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PREFACE 
Throughout history, bridges have always adapted themselves to the changes in the 

mobility, socio-economic relationships and living spaces of human beings; in early days 
as tree branches over streams and later as essential transportation solutions which 
connect two shores, get over steep slopes or traverse deep valleys. While structural 
properties, workmanship, engineering solutions and technology have developed 
over the years, the scope of constructing bridges has never changed: Providing and 
improving accessibility solely for human beings and their activities. Simple suspension 
bridges in the Black Sea region that take rough village roads from one side to the 
other side of brooks, stony arch bridges built to facilitate trading activities along the 
Silk Road (that lies between Mesopotamia and Anatolia), railway bridges traversing 
over riverbeds at the bottom of deep valleys in East Anatolia and reinforced concrete 
bridges over streams separating the historic and modern urban fabric, and many others 
are examples of such structures established in this region to achieve the main goal of 
bridges.

Bridges could only reach their ultimate goal if and only if they help students travelling 
to their schools on foot easily cross the river on their way, enable trading and the fair 
distribution of the products and revenue, shorten the villagers’ way to the town; in 
other words improve the accessibility of individuals especially in economic and social 
aspects while interacting with the nature properly. In the light of the function of the 
bridges in the city life, it is not possible to naively defend the plans to build a new 
bridge every 10 year for an extremely important city like Istanbul that is located at a 
critical and unique geography while its natural resources are under severe threats by 
the ever-increasing population and new settlement demands. Consequently, properly 
understanding what had really happened and how the city was affected after the 
introduction of the first two bridges uniting two sides of Istanbul, will lead to more 
conscious evaluations of the proposed 3rd and maybe 4th bridges.

Considering both the central government’s and the local administrative bodies’ 
decision making processes and approved tolerance levels, in order to make a more 
realistic and down-to-earth judgment about the proposed 3rd Bridge Project, the 
evaluations will be undertaken with a multi-faceted approach by assessing its effects 
on physical and social structure of the city, its legal status and economic outlook, and 
its necessity and value in the future transportation system of Istanbul.

This report which addresses the necessity of a new highway bridge with a scientific 
and justifiable approach is the product of a social nous that looks for a comprehensive 
answer to the transportation problems and advocates for economically stable, fairer, 
more sensible and sustainable solutions for the environment and the human life rather 
than simply building new highway bridges. The report is prepared by the efforts of 
tenths of academicians, specialists from relevant professional chambers, journalists, 
researchers and members of non-governmental organizations associated with the 3rd 
Bridge Commission led by the UCTEA1 Chamber of Urban Planners with an aim to 
revitalize the talks about the 3rd Bridge Project by referring to science and common 
sense and sharing the advancements of the project with masses in a translucent way.

With our special thanks to everybody involved and every effort put in the campaign 
against the 3rd Bridge Project and similar projects that will adversely affect and 
irreversibly revolutionize the future of Istanbul …

UCTEA Chamber of Urban Planners Istanbul Branch
Administrative Board

1 UCTEA: Union of Chambers of Turkish Engineers and Architects
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INTRODUCTION 

In the history of Istanbul, each bridge built on the Bosphorus strait acted as the 
messenger of a new bridge and related discussions. After the 1st bridge had put into 
service, debates about a 2nd bridge started before not so long and the plans came 
to be realized only in 15 years time. Moreover, only 5 years after the introduction 
of the 2nd bridge in 1988, the talks for a new bridge has heated up and the project 
has been included in the national investment program but in the upcoming years no 
progress recorded. During this timeline, a number of organized reactions, particularly 
the one by the Arnavutköy inhabitants, successfully put a halt on the advancement 
of the project. The debate about the 3rd bridge that had originally started years ago, 
shortly after the introduction of the 2nd bridge, has revitalized by the attempts of the 
central government only recently but this time the proposed route has modified and 
moved to the northmost boundaries of Istanbul, to the Garipçe-Poyrazköy axis. The 
only issue stated as the reason behind the 3rd Bridge Project is “segregating the transit 
traffic from the urban traffic by moving it to the north of Istanbul”; the same and sole 
explanation suggested for the 2nd bridge. However, as this project generates no real 
solution with respect to the transportation and urban development problems of the 
city, has a real potential to create irreparable harms and solely put on the agenda 
by the central government, the UCTEA Chamber of Urban Planners Istanbul Branch 
has found the right to prepare this exhaustive and solution-oriented evaluation report 
which provides scientific facts and a number of solutions.

This report is initially prepared by referring to the professional knowledge and 
resources of the UCTEA Chamber of Urban Planners Istanbul Branch and later 
supported and contributed by the 3rd Bridge Commission, a working group within our 
organization. The report’s contents that are prepared according to many scientifically 
solid, written and visual resources, and the background information acquired from 
studies similar to the 3rd Bridge Project also serves as a manifesto of all individuals 
and organizations participated in different parts of the report including but not limited 
to scientific analysis, critical evaluations and putting down on paper.

First of all, the report reveals the reasons behind the disapproval of the 3rd Bridge 
Project by referring to prior experiences with respect to bridge construction decisions. 
In the further sections, the importance of the interactions between the city, the 
bridges and their approach roads and the possible negative scenarios looming the city 
if this interaction is not addressed properly with a scientific approach is fostered. This 
report that also contains basic and comprehensive solution proposals consists of 3 
main sections.

In the first section, the effects of Boğaziçi and Fatih Sultan Mehmet Bridges on the 
city and the significance of cross-shore passages for the city in terms of planning and 
transportation are assessed. This section also provides background information for the 
succeeding sections to be grasped properly.

In the second section, the probable influences of the proposed 3rd bridge and 
its approach roads are comprehensively reviewed in the light of issues such as 
transportation, physical structure, population, natural environment, social structure, 
laws and regulations. This section contains the key points which helps understand and 
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explain the agenda of the 3rd Bridge Project better.

In the last section, a number of solution-oriented suggestions and required 
transportation policies for obtaining the ideal transportation system of Istanbul 
including the Bosphorus crossings are developed according to past experiences and 
present evaluations.

The Conclusions section presents a general review of the report while emphasizing 
the assertion that the proposed 3rd bridge which lies on the south-north axis of Istanbul 
is the 4th bridge in reality, and the related works actually serves as the preliminary 
works of the real 3rd bridge to come to the surface in the future. This section also calls 
for all parties involved to rethink and redefine the priorities and the real problems of 
Istanbul. An obvious deduction from this section is the fact that the only way to stop 
such a potentially threatening project is to raise the awareness of the society while 
showing a collective counter-reaction.
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AN EVALUATION OF THE BOSPHORUS AND FATİH SULTAN 1.  
MEHMET BRIDGES

The two Bosphorus highway bridges opened in the respective years of 1973 and 1988, 
revealed the irretrievable effects of the Bosphorus crossings on the land-use patterns 
and development (sprawl), transportation structure and transportation preferences 
of the city while the transportation and planning sciences claim the need to broadly 
analyze and develop each new bridge project in the light of the interaction between 
the prior bridges and the city. Consequently, before evaluating the proposed 3rd bridge 
in Istanbul, the prior bridge related experiences of the city and the impacts of the 
bridges in terms of transportation and planning will provide preliminary information 
and lead to more conscious assessments.

Starting from 1950s Istanbul has always been a city of changing land-use and 
employment patterns with growing and diversifying transportation needs. During the 
timeline of this half century, main urban transportation investments are developed 
by prioritizing highway-oriented policies and encouraging private vehicle usage while 
leaving seaway and railway modes aside with limited shares. Such policies also play 
a role in the development pattern of the entire city, as well. This situation is further 
evidenced by the scattered expansion of the city after the 1950s marked by the gradual 
leaning towards highway more and more, and the parallel-to-the-shore expansion 
prior to this time period when seaway and railway modes were much more effective 
(Map 1).

The development of the settlement areas until 1973Map 1.  
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This development has further advanced and deepened after the introduction of 
the 1st bridge (the Bosphorus Bridge) and its peripheral highway in 1973 and the 
city started to spread towards north more with denser population and land-use. The 
emergence of the peripheral highway and the bridge itself invited more transit traffic to 
utilize the city’s road network while the peripheral highway became one of the major 
elements (a main arterial) of the urban road network (and lost its bypassing attribute) 
due to the uncontrolled growth. Simultaneously, the balance between population and 
employment has changed irreversibly in Istanbul (Map 2). Between 1973 and 1974, only 
in 1 year after the Bosphorus Bridge started operation, the number of vehicles crossing 
the Bosphorus by the highway bridge increased 200% while the number of passengers 
grew only marginally by 4% which reveals the real objective of the bridge: Improving 
the Bosphorus crossing opportunities of vehicles rather than the inhabitants. After the 
construction of the bridges, between 1970 and 1990, the vehicle ownership in Istanbul 
leaped a striking 230% and with the help of this increased mobility the peripheries of 
the city became more accessible and new settlements were established around these 
areas. This development presents another evidence of a policy disregarding inhabitants 
while serving for the motor vehicles more.

