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Vitality is a sustainable concept that enhances survival and life, distinguishes successful
cities from their counterparts, accommodates various events, and generates an active
public life. The research highlights the role of safety and security in achieving the vitality
of urban space. Therefore, the research problem was the lack of clarity of the safety and
security factors and indicators that enable us to create a vibrant and sustainable urban
space. Accordingly, the aim of the research in the conceptual framework was to identify
these factors and indicators and explain their role in achieving vital space. This was
achieved by following the descriptive approach as well as analyzing the data of the study
area (Al-Mutanabbi neighborhood space in the city of Kufa, Iraq) using geographical
information systems. The research assumed that there are five factors related to safety and
security that greatly influence the vitality of urban space. These factors are as follows
(traffic safety, protection from crime, control of public space, density, and accessibility).
These factors affect people’s use of urban space and the duration of residence there. It
controls the density of users, as well as providing the opportunity to practice various
community activities and enjoy public life within the space. It was concluded that the
vitality of urban space cannot be created unless indicators of traffic safety and

accessibility within this space are activated.

1. INTRODUCTION

The human dimension has been neglected in city planning
for decades, while attention has been focused on absorbing the
dramatic increase in traffic, as well as ideas of modernity that
have ignored public spaces and the role of city space as a
meeting place for residents, thus shifting from common spaces
and mutual relationships to more isolated and introverted
individual uses that destroy the vital tissue. The diversity and
complexity of activities is therefore a common feature that
needs to be made available in the city's space to be more lively
with much overlap and changes occurring between different
users of the city's space [1]

Vitality is an important concept in urban planning and
design because it is in the interest of sustainability, discussing
people's considerations and needs and supporting their health,
comfort, and security. This is through a single policy of
enhancing walking, cycling, and city life in general, to achieve
vitality and safety [2]. The concept refers to the planning and
reallocation of city spaces for more human activities, street
restoration for different uses, private leisure and relaxation
spaces, and cycling and walking trails [3]. Make spaces
accessible and safe, provide all amenities, and be inclusive of
all segments of society [4].

Meisner et al. [5] provided a conceptual framework for the
eco-humanization of a contemporary city. The study's goal
was to move society from one machine-controlled life to
another that is more dynamic through environmental and
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human indicators of the standard of life. The study found that
the characteristics of eco-humanity contribute to the
achievement of sustainable development goals and the vitality
of the place, and the use of this concept allows the building of
social, environmental and cultural links for the long-term and
near-term development of the city.

Liet al. [6] examined the urban vitality relationship with the
built environment, in an effort to explore the effects of
environmental factors based on urban vitality patterns. The
study incorporated six dimensions of built environmental
factors (neighbourhood attributes, urban form and function,
landscape, location, and street configuration) into the
quantitative regression model to systematically explore
impacts. The study found that the impact of population density,
community age, open space, pavement ratio, street lights,
shopping and leisure density, integration, and proximity to
transport are positive catalysts for urban vitality, as opposed to
road density, proximity to parks, and green spaces have a
negative impact on urban vitality.

Chandak and Nagpure [7] examined the impact of the
COVID-19 pandemic on the city's vitality by making a
comparative analysis between a compact urban structure and a
pervasive urban structure and identified the impact of certain
elements that together shape the city (identity, social
integration, flexibility, space making). The study found that
the compact urban structure was almost impossible to social
distancing due to the scarcity of roads and space constraints
because this structure is dense and compact, so it recorded
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mutations in the rate of infection spread. The pervasive urban
structure was flexible and less susceptible to infection due to
the availability of open spaces. It concluded that the urban
structure vital to its realization must integrate elements of
identity, social integration, flexibility, and space-making,
which constituted a higher degree of vitality.

