile in 

the city have several inevitable outcomes in common including constant motion. The 

manifestation of constant motion can be ideally observed in the urban and public 

spaces. As Prytherch and Cidell (2015) described; ‘urban places, despite their apparent 

solidity in space and our imaginations, pulse with flows of people, objects, energy, and 

ideas.’ (Prytherch and Cidell, 2015). The entirety of flows can be associated with the 

arguments on interiority and practices to produce an urban interior as mentioned earlier 

in this thesis especially the relation between the atmospheric conditions and interiority; 

also, it can be suggested that motion forms an interiority by itself. Rhythms, paces, 

forces, affects and materialities (objects and bodies) of mobility can be considered 

amongst the components which shape the interiorities as well as the cities.  

The notions of nodes and links and the concept of flows intersects constantly in the 

urban and public spaces. Exploring and emphasizing about re-establishing the 

relationship between public space and urban mobility in the contemporary city, 

Ravazzoli and Torricelli (2017) points out the fact that urban mobility has the power 

to contribute to the livability of the public realm, therefore to the urban and public 

spaces. Mobility hubs or spaces that contributes to the processes of several 

transportation types distinguishing amongst urban and public spaces for their primary 

function of orienting the urban mobility. And public transportation dwellings such as 

stations, bus stops, airports, intermodal terminals in addition to streets, sidewalks and 

bike lanes are considered as the public spaces that contain the characteristics of urban 
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mobility. Also, urban interiors that have an important role in the urban wellbeing in 

the contemporary city; especially considering rising potential of the public 

transportation as an alternative to automobile–dominant transportation. As Ravazzoli 

and Torricelli (2017) explains, by restoring the spatial, cultural, economic and social 

values of these spaces, it is possible to arise the opportunity to enjoy the urban 

environment, to create a more positive experience of using public transport and be 

actively involved with the society. (Ravazzoli and Torricelli, 2017) 

In conclusion, the public transportation systems consist of urban mobility can be 

accepted as interiors not only by their spatial arrangements and attached dwellings, but 

also with their role in directing the constant flow of urban mobility. 

 Railway Stations as Community Hubs in Urban Wellbeing 

Globally, the significant position of public transportations to improve sustainability 

and wellbeing in cities is accepted and gained focus for their importance as vital parts 

of urban mobility. As stated by Village Well (2006) “Public transport is a crucial 

aspect of any city or town that strives to be socially equitable and environmentally 

responsible.” (URL-14). As previously mentioned, considering the relation to quality 

of life and public health, public transportation structures are the key urban and public 

spaces which contribute to the improvement of urban wellbeing. To improve the 

argument, public transportation structures are going to be discussed as an interior 

urban and public spaces consisting the interiority of urban mobilities concept. 

In the aim of strengthening the relation between public transportation structures, it is 

relevant to signify the prominent characteristics of public transportation structures and 

the public transportation itself. It is acknowledged that public transport is a strong 

alternative to reduce the dependence on private vehicles or automobiles which are, as 

explained by Village Well (2006), “problematic due to their high resource 

consumption, air pollution including greenhouse gas emissions, their need for large 

amounts of space for parking and roads, and their tendency to decrease social 

interaction.” (URL-14).  The nods or the links of public transportations, in this sense 

the structures of public transportations, compose natural points for acquiring 

information and services, while contributing to the wellbeing of the environment and 
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also places for casual interaction which if they are positive, helps to create a sense of 

belonging that is beneficial to mental and public health.  

In the light of these information in addition to other prominent reasons such as their 

density of users, extensive spatial dimensions and for their particularity in composing 

mobility hubs; stations, seaports and airports create striking focal points amongst 

public transportation structures. Bertollini and Spit (1998) emphasizes railway 

stations, airports and seaports built as nodes in specific (respectively; railways, flight 

routes and waterways) and complementary transportation networks and in addition to 

their nodal function, they are also places that occupy a particular space (Bertolini and 

Spit, 1998). Because they occupy particular spaces within urban environment, it is 

possible to suggest these particular public transportation structures are compose urban 

rooms; consequently, public interior spaces which includes certain urban mobilities. 

Although airports are signified as major mobility hubs of the 21th century, according 

to architect Koolhaas (2002), airports are among the junkspaces; which he defines as 

the residue mankind leaves on the planet; especially it is what is left from the infinite 

search for the most creative, shocking, shiniest; the best and the newest (Koolhaas, 

2002). Koolhaas describes airports as ‘provisional accommodation for those going 

elsewhere, inhabited by assembles united only by the imminence of their dissolution, 

have turned into consumption gulags, democratically distributed across the globe to 

give every citizen an equal chance of admission…’ (Koolhaas, 2002). Therefore, it can 

be suggested that the system of airport facilities that functions globally causes a more 

distant approach for airports as community hubs in relation to urban wellbeing.  

On the other hand, railway stations stand out as more sufficient examples of mobility 

hubs through their preserved positions in urban environment; to be more exact, the 

importance of their placement still located on the proximity of city centres and 

suburban areas, historical roots and the fact that stations are one of the most frequently 

used places in daily urban mobility. With the fact that the majority of the railway 

companies are affiliate companies of government authorities, railway stations can be 

considered as publicly – owned civic places that community may feel a sense of 

ownership and belonging and use these spaces to perform public and community 

related expressions. Emphasizing their importance in the urban environment, Istanbul 

Metropolitan Municipality (IMM) specified that railway infrastructures and connected 
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station structures are the priority on the transportation development plans for Istanbul 

as mentioned in the Istanbul Transport Annual Report of the year 2017 (URL-15). 

Although the distribution of public transport daily boardings are the highest on the 

surface transport options like metrobus and buses (Figure 3.1),  according to the 

Istanbul Transport Annual Report (2017), rail systems are accepted as the most 

accessible public transportation option available (URL-15) (Figure 3.2).  

 

Figure 3.1 : Distribution of 2017 public transport daily boardings, Istanbul Transport              

Annual Report, 2017 (URL-15) 

 

Figure 3.2 : Accessibility of public transport options, Istanbul Transport Annual 

Report, 2017 (URL-15) 

As discussed previously, railroads and train stations were the backbone of 

industrialization and acted a crucial role in the modernization process of cities. 
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However, the functions of railway stations changed throughout the modernization 

process. The overall functions of railway stations which evolved over a time period is 

defined with a set of five generic functions which developed by Zemp (2011). The five 

functions and related subfunctions provides a total understanding of railway stations’ 

role in the urban environment (Figure 3.3).  

 

Figure 3.3 : Functions and related subfunctions of railway stations (Zemp, 2011) 

According to Zemp (2011), stations functions as link catchment area and transport 

networks; which consist of localizing public transport demand, in other words, it must 

define a catchment area and providing public transport supply as subfunctions. 

Supporting transfer between modes of transport is the second function that has to 

be provided by railway stations which include secure access, spatial orientation, 

support waiting, inform on transport services and provide ticketing among other 

subfunctions (Zemp, 2011). The third function of the railway stations is to facilitate 

commercial use of real estate, that is determined by the fact that stations create 

attractive places on their surrounding for commercial purposes like shopping, business 

and leisure opportunities which may be provided for passengers and local residents. It 

is a common sight that a café, bakery or a shop attached to a station and/or to attain 

goods that sold on station grounds (Figure 3.4 and Figure 3.5).  
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Figure 3.4 : A kiosk in Zurich Hauptbahnof (URL-16) 

 

Figure 3.5 : A food booth in Münich Hauptbahnof (URL-17) 

Therefore, a station can generate places for business, retail and also advertising and 

promotion areas on their surroundings as well as used for conveying a corporate image. 

The fourth function is providing public space; stations may serve as spaces for several 

social activities and public events such as markets, fairs and exhibitions. Railway 

stations also can simplify meeting of users by providing possible significant meeting 

points. Access and use of density, distinctiveness and degree of familiarity are key 

contributors to the quality of public space in addition to the relation with the facilitating 

commercial use (Zemp, 2011). The fifth and final function is contributing to the 

identity of the surrounding area, achieved by the actual structure area of the station 

that creates boundaries, borders include to the temporal and spatial structure of the 

surrounding area; the resulting structures with the station signages, also provides 
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spatial orientation (Zemp, 2011). Additionally, the architecture of the station building 

itself may serve as a cultural heritage and historical reference which in total, 

contributes to the previous function that stations providing public space. In the aim of 

determining the success of overall function of railway stations, Zemp (2011) produced 

a system by interacting the functions with each other and possible outcomes of 

interactions (Figure 3.6). 

 

Figure 3.6 :  Possible interactions between functions of railway stations (Zemp, 

2011)3  

In relation to railway stations’ role in the development of cities and focusing on the 

public space function of railway stations, it is possible to state that railway stations 

have the ability to be the community hubs for their urban environment and wellbeing. 

According to Roös (2013) railway stations ‘significantly contributes to the quality of 

life, sustainability and economy of urban centres.’ (Roös, 2013). Other prominent 

aspect related to them being community hubs is that railway stations hold high 

symbolic and historical values; since railway stations began to be built in 19th century, 

they have maintained their distinctive position in public. In order to grasp their impact 

on public and collective memory, it can be mentioned that railway stations are 

frequently encountered in various art forms and literary works. For example, in her 

                                                 

 
3 Solid arrows depict positive impacts, dashed arrows depict negative impacts. Self-impacts are 

omitted. Each arrow comprises several impacts with potentially different effect mechanisms and 

strengths. The proportion of potential impacts is indicated by the thickness of the arrows.” (Zemp, 

2011). 
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best – selling book series Harry Potter, J.K. Rowling (1998 – 2007) uses King’s Cross 

station as a symbol of transition between to different realms and gateway to an 

adventure. 

Especially in smaller cities and towns, railway stations were acted as the gateways and 

centers of the cities and as a linkage to the world outside. Richards and MacKenzie, 

1986, discusses the railway stations becoming a stage for social interaction; because it 

is a place where people could meet during their travel, it was also a space for 

encountering people different class and race due to class separation within railway 

stations (Richards and MacKenzie, 1986). The state of division between people in 

railway stations evolved to a more complex situation in terms of social separation; for 

example, depending on different stations and different times, people from different 

social classes could be observed while using trains. In addition to that, railway stations 

still serve as a waiting, gathering and a meeting space. According to Village Well 

(2016), when railway stations operates ideally, they have the ability to reduce 

vandalism, increase feelings of security for passengers, reduce car dependence, 

increase civic pride and engagement, taking pressure off city parking, increase 

incidental exercise, provide viable options for people without access to vehicles, create 

community environments which are safe and responsive to community needs (URL-

14). 

Thus, railway stations have a great potential in providing an interior public space that 

is beneficial to improvement of urban wellbeing. However, these qualities which 

strengthen the function of railway stations as a successful public space and a 

community hub, certain management and design factors can cause obstacles for 

efficient use of stations. In addition to these obstacles, specification of the traditional 

characteristics and the current design practices of railway stations is beneficial in order 

to approach railway stations as a successful urban and public interior spaces. 

 Designing Railway Stations 

As mentioned previously, railway stations consist of five essential functions which 

are: Link catchment area and transport network, supporting transfer between modes of 

transport, facilitate commercial use of real estate, providing public space and 

contributing to the identity of the surrounding area (Zemp, 2011). In the aim of 
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achieving a good quality railway station that is going to provide these functions and is 

going to be an efficient community hub for urban wellbeing, doubtlessly the design of 

the railway stations is the crucial step. It is necessary to address the components of 

railway station design to generate an idea for a further discussion on improving the 

railway stations as an interior and public space and a community hub for urban 

wellbeing.  

It can be observed that light, structure and volume and interplay of these elements 

defines the overall design of railway stations. However, as the functions of railway 

stations evolved over time and have become more complex places, their design 

evolved as well. While examining the physical evolution of railway stations, common 

design characteristics such as elaborate styles of early station buildings were noticed. 