The changes in the land-use after the introduction of the Bosphorus BridgeFigure 1.  

In 1970 only 23% of the entire inhabitants of Istanbul accommodate on the Asian 
side whereas 20 years later in 1990 this share became 34% (Table 1). During the same 
period (between 1970 and 1990), as a reflection of the increased mobility generated 
by the bridge the number of individuals employed expanded around 1.5 million.
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The dispersion of the inhabitants of Istanbul among the sides of the cityTable 1.  

Urban settlement areas between 1973 and 1990Map 2.  

Although the 2nd bridge (Fatih Sultan Mehmet Bridge) has been built with the 
aim to move the transit traffic to further north of Istanbul in 1988, the bridge and 
its approach roads to the Trans-European Motorway (TEM) increased the pressure 
to establish new settlements around the city’s drinking water resources, forest and 
rural areas, water basins, and agricultural regions while triggering the constitution of 
legally-challenged new settlements simultaneously (Map 3). During the 10 years period 
following the introduction of the 2nd bridge and TEM approach roads, with the help 
of the newfound and improved accessibility, the population of Gaziosmanpaşa and 
Ümraniye districts that lie along TEM increased by 360,000 and 305,000 individuals 
respectively. In the meantime, the population of regions such as Çekmeköy (which was 
a part of Ümraniye in 1989) increased from 13,500 to 37,500; Sultanbeyli (which was a 
part of Kartal) increased from 82,000 to 175,000 and Arnavutköy (which was and still is 
a part of Gaziosmanpaşa) increased from 21,000 to 37,500. Moreover, the population 
of other districts in the vicinity of the new roads such as Beykoz, Sarıyer and Eyüp also 
expanded substantially (between 45,000 and 70,000), as well.

Sides of Istanbul 1970 (%) 1990(%)
Asian Side 23 34
European Side 77 66
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Urban settlement areas between 1990 and 2006Map 3.  

After the 2nd bridge has started operation, the Bosphorus crossings with private 
vehicles exploded with an 1180% increase while the increase in the number of 
passenger crossings was relatively very small in comparison: 170%. This outcome 
(of the 2nd bridge) is not only almost identical with the course of actions after the 
introduction of the 1st bridge but also proves the fruitlessness of building new bridges 
that improve the accessibility of the private vehicles rather than the inhabitants.

Despite of the increase in the shares of the private vehicle and service vehicle trips 
between 1987 and 2006, the drops in the shares of busses (public transport) and sea 
transportation combined with the marginal increase (less than 1%) in the share of the 
rail-based public transportation systems show the major adverse impacts of the 2nd 
bridge on the urban traffic system as “encouraging the private vehicle ownership” and 
“degrading the value of the public transportation” (Table 2).

The changes in the modal distribution of trips between 1987 and 2006Table 2.  

Transportation Mode 1987 (%) 1996  (%) 2006  (%)
Private Vehicle 19,3 19,2 26,34
Taxi (including shared) 10,2 9,4 4,75
Service Vehicles 10,4 11,5 21,48
Bus (IETT+Private) 35,2 34,1 24,12
Minibus 19 19,6 16,71
Railway Systems 3,8 3,6 4,6
Seaway Systems 2,1 2,6 2
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After 1990, the concentration of the population and accommodation started 
to shift towards the outskirts of the city in the east-west axis as prompted by prior 
transportation investments. In the meantime, the industrial areas moved further north 
and their locations were supplanted by commercial and service sector establishments 
(Map 4). Moreover, the disproportionate increase of the private vehicle ownership 
compared to the population growth and the imbalance between sides of Bosphorus in 
terms of population and employment supply are two of the most important reasons 
behind the recent transportation problems of Istanbul (Table 3).

The changes in the population and number of vehicles in Istanbul between 1970 and 2000Table 3.  

The transportation-oriented location changes of the industrial areas in IstanbulMap 4.  

 1970s 1980s 2000s
Population (number of 
inhabitants) 3,5 million 4,8 million 12,9 million

Number of Vehicles 60 000 200 000 1,8 million
Private Vehicle 
Ownership (per 1000 
individuals)

17 42 140

Population Rate of the 
European Side 76% 69% 64%

Employment Rate of 
the European Side 80% 77% 71%
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The course of actions experienced after the introduction of both of the bridges 
showed that the land-use and transportation dynamics of Istanbul leads to a vicious 
cycle pushing for building new bridges which generates a new traffic demand and 
requires for new bridges again. A simple calculation indicates that considering the 
current population increase trend of 4% and vehicle ownership growth trend of 16%, in 
order to provide a sufficient supply to this ever-growing demand the Bosphorus must 
accommodate 7 bridges by the year 2020 and 70 bridges by the year 2040! Evidently, 
if the population, the number of Bosphorus crossings and the entire motor vehicle 
trips in Istanbul are evaluated collectively for the period between 1970 and 2010, 
starting with the Bosphorus bridges none of the major transportation investments 
can be regarded as inhabitant-oriented. This deduction is further solidified and the 
real intended group of the policies is identified as the private vehicle users by the fact 
that although the amount of the entire motor vehicle trips (including all modes) and 
population grow similarly, the amount of Bosphorus crossings with motor vehicles 
expanded disproportionally especially after the introduction of the 2nd bridge (Figure 
2).

The comparison of the number of vehicles crossing the Bosphorus, population and total Figure 2.  
motor vehicle trips in Istanbul (1970-2010)

Although Istanbul has a mono-centric development from past to present, the 
discordance between the land-use decisions and transportation investments keeps the 
demand for spreading northwards alive, still today. While this demand is particularly 
amplified by the emergence of two bridges and their peripheral highways, the major 
harms are influenced on forest and agriculture areas, water basins and valuable habitat 
up north of the city. The general consensus among many specialist academicians from 
various disciplines is that in order to maintain a more sustainable, equitable and 
balanced development in Istanbul and compensate for the abovementioned erroneous 
urban policies and implementations, 2 essential steps must be taken:
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The spread towards the north of Istanbul must be stopped in order to preserve the 1. 
Bosphorus and the important life resources (forests, water basins and agriculture 
areas) of Istanbul up north. The expansion of the city must be diverted parallel to 
the Marmara Sea along the east-west axis. 

The land use-transportation interaction of Istanbul must be redesigned to 2. 
discourage Bosphorus crossings. For this aim, a multi-centric land-use policy that 
sustains a balanced population-employment rate and reduces the dependency 
between sides of the city must be applied. 

The 1/100,000 scaled Master Plan of Istanbul that was legalized in 2009 and serves 
as the essential guide to sustain an organized development of Istanbul embraces an 
approach similar to two principles mentioned above:

“Expanding Istanbul on the east-west axis and along the Marmara Sea linearly with 
a multi-centric design (establishing central business districts at intervals) while sticking 
to environmental sustainability principles”

As a result, the impacts of the first two bridges on the city not only confirm the 
problem creating nature of both bridges in terms of transportation and planning but 
also shows that a new bridge further north is not an ideal solution and will worsen the 
chaos and current congestion problems of the transportation system of Istanbul.
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AN ASSESSMENT ABOUT THE INTERACTION BETWEEN THE 2.  
3RD BRIDGE PROJECT AND ISTANBUL

A comprehensive scientific and effective assessment of the 3rd Bridge Project must 
analyze the project’s place in the urban and transit traffic systems, and its relationship 
with the physical structure, nature and social life of the city and should exhibit the 
economical dimensions and legal status of the project. A review of the principle issues 
about the interaction between the project and Istanbul will surely yield to determining 
the ideal transportation system containing the best solutions for the Bosphorus crossings 
while serving as a guide and offering solutions in the heated debate concerning the 3rd 
Bridge Project.

The proposed route of the 3rd Bridge ProjectMap 5.  

The Relationship of the Project with Transportation 2.1.  

In order to scrutinize the relationship of the 3rd Bridge Project with Istanbul according 
to the transportation related concepts, a close look to the urban transportation system 
of the city is essential. Moreover, this close look must contain the aspects of the 
status of the transit traffic and logistic activities since the project is promoted by the 
government for its proposed uplift of the city’s transportation system by segregating 
and removing the transit traffic from the urban road network (by moving this traffic to 
the north of the city).
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An Analysis According to the Urban Transportation System 2.1.1.  

