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1 ABSTRACT

Tehran city grows as a metropolitan, but unfortalyatnot well- planned and even unplanned and
haphazardly; as frequently migration to the ciyises congestion, lack of accessibility, huge tieasi
harmful air pollution and mobility difficulties. Avart of mobility and transportation problems in fia@his
rooted in numerous inappropriate urban design abdruplanning actions and measures. For examge, th
sidewalk pavements and their design are not safésaitable, pedestrian ways are not well definetlare
confronting with offenses by the vehicles and matgcles, small metal bridges on the streets water
drainage canals (Joobs) are not standard, spdlgiffoa disabled and adolescences and children;yman
the street and alley curbs are uneven and causstactds for passing ; traffic lights situation rére
appropriate and in some places are unnecessallédst and causes mobility to be halted .Therefore
problems such as terrible traffic jams, unnecessaijing time behind traffic lights, traffic noddsck of
walkability, Cycling, and even mobility difficulteefor disabled and pedestrian with special needseagn
without disability people could be seen.

Therefore this paper aim to explain clearly theséictkncies and their likely reasons pathologicahd
suggest proper remedies for that deficiencies demoto decrease accidents and casualties to mkkabée
city to preserve quality of life for their residesxcphysically and mentally.

Keywords: Mobility pathology, urban disorder, lack accessibility, traffic circulation deficienciesaffic
congestion, traffic and street design inappropniess.

2 INTRODUCTION

Rapid and tremendous growth of Tehran due to ungldmmigration from any part of country from small
villages to big cities to find a job , to benefibin better services and facilities and to reachetber living
conditions , especially in Three to four last dessath one hand , and the lack of a pre- defined fdathis
population growth and lack of growth managementabee of the revolution, Imposed War and also
sanctions , inflation and recession in the otherdhabrought trial and error methods for Tehrarrisan
management and short term domicile planning sitets in different presidential periods and most
important of all political management of Tehran’amtipality and the Mayors different approachesthi®
city that followed no long term and well- taildrend thought solutions have no outcome excepy cit
disorderliness and distress which among them thhkilityoand transportation confusion is the worseon
,which misspent thousands hours of the Tehranizeis time each day in traffic traps and is thenma
reason of various physical , mental and behavithnaisses and disorders.

On the other hand, walkability and other meanscoéassibility is not in human scale and proper sibaafor
daily use of the residents, and confusion betweéffarent means of traffic and lack of traffic seption,
and even very simple disobeying of traffic ruled amgulations by on foot pedestrians and madsovigich
is a kind of civil disobedience is obvious .

Therefore, recognition of this sophisticated maopitihenomena require a precise pathological didgriiost
and in the second step demands multi- dimensionebSEconomic, cultural and institutional - managle
solutions which seems not so easy in a short pefitiche.

In the following section of the paper, first, theolplem will be stated and the different probablenstcios
will be proposed in the shape of hypotheses anddbeording to a descriptive — analytical methogdplthe
hypotheses will be tested on the basis of existiath and statistics. The accepted hypotheses d¢euld
supposed as an acceptable scenario to the problems.

3 PROBLEM STATEMENT:

Mobility is the focal point of urban transportati@amd accessibility, is at the core of urban mapilit is
verified and obvious that mobility (as part of tsportation) couldn’t continue “as a business aslisand

REAL CORP 2017 Proceedings/Tagungsband ISBN 978-3-9504173-2-6 (CD), 978-3-9504173-3-3r{p)ri ﬁ'
12-14 September 2017 — http://www.corp.at  Editors:Manfred SCHRENK, Vasily V. POPOVICH, Peter ZEILEgfo ELISEI, Clemens BEYE



Tehran’s Mobility Pathology: An Urban Transportatidiew

should be transform to sustainable one, but we fmesiware that, as Marcus Says:” Sustainabilityois
enough” (Marcus; 1998103 ) . The most reasongar®llows:

e sustainability is not a goal for a programme — mdmagl programmes are sustainable — but a
constraint; its absence may limit the usefulness gbod programme;

e stamping a program by sustainability stamp andyéri allowing not to be put to discuss or to be
criticized because it suggests the possibility obaflict-free consensus on policies , althougtaty
be not so complete and perfect as Masdar City in Bbabi.