Rathod and Wagner [8] addressed the aspect of human
comfort and psychological well-being within public spaces to
create a safe and vital environment that promotes the walking
and use of public places. It examined the impact of public
spaces on the positive and satisfactory stimulation of human
sensory systems. Human sensory experience has been used as
a tool in analyzing the conditions of public urban spaces to
help make appropriate design decisions.

A review of previous studies showed us that most of them
focused on individual factors within the urban space, as these
studies discussed them separately. We note that some of them
focused on societal roles within the urban space, while others
focused on the formation of these urban spaces and how to
achieve the psychological aspects associated with comfort and
well-being.

In this paper, we have tried to discuss and identify the
effective factors whose indicators contribute significantly to
shaping urban space. The research aimed to explain how to
make this space a lively space that achieves all psychological
aspects, as it ensures comfort and well-being for its users. It
also works to enhance the human role and stimulate the
presence of activities and events to achieve prosperity and
community interaction. Here lies the innovative aspect of this
research paper, as it summarizes how to create a vibrant urban
space that can fulfill all requirements and be effective and
successful.

2. SAFETY AND SECURITY
URBAN SPACE VITALITY

INDICATORS FOR

Safety and security are enhanced when more people move
and stay within the city space, city spaces are coherent and
provide short walking distances, attractive public spaces and a
diversity of urban jobs that increase mobility and activity and
provide more eyes along space and greater incentive to follow
events within public space [1, 9]. Thus, protect people from
physical or psychological violence, allow them to live and
exercise their daily effectiveness without threats or fear, and
create a vibrant and coherent place of reassurance and
psychological comfort [10, 11].

2.1 Traffic safety

Cars have swept through cities for decades and have
increased their mobility significantly, representing real threats
to pedestrian and cyclist traffic and increasing the rate of
traffic accidents [1, 12], so studies have identified three
considerations that will enhance traffic safety:

(1) Calming Traffic: It is done through vertical and
horizontal means, where vertical means (speed cushions,
speed pads, high crossings, high road junctions) are included.
Horizontal means included (side crawl, central island
narrowing) [13].

(2) traffic management: This is done through traffic
control signals at junctions and crossings to avoid conflict, the
use of signs to provide regulatory information such as speed
limit, turn restrictions, permissible access and street names, the
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use of physical barriers to restrict access to certain areas, safety
cameras to detect excesses and be next to or above the roadside
[14].

(3) Clarity: This is done through lighting to give
pedestrians, cyclists, and drivers a better night view and the
columns are 4.5-6m high in pedestrian sidewalks and bike
facilities. The height of the columns is 8-12 meters on the
streets and the spacing of the columns is 2.5-3 times the height
[14].

2.2 Protection against crime

Crime levels are one of the most important determinants of
the quality of life and vitality of the place. sociologists
consider that crime is linked to social and demographic factors
such as income, level of education, and ethnic composition,
while planners and architects associate them with design
factors such as the nature of space, lighting, or directing
entrances [15, 16] and studies have confirmed that planning
land uses, overlapping urban functions and building design are
closely related to crime [17], Natural surveillance was one of
the most important considerations limiting crime. The
presence of people in space and the provision of different
opportunities for them, whether walking, talking, sitting, or
seeing, are considered "eyes on the street" and can follow
events around them. As well as removing areas that allow
hiding to improve public safety, as well as good lighting that
is critical to providing safety, and that space remains busy with
users somewhat continuously by providing a mix of
recreational, commercial, and cultural functions and services
[18].

2.3 Public space control

These are certain controls that are operated to produce a safe
environment that is enjoyable and accessible to the farmers in
which the control indicator includes the design for speed
control, and means the maximum operational speed that can
be used by vehicles within space so that they do not pose a
threat to human safety [13]. With increased speed, peripheral
vision is severely narrowed, increasing the risk of death for
pedestrians. Each (1) km/h of speed increase above the
allowable limit increases the risk of death by accidents by (4-
5)%, the determinant of safe speed is the level of walking,
cycling, and the degree of mixing or separation between them,
and vehicles, where speed is determined on highways (60
km/h) and multi-lane roads separated from bicycles (50 km/h)
and within urban areas not more than (40 km/h) If the lane is
shared with cyclists, the speed is 30 km/h and if shared with
pedestrians, 10-15 km/h. To achieve these speeds, specific
design techniques are used such as lane narrowing, narrower
diagonal fairness, and signal succession [14].