The urban transportation system of Istanbul consists of Bosphorus crossing trips 
(by means of sea or highway transportation) and trips made within sides of the city 
(by means of seaway, railway, highway transportation or walking). Consequently, a 
quantitative analysis of the urban transportation system according to the number of 
trips within sides of the Bosphorus and crossing Bosphorus can provide invaluable 
transportation-based information about the necessity of a 3rd highway bridge.

In Istanbul a total of 21 million trips (including walking trips) are performed daily 
while around half of these trips are made with the motor vehicles. Furthermore, 
among the motor vehicle trips only 11% are crossing the Bosphorus. During morning 
peak hours, 72% of this 11%, are trips from Asia to Europe whereas the remaining 28% 
are trips from Europe to Asia (Table 4). The main source of this proportional difference 
is the vast number of work trips from Asia to Europe which constitutes more than 
half of the 1.1 million trips between the sides of the Bosphorus. This disparity also 
emphasizes the need to build a better population-employment balance. On the other 
hand, despite of all the fuzz, the share of the transit traffic among the entire traffic 
is a mere 2-3%. Obviously, this marginal share could in no way be the grounds for an 
investment of a new highway bridge that would cost for USD 6 billion.

The differences in the number of trips between sides of Istanbul (trips are calculated according Table 4.  
to the number of trips during peak hours including walking trips)

When the Bosphorus crossings are analyzed with respect to modal preferences, the 
bridges are used by 81% of these trips while seaway is only preferred for the remaining 
19% (Table 5). The motor vehicles carry the 24% of the entire Bosphorus crossing 
demand. However, among the composition of the motor vehicles, the real source 
of the congestion, the private vehicles have a huge share with 82%. In other words, 
although 82% of all vehicles crossing the bridges are private vehicles, these vehicles 
only carry the 24% of the entire demand. This, again, evidences the main intended 
group of the bridges as the private vehicles rather than the individuals.

Side Of Istanbul Asia Europe Total
Asia 6.993.447 783.883 7.777.330
European 313.137 12.833.667 13.146.804
Total 7.306.584 13.617.550 20.924.134
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The shares of modes for Bosphorus crossingsTable 5.  

An analysis of the Bosphorus crossings in Istanbul must also take the under 
construction and soon-to-be finished Marmaray Project, and the Istanbul Strait Road 
Crossing Project that is at the preliminary studies phase into consideration since both 
of the projects will definitely impose a variety of affects and changes on the current 
system. These two projects that traverse the Bosphorus from under the seabed 
have quite different properties in terms of the provided transportation method, the 
Bosphorus crossings and their bilateral interaction.

Marmaray Project is one of the most important projects providing Bosphorus 
crossings in Istanbul. When the project is put into service (planned to be around the 
year 2014), it is expected to meet a significant demand by carrying approximately 
75,000 passengers daily per one direction during peak hours (Map 6).

The route of the Marmaray Project and the Bosphorus crossingMap 6.  

Transportation Mode Share (%)
Private Vehicle 23,8

% 81

Taxi 2,0
Service Vehicle 13,3
Minibus 2,7
IETT Operated Bus 33,1
Privately Operated Bus 5,7
Motorcycle 0,4
Ferry 14,8

% 19Sea Bus 1,5
Motorboat 2,4
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The 140,000 passengers that are currently carried by two bridges during peak 
hours in one direction, can easily be served by the Marmaray Project combined with 
other improvements without a new bridge. Striking enough, the decision makers 
actually contradict with themselves since the already approved feasibility report of the 
Marmaray Project states that “the need to build a new bridge on the Bosphorus strait 
will be eliminated after the Marmaray Project is put into service”.

On the other hand, the Istanbul Strait Road Crossing Project is yet another 
controversial project that is solely designed and outsourced by the central government 
(The Ministry of Transport/DLH1). The project is planned to provide a highway 
connection between Haydarpaşa and Sarayburnu with a tunnel to be built under the 
seabed and in an effort to meet the new demand, the capacity of the present coastal 
road will be increased by adding two lanes to each direction. However, all these efforts 
and significant construction works will yield to a transportation facility supplying daily 
number of trips that could be carried by the Marmaray project only in 4 hours. The 
traffic that will be added to the fragile, tried-to-be-preserved and planned-to-be-
unmotorized Historic Peninsula’s road network after the introduction of this highway 
tunnel will have significant adverse affects on the urban development pattern of 
Istanbul. In addition to all the abovementioned adversities, the structure of the tender 
which is based on Built-Operate-Transfer model while granting government-sided 
guarantees in terms of number of crossings is supposed to cause a monetary burden, 
as well (Map 7).

The route of the Istanbul Straight Road Crossing Project and the Bosphorus crossingMap 7.  

This project is marred with a number of weaknesses in terms of participation and 
decision making while most of the related organizations were and still are deprived 
of knowledge sharing. The access fee of the tunnel that is set to change between 

1  DLH: General Directorate of Railways, Harbors and Airports Construction
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USD 4 and 6 + 18% VAT is decided to be increased directly proportional to the USA 
Consumer Price Index. The access controlled tunnel solely allows for the usage of the 
light-duty vehicles (the public transport busses will not be able to use to tunnel due to 
clearance limitations). The general properties of the tunnel which clearly encourages 
making trips with private vehicles are totally contradicting the public transport-
oriented transportation planning policies and the presence of the Marmaray Project. 
Since among all the motor vehicles using both of the present bridges for Bosphorus 
crossings, the private vehicles have a share around 90% while carrying only 37% of the 
passengers whereas mass transit vehicles carry around 63% of the passengers with a 
mere 10% share, any project regarding the Bosphorus crossings must prioritize public 
transport in order to increase the benefits gained.

Considering the entire trips including the Bosphorus crossings made in Istanbul, 
with a 93.4% share, highway is leading all modes by a very significant margin (Figure 
3). Moreover the share of the public transportation modes is around 47% while 86% 
of this share is highway, 4% is seaway and 10% is railway means (Figure 4). Besides, 
the 10% share of railway is only marginal when many megacities around the world are 
taken into consideration; the railway system of Tokyo has 96%, Paris has 87%, Moscow 
and New York have 77%, and London has 72% share among all trips.

Kent İçi Ulaşımda Araçlı Yolcul Figure 3.   ukların Türlere Göre Dağılımı

Kent İçi Ulaşımda Araçlı Yolculukların Türlere Göre Dağılımı (1996-2006)Figure 4.  



THE 3rd BRIDGE EVALUATION REPORT

19

Although the essential solution of the gridlock must be based on public 
transportation, the very high share of highway mode in both urban transportation 
and the Bosphorus crossings as well as the increase in the private vehicle usage and 
decrease in the public transportation usage is quite interesting. The vehicle ownership 
and the number of motor vehicles figures in Istanbul that present a 5 times higher 
increase than the population growth since 1980s exhibit a solid evidence of a trend 
towards highway-oriented policies encouraging private vehicle use in the last 30 years 
(Figure 5). Nonetheless, some figures such as only 5% share of the high-income (earning 
2,500 TL and more monthly) individuals among all inhabitants, only 35% of the entire 
city population owning a private vehicle and the vehicle ownership value of 140 per 
1000 inhabitants show that the focal point of the urban transportation policies must 
be providing sufficient transportation alternatives for the 95% out of the high-income 
category, the 65% or the 860 individuals among 1000 individuals not owning a private 
vehicle.

The growth of population, number of motor vehicles and number of private vehicles in Figure 5.  
Istanbul (1980-2006)

Finally, an analysis of the entire urban transportation system of Istanbul in terms 
of trips between and within two sides of the Bosphorus enables a transportation-
oriented projection to assess the need of a 3rd bridge. This projection leads to the 
following deduction:

“Starting from the 1950s and especially after the introduction of two Bosphorus 
bridges and their approach roads, policies prioritizing highway and encouraging private 
vehicle usage are developed for Istanbul. Today the current situation in the city presents 
a comprehensive urban transportation and Bosphorus crossing problem because not 
only public transportation related policies fostering railway and seaway means are 
left aside but also many erroneous decisions are taken during the administration and 
serving of the transportation system.”
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An Analysis According to Transit Traffic and Logistic Mobility2.1.2.  

As mentioned above, the share of the transit traffic in the entire Bosphorus crossings 
is around 2-3% and this insignificant and only marginal share could not be a realistic 
reason to take the construction decision of the 3rd bridge. Since the 2nd bridge (Fatih 
Sultan Mehmet Bridge) on the Bosphorus strait also aimed to divert the transit traffic 
to the north and outskirts of the city but failed and now serves as an important element 
of the urban transportation system while paving way for new residential areas to be 
established up north, today the same scope stated by the decision makers could not be 
regarded as a reasonable and sound plan, beneficiary to the city.