e Sustainability is both an honorable goal for cdhgfdefined purposes and a camouflaged trap for
the well-intentioned unwary. (Marcus ;1998;104)

It is a reality that in recent decades so manyntlensportation plans were implemented and cocistd in
Great Tehran such as huge highways , freeways stames bridges , metro lines expansion and sp on
which all counts for moving towards sustainable iigb by the government , but all is an easemédot
mobility of motorists and private cars ( which utifmately in recent years has a tremendous groveth )
effluents part of society , therefore we observiermal effects to the detriment of low income armbip
layers of the society ; such as more air pollutionore congestion, because of promoting of moreafei
vehicles use , more sound pollution , spendingdorpurs in traffic jams , increasing more invensad
atmosphere layers , respiratory diseases suchtlmas allergies and even blood cancer which affect
adolescents and children mostly.

At a glance to Tehran, it will be easily understolat in old and traditional part of the city inngparison to

the new — built up part of it; still there is mgressibility for on foot mobility, walkability andven cycling,

although the infrastructure is frustrated, pavementd sidewalks are not in proper situation todeluthere
may be find various unwanted physical obstaclesiesimmes motor cyclists offenses to the pedestriaysw
and so on. It means that in new part of the cigyriotorists movement realm is dominant, the sidesvate

rare, there is no biking routes and on foot acbéigiis very weak , except some small placesahhi
because of their traditional importance , specialiyorth part of Tehran, tried to reconcile tleswmeans
of transportation and on foot ones .

As we mentioned above in both traditional , oldd amlso Modern and new- built part of the city, ity
has different pathological deficiencies that tiecduggest proper treatment for the deficiencies

4 GREAT TEHRAN STATUS QUO AND URBAN CONTEXT ANALYSIS

Tehran, the capital of Iran, is a growing metragawli city with a population of just over 8 milliomé
covering nearly 600 square kilometers. It is thet s central government and is the most imponpatitical
and economic city in the country.

The city has grown in population and size overphst thirty years from being a relatively smaly aitith a
population of 0.7 million in 1941 to being one bétleading megacities of the region. The Imam Khiome
International Airport, the Mehrabad Airport, thentml railway station and four intercity bus terais
located there makes Tehran an important local mtedriational transit hub.

Today the population of greater Tehran is estimébelde around 14 million, making it one of the g’
megacities. The daily influx of people, mainly cooters, brings the ‘daylight’ population of Tehrap 10
more than 15 million more than a fifth of the wholauntry’s population. The organic expansion of ¢hg

and its urban sprawl and wide catchment area ltasased demand for transport; resulting in a coxrghel
inefficient transport system. Since the late nawtithe extreme traffic congestion has gradualbobe a
major challenge for the city authorities, and titg is also suffering from high levels of air pdilon. This
becomes worse at certain times of the year as melraurrounded by mountains causing temperature
inversions that trap the pollution over the cifyAllen; 2013; 4) .

By the end of the 1990s, despite having a publis bompany and reasonable rail system, the lack of
investment and inefficient organization of publiartsport was not delivering acceptable levels pfise to

an increasingly mobile public. As more people folnadter alternatives to public transport, the nundde
motorized trips went up, exacerbating congestiahainpollution problems and by beginning of thehty

first century the travelling public had become @asingly dissatisfied. (lbid. 4).

H
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National government started work on a transpomati@ster plan for Iran at about this time, usintsioie
consultants, looking at the investment needed tisfgdhe growing demand and to try plan better tfoe
future. With Tehran as the capital city and alsorain urban centre for generating wealth, it wasartant
to develop a transport master plan for Tehranwioaild also support the national transport plan.

The approach of the Tehran Municipality is notewpras they have tried to create a transport saiutiat

will deliver a strategic vision for the city for 28 and beyond. The focus is on high capacity nrassport.
The backbone of this plan is a strong commitmentraid (supported at national level) but this is
complemented with Bus Rapid Transport (BRT), impebwegular bus services, as well as cycling and
walking improvements. City authorities have trienl develop a comprehensive strategic plan which
illustrates ‘Tehran in 2025, based on the higharel strategic plan, ‘Tehran Comprehensive Strategi
Development Plan — 2025 Outlook’. (Allen 2013, 4).