Traditional use of architectural forms, mainly gate and arcade forms, used in early 

station buildings to highlight the entrance and accentuate the façade as a dominant 

element. Kandee (2004) emphasizes that soon after they developed, railway stations 

became a major mode of public transportation across the world and served 

communities with a strong sense of technological accomplishment; as passenger 

stations became a new building type and gateways to rail lines, technology was 

expressed through bold structure of the stations (Kandee, 2004). Large scaled 

canopies, grand head houses for entrance halls, huge concourses as interior spaces in 

addition to ample use of materials, texture, lighting were typical architectural 

characteristics of stations in late 19th and early 20th century (Kandee, 2004). The 

influences of station buildings built in those time periods were often in neo – gothic 

(Figure 3.7), neo – classical (Figure 3.8), neo – baroque (Figure 3.9), Baux – Art 

(Figure 3.10) and Art Nouveau styles (Figure 3.11). 
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Figure 3.7 : St Pancras International, London, United Kingdom (URL-18) 

 

Figure 3.8 : Gare du Nord, Paris, France (URL-19) 
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Figure 3.9 : Antwerpen-Centraal Station, Antwerp, Belgium (URL-20) 

 

Figure 3.10 : Union Station, Washington, D.C., USA (URL-21) 

 

Figure 3.11 : Grand Central Terminal, New York, USA (URL-22) 
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As mentioned previously in this thesis, the growth of automobile use and the 

transportation alternatives such as air travel, in mid - 20th century many stations 

deteriorated and closed (Kandee, 2004). After the introduction of high-speed trains in 

late 20th century, railway stations entered a new epoch of revival; mostly in Europe, 

many stations were built and old ones were redeveloped and renovated to fit into the 

new system (Kandee, 2004). Sauget (2013) indicates the other factor that caused 

renewed interest for railway stations besides creation of high-speed trains, is the 

increase of sustainable development plans since Bründtland Report in 1987 (Sauget, 

2013). According to these plans, ‘railway stations are places and nodes that need to be 

reinvented and that can play a new role in a world concerned by economic and 

environmental crises.’ (Sauget, 2013).  It is also worth to mention that railway stations 

and networks gained interest because of their important role in understanding the 

process of globalization and investigate the position of mobility in future. Meanwhile, 

stations designed and renovated in 20th century continued the design theme of 19th 

century as in building daring constructions and using new materials of the age; for 

example, lightweight steel and glass became distinctive features of 20th century 

railway architecture (Figure 3.12). 

 

Figure 3.12 : Olympic Park Station, Sydney, Australia (URL-23) 

Today in 21th century, railway stations predominantly form an interchange between 

different transportation modes; therefore, new forms of station types are required to be 

suitable for this new, intermodal concept. For this reason, the redevelopment and 

refurbishment of existing railway stations are widely occurring projects (Figure 3.13). 
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Kandee (2004) distinguishes international, airport and metro or light rail station 

designs as the recent representatives of different types of stations (Kandee, 2004). 

 

Figure 3.13 : John McAslan + Partners, King’s Cross Station, Londok, United 

Kingdom (URL-24) 

Although the services they include varies from one another; architectural design of 

today’s station types strikes a balance with their quality of being different from 

previous stations. In principle, they are designed to utilize the entire existing structure 

as a part of spatial planning and solve the potential problems of their interior spaces. 

Kandee (2004) states four functional areas that includes station facilities and takes part 

in station design: core, transition, peripheral and administrative (Kandee, 2004). 

(Figure 3.14). 
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Figure 3.14 : Flow diagram of functional elements within railway stations (Kandee, 

2004) 

Core areas include ticketing, sources of information such as boards or information 

desks; baggage handling and reclaiming. In core areas users might be checking train 

schedules, perform activities such as meeting, waiting, seating. Transit areas connect 

transit facilities to core areas and include secondary, but nonetheless essential service 

facilities such as restrooms, telephones and commercial spaces. In transit areas user 

activities could be walking, using public facilities, waiting, shopping or eating. 

Peripheral areas include platforms, tracks, vehicle service spaces and traffic signals. 

Lastly, administrative area that found only in some station types provide arrangements 

such as controlling traffic systems and other functions in stations; they can be isolated 

from or inserted among other areas (Kandee, 2004) (Figure 3.15).  
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Figure 3.15 : Functional Standarts of Four Main Areas in Railway Stations (Kandee, 

2004) 

For an overall functional design, connections and flows between the four areas need 

to be physically linked together. In order to meet the diverse needs of public while in 

transit, the station designs combine the basic functions with the supported ones. In 

addition to that, Kandee (2014) emphasizes the capacity of the space must handle the 

increasing number of passengers, the routes between transport modes and pedestrian 

ways must be clear, safe to use and have appropriate width (Kandee, 2004). As Sauget 

(2013) points out the fact that although from the beginning railway stations can be 

clustered with many businesses (shops, kiosks, stalls etc.) and activities mobility has 

to be fluid in transit space (Sauget, 2013). Therefore, passengers should be able to find 
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their way between the four areas without an obstacle. Kandee (2004) explains 

integration of light and structure is helpful for providing orientation in stations. For 

example, in addition to travel information systems, the manipulation of natural light 

through transparent roofs and walls combined with artificial lighting and/or the lines 

of the columns for guiding users to preferred routes are prominent solutions for 

orientation in stations. Accessibility for disabled people is also a concern in the design 

process; for both physical disabilities and physiological impediments such as fear of 

crowds need to be relieved by solving steps, curbs, stairs, long walkways, steep ramps, 

narrow doorways (Kandee, 2004). To enhance the atmospheric conditions, Kandee 

(2014) points out the use of advertising and public arts. Generating a comprehensive 

study on the role of community arts in making railway stations as places of inclusion 

rather than isolation and fear, Village Well (2006) states that through art and design, 

people feel a sense of belonging, care towards their environment and others and have 

a positive impact on their mental health (URL-14). Thus, a well-designed railway 

station can contribute to the wellbeing of a community.  

In conclusion, to achieve good quality in designing railway stations, Roös (2013) 

explains that it is important to create a space which is legible, safe, sustainable and 

attractive (Roös, 2013). Consequently, the design approach needs to include the 

following key principles: efficiency in station functionality; integration of passenger 

flows; safety; place making through station forecourt and station design; and 

connectivity which includes accessibility and interchange (Roös, 2013).  
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 INTERCONNECTING DESIGN STRATEGIES FOR RECOGNIZING 

TRAIN STATIONS AS COMMUNITY HUBS 

 Background Information on Railway Stations and Commuter Lines of 

Istanbul 

Although railways in Europe and Americas developed simultaneously with the 

modernization of Western cities, in the Ottoman Empire, railways were not only the 

product of industrialism and a result of modernization, but also a vehicle which came 

with the modernization process. According to Toprak (2003), development of railways 

prior to industrialization played a fundamental role in the country’s transformation 

(Toprak, 2003). The idea of establishing a railway network in the Ottoman Empire is 

primarily asserted by countries in Europe. By investing in a railway network in 

Ottoman Empire, obtaining cheap, raw materials that imported from Anatolia, Middle 

Eastern and India easily was the most important objective of these countries. Besides, 

the possibility of new markets that would be beneficial for European economy was 

also an important part of the investment (Toprak, 2003). This idea of constructing a 

railway network received positively in the country to keep up with the transportation 

developments of Europe. Hereby, to further increase its military power and strengthen 

the political, economic ties with Europe, the Ottoman Empire announced the idea of 

constructing a railway line between Istanbul and Belgrade in newspapers in 1855 

(Erkan, 2012).  the Alexandria – Cairo line as the first railway line in Ottoman Empire 

was opened in 1856. In the following years, the Constanta-Chernavoda railway line in 

Rumeli began to operate in 1860 and the Aydın – İzmir railway line was completed in 

1890 as the first railway line in Anatolia; the concessions of these railway lines were 

all given to English companies (Erkan, 2012). Following the commercial reasons for 

the constructions of railways; in the second half of the 19th century, railways majorly 

effected the expansion of the trade capacity (Toprak, 2003). Thus, it can be said that 

the development of railways highly contributed to the integration of country’s 

economy to the Western economy and simultaneously represented the modernization 

of the country.  
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In the meantime, the railway station buildings became a symbol for the changing image 

of the Ottoman Empire. From the country’s perspective, railway stations reflected both 

the heterogenous social character of the late Ottoman Empire that already existed and 

progressively, the new Westernized traits. Girardelli (2005) explains that the working 

environment of railroads was multi – cultural and multi – national, while the station 

building introduced a new building type, condominium, to Ottoman architecture for 

accommodating the railroad employees (Girardelli, 2005). This variety also 

encountered in the design process of station buildings. Although most of the stations 

built by unknown engineers and were not designed by architects, socio-cultural 

identities of architects who did design some of the stations differentiated in almost 

each project; including Muslim Ottoman elites, non – Muslim Ottomans, Levantines 

or Europeans (Girardelli, 2005). Traditional Ottoman measuring systems shifted due 

to the railway connection with the European network. For this reason, metric system 

began to be applied to the projects, and in addition, the railways operated with the 

Western time measuring system (Greenwich) instead of Islamic measuring system that 

was based on prayers (Girardelli, 2005).  Therefore, a clock or a clocktower became a 

frequently – used design element in stations for both practical reasons and to represent 

the modernity and the inevitable changes in behaviour patterns (Girardelli, 2005). 

Toprak (2003) comments on this case as the railways transforming the ‘Ottoman 

concepts of time and space’ (Toprak, 2003). Just as the other social and cultural aspects 

of the urban life such as education and politics, the people of the country began to live 

by two systems; in duality (Toprak, 2003). Consequently, the perception of space 

broadened as the railways provided larger travel distances. Toprak (2003) also 

mentions that the railways reformed the public realm; with markets, shops and other 

business thrived around them, stations became a center of attraction so much so that 

they rivalled with the gatherings around public institutions that was near the mosque 

(Toprak, 2003). He paraphrases this situation as “Traditionally Islamic cities had 

grown up around mosques, but now stations were their hub.” (Toprak, 2003). As 

mentioned previously in this thesis, coffeehouses in addition to han and hamam 

buildings were considered public spaces which predominantly used by men. Railway 

stations on the other hand, had sections such as waiting rooms for women, and this 

opportunity paved the way for women’s public presence (Toprak, 2003). Karabey 

(2014) who studied the social history of commuter rail lines and stations, points out 

the fact that with the interconnection of ferries, trains and trams, Istanbul gained the 
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modern opportunities of public transportation as well as these stations become a very 

important socialization area for the society (URL-25). Karabey (2014) also emphasizes 

that an urban identity formed through the economic and social relations system that 

organized around piers and stations (URL-25). While the newsstands, groceries, shops, 

cafes and restaurants around stations were the common places of that the urban identity 

was shared, the close proximities of stations were the core places where the urban, 

social was reproduced (URL-25). Therefore, it can be said that the urban, public life 

in Istanbul have become varied through railway stations which were the new and 

modern public spatialities.  

About the evolution of railway structures in Istanbul, Erkan (2012) mentions several 

phases parallel to their historical development and importance. The railway station as 

a structure was a new building type that was imported from Europe in 19th century 

Ottoman Empire along with hotels, banks, office buildings, ministries etc. (Girardelli, 

2005). The architectural and stylistic qualities of the large scaled stations were also 

had Western origin as eclecticism and Orientalism, and according to Erkan (2012), 

they ‘highlight the political discourse of the period’ (Erkan, 2012). The two major, 

intercity and commuter railway stations that opened in 1872 in Istanbul, Haydarpasa 

and Sirkeci, are prominent examples for this situation. While Haydarpasa Railway 

Station represented the ‘European’ image to the Eastern passengers with its neo – 

classical style, the Sirkeci Railway Station represented the oriental image of Istanbul 

to passengers that came from West, with its Beaux – Arts and Islamic composition of 

architectural design (Girardelli, 2005). The motive for these design themes was based 

on the relations of Ottoman Empire with the Western companies. After the first railway 

line between the stations Yedikule and Kucukcekmece that was part of the Rumeli 

Railway in Istanbul opened in 1871, the Yedikule Railway Station was accepted as to 

be very distant from the center of the city and on that account, a temporary terminus 

station in Sirkeci was built in 1873 (Erkan, 2012). Soon after the first expedition of 

Orient Express in 1888 from Paris on the Orient Line, in 1890 a new monumental 

building was built for Sirkeci Railway Station in Oriental style (Erkan, 2012).  In the 

same year, for the purpose of connecting Istanbul with the inner parts of Anatolia in 

addition to the primary Eastern connections which involved Baghdad, and additional 

connections that branched out to Mediterranean, Black Sea and Basra regions; a new 

port in Haydarpasa Railway Station was built (Erkan, 2012). With the establishment 

of Hejaz Railway which was initiated by Ottoman Empire and by German – owned 
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Anatolian Baghdad Railway Company, Haydarpasa Railway Station was rebuilt and 

designed by German architects Otto Ritter and Helmuth Cuno in between the years 

1906 – 1909 (URL-26).Thereafter, Haydarpasa Railway Station that was the main 

departure point of the Hajez Railway and the Anatolian Railway, acted as a gateway 

and a symbol for Istanbul like most of the transportation nodes and facilities and 

effected its urban environment in the terms of development and growth in population. 