The genuine reason behind the goods transport problem between two sides of 
Bosphorus that repeatedly brings the issue of Bosphorus crossings to the agenda 
and adversely affects the urban transportation system of Istanbul is the preference of 
highway based systems predominantly and limiting the use of railway and seaway while 
allowing many large-scaled logistic firms to locate scattered around the city. Taking the 
present and proposed major logistic and transit traffic establishments (such as ports, 
airports and terminals) in to consideration with an integrated approach shows that 
the priority must be given to integrating these centers with the city and the regional 
transportation systems rather than focusing on the additional load generated by the 
transit traffic. In order to sustain the regional and continental effectiveness of the city 
in the future without negatively affecting the urban transportation system, the railway 
and seaway means of transport must be modeled and utilized effectively. In this context, 
a sound modeling of the transit traffic requires combined transport approaches such as 
Ro-La or Ro-Ro that collectively employ railway and highway systems, and seaway and 
highway systems, respectively. 

An Analysis According to the Physical Structure and 2.2.  
Development of the City, and the Population 

The experiences gained during the course of actions that took place when the first 
two bridges were introduced indicate that the transportation and land-use decisions 
could not be taken separately in Istanbul. Especially, the residential spread occurred 
after the 2nd bridge was put into service reveals how important transportation 
decisions influence the physical structure of Istanbul by bring their own traffic and 
population attraction (Map 8).
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The development of the settlement areas between 1975 and 2002Map 8.  

Important land-use and transportation decisions must be coherent with each 
other in order to maintain a planned and controlled urban and physical development 
in Istanbul. The essential guide that regulates these developments is the 1/100,000 
scaled Master Plan of Istanbul explicitly prepared and approved by The Metropolitan 
Municipality of Istanbul (IBB) in 2009. This plan not only contains the main land-use 
and transportation decisions together but also serves as the mother of all regulations 
for the all sub-scaled plans. Moreover, the Transportation Master Plan of Istanbul that 
is being readied by IBB and expected to be completed in 2010 is not only prepared 
according to the Master Plan but also will determine the major transportation policies 
and related applications in a technically detailed way. Although the Master Plan that will 
be frequently referenced in the upcoming sections was subject to a number of lawsuits 
and objections by various professional chambers (including the UCTEA Chamber of 
Urban Planners Istanbul Branch) due to some controversial planning decisions in its 
context, it has a significantly important role and provides invaluable support in the 
opposition against the 3rd Bridge Project with respect to the basic approaches and 
projections that is almost entirely shared and approved by the professional chambers.

In this section, no assessment is provided for the contents and decisions of the still 
unfinished Transportation Master Plan whereas the data provided from the Master 
Plan and the proposed city development policies for the year 2023 will be evaluated 
together.

Until today, the decision makers of Istanbul prefer not to exploit the transportation 
related decisions for supporting and instigating land-use decisions as well as a demand 
management tool. In the main, the mono-centric structure in Istanbul induces more 
demand for Bosphorus crossings and this situation causes the repetition of the calls for 
a new bridge; this time for the 3rd bridge. 
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The Master Plan emphasizes and warns for the repetition of some problematic 
issues such as the shoddy building stock that lie on the east-west axis of Istanbul 
along TEM, these settlements’ a greasy stain-like spread that damages the natural life 
and the course of actions that lead to the establishment of chaotic districts suchlike 
Sultanbeyli and Sarıgazi based on the already observed adverse affects and urban 
development patterns after the introduction of the Fatih Sultan Mehmet Bridge that 
provides a connection on the east-west axis of Istanbul supported with highway-based 
transportation facilities. However, if this warning is ignored, the natural thresholds of 
the city will be irreversibly exceeded while a new highway crossing on the north of 
Istanbul will certainly shatter the water basins, agricultural areas and forests. Moreover, 
the Master Plan calls for the preservation of the natural thresholds and offers a city 
development design on the east-west axis while not including and crisply advocating 
against the 3rd bridge. The projections for the year 2023 also requests to stop the 
demand for spread towards the north of Istanbul (Map 9).

The urban development structure offered in the Master PlanMap 9.  

Especially after the introduction of the 2nd bridge and TEM approach roads the 
major physical change in the urban structure is recorded in terms of the destruction 
of the integrity of the city by the relocation of major industrial areas to the vicinity of 
the new highways and the unplanned establishment of new industries around these 
major industrial areas that lead to an increased pressure on the natural boundaries of 
Istanbul. The change in the physical structure is further evidenced by the location of 
the settlement areas and districts at the proximity of TEM (Gaziosmanpaşa, Ümraniye, 
Sultanbeyli, Arnavutköy, Sultangazi etc.) that have the highest population increases 
starting from 1980s. The most striking change is recorded at Sultanbeyli that have 
an unusual explosion of population and settlement; between 1985 and 1990 the 
population growth rate was around 2100% at this district while the population increase 
of Istanbul was only 23% during this period. 

This unplanned and uncontrolled growth is bound to happen this time at the north 
of Istanbul again and the integrity of the city will be further damaged, if the 3rd bridge is 
constructed. Moreover, not only the natural assets at the north of Istanbul but also the 
rural settlements, villages and shoreline establishments will be faced with a pressure 
in terms of new residential areas and increased population (Map 10). According to the 
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relocation trends of the inhabitants of Istanbul during 2000s, the population growth 
and northbound expansion opportunities (with the aid of new regulations and the 
presence of private forestry areas, rural settlements and villages) of the districts having 
an interaction between Fatih Sultan Mehmet Bridge and TEM, the proposed 3rd bridge 
will obviously stimulate more relocation demands towards the north of the city (Table 
6). This occurrence that will also put the rural economies into a chaotic environment 
and destroy the balance of them, is totally contradicting the development plans on 
the east-west axis while disregarding railway and seaway based public transportation 
systems.

The settlement areas developed before and after 1980Map 10.  

The districts that have more than 25% increase in the population during the years 2000 and Table 6.  
2007

Districts 2000 2007 Change in Population Change  (%) 
Büyükçekmece 384.089 688.774 304.685 79
Sultanbeyli 175.700 272.758 97.058 55
Ümraniye 605.855 897.260 291.405 48
Avcılar 233.749 323.596 89.847 38
Esenler 380.709 517.235 136.526 36
Gaziosmanpaşa 752.389 1.013.048 260.659 35
Tuzla 123.225 165.239 42.014 34
Pendik 389.657 520.486 130.829 34
Kartal 407.865 541.209 133.344 33
Küçükçekmece 594.524 785.392 190.868 32
Bağcılar 556.519 719.267 162.748 29
Eyüp 255.912 325.532 69.620 27
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The settlement and population related impacts of the 3rd Bridge Project on the 
natural resources and rural areas at the north of Istanbul will be experienced firstly 
on the 2B2 areas and private forests. If these areas are decided to be allowed for new 
residents according to the planned figures presented in the 1/100,000 scaled Master 
Plan, the proposed population increase for these areas would be low concentrated 
(50-100 inhabitants per hectare) and the population of Istanbul will increase around 
924,400. On the other hand, if the agricultural areas inside the impact zone of the 3rd 
Bridge Project are exposed to residential pressures and new settlements are allowed 
to be built according to the proximal rural areas’ concentration a new population of 
2,419,900 would be added. Moving on to water basins, if the similar pressures are not 
prevented, the 3rd Bridge Project will further add 226,050 new inhabitants to the city 
population. Finally, if the forest areas could not resist the residential pressures and 
even when the settlements are built with a low concentration, these areas will add 
3,773,250 new inhabitants to the north of Istanbul.

Due to the improved mobility and accessibility of the highways provided by the 3rd 
Bridge Project and its approach roads that will put a severe pressure of the natural 
resources of the city and trigger new settlements, and the weakness of central and local 
governments; the Master Plan’s 2023 population figure of 16 million will be increased 
at least 7,343,600 (this figure is calculated by assuming a low-concentration settlement 
establishment) and the city’s population will inevitably become approximately 23.3 
million. On the other hand, even when the present population of Istanbul is considered 
and the new population figure that arise due to the 3rd Bridge Project is added to 
that the 2023 population is calculated as 20.2 million. Evidently, even the additional 
population figure that is expected to arise from the new settlements in the north of 
Istanbul is added to the present population rather then the projection of the Master 
Plan, the city will not be able to provide sustainable and healthy living conditions to its 
inhabitants.

Finally, the expected physical structure changes due to the 3rd Bridge Project in terms 
of population and spread in Istanbul and the transportation decisions exactly opposite 
to and totally ignoring the land-use decisions of Istanbul reveals the significance and 
total irreversibility of the 3rd Bridge Project. The results of this unplanned and dictated 
transformation project as well as the general location-based spread in Istanbul puts 
forward invaluable insights. Istanbul is under a genuine threat to lose its remaining 
natural areas (which are the remnants of the spread after the introduction of the 2nd 
bridge, in reality), for the time when the 3rd bridge is put into service.