2.4 Density

Studies indicate that densities reduce travel by car, increase
access to destinations using the appropriate walking mode,
support public transport, and provide the necessary demand for
the signature of facilities and services, as high densities are
critical to the vitality and security of the place and promote
public life [19, 20]. This includes the Users density index (UDI)
and Commercial density index (CDI).

(1) Users density index: It represents the density of users
in a particular urban space and is a measure of an environment



that encourages walking to reach different destinations [21].
The presence of these densities of people within space ensures
a mix of use and diverse activities [22]. User density is one of
the most reliable measures for measuring space vitality [23],
so high-density environments are motivating pedestrian
movement and space vitality, and UDI can be calculated by
the following [21]:
UDI; = (Usrsi/Ai) / max(Usrsi/Ai), 0 <UDI; < 1 (1)

where:

Usrs;: is the total number of users of urban space i.

A:: is the area of urban space i.

The denominator represents the maximum value of the
simplifier to normalize the indicator in order to maintain its
value between (0) and (1), as this procedure allows the
indicator to be space-specific and to be more appropriate for
citywide comparative analyses. Therefore, UDI appreciation
means that more people are using urban space, meaning that
the index's value is higher [21].

(2) Commercial density index: It is a measure of how
much commercial density is available in space through the
presence of activities, businesses, and others. It is key to the
formation of urban centers [24], where vital spaces that attract
people can be distinguished by the presence of higher densities
of different commercial activities than other spaces [25]. CDI
can be calculated by [21]:

CDI; = (GFAi/A)) I max (GFAi/Ai), 0 <CDI; < 1 2)
where:

GFAi.: is the total floor area of commercial activity in

urban space i.

Ai: is the area of urban space i.

As in UDI, the maximum value is used primarily to retain
the CDI value between (0) and (1), where the higher index
value refers to closer, more diversified, and more intensive
business services [21].

2.5 Accessibility

An important pillar and metric in shaping a dynamic,
everyone-friendly mobility system that expresses proximity,
distance, and how to reach different destinations, including
different uses and public transport stations. Krizek [26],
Hussein and Al-Khafaji [27] are affected by the state of the
transport network, mobility patterns, individual mobility
routes, and the cost of travel [28]. Easy access to urban spaces
is an important aspect of human well-being and an important
advantage of the space site at the expense of other less
accessible spaces [29, 30]. Accessibility basically depends on
the distance traveled, the lower the distance the greater the
accessibility to different destinations [31].

3. PILOT EXPERIMENTS DEMONSTEATING THE
ROLE OF SAFETY AND SECURITY IN URBAN
SPACE VITALITY

This section shows three pioneering applied examples of
urban space vitality through a safety and security feature, to
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discuss the possibility of achieving safety and security
indicators in these study situations.

3.1 Superkilen in Norrebro district, Copenhagen

A public urban space located between residential lands in
the center of Norrebro province, which is Copenhagen's most
socially challenging and culturally diverse province. A car-
free space based on walking and cycling with no traffic
accidents, converted from a single-function space to a
multifunctional, allows multiple activities and users to make it
a meeting point and the area becomes more mobile, dense, and
safe after experiencing crime rates. Consisting of three
colorful spaces to control and indicate the types of activities
that exist, it has comfort points from around the world to
attract different users (Figure 1) [32, 33].

Figure 1. Design of Superkilen

Public space takes a narrow form between important main
roads in the province: Tagnesvej in the north and
Norrebrugade in the south, where these two roads contain
public transport stations for the underground subway, and for
buses and trains above the ground, providing easy access and
use for all groups of society (Figure 2 and Figure 3) [33].