As mentioned previously, the interaction of the station buildings with the urban 

environment as well as their spatial organizations affects the organization of the urban 

space. The railway stations along the commuter rail lines have been distinguished by 

their difference in architectural design and relation with the surroundings.  

In this context, the first passenger buildings of Istanbul’s railway stations were modest, 

wooden structures, and they were inspired from traditional house buildings in their 

form. In general, railway stations that were operated in Asian; Haydarpasa – Gebze, 

and European; Sirkeci – Halkalı sides of Istanbul have formed in two different layouts 

respectively. The structures of European railway line are formed on the middle 

platform and on the edges of the rail lines. The structures that were placed on the 

middle of the platforms were the canopies that carried by steel beams and two precast 

concrete buildings used as separate rooms for station chief and waiting, also carried 

by steel beams (Kuban, 2002). On the line edges of these stations, which were planned 

as type projects, there was a two-storey residence and a small single-storey residence. 

In addition, the station entrance building, warehouse, water tank, locomotive depot, 

gendarmerie station as part of the basic planning took place (Kuban, 2002). Although 

the qualities of Haydarpasa – Gebze railway stations were more difficult to distinguish 

because not all of the stations were preserved in good condition, according to the report 

made by International Council on Monuments and Sites (ICOMOS) and United Trade 

Union of Transport Employees (BTS) in 2007,  the passenger buildings of the stations 

were located parallel to the railway line (URL-27). Except the Fenerbahce station 

building, it can be said that the majority of the buildings had a stone foundation and 

wooden structures (URL-27). The ground floors of the station buildings were used as 

station chief and waiting rooms, while the first floors were designed as lodging and 

adjacent to these buildings were single-story waiting rooms and units used as 

warehouses (URL-27). On both railway lines, the access to the stations was, and still 

is provided by the underpasses. The passage walls (retaining walls) and monumental 

trees are also part of the railway heritage (URL-27). 
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The significant role of railways and railway stations increased during the War of 

Independence (1919 – 1923) and with the establishment of Turkish Republic (1923). 

The invasion of railway stations by French, British and Greek military troops caused 

a considerable amount of power dissipation in the course of World War I (Kuban, 

2002). Therefore, in 1924 the railways become nationalized and it was possible to 

provide public transportation to all parts of the country by the state (Kuban, 2002). 

Again, considered a symbol for modernity, railways helped to prove the country is self 

– sufficient, and to reinforce the feelings of national independence and unity during 

the first years of Republic (Kuban, 2002). As mentioned previously in this thesis, in 

mid – 20th century, similar to the situation in United States, development of motor 

vehicles and motorways gained importance. In parallel with this change, railways and 

public transportation were neglected. From 1950 to 1970, it was a golden era for 

construction of roads (Kapluhan, 2013). Although in 1960’s, new development plans 

for the purpose of persevering and enhancing the conditions of existing railways were 

started to be made, and continued to be made till 21st century, railways lost their 

advantages to highways ever since (Kapluhan, 2013).   

In the second half of 1980’s, because of the demand for public transportation that 

would help to reduce traffic density, Metro Istanbul was established. In the following 

years, tram lines in addition to metro lines were added to the public transportation 

network. Along with the construction of high – speed railway lines in connection to 

Anatolia and the Marmaray project in Istanbul, railways began to present the optimal 

mobility choice for Istanbul (URL-28). Meanwhile, in the purpose of connecting the 

commuter lines to the Marmaray railway line that was operated between the stations 

Kazlicesme in European side of the city and Ayrilikcesmesi in Asian side of the city, 

the commuter lines were stopped operating in 2012 for a comprehensive renewal 

project involving the entire railway stations (URL-29). For the reason it is one of the 

main transportation arteries, the renewal projects of the commuter lines in Istanbul 

were under criticism by public due to slow progress, delays and transparency issues of 

bidding and developing process’ (URL-29). Finally in March 2019, the long 

anticipated Marmaray commuter lines began to commute with the integration of high 

– speed intercity rail lines (YHT) between Halkalı – Gebze railway stations. In the 

current state, Marmaray commuter line serves on 76.6 km in predicted time of 104 

minutes and has 43 stations (Figure 4.1). The approximate information of the 

passenger capacity per hour is 75.000 passengers. During the first opening week that 
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the renewed Halkalı – Gebze rail line, according to report made by Uysal (2019), 2 

million passengers preferred Marmaray over surface transportation options like 

minibuses and buses (URL-31). The new commuter line carried 3.3 million passengers 

in total during the first week and it is expected the number going to rise even more in 

the near future (URL-31). 

 

Figure 4.1 : Istanbul rail transit network map (URL-30) 

In conclusion, their historical background and efficiency as the most accessible public 

transportation system resulted the maintenance of railways and railway stations 

important role in the urban and public life in Istanbul today. As stated previously in 

this thesis, the railway stations are accepted as urban and public interior spaces that 

has a significant role in contributing the wellbeing of urban environment.  

Due to the fact that rail transport systems and renewed station projects are on the 

agenda of the country, determining the current situation and utilization of these stations 

has been considered a beneficial urban interior practice. 
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 Field Study and Methodology: Evaluating the Quality of the Urban and 

Public Interior 

Throughout the thesis it is stated that the positive impact of a good urban and public 

interior would be beneficial for the quality of life in urban environment, therefore 

urban wellbeing. The railway stations which is a product of structural development of 

cities, modernization process and still a part of the daily urban life, are considered an 

urban and public interior that used often as a part of efficient public transportation. In 

Istanbul, with the re-operation of the highly anticipated Marmaray commuter line, the 

opportunity to observe the conditions, utilization, use and the overall design quality of 

new stations as an urban and public interior and compare them with the older and 

historically preserved stations became possible. Consequently, in the purpose of 

detecting a successful urban and public interior, and to specify the qualities involving 

for achieving the result, a field research method was developed.   

The success of the urban and public interior is closely related to the space being a good 

quality public space. As it is discussed previously in the thesis, high quality public 

spaces have the power of generating health benefits both mental and physical, 

improving individual’s quality of life in addition to affecting the economic and 

environmental status of their urban setting. Especially public transportation and its 

facilities have a strong possibility to generate these advantages due to the facts that it 

is a sustainable and efficient option of urban mobility. The relation of public 

transportation and its facilities with the notion of urban interior and interiority of urban 

mobility also suggested previously. According to this suggestion, mobility in urban 

setting creates an interior through its constant motion and behavior patterns, while 

urban interior and urban interior practices seek to adapt the ever – changing urban 

environment and daily life through combining the notion of interiority and public space 

together. Among public transportation options, rail transport has been specified due to 

their historical background, strong position in the collective urban memory as a symbol 

for modernization, urban development, adventure, travel and so on. Consequently, the 

railway stations, which are the materialization of the public transportations ability to 

generate nodes and places, became the main areas of the field research.  

The aim of the field research is to develop a method for measuring, comparing and 

then, improving the conditions of existing urban and public interiors in Istanbul, in this 

case, railway stations. Before developing the method, a detailed observation of the 
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railway stations was considered a necessary step. By doing free observations on the 

fields, it is possible to detect the ‘urban rooms’ in the space, which is helpful to specify 

the exact locations for the field research, as well as contributing to development of the 

method. It is also intended that this method could be beneficial in further studies about 

urban and public interiors. Therefore, for developing a comprehensive method, it was 

important to create a field research process that has a clear structure for the next 

possible studies.  

 In the context of the field research, as mentioned, there is a field research process that 

structured as a two phased study. The first phase of the research is based on free 

observations at the railway stations selected on the Gebze - Halkali Marmaray line. 

For these observations, a three – step system was developed and used. According to 

this system, the density of the spaces and activities in the space, space inventories, and 

atmosphere, identity and sensory experiences which is closely related to the notions of 

interiority in urban environment are going to be determined (Table 4.1). Also, within 

the scope of observations, the main study areas, ‘urban rooms’ are going to be 

determined. In this first part of the study, Valeri Mace's (2014) (Table A.3) methods 

related to sensory experience about urban interiors were used in order to specify areas 

for the second phase of the study and visualize the data obtained as a result of 

observations. Specifically, mapping of the sensory experiences is thought to be an 

important determinant in order to determine the exact study areas within the railway 

station.  
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Table 4.1: First phase of the study: the observation system (Akdemir, 2019) 

 
 

The second phase of the research is the main part of the developed method.   

In this phase, a survey that is conducted to measure the urban and public interior 

quality of each urban room within the railway station. For the formation of survey 

questions and measuring system, the studies of Mehta (2014) (Table A.1) and Uzgoren 

and Erdonmez (2016) (Table A.2) which examined previously in the thesis, were used 

as basis methods. Also, the comprehensive research of Montanari (2014) on urban 

interior practices and common characteristics of them for enhancing the urban 

environment was beneficial in order to build a relationship between indicators of a 

good quality public space and good quality urban interior. These were; improving 

safety, comfort, recognizability, imageability, social and cultural attractiveness and 

enabling new forms of interaction and identification (Montanari, 2014). 

The survey is an empirical method that evaluates the 5 components of a good quality 

urban and public interior. These are; Belonging and Inclusion, Safety, Sociability, 

Comfort and Atmosphere and Identity (Table 4.2). In total, there are 38 questions; 

9 of the questions are depended on the user’s subjective evaluation, and 27 of the 

questions are evaluated by the researcher (Table 4.3). The overall evaluation criteria 

for each component are going to be mentioned below.  
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 Essential Activities 

 Optional Activities  

 Social Activities  

 Stationary and Mobile Users  

 The accumulation points 

 Density of occupancy throughout the day  

 

 

Space Inventories  
 Furnitures 

 Materials and finishes 

 

 

 

Atmosphere: Identity 
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 Visual elements 

 Thermal changes 

 Orienting 

 Sound 

 Other perceptual elements (such as urban / 

historical contextual elements) 
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Table 4.2: Second phase of the study: the survey (Akdemir, 2019) 
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Table 4.3: The survey (Akdemir, 2019) 
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Table 4.3: (continued) The survey (Akdemir, 2019)  
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Table 4.3: (continued) The survey (Akdemir, 2019) 
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Table 4.3: (continued) The survey (Akdemir, 2019) 
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Table 4.3: (continued) The survey (Akdemir, 2019)  

 

Belonging and inclusion 

In this component, inclusiveness of the public space is going to be measured. Although 

the public spaces in general are not always includes all ages, genders, behaviours and 

activities; the inclusiveness still considered as the one of the most crucial factors 

related to the quality of the public space. For the space in question to be considered 

inclusive, there should be places, if not all, within the public space that makes possible 

for users to spend time in the public space without paying a fee. Also, to evaluate the 

sense of belonging in the space, which is a factor associated with good quality public 

spaces as well as the notion of interiority, it is going to be measured how inviting the 

TOTAL 100  (maximum) 
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space is. In addition to these criteria, for the reason that the railway station layout 

should be open and clear to understand; directive signs and boards, tactile paving for 

the users that visually impaired are going to be evaluated. 

Safety 

One of the main components of a public space, safety of public spaces is especially 

important in Istanbul due to recent disruptive cases related to political issues and 

terrorist attacks happened in public spaces. Consequently, the necessary surveillance 

and security measures are going to be evaluated, as well as the physical conditions of 

the area. The visual and physical relation between the urban room and the urban 

environment is also considered as a factor that affected the safety of the railway 

stations. The sufficient artificial lighting conditions, especially for evening and 

nighttime, provide a continuation of the overall measures of security and individuals 

perception of safety throughout the day. According to Mehta (2014), certain 

surveillance and security measures can cause disturbance, or even cause a threat for 

users. Therefore, tied with the feeling safe, whether or not the users of selected railway 

stations in Istanbul feel being threatened by the certain surveillance and security 

measures also going to be evaluated. 

Sociability 

Following the recent discussions on the characteristics of public spaces and urban 

interiors, the urban and public interiors are accepted as one of the main places in the 

city, where the individuals are socialized. Even so, the public space, in this case urban 

and public interior spaces serve as the scenes in which urban social life experiences 

and became visible. For a good urban and public interior, the design of the space should 

be suitable for potential social activities of individuals, groups and communities. In 

terms of measuring the level of socialability of railway station through its design and 

considering the necessary activities that took place on the majority of the station area, 

the flexibility of the space is accepted an indicator. The necessary activities that took 

place in railway stations, which are mainly circulation and transportation, should be 

uninterrupted. Therefore, the flexible use of the space inventories can be considered 

as a good solution for enhancing the sociability of the space. A successful public space 

has also a variety of functions and businesses within or around them. Functions such 
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as eating, drinking in addition to seating, resting, meeting, roaming etc. and businesses 

such as restaurants, cafes, food stands and shops can enhance the sociability of public 

space majorly.  