Pessimistically , but based on existing realityhe daily current traffic of Tehran at the momeiit April
2017 ) , not only the increased amount of existimgforized route could not provide enough capaaty f
existing vehicles and sometimes you are facing gittat parking in highways ( specifically in Rusbuts
Jwithout any movement , but only , in spite of highices of cars day by day , numbers of privates car
increased exponentially , and it brings very sadd horrendous message with itself:” More , Mpre
gigantic and vast traffic routes are still unaldlestvallow the increasing cars ... “.

Constructing more roads tends to address the synspod a cause, rather than the cause itself. (kieddesh

; 2014; 76 ).

It is estimated that more than 3.5 million vehiclgavel on Tehran’'s road network and today the
municipality estimates that some nineteen milli@ilydtrips are made in Tehran (adopted from Hashemi
2010a). Twenty two per cent of trips are made b, ibwenty three per cent by shared taxi, ten pet log
metro, ten per cent by minibus, seven per centimgliand cycling (NMT) and the rest by private car
(twenty eight per cent). These vehicles were resiptan for eighty eight per cent of local air poidut
annually (adopted from Hashemi, 2010b).

5 UNCONTROLLED AIR POLLUTION, ANOTHER SIDE OF THE MOB ILITY COIN IN
TEHRAN

A problem with air quality, the relative and abgel{tonne/year) contribution for each emission seun
2005 could be seen in following table in 2005 . Hil® sources include light duty vehicles and pevaars
(LDV), motorcycles, buses (public and private),cks, minibuses and motor-vans. According to theystu
performed by an Air Quality Control Company in Tahy the contribution of light duty vehicle to air
pollution has been considered to be close to 5@g@rof the mobile sources.

Emission Mobile Stationary
Tonnes per year % Tonnes per year %

CcO 1,354,652, 99% 18,222, 1%

SG 6,142, 10% 57,173, 90%

NOx 109,917, 70% 46,253, 30%

THC 155,609, 71% 64,761, 29%

PM 18,777, 9% 8,444, 31%

Table 1: Mobile and stationary sources of polluti®ource: http://www.ess.co.at/WEBAIR/TEHRAN/tehfgml, last accessed 16
June 2011.

6 HISTORICAL URBAN EXPANSION AND TRANSPORT DESIGN NET WORK

According to Fereydoon Firoozi, before 1786 Tehveas an agrarian community and an small village
outside of Ray, the capital of Seljuk Dynasty wasated on a main road, along the southern way lobrl|
mountain and a part of Silk Route. But the esthbtisnt of the Qajar Dynasty brought soldiers andts

to the town, and this attracted more people aneédddonsumer aspect to the area.( Khodabaksh214;

This was the beginning of trade and traditionaustries such as millinery, shoemaking, hosieryinggk
andblacksmithing, as well as the manufacture of itimns, which triggered economic and demographic
concentration in Tehran.With a population of15,@0the end of the 18th century, the population grew
around tenfold by 1869, the first census of Telstamwed a population of 155,000. In 1930’s whencihe
restricting wall demolished to allow further expimmsof Tehran and following it in Pahlavi Dynashetfirst
new western adopted urban street design initiatetlimplemented in 1932 , Tehran’s population was
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310,139 and after 1341 it increased to 900,000 hwhias encounter with the first phase of Rural —ddrb
Migration in Iran after Iran’s land Reform whichllfaved by oil income revenues in country budged da
investment in cities and specifically in capitdlyof Tehran which directly resulted in Urban —rRlugap
and speeding up the migration flow to Tehran.

The fast growth of Tehran’s population due to inmipn caused the uncontrolled expansion of theinit

all directions. The growing city absorbed and de&d a significant portion of the existing suburlgaeen
spaces, gardens, and surrounding villages. AcagrthnMadanipour, the city managers felt the need to
control the growth of the city, but the municipgldidn’t have the required legal and financial netmdeal
with this issue. Consequently, a legal agen- dacreated in 1965 to form the Urban Planning Highu@l

and set up comprehensive land use and urban devetdplans.( Ibid; 2014; 27).