The decision makers should abandon the idea to build a new Bosphorus Bridge at 
the north of Istanbul that is explicitly defined as a threat imposed top-down to preserve 
the rural settlements around the agricultural and forest areas, the villages and the 
unique North Sea shoreline settlements and prevent them from transforming into new 
districts of Istanbul.

The Relationship of the Project with the Natural Environment  2.3.  

In the region between the north shore and the residential areas Istanbul, there 
2  A 2B area can be defined as a land that used to be a forest but lost the attributes to be a forest later on 
due to a variety of reasons.
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exist important forests, water basins, dunes, dams, water reservoirs, nature parks, 
recreational areas and an integrated ecologic area comprising of a variety of ecosystems 
containing a number endemic plant and animal types (Map 11).

The ecological/ natural territorial integrity of IstanbulMap 11.  

This delicate region that contains a number of different forest areas and has an 
important and unique place at the Turkey scale is expected to be affected most and 
adversely by the 3rd Bridge Project. Some of the many benefits of the forest areas 
are providing wood and forestry products, protecting and keeping water resources, 
producing water, preserving rich soil, cultivating the biological diversity, impacting the 
climate positively, providing utilities in terms of recreation, supplying source of income 
and line of businesses, improving natural defense and security and others.

Moreover, the forest areas in the north of Istanbul render unique benefits for the 
city and its inhabitants. Mainly, these areas generate clean air by filtering the harmful 
pollutants and capturing the poisonous carbon gasses in the air and the most dominant 
wind regime that blows from north to south improve the air quality and living conditions 
of the city. Today inhabitants of the cities and workers of the forestry sector in many 
western developed countries (such as Paris, London and especially Vienna) are proud 
of the clean air provided by the forests around these cities.

In addition, the forests at the north of Istanbul, contains the Istranca, Terkos, 
Büyükçekmece, Alibeyköy and Sazlıdere basins on the European side, and Ömerli, 
Elmalı and Darlık basins on the Asian side that supply potable and domestic water for 
the city (Map 12). The forests combined with the potable water basins are the essential 
elements of the ecological belts and corridors that are indispensible for the sustainable 
development of Istanbul (Map 13).
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The surface water basins providing water for IstanbulMap 12.  

The ecological corridors of IstanbulMap 13.  

For hundreds of years, the forests of Belgrade that are one of the most important 
forests in Istanbul function as the water source of the city by lodging a total of 7 
reservoirs. Same forests also host the Arboretum of Atatürk (a botanical park) which 
contains world famous 450 different plant types and has an authentic place in the 
forestry science worldwide.
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The forests of Belgrade are not the only the ecologically and biologically important 
areas of Istanbul. The natural areas of this sort include but not limited to the shoreline 
and forest area between Terkos and Kasatura, the dunes of Ağıl River, Ağaçlı and 
Gümüşdere, North Bosphorus, Lake Büyükçekmece, Lake Küçükçekmece, West Istanbul 
pastures, the basins of Ömerli, the dunes of Sahiköy, Şile and Ağva, Ağva River and Şile 
Island.

The forest areas around and inside Istanbul that have an important value in terms 
of biological diversity (of plants and animals) serve as a host to many raptorial birds 
and songbirds during their migration periods which makes Istanbul as one of the most 
important areas in world accommodating a dense bird migration. Furthermore, these 
qualities of Istanbul make the city an ideal location for monitoring the bird migration 
paths. In addition, Turkmenbaşı and Polonezköy nature parks in Sarıyer and Beykoz 
establishing a part of the forests of Istanbul, respectively provide excellent recreational 
alternatives for the inhabitants.

Another critical issue of the interaction between the 3rd Bridge Project and the 
natural environment is the “heat island” effect on the microclimate that arise due to the 
damages on the natural environment and establishment of new settlements enabled 
by the upper scaled land-use and transportation projects in Istanbul. The destruction 
of the forests, areas covered with natural vegetation and open-air spaces that extend a 
cooling affect on the microclimate increase the heat island effect further. 

For years the sustainability of the entire natural/ecological areas in the north 
of Istanbul is under severe threats due to issues such as migration, insufficient 
infrastructure, delayed zoning plans and related implementations, handing the 
agricultural areas over to unrelated sectors and dismantling the integrity of these areas 
and the countryside, the increase in the trends for owning a second dwelling in the 
suburbs, erroneous 2B policies and others. The dimensions of this threat are asserted 
by the urban sprawl after the construction of the Fatih Sultan Mehmet Bridge and TEM 
approach roads. These natural/ecological areas at the north of the city will be deeply 
influenced by the urban sprawl pressure and eventually Istanbul will expand until the 
North Sea shoreline. This occurrence will impose the following irreversible adverse 
affects on the natural environment of Istanbul:

After the 3rd bridge and its approach roads are put into service a new traffic demand • 
will arise. This new traffic will increase emissions and trigger the construction of 
new roads and buildings that will step-up the heat island effect on Istanbul. While 
this effect has already started to be experienced by recorded temperatures above 
the seasonal averages and low water level of the dams recently, both urban and 
rural preservation strategies must be developed to maintain the water quality 
of the basins and the integrity of the forests by planning designated open-air 
spaces. 
A significant portion of the approach roads of the 3rd bridge will lie along • 
important drinking water reservoirs of Istanbul such as Ömerli, Elmalı, Darlık, 
Alibeyköy, Büyükçekmece, Sazlıdere and Terkos while these areas are expected 
to be exposed to a residential pressure. Although the population settled around 
the Ömerli basin was increased from 4,000 to more than 10,000 between 1935 
and 1975 (only tripled in 40 years time), after 1990 and the introduction of TEM 
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this population exploded to a figure close to 600,000 with a 50 times increase. 
Even this isolated experience clearly exhibits the residential pressures on the vital 
basins of Istanbul (Map 14-15).

The settlement areas around basins and stream bedsMap 14.  

The spatial changes in Sultanbeyli and the impact of TEM between 1982 and 2010Map 15.  

Main and secondary arterials connecting the route of the 3rd bridge will adversely • 
affect the forests in the north and the wildlife around these forests. Especially, the 
highways with safety barriers put physical obstacles for the strolling and break-up 
the living areas of wild animals while limiting the dispersion areas of them at the 
north of Istanbul.

The trees cut down will reduce the effectiveness of the forests in soaking up the • 
poisonous carbon gasses and the efficiency of the forests will significantly decrease. 
Moreover, new highways traversing through forests will bring a great risk of fire, 
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as well. Besides, just like the case for all highways, the pollutants emitted by the 
motor vehicles present a threat for the environment. 

Along the 5 km long impact belt of the proposed route of the 3rd bridge and its • 
approach roads, 34% of the private forests, 46% of the forest areas, 38% of the 2B 
areas and 43% of the agricultural areas are present (Map 16). This impact belt also 
covers 18% of the absolute protection zone of the water basins that has a strict 
ban on settlements except purification facilities. In the meantime, a total 29,000 
hectares of natural protection zone (45% of the entire protection zones) are under 
the risk of destruction. Inside the proposed expropriation area of 150 m, lie 680 
hectares of natural protection zone, 931 hectares of agricultural area, more 2.5 
million trees and 1453 hectares of forest areas that will be directly affected and 
entirely demolished because of being on the route of the new highways.

One of the issues that will deeply influence the ecological life areas and biodiversity • 
is the division of the present living areas to smaller living areas and the consequent 
change in the usage structure of the newly established areas. Moreover, the traffic 
related noise and pollutant emissions will lead to relinquishing these areas by their 
original inhabitants. A pollutant-based evaluation reveals that the share of the 
emissions by motor vehicles (47%) has even more severe impact than industrial 
and residential waste (35%). 

If the 3rd bridge is constructed, similar to the course of actions after the introduction • 
of the Fatih Sultan Mehmet Bridge, a number of forest areas will be put under 
pressure to stripped from this quality because of “losing forestry attributes” (On 
the Asian side of Istanbul, around TEM, a total of 11,856 hectares of forest areas 
were treated this way). 2B areas, private forests and agricultural areas are the first 
to be affected from this occurrence (Map 16).

The evaluation of the 3rd Bridge Project by the State Planning Organization (DPT) • 
which states “considering the general impacts, the environmental affects along 
the route of the project must be thoroughly investigated” reveals the absence of a 
serious environmental impact analysis of the project.
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The areas inside the 5 km impact belt of the 3rd bridge that will be possibly influencedMap 16.  