Comfort 

The opportunity that individuals have the ideal comfort level within the space in a 

public area during the desired period of stay is directly related to the functionality of 

the public space. Evaluation of the comfort level of the public and urban interior, in 

this case, railway stations are related to several criteria. Criteria that related to the 

design of the stations, such as protection against climatic conditions, the preservation 

or enhancement of the general luminance level, the cleanliness and the maintenance, 

the variety of furnitures and the overall construction quality of the space are going to 

be measured. The level of disturbance from environmental factors such as noises and 

air pollution are amongst the criteria for the general comfort of the space. Whether or 

not the individuals find the number of furnitures enough and if they feel comfortable 

in the space and while using the furnitures of the space also defines the comfort level 

of the space for users’ perception and experience.  

Atmosphere and identity 

Lastly, in relation with the publicness and recent urban interior practices, well – 

formed atmosphere and identity are the essential qualities that mainly effect the 

imageability, frequency, pleasurability and memorability of the urban and public 

interior spaces. These factors are going to be evaluated through counting the historical 

elements, design (architectural and interior in urban context) elements that create focal 

points and the elements that increase positive sensory (visual, auditory, tactile) 

experience. In connection with the feeling comfortable and safe within the railway 

station, it is important to evaluate the design of the station in the context of its 

compatibility to the average human scale. Measuring the level of the station's aesthetic 

perception, by users, or to be clear, whether or not the users find the station attractive, 

is also an important criterion of the atmosphere and identity component. 

The five components and the criteria for each component forms the survey questions. 

As it can be seen on the Table 4.3, the survey constructed from 38 variables or 
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questions to evaluate the five components of the urban and public interior space, in 

this case, the urban rooms within the railway stations. With the completion of the 

survey, capturing and measuring the use, the design and the subjective perceptions of 

the users are aimed. 27 questions of the survey are going to be rated by observer or 

researcher by observing each urban room and the interaction between the urban room 

and the users one by one. The 9 questions of the survey are depending on the subjective 

perceptions and are going to be rated by the people using the urban rooms.  

In the process of weighting the questions of the survey, the method originated by 

Mehta (2014) is used but altered in order to have a clearer output from the survey. 

Nevertheless, the structure of the overall method used in the field research was 

developed according to the whole content of the thesis. The weightings were 

determined by two parameters that composed by observations of the study areas and 

the previous discussions on urban and public interiors. The first parameter is the ‘order 

of importance’ of each criterion that has a role on a good quality urban and public 

interior spaces. The second parameter is the ‘common characteristics’ of renewed 

railway stations of Gebze - Halkali Marmaray line based on the observation outputs. 

Depending on the question that involves a common characteristic of the railway 

stations design, a lower weighting is assigned. For example, on the safety component 

of the survey, the ninth question about the surveillance and security measures has the 

lowest weighting among the whole set of questions related to the component (Table 

4.3). The reason for this situation is depending on the observation output that the 

railway stations in general have almost the same level of surveillance and security 

measures. The weightings and the highest score that the questions can have adds up to 

the sub – total of 20, which is the same number for all five components of the survey. 

Consequently, the overall quality of urban rooms is going to be based on a score out 

of 100.  

To use the two phased method efficiently, the researcher should visit the study areas 

at least for a whole week and repeat the method several times according to working 

hours during each day. This consistency is necessary in order to capture the density of 

the spaces, range of activities, behaviours and the sensory experience that took place 

in the study areas; and also detect the inventories and structure of the spatial order. 

After the observation phase, another full week of the field research is decided to be 
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suitable for completing the survey on the site. Since the survey is going to be 

completed partly by various users, the results of the certain questions are going to be 

averaged.  

In the final part of the study, the results of the evaluation of urban and public interior 

quality of urban rooms of selected railway stations on the Gebze - Halkalı Marmaray 

line are going to be analyzed and presented with statistical graphs. The selected areas 

for the two- phased method are going to be discussed more in detail under the next 

topic.  

 Selection of study areas 

Throughout the thesis, the unsteady connection between the city center and its 

peripheries was a subject that focused since it’s a product of the structural evolution 

and the modernization process. This connection is also noteworthy as the busiest form 

of urban mobility happening on a daily basis in metropolitan Istanbul. As mentioned 

on the previous topics, the historical railway stations that renewed and reconnected, 

and began to commute between Gebze and Halkali stations as the Marmaray commuter 

line. For the field study that consist of a two phased research method, it was decided 

that two separate railway stations on the Marmaray commuter line, considering their 

location and historical importance (Figure 4.2) Therefore, the Sirkeci Railway Station 

and the Bakirkoy Railway Station selected as the main areas for the field study. 

 

Figure 4.2 : The locations of Bakirkoy and Sirkeci and the symbolic Marmaray 

Commuter Line connection (captured from Google Earth on May 2019). 
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4.3.1 Bakırköy railway station 

Part of the original Yedikule-Küçükçekmece commuter line that started operating in 

1871, Bakırköy is one of the first railway stations that connected the periphery with 

the historical peninsula of the city. Located on the center of the Bakırköy district 

(Figure 4.3), Bakırköy railway station was built as a part of the type project of the 

European rail line. The importance of the Bakırköy railway stations also stems from 

the fact that Bakırköy districts rich historical background. 

 

Figure 4.3 : Location of Bakirkoy Railway Station (captured from Google Earth on 

May 2019). 

Bakırköy is a municipality and a district that surrounded by Güngören and 

Bahçelievler districts with E-5 motorway in the north, Marmara Sea in the south, 

Zeytinburnu District with Cirpici Stream in the east, and Kucukcekmece district in the 
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west and northwest that located on the European side of Istanbul, Turkey (URL-32). 

Until 1989, it was one of the largest districts with an area of 275 km2, but with the 

local elections in 1989 and 1992, Küçükçekmece, Bağcılar, Bahçelievler and 

Gungoren were separated from Bakırköy municipality; thus, the population and the 

area of Bakirkoy decreased in number and size (URL-32). Today, Bakırköy district is 

located on the area of 29,22 km² and consist of 15 neighborhoods and four zones which 

are Bakırköy central zone, Ataköy, Yeşilköy and Florya zones (URL-32). According 

to the 2018 population census, Bakırköy has 222.668 residents, which corresponds to 

the % 1,48 of Istanbul’s population (URL-33).  In addition to recent Marmaray Line, 

transportation to Bakırköy is provided by IETT buses and minibuses. 

As one of the oldest districts in Istanbul, the origins of Bakırköy dates back to 384 A.D 

in Byzantine Empire. Established as an area of entertainment and summer resort, 

Bakırköy was called Hebdomon (in Greek, “The Seventh”), and became a military and 

political center (URL-34). One of the heritage sites from this part of the Bakırköy’s 

history is the Veliefendi Hippodrome; which was the place where several Byzantine 

emperors elected by acclamation by the army (URL-34). Bakırköy was also named 

Makrohori (in Greek, “long village”) and then later, Makrikoy in the period of 

Ottoman Empire, when it was becoming a residential area with many large, wooden 

houses built in there (URL-32). After the establishment of Republic, the name was 

changed to Bakırköy during the conversion of foreign names (URL-32). Bakırköy was 

becoming a more popular residential area, in terms of its location, a suburb, in the late 

– 19th century due to railroad construction to the city’s historical peninsula (Kuban, 

2002). Another major change that caused by the railway station occurred in accordance 

with the demands of the people. People complained that the railway station was located 

very far from the residential areas of the district; thus, roads between the second center 

of the district which formed through the presence of the railway station and the 

historical center near the coast were re-constructed in 1872 (Kuban, 2002). 

As it was discussed in the first chapter of the thesis, during the modernization process 

of Istanbul in mid – 20th century, one of the first satellite city projects of Turkey built 

in the Ataköy zone. Thereafter, as Turkey started to transform under a rapid 

globalization process in 1980s, the first modern shopping mall that represented the 

new image of Turkey also built in the Ataköy zone of Bakırköy (URL-34). 
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Consequently, in 1990s, Bakırköy became one of the major commercial centers of 

Istanbul and became fully urbanized while keeping its residential population intact 

(URL-32). The demographical structure of the residents in Bakırköy consist 

predominantly of craftsmen, bureaucrats and retired people (URL-32). In addition to 

the residents, it can be said that the large amount of schools, academic and art courses, 

restaurants, cafes, health and beauty clinics and large amount of commercial space 

attacks variety of people from other districts of Istanbul to Bakırköy. Located almost 

in the middle of this complex and lively environment, the Bakırköy railway station and 

the recently completed renewal project of the station creates a suitable field for 

application of the developed method.  

As mentioned previously, Bakırköy railway station is one of the oldest railway stations 

that built in 1871 as a part of the Yedikule-Küçükçekmece rail line which was the first 

commuter line in the European side of Istanbul. On this line, Yedikule, Bakırköy, 

Yeşilköy and Küçükçekmece were built as main railway stations (Kuban, 2002). Built 

as a type project, the majority of the railway stations, on this rail line, including 

Bakırköy, were similar in layout and program. In 1872, the European rail line 

expanded to Sirkeci, and then in 1950’s the rail line expanded to Halkalı and several 

new stations were added due to the growth of the city and the formation of new centers 

(Kuban, 2002). According to Kuban (2002), the railway stations on the Yedikule-

Küçükçekmece rail line were the densest structures and the majority of the structures 

were preserved in their original form (Kuban, 2002). The structures that formed the 

older Bakırköy Railway Station were the Station Entrance Building that connected the 

railway elevation with the Bakırköy Republic Square, the historical canopy that were 

on the railway elevation, the old ticket booth building and office building for the 

station chief and lastly, the masonry building titled as Kargir Yapı No.10 (MVG 

Architecture, 2011). Among them; the entrance building, historical canopy, old ticket 

booth building and office building was officially registered in 2004, and the Kargir 

Yapı No.10 was officially registered in 2009 by Ministry of Culture and Tourism as 

cultural heritages (MVG Architecture, 2011) (Figure 4.4) During the renewal process 

of the Bakirkoy Bakırköy Station, due to the integration of the high – speed rail lines 

(YHT) with the updated Marmaray commuter line, the historical structures were 

dismantled and reconstructed as a part of the renewed station. Today, these structures 

serve as the entrance to YHT rail line and located on the YHT railway platform (Figure 
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4.5).  The integration of a YHT rail line stop to Bakırköy have increased its status as 

an important transportation hub.  

 

Figure 4.4 : Bakirkoy Railway Station and the historical bridge, on 1950’s (URL-35) 

 

Figure 4.5 : Bakirkoy Railway Station, YHT entrance building and platform on 

March 2019 (Akdemir, 2019) 

The recent additions to the Bakırköy railway stations are: the entrance structure that 

connects the station with the Fahri Korutürk Street and Bakırköy Republic Square on 

the northeast, a second entrance structure on the southwest that connects the station 

with the Kitapçılar Koprüsü (Bridge of Bookstores) and with the Ray Street (Figure 

4.6, Figure 4.7, Figure 4.8 and Figure 4.9) and a Marmaray railway platform in 

addition to a new YTH platform (Figure 4.8 and Figure 4.9). The YHT platform and 

buildings are the preserved historical buildings and their functions are the same as 

well. 
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Figure 4.6 : Entrance rom Fahri Korutürk St. (Akdemir, 2019) 

 

Figure 4.7 :  Entrance from Kitapcilar Köprüsü (Akdemir, 2019) 

 



73 

 

 

Figure 4.8 : Entrance from Ray Street (Akdemir, 2019) 

 

Figure 4.9 : Plan view of the Bakirkoy Railway Station4  

The new Marmaray commuter line stations are also part of a type project; the entrance 

structures which designed as partially closed buildings that has standing seam type 

roof cladding as a canopy and granite flooring; which continues through the whole 

station platform floor. In total, Bakırkoy Railway Station has four separate entrances 

and three entrance structures, two platforms and three rail lines, the historical canopy 

                                                 

 
4 Plans of Bakirköy Railway Station was acquired by the courtesy of Marmaray Regional Directorate 
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and buildings as one of the YHT entrances and on the platform (Figure 4.5). In addition 

to these main structures, Bakırköy Railway Station has ticket offices on each entrance 

structures. On the Kitapçılar Köprüsü entrance; there is a restroom and WC for staff, 

a cleaning room, a first aid room, rooms for station manager and station officer, a 

security room and a spare room (Figure 4.5). For the common use, there are unpaid 

areas on each entrance structures with a total of 333 square – meters. On the Marmaray 

Line platform which is approximately 190 meters long and 10,6 meters wide, apart 

from two WC’s and partial canopies, there aren’t a closed structure and a building.  