Figure 3. Black space in Superkilen space



3.2 Fort in Auckland CBD

A mixed-use street has been converted into a space that
combines walking, cycling, and cars and prioritizing
pedestrians, increasing pedestrian volume by 54% and
decreasing car volume by 25% after conversion, resulting in a
more vital, mobile, and active space that ensures the diversity
of users and activities. Indicative signs were placed and
consistent, flat paving and uniform colors were used at the
beginning and end of the pedestrian route to distinguish and
indicate a change in the street environment from traditional to
common pedestrian space, speed was reduced and parking was
removed from the street [34]. All this has helped reduce the
risk of traffic accidents and crime and has given easier control
of the street and ease of moving from a traditional to a shared
environment, providing easy access to the street and becoming
the street with higher densities provides greater opportunities
to sit, talk and see, and the area is 80% safer after change
(Figure 4 and Figure 5) [14, 35].

=== Shared Streets
Pedestrian Streets

Britomart
Station

St. Patrick’s
Cathedral

Figure 4. Fort Street within a cluster of common streets in
Auckland's CBD

3.3 Gotgatan in Sodermalm District, Stockholm

A major street has been redeveloped to move from winding
and narrow bike lanes to straight super bike lanes, reducing the

speed of car traffic to 30 km/h, expanding the pedestrian path,
and green waves of cyclists on both sides of the street have
been clarified by increasing signs and countdown lights at
traffic lights to control and providing safer crossings [36].
Pedestrian lanes are separated through elevated sidewalks,
bike lanes are separated through bike parks and cars that act as
a barrier with car traffic, this will enhance the safety of
pedestrians and cyclists and enhance street vitality [13].

After reviewing experiments in urban space vitality,
Superkilen's space is found to be safer and more vitality than
Fort Street, Gotgatan, which is the most achieved safety and
security indicators. Because it is a public space free of vehicles
that threaten the security and safety of other users, designed
with the participation of the local population and includes
different spaces with many different uses to become more
connected to people and thereby foster a sense of community
and attract higher densities of users (Figure 6 and Figure 7).

Figure 5. Fort street, Auckland city centre

Table 1 shows safety and security indicators of urban space
vitality and measurement methods with approved standards.

Figure 6. Gotgatan street shown in red
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before

Figure 7. Gotgatan street, Stockholm

Table 1. Safety and security indicators for urban space vitality

Characteristic Indicators

Measurement

Standard

Method

speed cushions

speed pads

Measuring Bar

Sloping areas - elevated (75-100) mm and width (3-
6) m
Sloping areas - elevated by height (75-100) mm and
width (1.6-1.9) m

Scan and Watch -
Measurement Bar

Calm traffic high crossings

Marked and planned crossing areas for pedestrians at
pavement height (100-150 mm)

high road Areas built at the height of sidewalks or less cover
Traffic junctions the entire area of intersection
Safety side crawl Survey and viewing Impose specific speed through the angle of transition
central island A middle island inside the street forces drivers to
narrowing circle around

Traffic management

Survey and viewing

Provide traffic control signals, signage, indicative
signs, physical barriers and safety cameras

Safety and Scan and Watch - Height of lampposts (4.5-6 m) in pedestrian sidewalks
security Space Clarity ~ Good lighting Measurement Bar and bike facilities andt rSghlezl (;R in streets 2.5-3 times
Protection against crimes Detailed de_scnptlve -----

studies
. . 60 km/h in highways
Public Q:ﬁ?‘”eﬁ‘ggg'sgz 50 km/h in physically separated lane
Space Design for speed control speed V\?ith the risk 40 km/h in urban areas
Control P of death 30 km/h in common spaces with cyclists
10-15 km/h in common spaces with pedestrians