The experience gained by the first two bridges in Istanbul hints that the remaining 
last natural living areas of the city and the ecological balance in these areas will be 
subject to a permanent transformation after the construction of the 3rd bridge. The 
map of Istanbul prepared by a natural structure analysis that depicts the tolerance 
thresholds against the physical impacts presents one of the few objections against a 
new bridge and erroneous land-use decisions (Map 17).

The tolerance classification of the natural areasMap 17.  
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The Relationship of the Project with the Social Structure2.4.  

The relocation of a number of inhabitants and the pressure for building new 
settlements that is expected to occur after the introduction of the 3rd bridge and its 
approach roads will impact the social fabric of Istanbul adversely. These effects such 
as new migration demands from the city center to the peripheries and from outside 
of the city to inside the city boundaries, establishment of new isolated settlements on 
the peripheries that do not have any sort of social connection with the city, distortion 
of the social fabric of the rural and shoreline settlements at the north of the city, the 
destruction of the relation between city and rural, and others also offset the sustainable 
and balanced transportation and development policies of Istanbul.

Especially after the construction of the 2nd bridge and TEM approach roads in 
Istanbul, the relocation and movement of the basic land-uses including residents and 
industries towards the north and peripheral areas of the city accelerated while the 
newly generated highway-based accessibility triggered the uncontrolled sprawl of 
new residential areas around important forests, potable water basins (such as Ömerli, 
Elmalı and Büyükçekmece) and rural settlements. The migration trends of Istanbul 
between 1975 and 2000 show that the amount of migration towards the city took its 
highest figure during the construction of the 2nd bridge and afterwards (1985-1990) 
(Table 7).

The net migration figures of Istanbul between 1975 and 2000Table 7.  

1975-1980 1980-1985  1985-1990  1995-2000
Net 

Migration

Net 
Migration 
Rate  (‰)

Net 
Migration

Net 
Migration 
Rate  (‰)

Net 
Migration

Net 
Migration 
Rate  (‰)

Net 
Migration

Net 
Migration 
Rate  (‰)

288 653 73,4 297 598 60,5 656 677 107,6 407 448 46,1

The newfound mobility after the construction of each bridge and its approach roads 
play an important role by instigating migration trends and consequently establishing 
new socially problematic areas. A widespread example of these areas is the self-
sufficient housing or settlement complexes providing an isolated type of living that 
dominantly depend on the usage of private vehicles and generally qualified according 
to the closeness to main transportation axes (Map 18). The trends for establishing 
this type of dwellings that -in cases- receive dedicated private vehicle transportation 
connections to the main axes emerge in the start of 1990s in Istanbul. Generally, 
location related aspects such as the scenery and the landscape is important for defining 
these projects. One of the so-called and promoted privileges of this type of housings 
is the closeness to the forest areas that reveals why these projects are demanded to 
be realized at the peripheries of the city; in order to “increase” the facevalue of the 
dwellings by building them inside forest or water basin regions.
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The housing complexes in Beykoz located inside the forest area and possess dedicated Map 18.  
highway connection to the main arterial

Starting from the year 1990, the residential areas built alongside TEM and its 
approach roads are preferred to be isolated housing complexes. These residential 
areas gradually spread to the 2B areas and played a significant role in the rise of new 
2B areas which eventually lead to the diminishing of the forests in Istanbul. Soon after 
the construction of the approach roads of the 2nd bridge, Göktürk and Çekmeköy 
settlements take the attention of real estate investors due to the presence of vast empty 
lands (agricultural areas, old farmlands, etc.) and 2B areas while a significant number 
of housing complexes were established which finally transformed these settlements 
into socially decomposed used-to-be forest areas. Moreover, although these areas 
were only preferred by low-income households until 1990s, after the arrival of the self-
sufficient housing complexes a very segregated population profile emerge without any 
social interfaces (and -in cases- with heated tensions) among segments.

The presence of isolated housing complexes results in the unfair treatment of 
particular neighborhoods lacking parks, health and education facilities, recreational 
areas, etc. while disrupting the equity among individuals by disabling the shared use of 
public areas to some individuals. The resultant settlements are composed of individuals 
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having equal public rights but unequal opportunities to access these rights.

Recently, in addition to the privately developed, abovementioned isolated housing 
complexes, projects denoted as “mass housing” or “public housing” are prepared and 
financed by public bodies and resources (suchlike the projects of TOKİ3). The main 
problem of these projects is their role in segregating the permanent physical and social 
fabric of the city while generating new population and new transportation demands 
in the peripheries both of which increase the equity related problems and the unfair 
dispersion of the use of the social facilities. It is obvious that even the present settlements 
developed by private or public sector bodies still could not be able to socially merge 
with the old squatters, 2B areas, forest areas, water basins and rural villages, and the 
pressures for new residential areas that will arise after the construction of the 3rd 
bridge and its approach roads will further deepen the problem.

The sprawl of the isolated building complexes to the old squatter areas and 
locations preferred by middle or low income household at the peripheries of the city 
will be further elevated after the introduction of the 3rd bridge and eventually the idea 
of extending these areas to the building complexes will be brought forward. In this 
case, these complexes not only dismantle and risk the original and unique settlement 
areas in the peripheries but also leave these areas vulnerable to the greed of major 
construction companies rather than improving their conditions.

Today 20% of the entire building stock in Istanbul is established over ecologically 
inconvenient regions (such as geologically inconvenient areas, water basins, forest 
areas, etc.) while 84% of all the dwellings inside forest areas and 44% of all dwellings 
inside 2B areas are isolated housing complexes available for high-income households. 
Therefore, since the present settlement profile at the peripheries of forests are 
mostly isolated building complexes, a new freeway and Bosphorus crossing will put an 
enormous residential pressure on 2B areas.

The most recent figures of the building stock in Istanbul indicate that a total close to 
1000 housing complexes exist in Istanbul (462 of them are on the Asian and 455 of them 
are on the European side). For almost all of these complexes, the main transportation 
alternative is the private vehicle and they are located around the vicinity of the 
main arterials. Considering the fact that the income level of the residents of these 
complexes is high, even cases like 4 private vehicles per household can be observed. 
The selected location of the 3rd Bridge Project up north will instigate new housing 
complexes to be built and the bridge itself could not even be able to create a solution 
for the stated construction reason while improving accessibility to such complexes 
and further complicate the gridlock. Obviously the local municipalities must react to 
the erroneous construction decision of the 3rd bridge, must take responsibility and 
show determination and will to generate solutions to keep both the city and the social 
integrity of the city. 

The Relationship of the Project with Codes and Regulations 2.5.  

The construction decision of the 3rd bridge and its approach roads is contradicting 
with numerous codes and regulations while presenting a legally challenging structure: 
With respect to the national laws; 9th National Development Plan/Settlement and 
3  TOKİ: Housing Development Administration of Turkey
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Urbanization Principles, Zoning Law and Regulations, Code of Bosphorus, Environmental 
Impact Assessment Regulations (although not applied for this project), Code of İSKİ4, 
Code of the Preservation of the Natural and Cultural Assets; with respect to the 
international laws; Bern Convention, International Union for Conservation of Nature 
Principles, European Urban Restriction Criteria. The details of the legal dimensions of 
the project at national and international scale will enlighten the violations made by 
taking the construction decision.

Compliance to National Laws2.5.1.  

Compliance to the National Development Plan2.5.1.1.  

The National Development Plan and its sub-plans are at top of the hierarchy of the 
socio-economic and physical plans with a content of inducing all upper scaled local 
and regional planning decisions and policies. While the scope of the 9th National 
Development Plan is stated as minimizing the regional differences in the development 
levels, and canalizing the resources more fairly with taking the prioritized regions 
into consideration, as a part of this plan The Specialized Commission of Settlement 
and Urbanization sets the principles as closing the gap between developed and 
underdeveloped regions and cities by transferring resources and funds to medium 
sized cities and induce population movement (migration) towards these cities. In the 
context of these essential principles, the need for vast resources to realize the 3rd 
Bridge Project is conflicting with the principles set by the National Development Plan 
and Urbanization Commission since the project will certainly generate new population 
and settlement areas and expand the socio-economic imbalance of Istanbul with other 
cities and regions.

Compliance to the Zoning Law2.5.1.2.  

According to relevant provisions the 3rd Bridge Project is contradictious to the 
definition in the Zoning Law (Code No. 3194) stating that “each plan must comply to 
the principles and decisions specified in the upper scaled plans”. The main reason 
behind this contradiction is the addition of the 3rd Bridge Project to the (lower-scaled) 
1/25,000 and 1/5,000 scaled land use plans without including it in the (upper-scaled) 
1/100,000 scaled Master Plan by the approval decision of the İBB Council on June 17, 
2010. In this case, by preferring a totally mistaken approach, rather than adapting to 
the decisions of Master Plan that suggests alternative solutions against a 3rd bridge, 
this upper-scaled plan is tried to be adjusted to the lower-scaled plans that contain the 
route of the bridge. For this reason, the practice of adding the bridge crossing to lower-
scaled plans and the attempts to maintain a fictitious compliance to upper-scaled plans 
is clearly violating the Zoning Law.