In 1965 Victor Gruen firm in association with thhanian architect Abdolaziz Farmafarmaian provittesl

first comprehensive plan of Tehran. According taddnipour, in their studies the consultants docueaen
“high density, , especially in the city center; arpion of commercial activities along the main sad
pollution; inefficient infrastructure; widespreachamployment in the poorer areas, and the continuous
migration of low income groups to Tehran, due te dountry’s economic structure,” as the city’'s main
problems. (Kodabakhsh, 2014, 28).

The final proposal redirected Tehran’s developnfiesth a northsouth axis to an easivest axis through a
new highway and subway network.. It included a nemmif satellite towns, which were meant to mitigate
pressure on the city and provide local centersHerurban clusters of Tehran. The comprehensive s
approved in 1968. (Ibid; 2014; 29).

A transportation network, which included motorwags;apid transit route, and a bus route, connetted
first ten districts. Higkdensity residential areas were located on the rapitsit nodes to turn them into
activity nodes.

Out of the proposals of the comprehensive plangraatg to “Madanipour” only a few were implemented,
including” a network of freeways to connect thgaigted parts of the sprawling metropolis; zonirgthe
basis for managing the social and physical charagdtelifferent areas; and the introduction of flemea
ratios for controlling development densities.(I2@;14; 29).

The city of Tehran includes an irregular road neky@700 km in length, of which 14% are highwaysl an
27% are arterial roads. Every day there are 15iamiltrips on the network with an average speed of
21km/hour per vehicle (public and private), and pleecentage of private vs. public vehicles (suchagis)

is estimated at respectively 52% and 58%. Manyorea$or the traffic congestion and the high lexadlair
and noise pollution can be found in Tehran. Nedriyillion cars and over 4 million motorcycles areven

in Tehran [6]. More than 400,000 cars in use arer @5 years old and more than 1.5 million vehieles
over 7 years old. Although a program to replacecaeft vehicles has existed for many years, notesse
during this same period the number of old vehi¢lemsed on the informal definition given above) has
continued to rise. There are 2.5 million vehiclesservice that have not received a certificateeohhical
examination. Newer vehicles also introduce highellevof polluting agents into the air due to lack of
maintenance and due to the fact that the vehitiasare produced nationally are of lower qualitysoi
inadequate development of public transportationlé@do unnecessary trips and has substantiallgased
the number of daily trips made by personal vehid&sographically, Tehran is surrounded on threessiny
mountains that slow the circulation of air, causiing air pollution to remain stagnant over the.ditgom a
social point of view, Tehran is one of the dens#ses in the world. This density is the main cafise
innumerable trips within the city. Thus Tehran e of the top countries in the world for air andseo
pollution.( Safaie & chavoshi ; 2012; 446-447).

As was mentioned before in the last 37 years age tadl Islamic Revolution, Imposed war and consetiyen
politico- economic and governance instability ,hewities only was seeking fast and immediate reaweftir
the problems and deficiencies and many of the malsg and approvals of comprehensive plans fadgid w
lack of budget and don’t implemented on time anaseguently it worsen the conditions and in thisoshell
the urban problems , and specifically transpontaéind mobility problems come to its unbearable lanudial
phase.
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7 STREET DESIGN DEFICIENCIES AND WALKABILITY

The legislation of pedestrian master plan in mashger cities of developed countries turns pedastaind
walkable environments into an important indicatbuudban development (Mofidi and Kashani Jou, 2010);
however, This approach is still confronted withfidiflties in developing countries like Iran. A rew of
Tehran’s comprehensive plan from 1969 (first corhprsive plan) (Habibi and Hourcade, 2005) to its
newest version in 2007 reveals that pedestriansegiected in the city’s vision.

The street, as an ancient component of the bulit@mment, not only provides accessibility and cection
to different destinations in cities, but as a pulskalm, it also contains a range of activities atay/s a
significant role in the life of cities. The phrathat has been offered by Jane Jacobs effectivesigrithes the
importance of the street: “Think of a city and witaimes to mind? Its streets. If a city's streetk lo
interesting, the city looks interesting; if theplodull, the city looks dull” (Jacobs, 1961).