. Users density index (UDI) (0-1)

Density Commercial density index (CDI (0-1)
Distance travelled or
Accessibility time of arrival for (800 meters) or 10 minutes walk
space users
4. METHODOLOGY collected through a field survey and observation of the reality

The research paper relied on the descriptive analytical
approach through extrapolation of the concepts and literature
presented in the field of urban space vitality, as the most
important effective factors and indicators that contribute to
shaping it into a lively and active space were summarized. The
paper relied on the latest and most pioneering sources in this
scientific field. After that, the research was able to identify the
effective factors that are closely related to safety and security
within urban spaces, which are as follows (traffic safety,
protection from crimes, control of public space, density,
accessibility).

After that, measures for these factors were determined in
order to test them in the study area (Al-Mutanabbi
neighborhood area in the city of Kufa, Iraq). Data were
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of the situation, as well as preparing a spatial database using
geographic information systems that was collected from
departments. The relevant state in the city of Kufa is
(Municipal Directorate, Urban Planning Directorate, Kufa
Electricity Directorate, Transport and Communications
Directorate, Environment Directorate).

The paper will rely on the use of spatial mathematical
models to measure density rates and accessibility of space to
give a clear vision of the spatial gap and how to develop
proposals that contribute to the development of the study area.
This methodology will contribute significantly to identifying
the weak points of any urban space. This makes us address the
weakness in the formation of urban space, which generally
results from the absence of safety and security in urban spaces
(Figure 8).
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Figure 8. Research methodology

5. CASE STUDY

The city of Kufa enjoys different levels of urban space, the
nature of its spaces is different from space to space, the
majority of which is untapped to meet human needs, with most
of its space specifications applying to the concept of dead
space. They were spaces that dominated vehicles more than
pedestrians, supported not only man's presence but only the
passage and movement through them did not give a positive
contribution to man, and were more repellent than attractive
(Figure 9) [37-40].

Figure 9. Study area boundaries
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The Mutanabbi neighborhood space in the city of Kufa was
elected to represent the boundaries of the study area. Space
borders included a park bordered by two streets on each side.
Figure 9 shows the boundaries of the study area (Figure 10 and
Figure 11).

Figure 10. Al-Mutanabbi Street within the boundaries of the
study area

Figure 11. Al-Mutanabbi Park is within the boundaries of the
study area

6. RESUITS AND DISCUSSION OF THE ANALYSIS OF
SAFETY AND SECURITY INDICATORS IN THE
STUDY AREA

6.1 Traffic safety

This indicator is measured by three sub-indicators: traffic
calming, traffic management, and space clarity. The first and
second indicator deal with vehicle traffic primarily in the street
range, and the third with space in all its ranges. It will be
analyzed as follows:

(1) Calm traffic: After conducting the field survey of the
Mutanabbi neighborhood space, it was found that it did not
include any vertical means (speed cushions, speed pads, high



crossings, high road junctions) and horizontal (side crawl,
central island narrowing) to calm traffic, where space is
available for any speed without any specificity or restriction,
causing a real threat to human life.

(2) Traffic management: After conducting the field survey
of the Mutanabbi neighborhood space, it was found to provide
some signage and indicative elements for the movement of
vehicles, but it lacks the physical barriers of essentially the
green barrier that separates the movement of vehicles from the
rest of the users, as well as the cameras whose presence is
necessary for the safety and security of users.

(3) Space Clarity: Good space lighting gives better night
clarity and vision and provides a sense of security for
pedestrians or drivers of vehicles, and will be measured as
follows:

According to field survey data and data from the Directorate
of Electricity of Kufa, the pedestrian path inside the
Mutanabbi neighborhood Park has a luminaire specific to the
trail and the lamppost is within the permitted height (4.5-6)
meters. On the street, there are no lighting poles where night
vision is weak and not attractive to pedestrian traffic. Thus, the
lighting did not meet the standard and was not in the required
form that meets the human need to feel safe inside the street,
and meets this within the park (Figure 12).