On the other hand, 3rd article of the Zoning Law states that “No area can be used for 
purposes other than the ones presented in different scaled plans, the conditions of the 
area and the provisions of the regulation”. This provision of the law that regulates the 
relationship between plans and implementation areas and the relationship between the 
3rd bridge and its approach roads show that the 3rd Bridge Project can not be realized 
before being approved and presented in the 1/100,000, 1/25,000, 1/5,000 and 1/1,000 
4  İSKİ: Department of Water and Sewerage System of Istanbul
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scaled plans. Therefore, the 3rd Bridge Project must be added to the 1/100,000 scaled 
Master Plan that is standing against the bridge construction decision and containing 
the major land-use decisions by a revision for the route of the bridge while a practice 
of this kind is totally unrealistic and utterly against the urban planning science and the 
Zoning Law.Moreover, another issue that is against the urban planning science and the 
zoning law is the practice of adding the 3rd Bridge Project into the 1/25,000 scaled 
land-use plan with the absence of sound scientific analyses and evaluations and only 
by referring to an approval decision by the relevant municipality council.

Compliance to the Bosphorus Law2.5.1.3.  

The Code of Bosphorus (Code No. 2960) that sets provisions for the preservation of 
historic, cultural and natural fabric while preventing the establishment of settlements 
that increase the density of the population is a guide for understanding the legal 
dimensions of the 3rd bridge and its approach roads that is supposed to impose a 
number of physical impacts on the unique Bosphorus region. Particularly, for the 
Poyrazköy and Garipçe villages and their surroundings that will be affected by the 
bridge construction works most, the Code of Bosphorus sets strict regulations. In the 
second section of this code that gives general principles and deals with forests and 
greenbelts, the issues that must be taken into consideration for the preservation and 
improvement of the Bosphorus area and the issues that must be obeyed to implement 
the zoning regulation are listed as the following:

All the cultural and historic assets, and natural beauties inside the Bosphorus area • 
their natural structure are preserved.

All the structures inside the Bosphorus area are built in compliance with this law • 
and zoning plan requirements while contradictory structures are immediately 
demolished.

It is not allowed to claim for the right of usufruct and the right of servitude for • 
the forests inside the Bosphorus area. These rights could only be granted by the 
relevant ministry if the claim is confirming to the scope of this code and if this 
grant is offered by the Bosphorus Administration Committee.

Any grove, meadow, garden or a similar land piece that is not counted as a forest • 
and belonging to civic bodies in the Bosphorus area are accepted as green fields 
and the plants in these areas are developed and preserved.

It is not allowed to destroy or demolish the tree assets in these areas.• 

As clearly stated by the articles given above the adverse affects of the 3rd bridge 
and its approach roads is contradicting with the advancement plan of the Bosphorus 
provisioned by the Bosphorus Law.

Compliance to the Environmental Impact Assessment (EIA) 2.5.1.4.  
Regulation

Although the EIA regulation has became official in 1993, it is advocated that the 
3rd Bridge Project should be exempted (EIA regulation temporary article number 
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3) from this regulation due to its earlier investment decision. Nevertheless, the 
project brings a great and irreversible environmental risk according to a number of 
scientific researches and as observed from prior bridge experiences. Although relevant 
institutions, non-governmental organizations and scientists demand and push for the 
project to be subjected to EIA, decision to waiver the legal obligations is assured after 
a successful (!) negotiation between the Ministry of Transport and the Ministry of 
Environment and Forestry that sets a formal agreement between two bodies to leave 
the project out of EIA regulations. This decision of the central government reveals and 
authenticates the worries for significant adverse environmental impacts of the project 
and the lack of sufficient environmental assessments. The exemption from EIA in 
terms of environmental law also shows the environmental sensitiveness of the central 
government and not-involved parties.

On the other hand, this exemption also raises questions about the validity of 
the relevant article in the EIA regulation since it grants an unreasonable leverage to 
a project that is indeed included in the national investment program in 1993, but 
missing critical information such as final route and environmental evaluation at the 
time. The inclusion of the project in the national investment plan is an administrative 
and governmental issue while a transportation decision containing the final route that 
is added to relevant plan is a civic issue with an autonomous advancement process 
running until the implementation date and has nothing to do with the government. In 
this context, performing EIA for the 3rd Bridge Project is beneficiary for the public and 
more righteous in terms of environment regulations. 

Compliance to the Potable Water Basins Regulation of İSKİ2.5.1.5.  

The Potable Water Basins Regulation of İSKİ that sets the physical housing provisions 
for the water basins and stream beds of Istanbul states that “inside the absolute 
protection zones at the stream and water basins (between 0 and 300 m) other than 
the purification plants constructed by the administrative bodies no buildings can be 
built under any circumstance”. Considering the fact that the route of the 3rd Bridge 
Project is traversing from inside of the absolute protection zone of the Büyükçekmece 
basin, the project will certainly impose significant damages on the water resources and 
is entirely against the regulation (Map 19).

The route of the 3rd bridge that will traverse from inside of the absolute protection zone of Map 19.  
the Büyükçekmece Basin
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Compliance to Code of the Preservation of the Natural and 2.5.1.6.  
Cultural Assets

Similar to the Code of Bosphorus and the EIA Regulation, the Code of the Preservation 
of the Natural and Cultural Assets (Code No. 2863) contains a number of prohibitive 
provisions with respect to the damages imposed by the 3rd bridge and its approach 
roads. Some of the most important provisions are as follows:

According to the provisions of the Supreme Conservation Board, no • 
construction or physical works can be performed on the must-be-preserved 
cultural and national real estate assets and in their dedicated protection zones 
with a contradiction to decisions of the Regional Conservation Boards. These 
establishments can not be reopened and their usage areas can not be modified. 
Any repair, construction, installment, drilling, partially or entire tearing down 
and similar works are counted as the construction of physical intervention.

Unlicensed constructions are not allowed on the cultural and natural assets • 
that had to be preserved and in their protection zones. Any building established 
as an unlicensed construction, any action contradictory to zoning plans and any 
construction on the protection zones are subject to penalty according to zoning 
legislation.

Since, present 29,000 hectares of natural protection zone, 2 natural parks and 
75,400 hectares of forests containing numerous natural beings along the route of the 
3rd Bridge Project will be adversely affected; this circumstance is exactly incongruous to 
the “natural and cultural destruction” principles. A clear interpretation of this situation 
is presented by the decision of the 3rd Cultural and Natural Heritage Conservation 
Board of Istanbul (Decision No. 7755) dated November 11, 1995 stating “In order 
to preserve the nature and ecology at the North Istanbul-North Sea protection belt 
structures, the essential principle is decided as avoiding any structure encouraging 
the establishment of new settlements such as highways, bridges (the 3rd bridge) or 
touristic facilities (Map 20)”.

Considering the fact that the investment decision of the 3rd Bridge Project is taken 
in 1993, the conservation board’s decision dated 1995 has an increased importance.

The natural protection zone that is inside the 5 km long impact zone of the 3rd bridgeMap 20.  
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Compliance to the Universal Law2.5.2.  

Inside the important natural boundaries of the Bosphorus, there exist 13 plant types, 
1 reptilian type and 30 types of species that is under significant threat to be extinct in 
the global scale according to the criteria of the International Union for Conservation 
of Nature. After the construction of the 3rd bridge and its approach roads, the natural 
living spaces and ecosystems of these beings will be destroyed and a universal criterion 
will be violated. 

Furthermore, 50 different bird types that are obliged to be preserved according 
to the Europe Preservation of the Living Spaces Agreement signed by Turkey in 1979 
in Bern and another 23 different bird types that are mentioned in the Birds Directive 
of the European Union are nesting inside the impact zone of the 3rd bridge and its 
approach roads. Unfortunately, the sustainability of the living spaces of these species 
that bound Turkey by the convention is not coherent with the 3rd Bridge Project.

The European Urbanization Criteria approved in Strasbourg in 1992 indicates that 
the urban areas could not be improved by policies encouraging private vehicle usage 
and the interaction between cities and motor vehicles should be designed in favor 
of the cities. Since, the 3rd bridge and its approach roads will generate their traffic 
demand shortly and this circumstance is totally contradicting the abovementioned 
principle, the local administrative bodies in Istanbul must take actions immediately in 
favor of cities.