The Bakırköy Republic Square entrance structures and the historical building that is 

going to be operate as the YHT entrance, are on the level of +21,150 meters. The 

Marmaray Line entrance structure has a height of 4,90 meters at the highest point and 

3,48 meters at the lowest point of the roof. The Kitapcilar Köprüsü entrance is on the 

level of +21,160 meters, connects to the bridge with steps at the level of +22,60 meters. 

This structure has a height of 4,33 meters at the highest point and 3,66 meters at the 

lowest point of the typical curved roof that can be seen on the majority of the new 

Marmaray Line Stations. The Marmaray Line platform is at the level of +14,850 

meters and the connection between the entrances and the platform are provided by 

escalators, elevators and staircases.  

Subsequent to examination of the station project, the 3-step observation system which 

is first phase of the field research were put into practice.  

First Phase of Field Research: Observations 

As the first phase of the field research, the observations on the area are the necessary 

step for detecting urban and public interior spaces; the ‘urban rooms’ of the railway 

stations. By observing the station for several hours and days, it was possible to collect 

a reliable data about the density of the station, activities that happened in the station, 

inventories and finally, atmospheric conditions of the station that consist of the identity 

of the station and sensory experiences that an individual have while using the station.                             

During the observation process, the data were categorized by following a 3-step 

observation system (Table 4.1). Data were recorded through written notes, 

photographs, videos and sound recordings. The free observations on Bakirkoy Railway 



75 

 

Station were repeated for 5 times in total and completed on the March 26, 2019, 

between 17:00-19:00 and between 21:00-22:00, on April 9, 2019 between 08:00-10:30 

and on April 10, 2019 between 11:00-13:00 and between 16:00-18:00.  

Observation of Density and Activities 

In the course of observations in Bakırköy Railway Stations, apart from the essential 

transportation activity, several types of use were detected. These were: walking, 

meeting/ chatting, waiting / standing, sitting, eating / drinking and shopping or 

commercial activities. It is also observed that talking on the cell phone and reading or 

listening to music via cell phone were included to individual activities in most cases. 

Activities observed in the station and the locations which they were executed are 

marked on the plan (Figure 4.10).This marking shows where exactly each activity 

occurred during the observations and the approximate density level according to the 

number of users. After detecting the activities, the overall density of the railway station 

was categorized under the two main types of user behaviours: stationary and mobile 

or pedestrian. Consequently, the activities which overlapped such as walking and 

chatting, or sitting and eating considered as two types of behavior, stationary and 

mobile, respectively. With this categorization, the accumulation points in the station 

became evident; the locations where the two types of behaviours / activity groups 

happened, it was marked as a accumulation point (Figure 4.10). 

After the conclusion of the observations that were made on weekdays, the peak hours 

of the Bakirkoy station were found to be parallel to the office hours which is early 

morning hours from 08:00-09:30, the lunch hours; 12:00-13:00 and in the evening 

hours, from 17:00-19:00.
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Figure 4.10 : Observation of Density and Accumulations in Bakirkoy Railway Station 
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Observation of Space Inventories  

Typically, the inventories of Bakırköy Railway Station are standard station inventories 

that can be found at the majority of the recent stations. On each entrance areas, ticket 

machines, turnstiles, layout drawings, directive sign and boards, informational screens, 

security cameras and fire distinguishers make up the essential station objects (Figure 

4.11, Figure 4.12). On the platform, steel beams and lighting poles that are placed at 

every 6 meters between the two canopies are the two most distinctive elements. The 

essential station objects apart from ticket machines and turnstiles are placed on the 

platform as well. The furniture on the platform is the four seating elements that are 

steel in material are placed under the canopies and near the canopies (Figure 4.13). 

During all the observations, the seating elements were occupied at maximum of their 

capacities; which is three people for each seating element. Accordingly, the proximity 

of seating elements that are placed under the canopies were the most crowded areas on 

the station.  

 

Figure 4.11 : Interior of the Fahri Korutürk St. Entrance Structure, B1 (Akdemir, 

2019) 



78 

 

 

Figure 4.12 : Interior of the Kitapçılar Köprüsü and Ray Sokak Entrance Structure, 

B2 (Akdemir, 2019) 

 

Figure 4.13 : Platform beneath the Fahri Korutürk St. Entrance, B3 (Akdemir, 2019) 

Atmosphere: Identity and Sensory Experience 

The third and the last step of the observations was attempting to capture the atmosphere 

and identity of the station and detecting the conditions of station environment through 

the sensory experience. In order to convey the sensory experience to a data, Valerie 

Mace’s (2014) method of mapping the sensory characteristics of the spaces was altered 

and then used for this observation (Table A.3). The altered version of the method 

depicts flow between the conditions of visual, auditory, tactile stimuli and the orienting 

or way finding situation within the station. Orienting, as a crucial factor in station 
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design is also considered an important atmospheric factor that if positive, also helpful 

for feeling comfortable while spending time the station. And, in order to obtain a clear 

data on the identity of the station, it was examined whether the station's historical 

background maintained its previous state. Also, as it was mentioned in the thesis, 

considering the strong presence of railway stations on the public and urban memory 

and the current practices of urban interiors; the architectural and interior elements to 

enhance the memorability of the station was also observed. 

To comprehend the atmosphere of the Bakırköy Railway Station, a continues tour from 

start to finish on the Marmaray entrances and platforms was executed. As a starting 

point of the tour, the Bakırköy Republic Square entrance was selected due to the results 

that indicate this point as the densest entrance of the station. As it is one of the busiest 

areas of the station, the tour starts with a peak at the almost all senses. In this area, an 

overload of visual and auditory stimuli was experienced due to the presence of a 

crowd, the flow and congestion of people, the mix of changing colors, the loud noises 

that came from the crowd and also from ticket machines and turnstiles. Consequently, 

the temperature was on the warmer side, and orienting within the area perceived as 

programmed as it was easier to follow the crowd than paying attention to the hardly 

detectible directive signs. Continuing down on the platform right under the entrance, 

the of the sensory flow keeps its peak position because of the accumulation happening 

on the area near the stairs, furnitures and under the canopy.  On the middle of the 

platform, though the overall sensory stimuli decreases, visual and auditory experiences 

were considered somewhat high due to the expansion of the field view as there isn’t a 

canopy on the middle of the platform and the sounds came from the announcements, 

talking and walking people, approaching trains, etc. A similar sensory situation in the 

southwest of the station was experienced also; but in the Kitapçılar Koprüsü entrance 

area, the environment becomes calmer and more stable. This situation can be explained 

through the fact that the southwest of the station is closer to residential areas of the 

central Bakirkoy district. 

The historical background of Bakırköy Railway Station is maintained by preserving 

majority of the historical buildings and structure. Although the renovated buildings 

have a different character since a different color of paint, yellow and green, used 

instead of the previous pink color, they do bring back memories about the old railway 
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station and help to create a distinguishable place among its surroundings. The 

architectural elements that the station currently has, have a potential to create a 

memorable place because of the interference on its environments in terms of the size 

of the project, the changes the project did on the surrounding areas such as the stair 

additions to Fahri Koruturk Street and the contrast between the station structures and 

the previous state. The interior elements of the railway stations, such as the furnitures, 

lighting, flooring and materials; were considered not to be as outstanding; but as 

standard solutions for a public transportation facility. As observed and experienced, 

this situation negatively effects the comfort and the attractiveness status of the station 

and the potential of the station as a good urban and public interior space (Table 4.4). 

Table 4.4: Local Sensory Experience in Bakirkoy Railway Station (Akdemir,2019)  

 

As a result of the observations, the urban rooms of the Bakirkoy Railway Station were 

determined. The intersections of densities, accumulation points and the locations 

where the sensory stimuli peaked, five urban rooms were detected. Each urban room 

coded with the B for Bakirkoy, and the number according to their level of density 

(Figure 4.14) Accordingly, the second part of the field research, the survey, was 

applied separately for each of the five urban room. 
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Figure 4.14 : Urban Rooms of Bakirkoy Railway Station 

Second Phase of Field Research: The Survey 

Following the observation results, five urban rooms in Bakirkoy Railway Station were 

selected as the main study areas for the survey. The survey, as mentioned, offers an 

integrated method to evaluate the quality of the urban and public interiors; in this case, 

urban rooms of the railway stations. The survey began to be applied on the May 7, 

2019 and continued till the May 14, 2019. Application hours of the survey were 

determined by previous observation phase as 08:00 – 10:00, 12:00 – 14:00, 15:00 – 

17:00 and 18:30 – 21:00. The survey was repeated on each urban room separately and 

completed on the station. The survey was made with one researcher and the total 

number of participants has reached 118 people; with 34 people on the urban room B1, 

24 people on B2, 32 people on B3, 17 people on B4 and 11 people on B5 (Table A.4, 

Table A.5, Table A.6, Table A.7, Table A.8). The participants were informed about 

the research and about the confidentiality of the survey study. While collecting the 

data, there wasn’t a photograph or a video recording; and the names, religions and 

political opinions of the participants were neither asked nor noted. However, the ages, 

gender, educational and working status of the participants was asked and noted. By 

gender, there were more male than female (%52,5 male to %47,5 female). By age, 

among the 9 categories, there were more people in the age 24 – 29 with %35.6, and 

people who are between the ages 36 – 44 were the second most dense group that 

participated in the survey. The %66.1 of participants were university graduates, and 

%61 of participants were currently working.  

It was also asked to participants how they reached the station. This was helpful to 

obtain an information about the proximity of their work or resident address. 

Consequently, the %41.9 of the participants stated that they are arrive in Bakirkoy 



82 

 

Train station via walking (as pedestrian) and using public transportation. The final 

question directed to participants before the survey questions was about their 

behaviours and activities in the station. Participants could choose multiple options 

depending on what they are doing in the station and what they are using for. The 

options were decided by observation results of the two stations combined, such as: 

transportation, meeting, waiting, sitting, resting, roaming, touristic / cultural purposes, 

for a personal interest or visit, shopping, entertainment and taking photo or video. The 

results confirmed the first step of the observations; together with the essential 

transportation option which %89.7 of participants chose, meeting (%27.6), waiting 

(%19) and roaming (%17.2) were the top activities / behaviours the users do in the 

station. The total scorings given by the participants were averaged and noted 

accordingly.  

Table 4.5 shows the results of the survey completed with a researcher and 118 users 

who participated the survey within the urban rooms of the Bakirkoy Railway Station. 

A specific information about individual urban room provides a comparison between 

urban rooms according to the components of the survey. For example, it is possible to 

remark on the sociability of the urban rooms B1 and B2 is significantly higher than the 

other urban rooms, even though the activities for all urban rooms are consistent overall. 

Also, atmosphere and identity of the station drops on the middle of the station, on B5, 

especially due to the fact that the users low scoring for its level of attractiveness. From 

the results it can be said that Bakirkoy Railway Station has a mediocre quality for each 

component but provides safety above average throughout. In order to understand the 

negative and positive aspects of each urban room, the results should be studied more 

in detail. 

B1 is the urban room that includes the Bakirkoy Republic Square entrance. According 

to the results, it is the most successful urban room in the station (Table 4.5). Because 

B1 is the densest urban room and the most preferred entrance point, it is very important 

to perceive the place as positive as possible. Nevertheless, the component that received 

the lowest scoring, the sociability, is also low in B1. According to observations and 

the survey results, it can be said that the demand and use of this area for social purposes 

like meeting, resting while sitting or standing under the canopy while protecting from 

weather conditions are not fulfilled to an ideal amount. The reason for this situation is 
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primarily the lack of flexibility of the space. Although people use the structural 

elements for the said purposes, they only provide a singular and insufficient solution. 

B5 is the least successful urban room in the Bakirkoy Railway Station (Table 4.5). 

Majority of participants scored this urban room as not suitable for their preferred 

actions and behaviours in the station, and the basic requirement of direction finding in 

train stations was considered somewhat sufficient. It can be said that the lack of enough 

directive signs caused this problem. The design of directive signs that are placed in the 

station are also problematic due to their sizing and poor quality materials causes lack 

of information in general. The other main issue about the Bakirkoy Railway Station in 

general was found to be the lack of enough furniture, and the uncomfortable design of 

the existing ones. In B5, this especially creates a problem for the participants as it 

constricts the utilization alternatives of the space. B5 also got a poor result concerning 

the climatic protection measures as there isn’t a canopy covering this area.  