6.2 Protection against crimes

The park is often busy with users, and is free from quirky
areas or facilitating hiding or dark, it is clear and visible to its
owners, thus all providing a sense of security and not helping
to establish crimes within the park, On the street, it gives less
sense of security because it is dark and does not provide night
lighting, which does not help attract high densities of people.

6.3 Public space control

This indicator is measured by the control of vehicle speeds,
where it deals with the range of urban streets, and according to
the location of streets in the Mutanabbi neighborhood, the
standard determines their speed by (30) km/h, but actually,
after the field study, the speed at which they reach (40-60)
km/h, thus exceeding the standard of neighborhood streets
within the urban area, and this speed overrun leads to an
increase by (50-75%) is at risk of death for pedestrians
according to the Urban Area Standard Scheme as shown in
Figure 12, which means that it threatens users' lives and does
not meet the human need for safety and security.

stopping distance
BB risk of death
Not more than

Figure 12. Analysis of speed control indicator

In Figure 12, it is shown that with increased speed the
peripheral vision narrows and the stop distance increases,
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increasing the risk of pedestrian death.
6.4 Density

It is evaluated by the User Density Index (UDI) and the
Commercial Density Index (CDI), requesting maximum user
Density and maximum commercial Density found within the
city to be used and compared to the reality of the situation, as
follows:

(1) Users density index: After conducting the field study
and applying the mathematical equation of UDI according to
the number of users and space area and the maximum density
found within the city of Kufa, the value (UDI) has reached
(0.2), meaning very little user density, because the human
presence on the two streets adjacent to the park is very little or
no, which adversely affects the vitality, effectiveness, and
safety of space.

(2) Commercial density index: After conducting the field
study and applying the mathematical equation of CDI,
depending on the area of commercial activities and the total
space of Mutanabbi space and the maximum commercial
density found within the city of Kufa, the value (CDI) has
reached (0.7), means an acceptable and stimulating
commercial intensity to attract users and pedestrian movement
and enhances the vitality and effectiveness of space.

Table 2 shows the measurement of user density (UDI) and
commercial density (CDI) indicators.

Table 2. Density in the space of Al-Mutanabbi neighborhood

Space User Density

Usrsi Ai (hectar)  (Usrsi/Ai)  Max (Usrsi/Ai)  UDI

250 35 71 (U/h) 360 (U/h) 0.2
Commercial Density of Space

GFAi (hectar) Ai (hectar) (GFAi/Ai) Max (GFAi/Ai) CDI

1.29 3.5 0.36 0.49 0.7

6.5 Accessibility

After analysis and at a distance of 800 meters, which can be
traveled within 10 minutes on foot, the Metalby neighborhood
space was found to be accessible and verified as an accessible
residential neighborhood space level, making it more Vitality,
as in Figure 13. Table 3 shows a summary of indicators for the
safety and security.

Table 3 shows the results and discussion of the analysis of
safety and security indicators in the Mutanabbi neighborhood
space, Al Kufa City.

[ N
®

S

[ Legend
Al-Mutanabbi
N & /4| ® neighborhood
£ 0. f | space

| access scope

N Al-Mutanabbi
o, > | neighborhood
o | borders

| niversity of

|- :ul:-zers e
educational
public services
green

Archaeological
area

residential

Jo 015 0.3 Kilometers

Figure 13. Range of access to the Mutanabbi space



Table 3. Results and discussion of the Mutanabbi Neighbourhood space analysis

Characteristic Indicators Results Discussion
speed
cushions
speed pads .
hiah None of the horizontal and
g vertical means of calming Traffic in the Mutanabbi neighborhood space
. Ccrossings S - -
Calm traffic “hiah road traffic within space is available  does not meet the human need for safety and
'u%ctions for any speed without security
—Junctions__ specification or restriction
side crawl
central island
narrowing
Traffic The Mutangbbl nelghb.orhood
Safety space provides some signage,

indicative elements, and
control signals, but it lacks the
physical barriers of a green
barrier that separates vehicle
traffic from other users and
also lacks safety cameras