As walking means the presence of people, walkabéets can greatly contribute to the wealth, healtid
sustainability of the city through raising the esomic value of offices, retail businesses, and hsuse
improving both social interaction and social seguvihile enhancing the sense of place (Zayed, 2016)
(Motamed & Bitaraf;2016;77-78). Therefore any kitthllenges to pedestrian and sidewalk accessihiliy

a threat for the sustainability of the cities. Tédnéarmful challenges are as follows:

» Lack of pedestrian activity

* Lack of sidewalk maintenance

e Lack of pedestrian planning

e Lack of political and financial support for pedéstr planning and

» Lack of administrative and technical capacity tpiement pedestrian planning ( Cowley;2006;71).

It should be noticed that the above terms unfotilpan Tehran were neglected, and therefore taanss to
challenges; and mostly, have no meaning for thal lpovernment and urban authorities.

Design factors (Physical characters), locationdia;tuser’s factors, lack of proper maintenancd, sotial
capacity building for using the sidewalks propeaiye among the deficiencies of sidewalks design and
planning.

7.1 Design factors ( physical Characters) :
« Path Width: a measure in meters of the width ofpiuh that is available to pedestrians.

» Surface Quality: a description of the quality oé tburface of the path. Excellent quality means a
continuous, smooth but skid resistant surface,ouitlcracks and bumps or weed intrusion.

e Obstructions: a measure of the number of obstmstiper kilometer on the path being assessed.
Assessment of this factor is essential to deterrtiireaccess available to people with disabilities.
Obstructions may be permanent (e.g. poles, sigrarscetc.) or temporary (e.g. bins, parked cars
etc.). Stairs are considered an obstruction if herraative is available for people with mobility
disabilities.

Source: Zarghami et al. (2015)
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» Crossing Opportunities: the type and number oflifees provided to assist in the safe crossing of
roads and paths by pedestrians. Includes mediamegf pelican crossings, guarded crossings,
crosswalks, underpasses, and overpasses. 'Datayssing' is also a characteristic of this factor.

e Support Facilities: the presence of facilities thssist pedestrians during their journey and iregud
tactile paving, colour contrast kerbing, provisiminrest stops, kerb ramps, lane markings, signage,
landings on long ramps etc.( Galin ; 2001; 48)

7.2 Location Factors:

» Connectivity: the degree to which the path providesseful, direct and logical link between key
departure points and destinations.

e Path Environment: a measure of the quality of tath gnvironment dictated by its surroundings.
The degree of 'pleasantness' of the surroundingoement will often relate to distance from the
roadway.

» Potential for Vehicle Conflict: a count of the nuenlof potential vehicle conflict points along the
route including intersections and driveways. Canftioints to be measured per path kilometre. The
potential for pedestrian conflict increases witbregased intersection and driveway frequency. (, Ibid
2001; 48).

Source: Zarghami, et al. (2015)

7.3 User Factors :

« Pedestrian Volume: a count (or estimate) of thebmmof pedestrians using the path expressed as an
average daily count.

* Mix of Path Users: an estimate of the various gsowio use the path as a percentage of total
pedestrians. Groups include pedestrians, cyclistter-skaters, etc. When assessing this factor,
consideration should be given to the various tygfgsedestrians, including recreational pedestrians
and pedestrians ‘with a purpose' i.e. people waltarwork, to shops etc.

* Personal Security: qualitative measurement of tegrek to which the path is safe for users.
Characteristics of this factor include the provisad adequate lighting (from both direct and indire
sources), path visibility from the surrounding eéowiment, sight distance etc.( Galin, 2001, 48-49).

8 LACK OF PROPER MAINTENANCE:

* The pavements unleveled installation: The pavemargsot leveled , some of them are not in its
place, the pavement material are sometimes differen

e Excavating installations canals: These canals digly different agencies such as electricity , wate
supply , drainage , gas company , telephone corapamid so on. They leave inattention for some
days and after the end of the work causes unewgtes@nd seldom return to the fist situation for
pedestrians to use them with peace of mind.

« The pavements are not well- maintained for disabledision impaired persons in such a way that
either the sidewalks are not usable at all ,os difficult and is risky to use it alone and withau
person to accompanying them.

2
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* Installing round cylinder- shaped metal rods: &t bloth side of sidewalks to prevent motor cycles
intrusion to the sidewalks, which itself, is a daraus obstacle for the blinds, wheel chaired and
even adolescents.