B2 strikes by getting the least score on belonging and inclusion (Table 4.5). According 

to participants scoring, the users don’t find the space as inviting. Although placed near 

one of the liveliest places of Bakirkoy, the Kitapcilar Koprusu, B2 cannot fulfill the 

potential to be an ideal urban interior for the environment. B2 also offers a good 

amount of unpaid areas. As it was observed, this area is frequently used for meeting, 

waiting and sitting etc. Therefore, it can be said this space needs solutions related to 

creating a more inviting space via urban interior practices (Figure 4.15, Figure 4.16). 

To get a clearer data on the success of the Bakirkoy Railway Station and its urban 

rooms, a comparison between Bakirkoy and Sirkeci is beneficial.  
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Table 4.5: The complete survey results of Bakirkoy Railway Station  
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Table 4.5: (continued) The complete survey results of Bakirkoy Railway Station 
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Figure 4.15 : Survey graphics of Bakirkoy Railway Station
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Figure 4.16 : Survey graphics of Bakirkoy Railway Station
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4.3.2 Sirkeci railway station 

As mentioned previously, Sirkeci Railway Station, as a part of the extended commuter 

line on the European side of Istanbul, began to operate in 1872. After operating with a 

temporary terminus structure from 1873 till 1888, a new prestigious and monumental 

station was built and opened in 1890 that would become the easternmost stop of the 

famous Orient Express. As well as being a symbol of modernization symbol and the 

gateway of the city, the location of the railway station has apparent importance (Figure 

4.17). 

 

Figure 4.17 : Location of Sirkeci Railway Station (captured from Google Earth on 

May 2019). 
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Sirkeci, as a part of the Fatih municipality, is a district on the historical peninsula of 

Istanbul. Bordering right beside the Golden Horn at the North, Bahçekapı district at 

the West, Sarayburnu district on the East and Cağaloğlu district at the South, Sirkeci 

is in a very central location. Ragıp Gümüşpala Street and Kennedy Street which run 

along the coast, are also defines the exact area of Sirkeci. Although it had an important 

position as it is near to the Topkapı Palace and Bab-ı Ali or the Sublime Porte, the 

central government gate of Ottoman Empire, with the Orient Express and Sirkeci 

Railway Station, the district gained even more of an importance (URL-36). One of the 

other prominent examples for the important architectural heritages in Sirkeci is the 

Grand Post Office Building designed by Vedat Tek, between the years 1905 – 1909, 

in the First Turkish National Style (URL-36). Considering these two modern buildings, 

it can be said that Sirkeci became a focal point in the modernization process of 

Istanbul.  

Sirkeci consist mostly of commercial and touristic functions. Restaurants, cafes, small 

shops and business blocks is placed; therefore, the demographic structure of the district 

consist of artisans, tradesmen and for the user profile it can be said that there are almost 

all types of users in Sirkeci. The transportation options to reach Sirkeci is quite various. 

Apart from the Marmaray Line, Sirkeci can be reached by tram, ferries, IDO (sea 

buses) and IETT buses; which makes Sirkeci a transportation hub, as well as a 

community hub through the central position of the station among the transportation 

lines. 

Sirkeci Railway Station designed by the German architect and engineer August 

Jasmund who came to Istanbul for studying Ottoman Architecture and then became 

the consultant architect of the state (Alkan, 2014). For the reason that Jasmund thought 

Istanbul to be the end of the West and the beginning point of the East, he designed the 

station in Beaux – Arts inspired Orientalist style (Figure 4.18). Materials of the station 

selected conscientiously; granite as a baseis the main hall, a waiting room, the Orient 

Express Restaurant, the TCDD Museum, ticket offices, a common WC and seating 

areas under the canopy for the general use. The station managers and chiefs are also 

on the entrance level of the building (Figure 4.19). 
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There are three entrances to Sirkeci Station; the western entrance that connects the 

Station with the Sirkeci Square; the northern entrance that overlooks the Sirkeci 

Station Street and is part of the historical building, and the southern entrance that 

connects the Marmaray entrance structure with the Istasyon Arkası Street (Figure 

4.19).  

 

Figure 4.18 : Sirkeci Railway Station passenger building, date unknown (URL-34) 

 

Figure 4.19 : Sirkeci Railway Station plan view5  

                                                 

 
5 Plans of Sirkeci Railway Station was acquired by the courtesy of TCDD Istanbul Regional 

Directorate 
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The majority of the Sirkeci Railway Station are currently unpaid areas. The Orient 

Express, which was a popular destination among writers, journalists’ other prominent 

figures in 1950’s and 1960’s, is still serving as a nostalgic place in the station. The 

main hall and the platform in front of the hall are places which variety of organizations 

and events took place that are currently not using for their initial function (Figure 4.20).  

 

Figure 4.20 : Sirkeci Railway Station: the entrance of Main Hall, Orient Express 

Restaurand and platform (Akdemir,2019) 

Over the years, the Station undergo several changes and redevelopment projects that 

expanded the station with additional elements such as the ticket offices. For the 

interconnection of the Marmaray line, which is located totally underground, the south 

of the station area altered, and a Marmaray Line entrance structure was built (Figure 

4.21). The technical drawings of the amendments could not be accessed due to the fact 

that the Marmaray and YHT projects are still being developed for the station.  
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Figure 4.21 : Marmaray Sirkeci Station Entrance (Akdemir,2019) 

Subsequent to examination of the station, the exact process of the 3-step observation 

system that applied to Bakırköy Railway Station were put into practice for Sirkeci 

Railway Station as well. 

First Phase of Field Research: Observations 

In the process of detecting the ‘urban rooms’ of Sirkeci Railway Station, the 3-step 

observation system was used to collect data about the density of the station, activities 

that took place in the station, inventories and atmospheric conditions of the station. 

Data were recorded with the same techniques as in the Bakırköy Railway Station 

observation process. On Sirkeci Railway Station, observations repeated for 6 times in 

total and completed on the March 19, 2019 between 11:00-13:00 and between 15:30-

18:00, on March 26, 2019 between 08:00-10:30, April 9, 2019 between 12:00-14:00, 

between 16:00-18:00 and between 19:00-21:00.  

Observation of Density and Activities 

During the course of observations, a variety of activities were detected in Sirkeci 

Railway Station. Apart from transportation, considerable amounts of optional and 

social activities were taking place. These were: walking /strolling, meeting/ chatting, 

waiting/standing, sitting, eating/drinking, shopping or commercial activities, taking 

photographs/videos, touristic/cultural activities and entertainment/recreation activities 

which included the participation to events that took place in the main hall of the station. 
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Activities observed in the station and the locations which they were executed are 

marked on the plan (Figure 4.22). This marking shows where exactly each activity 

occurred during the observations and the approximate density level according to the 

number of users. After the categorization activities under two types of user behaviours; 

stationary and mobile, the places which the two behaviours overlapped presented the 

accumulation points in the station (Figure 4.22).  

After the 3-step observation process, it was also found the peak hours of the Sirkeci 

Railway Station were the afternoon to evening hours; 15:00-17:00 and 19:00-20:00 

respectively.  
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Figure 4.22 : Observation of Density and Accumulations in Sirkeci Railway Station 
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Observation of Space Inventories  

The inventories of Sirkeci Railway Station are exceptionally diverse for a railway 

station due to its special character as a historical and cultural heritage and multi – 

functional use. In addition to standard station inventories such as ticket booths and 

machines, clocks, turnstiles, maps, directive sign and boards, informational screens, 

security measures and fire distinguishers; two kiosks, ATMs, coffee machines, 

massage and weighing machines, lockers were the other elements in the station.  

A several types of seating elements were placed on different areas of the station. The 

places which the seating elements placed were the front of the ticket offices, in front 

of and within the waiting room and near the Marmaray entrance building. Among 

them, the singular and relatively large furniture that is wooden in material and curved 

in form that is places in front of the ticket offices, the round seating element that is 

integrated to the steel beams of the canopy and also placed separately in the waiting 

rooms were found to be having similar styles (Figure 4.23, Figure 4.24, Figure 4.25). 

Other seating elements were the more generic banks that can be found in many other 

public spaces of Istanbul. The other distinctive element in the station is the indoor 

garden. Placed on both sides of the rail lines and on the center of the station area, trees 

and bushes adds another focal point to the station.  

 

Figure 4.23 : Furniture in front of Information and Ticket Offices, Sirkeci Railway 

Station (Akdemir, 2019) 



96 

 

 

Figure 4.24 : Seating element in front of the waiting room (Akdemir, 2019) 

 

Figure 4.25 : Furnitures inside and in front of the waiting room (Akdemir, 2019) 

Atmosphere: Identity and Sensory Experience 

The third and the last step of the observations was attempting to capture the atmosphere 

and identity of the station and detecting the conditions of station environment through 

the sensory experience. The altered version of the method that Mace (2014) used in 

her study, Sensing the Urban Interior, depicts the flow between the conditions of 

visual, auditory, tactile stimuli and the orienting or way finding situation within the 

station. Because of the identity of the station is very much related to its historical 
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background, the presence of historical elements was in the considerations for an 

atmospheric examination. To count the station as a memorable urban and public 

interior, the architectural and interior elements of the station were also examined. 

The continues tour for experiencing the atmosphere of the Sirkeci Railway Station was 

arranged starting from the western entrance, which is the densest entrance of the 

station, and ending in front of the ticket offices to create an almost full circle. The tour 

executed on 9th of April, on 17:00 and the weather condition was partly cloudy.  

Where most of the uninterrupted circulation takes place; walking from the western 

entrance to the Marmaray entrance building causes a peak in almost all senses (Figure 

4.26). 

 

Figure 4.26 : Walking from Sirkeci Square Entrance to the Marmaray Entrance 

(Akdemir, 2019) 

 Similar to the Bakırköy Republic Square entrance, an overload of visual and auditory 

stimuli was experienced compared to the other areas of the station. The temperature 

was on the colder side, as it is generally like so in the semi-open areas of the station. 

As it was a moderately clear route, the orienting perceived as intuitive. Continuing to 

the seating area near the Marmaray entrance, a more pleasant level of stimuli was 

experienced (Figure 4.27). 

 



98 

 

 

Figure 4.27 : The seating area near Marmaray Entrance (Akdemir, 2019) 

As walking to the old platform area, the space became quieter and the orienting more 

programmed. The main hall, which was the former entrance hall that is utilized as a 

multi-functional event space, was empty and provided very little stimuli. Walking to 

the direction of the waiting room and the museum, the area gets more crowded; 

therefore, more animate in general. The waiting room and the area in front of it was 

the second most crowded and stimulant area in the station (Figure 4.24, Figure 4.25). 

Instead of a rushed circulation of people, the crowd in this area was more relaxed and 

showed a variety of activities due to the fact that the area offered many sub - areas 

within. This area was also the warmest among the all areas of the station, for the 

apparent reason of the almost fully closed rooms provided more stable and ideal 

thermal conditions. The final point of the station, which is the ticket office, was again 

less crowded; but the visual and physical connection to the Square provided a 

considerable amount of visual stimuli (Table 4.6). 

About the historical character of the passenger building Sirkeci Railway Station, it can 

be said that it is maintained not at the optimum but at a good state. The recent 

Marmaray additions were found to be incompatible and not as elaborately done in 

terms of materials and finishing. Although the nostalgia around the history and the 

architecture makes the station still a distinguished place, from the point of view of the 

western entrance of the station which highlights the interconnected Marmaray Line, 

the station strikes as an unattractive and mediocre place. The recent interior elements 

of the railway station, such as the furnitures, lighting, flooring and materials; were 
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considered not to be as outstanding as the original elements; but as standard solutions 

for a public transportation facility. 

As a result of the observations, the urban rooms of the Sirkeci Railway Station were 

determined. Through creating intersections of densities, accumulation points and the 

locations where the sensory stimuli peaked, five urban rooms were detected. Each 

urban room coded with the S for Sirkeci, and the number according to their placement 

in the layout (Figure 4.28). Accordingly, the second part of the field research, the 

survey, was applied separately for each of the Sirkeci stations five urban rooms as 

well. 