Traffic management

Needs physical barriers to separate vehicle
traffic and other users and surveillance cameras
to increase space security

Pedestrian light poles in
Mutanabbi Park are within the
permitted height (4.5-6 m),
while on the street there are no
lighting poles

Good

Space Clarity lighting

Safety and
security

The standard is achieved within the park and
meets the human need for vision and safety, has
not been achieved on the street and does not
meet the human need for vision and safety

Space is often busy with users,
is free from quirky areas or
facilitates hiding or dark, and is
clear and visible to wearers,
except in the street range that
does not provide night lighting,
which adversely affects space
vitality

Protection against crimes

Space provides a sense of security and does not
help establish crimes except for the street range
which is less secure because it needs night
lighting to improve visibility and attract higher
densities than people

The risk of death for pedestrians in the

Public Design for speed Mutanabbi neighborhood space (50-75%) so
Space (40-60) km/h
control does not meet the human need for safety and
Control I
security
Minimal user density does not provide a high
Users density index 0.2 sense of security and negatively affects space
Density vitality

Commercial density

Commercial intensity is acceptable and affecting

index 0.7 positively the vitality of space
Accessible within a distance of It can be accessed by the Mutanabbi
Accessibility (800m) which can be traveled  neighborhood and by (76%) of the area of the

within 10 minute walk

other neighborhood, providing access to users

| Safety and Security Indicators |
H Calm traffic

H Traffic management

M Space Clarity

Traffic

Safetv

Protection against crimes

| Design forspeed
control

Control

Public
Space

ad
f

37.5%

Users density index

62.5%

Commercial density
index

Accessibility

Not Conforming to the standard

aas

P Density

Conforming to the standard

Figure 14. Safety and security indicators analysis of the
Mutanabbi Neighbourhood space

Figure 14 shows what are the indicators that can achieve
safety and security standards in the Mutanabbi neighborhood
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space, as it shows the possibility or non-possibility of the space
responding to human security and safety and its impact on the
level of vitality of the urban space.

7. CONCLUSIONS

This paper concluded that safety and security of urban space
is a basic requirement that must be achieved by meeting the
relevant factors, which the research has outlined by deriving
them within the conceptual framework of the research, as the
research established quantitative measures with a spatial
dimension that greatly help in identifying weak points in Study
area (Al-Mutanabbi neighborhood). The research found that
most of the factors and indicators in the study area were not
achieved, especially the traffic safety factor and car speed
control, as this factor caused a clear weakness in users not
having good access to the space, which negatively affected the
density rate. The lack of control over the speed of vehicles
imposed a real threat on the lives of urban space users and
limited their presence.



The research found that the street area in the Al-Mutanabbi
neighborhood lacks speed limiters, as they are available for
high speeds that threaten the security and safety of users. The
space also lacks surveillance cameras that help increase its
safety in order to provide more opportunities for the presence
of residents. From here, the research concluded that the density
factor and its related indicators are decisive and important,
because they determine the rate of effective human presence
necessary for interaction and activities. The appropriate
density rate imposes control over the urban space, as it serves
as a natural protection for the place and gives it the necessary
vitality.

What was previously presented in the theoretical and
practical frameworks leads us to the necessity of studying the
requirements of urban design for urban space. This factor is in
direct contact with the vitality of urban space, as there could
be future research that sheds light on the importance of urban
design and its role in creating a vital urban space, which is
characterized by important human activity and activities. The
research also recommends studying the relationship of urban
spaces with land uses, as well as studying the concept of
human psychological comfort, in order to reach new indicators
and standards that contribute to human safety and security and
thus increase the vitality of space.
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