Source: Zarghami et al. (2015)

9 SOCIAL CAPACITY BUILDINGS FOR USING THE SIDEWALKS:

» The sidewalks and pedestrian ways usually are estlerated as important and necessity means of
walking and on foot mobility. Behavioral habits providing, maintenance and using the sidewalks
are neglected easily and sometimes you may obseaveising the sidewalks are not considering so
important; and you have another options in suligiitu “Directing to the margin of motor way and
moving there “if there is no sidewalk or if thesedny obstacles or constructions to make using it
impossible.

« Using the narrow sidewalks by motor cycles whice &r hurry or need to access their shops, or
deliver any goods to shops and homes suppose ausag} habit, without bringing in mind that it
may causes terrible accidents for the pedestrians.

&

Source: Zarghami et al., 2015

e Colportage in sidewalks or using the sidewalkssforing some of grocery or green grocery shops or
dealers are very usual and accepted habit , arebtirsummer times some sun shades are itself
serious harms for pedestrians head and face.

* Mostly there are no specific indicated routes Far bikes and in spite of hard efforts of government
and NGO'’s to propagate cycling, there is few street be customized for. Meanwhile uneven
topography of Tehran in center to north of Tehsandt encouraging to use the bikes.

10 MOTORIZED MOVEMENT DEFICIENCIES (TECHNICAL, OPERATI ONAL AND
CULTURAL REASONS):

Motorized Mobility in Tehran is mainly private cdependent and as was said previously, the amous#rof

is exponentially increasing day by day. The mottizraffic condition will be most inappropriate wheve

add different technical and operational problentshds been tried to categorize these problems here
according to empirical study and close observatibithe author in his daily engagements in the izaff
congestions.

11 TECHNICAL NEGLECTS ABOUT SOME OF THE MAIN CROSS SEC TIONS OF THE CITY :

Unfortunately, because of the rapid growth of the io last three decades some new developmeniaigst
are like the new attached parts to the city withoorisidering the easement of their traffic condisioFor
Example , it was tried to control the traffic beemethe to parts by the corners that have onlyitréiffhts
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and no bridge or underground passing while theeet@o crossing highways and the traffic lights dtiou
decrease and halt the cars which have high spd@ds.!

Another technical problem is in fact mechanicabwtihe old models and out of order cars in Tehvhith
not only are one of the main reasons of air pakhutin Tehran, but also, are one of the reason®ad r
accidents, traffic congestions and marginal effeftsraffic in Tehran. The owners of the cars arestly
poor people who use the cars as a means of malkbogter and bread for their family and have noriitial
source to renew their cars.

12 OPERATIONAL INATTENTION ABOUT THE PROPER SETTING OF TRAFFIC LIGHTS
TIMINGS OF STOP AND MOVE:

As you may know, the traffic lights of Tehran hatmmers to show the red and green light duration to
regularize the traffic circulation and help thevdris and pedestrians as well; but malfunction efttimers
which unexpectedly and unordinary decrease the atsnlzauses very serious problems for drivers and
pedestrians too; and causes accidents betweearhecars and pedestrians and also unexpecteid fraéfs

for drivers which violate the line.

13 CULTURAL BEHAVIOR WHICH SEEMS TO BE IMPROVING RECEN TLY:

Cultural behavior is in relation to driver's habitdriving and also pedestrians violent to the eiris rights.
Drivers habit is involving not driving in the lanaegally take overs, change directions withsignal light
and suddenly , zigzag driving , illegally speedsrking in forbidden places , entering one wayessrand
alleys and no attention to pedestrian rights orrazeiossings talking by cell phones or checking t
massages and so on.

Pedestrian’s bad habits are mainly in crossingstheets when the traffic light is green for thescand
Create real dangers, both, for themselves andribhersl

Fortunately in last decades the media warning#hdatds, direct and indirect traffic educations and
addition increasing the traffic fines have posita@nsequences in the cultural dimensions and eulbfir
driving, however there is a long way to reach mgtandard and optimum level.

14 CONCLUSION AND SUGGESTIONS:

The paper shows that lack of mobility in Tehran arsdrelevant Pathological deficiencies are multi-
dimensional and the reasons are mainly physicalhfiieal (constructional), operational (manipula}iagd
cultural as well.