Table 4.6: Local Sensory Experience in Sirkeci Railway Station (Akdemir, 2019) 
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Figure 4.28 : Urban Rooms in Sirkeci Railway Station 

Second Phase of Field Research: The Survey 

The survey began to be applied on the May 9, 2019 and continued till the May 14, 

2019. Application hours of the survey were determined by previous observation phase 

as 08:00-10:00, 12:00-14:00, 15:00-17:00 and 18:30-21:00. The survey was repeated 

on each urban room separately and completed on the station. The survey was made 

with one researcher and the total number of participants has reached 110 people; with 

45 people on the urban room S1, 5 people on S2, 31 people on S3, 20 people on S4 

and 9 people on S5. By gender, there were more female than male (%50.9 female to 

%47.3 male). By age, among the 9 categories, there were more people in the age 24 – 

29 with %30.9, and people who are between the ages 36 – 41 and 30 – 35 were the 

other dominant age groups that participated in the survey. The %45.5 of participants 

were university graduates, and %63.6 of participants were currently working (Table 

A.9, Table A.10, Table A.11, Table A.12, Table A.13).  

According to the results, people reach Sirkeci Railway station by using public 

transportation predominantly. The %67.3 of the participants stated that they are arrive 

in Sirkeci Train station via walking (as pedestrian) and using public transportation. 

Participants also chose multiple options depending on what they are doing in the 
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station and what they are using for. The options were decided by observation results 

of the two stations combined, such as: transportation, meeting, waiting, sitting, resting, 

roaming, touristic / cultural purposes, for a personal interest or visit, shopping, 

entertainment and taking photo or video. With the dominant result of the essential 

transportation option which %89.1 of participants chose, meeting (%38.2), roaming 

(%30.9), waiting (%23.6) and touristic/cultural purposes were the top 

activities/behaviours the users do in the station. Thereafter, the survey questions scored 

by participants averaged and added to the evaluation accordingly. 

Table 4.7 shows the complete survey results done with a researcher and 110 

participants. As it can be seen on the charts related to each urban room, Sirkeci is 

evaluated above average overall. The most noticeable result of the survey is, the urban 

rooms which are placed near or within the historical passenger building, has 

exceptionally higher rating. Comparing to the other urban rooms, especially S4, can 

be considered a successful and good quality urban and public interior space. This 

situation is primarily related to the atmospheric and identity conditions of the spaces; 

which was evaluated by rating the architectural and urban interior elements in addition 

to historical elements that create focal points in the station. Therefore, it can be said 

that Sirkeci is considered a memorable place with highly imageable character through 

its design. 

Figure 4.29 and Figure 4.30 shows that S1 is the least successful urban room. Although 

it is the safest urban room according to participants (Table 4.7) low ratings on comfort 

and atmosphere and identity makes the most crowded area of the station a mediocre 

urban and public interior. The main reason that it is the least comfortable urban room 

the low construction quality of the elements in the space, such as the unelaborate 

installation of rampages and the canopy that made from steel as a part of the recent 

Marmaray Line and the neglected flooring (Figure 4.21) The incongruous style of the 

recent additions of Marmaray Line also negatively effects the atmosphere and the 

identity of the space in terms of the lack of contact with the historical elements that is 

strongly present in the space. The lack of architectural elements and urban interior 

elements that helps to create an interactive experiment or memorable part in the station 

is considered a misused opportunity.  
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Table 4.7:  The complete survey of Sirkeci Railway Station 
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Table 4.7: (continued) The complete survey of Sirkeci Railway Station  
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Figure 4.29 : Survey graphics of Sirkeci Railway Station 
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Figure 4.30 : Survey graphics of Sirkeci Railway Station 
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Within a place like Sirkeci Station that still is a dense community hub and has a great 

potential to offer a great amount of functional and interesting sub-areas via urban 

interior practices, for people to have pleasure while spending time in it. 

The highest result of sociability in the space is provided by the last urban room, S5. 

The main hall and the platform in front of it currently used as rentable event spaces; 

therefore, a multi – functional space within the station both attracts people to the 

station, and also provides a more flexible place to suit user needs. Nevertheless, when 

is not being used for events, the places in S5 can be very unpractical and very empty 

when they can be the main point of interest in the space. 

In order to further analyze the conditions of urban rooms and propose design 

approaches for Sirkeci and Bakirkoy Railway Stations, a comparison between the 

study results is going to be made under the next topic.  

 Comparative Analysis of the Railway Stations and Design Approaches 

The two phased study applied to Bakırköy and Sirkeci Railway Station individually 

has proved the contrasts and similarities between the two important transportation 

hubs. Although they are already different stations in terms of scale, design and 

program; it was the inevitable situation for comparing a central railway station with a 

station that is relatively located on the periphery of the city and has almost the same 

transportation options within. Figure 4.31 shows the total results of the stations 

evaluation combining each urban room depending on the survey components. 

Accordingly, apart from the safety, Sirkeci is a more successful urban and public 

interior. Nevertheless, both stations lack several criteria that would make them good 

quality spaces if they are improved. Under the five components, design approaches are 

going to be proposed for improving the overall design of the stations. 

Belonging and Inclusion 

As it was observed and then scored accordingly, In Bakırköy Railway Station, 

especially in B5, the number and design of directive signs are insufficient. For a 

foreigner or new-commer, it is very hard to compherend which way is leading to the 

preffered location. Starting from B5, directive signs and boards that are larger in size 
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can be placed. Because the writing on the directive signs were also made from glued 

plastic letters and they were started to fall off very quickly considering the opening 

date of the station, a more durable material and noticeable coloring for the signages 

will be a great contribution (Figure 4.32, Figure 4.33). Directive signs and information 

boards also useful for creating a brand identity. It will also enhance the ability of users 

to find access to their preferred direction. A good example to successful identity design 

through directive and informal signages, boards, ticket machines and graphics is 

Studio Dumber’s design that was began to be applied in 1977 for Dutch Railways (NS) 

(Figure 4.34). 
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Figure 4.31 : The total results comprative graphics of Sirkeci and Bakırköy Railway Station 
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Figure 4.32 : B5: There no directive signs other than station headboard (Akdemir, 

2019) 

 

Figure 4.33 : B4: The writings were started to be worn away on information boards 

(Akdemir, 2019) 
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Figure 4.34 : An example to sufficent signs, boards and graphics. Sudio Dunbar, 

Dutch Railways, Netherlands (URL-38) 

The other criteria that scored low throughout the platform areas; B3, B4 and B5 were 

lacking in unpaid areas. Although the controlled entrance and ticketing is a must for 

public transportation facilities, the expansion of the entrance areas and placement of 

turnstiles below the station could provide more unpaid areas at least in the urban rooms 

B1 and B2. The expansion could be provided by certain architectural additions, such 

as additional construction for the bridge in front of B1 or utilizing the area across the 

B1 entrance that is currently under construction as an urban interior that would work 

with the station. Also, these additions would be beneficial in order to make the space 

more inviting and with insertion of urban furnitures, it could provide enough furnitures 

for the space. 

 Even though it has a higher result than Bakırköy in Belonging and Inclusion with 

%72,81, the level of competence of directive signs is also a problem for Sirkeci 

Railway Station. The signs and graphics are also very small in size and made poorly 

that cause a cheap image especially compared to the details the historical building has. 

The placements of the signs in the station are very high that it makes harder to notice 

and read them when needed. With a respect to the historical elements and a balance in 
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their sizing, a new set of signages, boards and graphics could be incorporated to Sirkeci 

Railway Station. 

Sirkeci Railway Station also lacks in providing a sufficient signages, announcements 

and tactile flooring for people with disability. Bakırköy Railway Station presents a 

better example for this situation as it has a tactile flooring on the whole station, an 

embossed layout plan, announcements and elevators. Both places scored low for their 

ability to be inviting as an urban and public interior. The primary reason for this 

situation in Sirkeci Railway Station is the recently added, inelaborate Marmaray Line 

constructions. Especially entering the station through S1, the historical elements could 

not be perceived, and the building could be considered as a very ordinary, even 

unattractive; which explains the low rating of Atmosphere and Identity of S1. 

Therefore, the additions and developments on or in proximity of the historical railway 

stations such should be executed with consideration of this result. 

Safety 

The main reason for Sirkeci Railway Station evaluated as not safe as Bakırköy Railway 

Station is the fact that all entrances apart from the Marmaray Line, are uncontrolled. 

This can be interpreted as a positive situation in terms of contributing to the ‘openness’ 

and easy access. But, the two of the most uncontrolled spaces in Sirkeci, S2 and S4, 

has evaluated by participants as the places which they feel safe the least. To increase 

safety in these spaces, the artificial lighting conditions should be improved as they are 

currently insufficient. As mentioned before, Jacobs (1961) states that the safety in 

public spaces are very much provided by local actors; therefore, redesigning 

information and ticket offices in S2 in order to make the station personnel more visible 

to the users would be an appropriate solution.  

The insufficient artificial lighting conditions are also one of the biggest problems for 

Bakırköy Railway Station. Especially during the evening and nighttime, it seriously 

affects the orienting and overall perceiving of the space (Figure 4.35). Although the 

number of lighting fixtures and armatures seems on the adequate level for the station, 

since the perimeters of the station is not lit properly, the environment and the whole 

area of the station cannot be fully perceived. Thus, in order to suggest a design 

approach following the urban interior practices for the perimeters of the Bakirkoy  
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Figure 4.35 : Bakikoy Railway Station in the night (Akdemir, 2019) 

Railway Station, street objects that are illuminated such as incorporating lighting to 

flooring or to furnitures and utilizing the retaining walls to add more lighting armatures 

and streetlights could be practical solutions. In fact, with incorporating more lighting 

elements to the spaces, Bakırköy and Sirkeci Railway Stations would become safer as 

well as more inviting and more attractive. 

Sociability 

Sirkeci Railway Station is by far has the better evaluation on sociability. The main 

reasons for the %35 difference between the stations are the fact that Sirkeci has a more 

suitable layout and building program for including social activities such as meeting, 

roaming, sitting for long hours if preferred while reading or listening to music, 

participate in cultural activities etc. and community activities like events and 

organizations; which during the first phase of the study it is observed that the station 

can be used by large amounts of people in alternative situations (Figure 4.36).  
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Figure 4.36 : Cyclers in Sirkeci Railway Station (Akdemir, 2019) 

Although it was observed that in Bakirkoy a variety of social activities takes place, the 

urban rooms could be better at hosting these activities in a more suitable setting and 

could use alterations in its design. This criterion is very much connected to the 

flexibility of the space to suit user needs, which Bakırköy got low scoring for every 

urban room. Design elements that users can alter or interact with could increase both 

stations sociability. As mentioned previously, Montanari (2014) discusses the 

reactivation of public spaces by using of art languages and introducing instruments 

and expressions via installations or by altering spatial inventories like furnitures and 

other surfaces and objects to offer new ways to sit, talk, interact with people and 

therefore, socialize. Therefore, by changing the design of urban rooms or incorporating 

performative or interactive art, stations could be more social. 

The other criterion is the variety of business within the station or in its surroundings; 

which Sirkeci Railway Station fulfills it at a very high rate throughout the station. 

Although they are considered not to be visually appealing, the kiosks, coffee and 

weighing machines, ATM’s, the museum, the tea room and essentially The Orient 

Express Restaurant are important contributors to the variety of activities and 

sociability of the space. Although Bakırköy Railway Station is located near the 

commercial center of the Bakırköy and right beside the Kitapcilar Koprusu, which is 

a place that diverse number of books and magazines are sold, in addition to B1 quickly 

becoming a spot for street food vendors; within the railway station there isn’t any 
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option available as such. Therefore, even by adding certain food and drink facilities 

within the station, Bakırköy Railway Station could become a more sociable place. 

Comfort 

The analyze of the comfort level shows that the level of diverse furnitures in the area 

is quite low in both stations. As discussed under the other components, restricting the 

use of urban rooms to one option is damaging on every aspect of the urban and public 

interior. In urban rooms S1, S5, B1, B2 and B5; the zero or only one furniture is 

directly affected the comfort level of them negatively. The design of railway stations 

should incorporate every type of user and their needs; although railway stations are 

accepted as places that people temporarily occupy, in case of Sirkeci and Bakırköy 

Station, this is not the situation. As observed, people use Sirkeci and Bakırköy Railway 

Stations for other reasons other than transportation. Also, in Bakirkoy, it is observed 

in bad weather conditions people use the spaces under the canopies (B1 and B2) for 

comfort. Thus, the amount of furnitures and diversity of them in terms of urban interior 

practices is necessary to make the station more comfortable. 