Uncontrolled population growth due to hierarchindgration from rural areas to the capital (Tehranjl

also natural population growth(high birth rate)bietween and tremendous expansion of the city ( &bm
main city District in First Pahlavi era to 22 hu@g&y districts now) which shows an exponential rate
growth in both population and city area, have eedagity management and authorities with the caymt
that its control is very difficult and any possilgieescriptions for it , is only a short preventemd relief and
not a definite treatment.

The worst imagination of Tehran traffic and mopilgathology is when, the technical, operationakucal
and behavioral malfunctions and deficiencies, arghdinancial shortages be added to the everiggpw
metropolitan of Tehran.

Therefore, any improvement in population migrawomtrol, correction and improvement of traffic sikend
regulations, traffic education of the people, dliéng traffic congestion nodes and obstacles, alky
improvement, providing better environment for watkiand cycling and preserve the rights of citizgnbr
all the city inhabitants help to be more successfuliagnosis of incurable pathological mobilityopfems
that we are now facing.

Then the optimum solution of the mobility and tiaffssues in Tehran could be sought in serious and
immediate cooperation of the inhabitants, city aritles, urban experts and real attention to the
recommendation and comments of the city experts.
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Then as the ultimate cure of the deficiencies is aroimmediate task and take a long time to be done
fundamentally. But short term treatments could tesqribed for the city, which seems to decreaseesoim
the existing paralyses condition of mobility diffides.

Design factors, location factors, users factorsaaneng the factors which don’t need any long telemnimung
decisions for their improvements or correctionsj é&nis not necessary to consider specific managéme
capacity buildings for them in a long term process.

Designers first of all must think to the easemehimobility users and pedestrian; and design streets
sidewalks and city furniture as friendly as possittreet Designs idea should not be done in aid,
should not be mandatory and obligatory, as well.

Location factors are very important, because ofcthraditions that dictate to the planners and desggand
make a challenge to design accordingly. Here ctiimgothe conditions and looking for some solutiptts
work, in such a situations is a keen professiomaigion. That is, how to design despite the lirota of
location conditions?

User's factors are behavioral, social and ethiaaelst They refers to the understanding of the itapoe of
mobility , its ease of circulation , the advantaged disadvantages of obeying the rules and regalaand
awareness that, the benefit of a well-designed @metated mobility systems distribute among the all
community groups and not only an small part of th&m the other hand, it should has a cultural asped

a well — formulated training program to be plant@deach the inhabitants in different age groulps,right
way of urban mobility activities and the right amdong of their behavior, in relation to the use ofban
mobility dimensions.

Urban authorities view to the urban mobility’s difflties and urban management systems and itsifunct
should be changed and re- organized in the waysctresider the critical role of the mobility in tlody,
which is like the blood in the arteries of the hungeing bodies. Our urban management system inityie
needs to be renovated and equipped by the sceeatifi applied means of traffic and mobility morirgy
evaluating; and then implementing the necessapjicable strategies and approaches ; decisivelgeto
priorities to solve mobility problems one by oneairhierarchical basis and try to decrease the sitienf
inhabitant's mobility deficiencies as soon as passiHopefully in most of the cases, they can Heesb
very easily and doesn’t need very complicated and kerm consulting or planning measures; howetger i
implementation and constructional phases my takey lames, e.g. building a bridge in a crowded
intersection or removing traffic nodes by geometiicrection of street’s kerb, and, providing selsafor
the buildings, shops and so on.

It could be said that the diagnosis of the mobjpitgblems and their categorization is half of thkigon and
inspire the likely solutions which could be selecte solve the problem. In addition the nature raf t
deficiencies require different approaches andesgias as the solutions, which range from the dims to
long time solutions and some of them was suggdxstémie .

Urban mobility issues have a complicated nature raoglire holistic and systematic solutions of al t
stakeholders, authorities, urban managers, inhabijtecity experts, architects, urban planners alhd a
beneficiaries to play their critical role in proind an integrated and comprehensive strategies and
approaches to solve the mobility problems in a vilagt a real sustainable and transit — oriented
transportation be planned in Tehran.
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