Inefficient climatic protection measures are the other main reason for Bakırköy 

Station’s low quality of comfort. In B1, B2, B3 and B4, a certain amount of protection 

is being provided via canopies. But in B5, the lack of a canopy or other solution for 

weather protection causes a great discomfort in the area. As it can be seen on Figure 

4.15, B5 is the least comfortable urban room in Bakırköy Railway Station according 

to participants. Therefore, it is essential to get B5 to the general level of comfort of 

other urban rooms by adding a protection element. A canopy as a statement element 

can also transform the train station by incorporating a single structure and because of 

its potential to define train stations and turn them into focal points of their 

environment, it is a design approach frequently used world wide. Sirkeci, on the other 

hand, is a half – open space that offers a better amount of protection.  

Atmosphere and Identity 

In terms of a presence of a historical element in the station to enhance the identity of 

them; the urban rooms in Bakırköy Railway Station gets a consistent scoring as they 

are in the proximity of the dismantled historical structures, and the perception of them 
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from any part of the station is quite possible. Therefore, even though is not an ideal 

situation, it can be said that Bakırköy Railway Station still creates a focal point in the 

environment via its historical elements. However, as mentioned previously, while 

entering and within the S1, the historical elements are hard to notice. The reasons for 

this situation are the ill-assorted structures, high amount of objects and additional 

elements such as lockers and kiosks. Although they provide a high amount of 

sociability in the space, the design and placement of them blocks the view of the 

historical building. Designing more permeable or compatible within one another 

elements to facilitate these functions would increase the potential of the main focal 

point of the station.  

In terms of having an interior element as a focal point within the station, Bakırköy 

Railway Station seriously lacks this criterion. Lighting, flooring, furnitures and 

materials are all have a mediocre quality and plain, undistinctive character. This 

situation creates a big potential for incorporating urban interior practices. For example, 

the domestic approach explained by Montanari (2014) is can be suggested as it would 

be coherent approach due to the fact that Bakirkoy is both residential and commercial 

district; and sufficient for getting an interesting to be memorable urban interior as a 

result.  

One of the positively resulted criteria of the Bakırköy Railway Stations is that it’s a 

suitable place for average human scale. The space is considered successful for creating 

a sense of enclosure which provides an important contribution for the interiority aspect 

of the stations. Sirkeci, on the other hand, is not designed to suit the average human 

scale thoroughly; but this doesn’t effect the overall atmospheric quality of the station 

due to the fact that it has more elements that create focal point and sensory diversity 

and perceived more attractive by participants.  

The other common point of both stations that, presence of elements that not necessarily 

designed, but create focal points which is effective in defining the spaces are existing 

in high amounts. It is useful to understand that these elements are included in the urban 

memory with a specific coding or behavioral pattern. In Bakırköy Station, the most 

prominent space that defines the station is the entrance point of B1. Because it is the 

densest area that is being exposed to accumulation of social activities like meeting, 

chatting, cultural activities like street performances and other optional activities such 
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as standing, waiting, watching the station or other. Similarly, Sirkeci Railway Station 

offers several places in front of and within, that are being used to define the station 

such as S3 and the entrance point of S1. This proves for both of the stations that, 

although they cannot fulfill all components successfully, they are indeed form a 

community hub in Istanbul as well as being important transportation hubs, 

individually. 
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 CONCLUSION  

Within the context of the thesis, a mutual relation between structural development of 

metropolitan cities, public spaces, urban wellbeing and transportation hubs has been 

established. The urban interior practices have been accepted as the intersection of these 

notions. Accordingly, the nodes and places created by urban transportation, more 

clearly, public transportation facilities, have been reconsidered as urban and public 

interiors. Among the urban public interiors which has an important potential to 

enhance urban wellbeing and public transportation facilities; railway stations have 

become the focus study areas due to their crucial role in the process of cities’ 

development. Both in Western metropolis’ and Istanbul, the symbolic, cultural and 

historical value of railway stations has been proved to be enough to consider them as 

community hubs. If they are designed well and performing successfully, railway 

stations can be very beneficial for urban wellbeing. 

Following this suggestion, a method have been formed around the question of how 

urban interior practices can contribute to the quality of the existing urban and public 

interiors, in this case, railway stations and how the overall quality can be evaluated. 

Using the former studies on depicting urban interiors and evaluating the qualities of 

public spaces, a relatively experimental survey has been developed.  

The renewal of the railway stations that was part of the commuter line that has a long 

– standing past in Istanbul due to the incorporation of Gebze-Halkalı Marmaray Line 

that began to commute recently, has brought the significance of railway stations back 

to the city’s agenda.  Because the inconsistent relationship between the center and the 

peripheries of the cities has also been acknowledged as one of the distinctive and also 

problematic topics related to metropolitan cities, in the selection of the study areas, the 

locations of the stations were the primary criteria. Consequently, Sirkeci and Bakırköy 

railway stations are selected for the comparative, two-phased field study. In the first 

phase of the study, the existing conditions of both stations were observed and the 

specific areas that has of urban interiors were detected. The urban interiors, or urban 

rooms, formed the actual study areas for the second phase of the study; the survey. The 

survey was repeated in each urban room entirely. Therefore, a comparative analysis 
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that worked in evaluating the urban rooms of the railway stations and the railway 

stations with each other became possible.  

According to the survey’s results, Sirkeci Railway Station generates a better quality 

urban and public interior space. Apart from the safety component, Sirkeci Railway 

Station addressed as more successful. Nevertheless, it has been detected that both 

stations have certain deficiencies that are open for a development. Thus, under each 

component; Belonging and Inclusion, Safety, Sociability, Comfort and Atmosphere 

and Identity, these deficiencies have been discussed and design approaches were 

given.  

In conclusion, by forming an intersection of the said notions with urban interior 

practices, it is hoped that the extent of interior architectural design is broadened. By 

experimenting with a combined study method and use it as a basis for design 

approaches; it is aimed to reveal once more that the scope of interior archirectural 

design is broad, including design of spaces each and every aspect and belonging 

moment of life while making a contribution to future urban interior studies and design 

practices that are related to enhancing the quality of urban and public interior spaces. 
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 APPENDIX A: Tables of Literature Research and Survey   

Table A.1: Evaluating Public Space (Mehta, 2014) 

 

 

Evaluating Public Space, Vikas Mehta, 2014 

Aim of the Study Methods Content Cases 

Testing an 

emphirical method 

to measure the 

quality and 

performance of 

public spaces.  

Public Space Index (PSI) 

method; a rating system consists 

of 42 to 45 variables based 

structured and semi-structured 

observations, surveys and 

interviews.  

Defining the public space as the 

physical manifestation of the 

public realm. Capturing and 

measuring both observed 

behavior (use) and perceptions of 

streets, plazas, squares, and small 

urban parks. 

Gaslight Park  

Bank of America Plaza  

Franklin Street (or Poe 

Plaza, pedestarian 

only)  

Franklin Street in 

Tampa, Florida, U.S. 

Measured Aspects of Public Space 

   
 

 

Inclusiveness Accessibility to variety of 

individuals and groups. 

Diversity of activities and actors 

that the space may include and 

how the space supports them. 

Meaningful 

Activities 

Socialability; 

Community-gathering third 

places. 

The suitability of the layout and 

design of the space to support 

activities and behaviour. 

Evaluation 

The number of businesses that 

offer food and drinks.  

Outlines a method to empirically evaluate urban public open 

spaces. A visual display of the results has the benefit of a 

clear comparison of the public spaces. 

(see Table no.x) 

 

 

 

 

 
 

 

The variety of uses and 

businesses. 

Safety Crime 

Traffic 

Measures of Surveillance 

Maintainance of the space 

Comfort Physiological level of comfort 

Physical comfort and 

convenience  

Environmental comfort 

Pleasurability Imageability; shape, color or 

arragements of facilities. 

Spatial quality; human scale and 

sense of enclosure. Feeling of 

being ‘inside’. 

Sensory complexity and 

attractiveness from lights, 

sounds, smells, touches, colours, 

shapes, patterns and textures of 

the natural and man-made fixed, 

semi-fixed and movable 

elements. 
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A Comparative Study on the Relationship Between the Quality of Space 

and Urban Activities in the Public Open Spaces, Gokce UZGOREN, Muyesser Ebru ERDONMEZ, 2016 

Aim of the 

Study 

Methods Content Cases 

Measuring the 

quality and 

comparing the 

spatial and 

social values of 

open public 

spaces.  

Perceptible qualification method based on 

observation results and subjective survey 

method. Study concluded with value chart of 

observation results and statistical value charts 

of survey results.  

Definitions of city and 

public space and 

examination of 

approaches to the 

concept of spatial 

quality. 

Sevgi Parkı in Beşiktaş, 

Istanbul, Turkey. 

Azerbeycan Dostluk Parkı 

in in Beşiktaş, Istanbul, 

Turkey. 

Perceptible Qualification Subjective Survey 

Components and Criteria of Spatial Quality 

Access and 

Connections 

Accessibility as pedestrian and/or with 

privately owned vehicle and/or with public 

transportation. 

Age Ranges of Users 

Users Residence Place 

Accessibility through Surrounding Streets Purpose of Use 

 

 Necessary Activities 

 Optional Activities 

 Social Activities 

Legibility (differentiation, signage and 

guidance, surface texture and material, 

memorability / symbolicalness) 

Utilization and 

Activities 

Variety of Activities (necessary, optional and 

social activities) 

Use of Space for Meeting 

Activeness (day and night hours) Psychological Effects of Space on the Individual 

 

 Feeling Lonely 

 Feeling like a Stranger 

 Feeling Safe 

 Feeling Free 

 Feeling Comfortable 

 

Sustainability (presence of historical structures, 

transformed structures in form or utilization, 

nonadaptive structures)  

Flexibility in Use for Different Purposes 

Sociability Eligibility of Space for Social Activities Deficiencies of the Open Public Space According to 

Users  

Inclusiveness (of women, children, elderly 

users) 

Interactive (for both individual and group 

activities) 

Evaluation 

Suitability for Recreation The spatial quality of the space has a direct correlation 

to the variety of activities, its duration and socio- 

economic backgrounds of users as well as to its 

environmental elements. Positive developments 

including behavioural and psychological 

improvements can be observed on improved spatial 

quality of public spaces. 

Comfort and 

Image 

Security (military and security guards, mobile 

security) 

Maintenance and Hygiene 

Attractiveness / Attraction 

Quality of Construction 

Table A.2: A Comparative Study on the Relationship Between the Quality of Space and 

Urban Activities in the Public Open Spaces (UZGOREN and ERDONMEZ, 2016) 
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Table A.3: Sensing the Urban Interior (Mace, 2014) 

Sensing the Urban Interior, Valeri Mace, 2014 

Aim of the Study Methods Content Case 

The object is to 

uncover connections 

between the way we 

feel and our sense of 

belonging by 

investigating the 

correlation between 

the selected urban 

interior’s embodied 

atmosphere and its 

perceptual effect on 

the body. 

Observation, 

phenomenological 

documentation, 

sensory mapping, 

translation of 

interior atmospheric 

conditions into a 

syntax. 

Perceived atmosphere and 

levels of human 

interaction between urban 

interior and surrounding 

area. An empirical 

documentation of the 

urban interior’s embodied 

atmosphere and sensory 

experiences. 

More London Estate, London, 

United Kingdom.  

Documentations  Evaluation 

Interior Architecture 

and Spatial Order  

Exploring how the 

architectural 

presence of the 

environment, scale, 

distances and objects 

affect behaviour. 

 Carefully conceived, planned and executed, including 

landscaping. 

 Strong rhythm of form and patterns. 

 Furniture divided into small territories. 

 Governed by controlled codes of behaviour 

 Powerful directional forces that encourage people to keep 

moving or only remain within the site for a limited amount 

of time: singularity of the environment. 

Sensory Mapping Measuring 

atmospheric 

tensions: light-dark, 

open-closed, warm-

cold, noisy-quiet 

through sensory 

experience chart. 

Dividing the site into 

four ‘urban rooms’. 

 

 

Atmospheric 

Conditions 

Synthesising and 

translating the 

gathered knowledge 

into a language to 

express the 

qualitative nature of 

the atmosphere 

embodied in the 

environment.  
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Table A.4: Survey Results of Participant Questions, B1 

 

Table A.5: Survey Results of Participant Questions, B2 

 

Table A.6: Survey Results of Participant Questions, B3 

 



131 
 

Table A.7: Survey Results of Participant Questions, B4 

 

 

Table A.8: Survey Results of Participant Questions, B5

 

Table A.9: Survey Results of Participant Questions, S1
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Table A.10: Survey Results of Participant Questions, S2 

 

Table A.11: Survey Results of Participant Questions, S3 

 

Table A.12: Survey Results of Participant Questions, S4 
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Table A.13: Survey Results of Participant Questions, S5 
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