The destruction along the 3rd bridge and its approach roads is also against the 
provisions of the conventions of Conservation of the World Cultural and Heritage, and 
Biodiversity both of which are signed by Turkey in Paris in 1972 and in Rio in 1992, 
respectively.

The Relationship of the Project with the Economical Structure 2.6.  

Building a third bridge on the Bosphorus was first brought to the agenda by the 
decision of DPT which include the project in the national investment plan in 1993 and 
after 17 years while the talks about the project were still continuing, the route of it 
has finalized. As the talks about another bridge has started only a few years after the 
introduction of the 2nd bridge and TEM approach roads, obviously, these talks had 
and have nothing to do with improving transportation or aiding urban development. 
Considering all the suggested damage to the environment, the possible social 
segregation effects and a number of contradictions to the universal law, the only way 
to interpret the essential reason behind the decision for building the 3rd bridge is by 
defining this reason as the new and accessible economical dynamic created by the 
politicians. In this context, how can one explain the vibrant opposition of the Mayor of 
Istanbul, the present Turkish Minister, against the project in 1995 and the evolution of 
this opposition to total support today? As a result of all the course of actions, the 3rd 
Bridge Project sets a very clear example for the urban projects that provides monetary 
benefits to certain investment groups and particular politic agents. Such an economical 
setting designed by the government that renders undeserved benefits and gains to 
individual, industrial or sectorial private enterprises and the sharing of these benefits 
gradually become very common after 1990s and turns into one of the essential new 
age capital stock strategies. 
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The Relationship between the Government and the Private 2.6.1.  
Enterprises

The possible monetary gains that can be obtained from the land pieces that will be 
affected by the 3rd bridge and its approach roads paves way for the private enterprises 
to go for easy gains rather than investing for actual production. This effortless way of 
obtaining a substantial benefit and some other concessions such as -in cases- acquiring a 
public land, infrastructure or transportation facilities without any monetary obligations 
triggers this process. In the case of the 3rd bridge, the speculative environment based 
on the route of the project instigates many large investment groups and investors to 
acquire land, develop projects for land and even start construction works on land along 
the bridge and its approach roads. Other than the politicians involved, the stakeholders 
in this environment include biggest investment groups of Turkey and many large-scaled 
real estate and construction companies that show interest on the new investment 
opportunities expected to arise at the north of Istanbul soon after the construction of 
the 3rd bridge and its approach roads.

The 3rd Bridge Project is actively supported by big corporate actors of the 
construction sector in the background, as well. These actors are either an extension of 
the abovementioned investment groups or directly a part of them and after the latest 
economical crisis, they need a significant capital stock that would even put Turkish 
economical system in crisis, otherwise. Evidently, this scenario is worriedly analyzed 
and evaluated by the government since such a problem will lead to increases in the 
unemployment rate and recession in the Turkish economy. In this context, the Turkish 
government’s decision to construct new or improve existing roads to undivided roads 
even at not-so-needed locations and the furious construction move by TOKİ are clear 
evidences of the economical support of the construction sector to the government.

A generalized cost analysis and related calculations will reveal the insistence on 
constructing the 3rd bridge.

Suppose, 500 million square meters of the Istanbul’s entire surface area of 5 billion 
square meters will be enabled for settlements after the introduction of the 3rd bridge 
(actually, this figure was much higher for the 2nd bridge). Since 1,000 square meters 
of land at the north of Istanbul that is zoned for construction costs for around 100,000 
TL (it is much higher, approximately 400,000 TL, at areas close to the Bosphorus), the 
total value of the land that will be zoned for construction will be around 50 billion TL 
(or USD 35 billion). Not so long after the construction works started on these lands, 
new infrastructure (roads, electric supply system, water main, natural gas system, etc.) 
and public transportation services (new routes, new vehicles, new stops, new transfer 
centers, etc.) will be provided while a variety of land-uses such as residents, schools, 
hospitals, business centers and others will be established. An economic market as big 
as USD 350 billion will be established if an economical value 10 times higher than the 
land value for the entire infrastructure and substructure works is assumed. The most 
attractive part of all these occurrences for the investors and the government is the 
emergence of this market from zero value to USD 350 billion since the land in focus 
up north is currently not zoned for settlements. The USD 6 billion required to realize 
this project will be acquired from foreign sources by applying Build-Operate-Transfer 
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model. Considering the fact that the budget of Turkish Republic is 287 billion TL for 
the year 2010, in other words around USD 200 billion, the 3rd bridge and its approach 
roads will generate an economic market equivalent to the 2 years budget of Turkey. 
This market will free the big investment groups from all the problems related with 
global economical crisis while new job opportunities and high growth rate will provide 
continuity of the current government, as well.

This economic market determined by a simple calculation, explains the real motives 
behind the construction decision of the 3rd bridge, the reasons behind not compliance 
to plans, urbanization principles and public good, the grounds of the persistent 
insistence of the government for realizing the project even if evident problems related 
with physical, social and environmental milieu is present and why the architect-rooted 
mayor of Istanbul could not oppose the project. In summary, a USD 350 billion big 
market could be enabled by an investment of USD 6 billion.

The 3rd Bridge Project which will be tendered by a Build-Operate-Transfer model 
must be economically and fiscally consistent in order to satisfy the needs of the 
constructing and operating firms and other groups or individuals expecting high profit 
from the regional land-use developments on the vicinity of the bridge and its approach 
roads. However, according to the report prepared by the 17th Regional Directorate of 
Highways in order to determine the route of the 3rd bridge, the Garipçe-Poyrazköy 
route is denoted as doomed to be unfeasible because not only the route itself but also 
the required approach roads are overly long and the rate of easing the congestion in the 
city center is anticipated to be low. Moreover, in an assessment letter to the General 
Directorate of Highways that approved the Garipçe-Poyrazköy route despite of all the 
negativities, DPT stated that the project is lacking a comprehensive environmental 
and transportation-related analysis, and it must be reevaluated while indicating the 
unreasonableness of the governmental guarantees provided to the operating firm 
or consortium in order to avoid losses in terms of access fees by stating that traffic 
guarantees granted on behalf of the public should be determined with the scope of 
maximizing public good in a more reasonable way.

The Relationship of the Project with the International 2.6.2.  
Economical Structure

The 3rd bridge is also of importance in terms of the international processes and 
decisions since it will provide the third major arterial connecting Europe and Asia. In 
the current economical conjuncture, the only way to maintain the value of the vast 
capital stock worldwide that is hampered by economical crises such as the one in 2008 
is to transform these resources into investments in no time. Similar to the relationship 
between the national investors and the government, significant infrastructure projects 
such as bridges, highways, dams, power plants, etc. generate a number of opportunities 
to groups retaining vast capital stock. This need is evidenced by projects and studies run 
by the European Commission Energy and Transport Directorate known as “Expanding 
the Road Network of Europe to the Neighboring Countries”. In the context of this study, 
the report entitled “Building Bridges” mentioned that a 100% increase is expected 
for the trade between EU, and Russia and Turkey between 2000 and 2020 while the 
road networks of both countries is insufficient to meet this growth and the increased 
demand for goods movement. One of the 5 main axes determined by the Commission 
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is the south-east axis that aims to connect EU with the Balkans and Turkey from one 
side and the Caucasus, the Caspian Sea, Middle east, Egypt and the Red Sea from the 
other side. The relationship between the 3rd bridge on the Bosphorus and the EU-
South-East axis is the connection established by the ring roads of the bridge to this axis 
(Map 21).

The EU Commission is expecting for the new road networks and the abovementioned 
constructions to be completed as quickly as possible. 

The well-known attitude of 
the EU with its high level of living 
standards and westernization 
is definitely casting a shadow 
on their actions since the past 
trading experiences of EU with 
these countries reveals the 
organization’s real intention as 
creating an artificial demand to 
pave way for significant projects 
and investments rather than 
establishing a new or improving 
the current connection. The 
Commission’s hastiness to 
have the construction works 
completed as mentioned in the 
relevant documents completes 
the picture. A direct evaluation 
of the 3rd Bridge Project and 
its approach roads in terms 
of national and international 
economical dynamics show that 
this project mainly aims to expand 
the capital stock opportunities 
for big investment groups rather 
that providing alternatives to the 
public needs.

The road network between neighboring countries and the location of Istanbul Map 21.  

On the other hand, the resources that would have been accumulated by both the 
money to be spent to bear the construction costs of the 3rd Bridge Project and the 
market to be created after the introduction of the bridge could be diverted to a number 
of top priority problems of Istanbul (such as looming earthquake, public transport, 
urban improvement, etc.) or to the regional and national priority investments of Turkey 
(developing undeveloped regions socio-economically) with a rational and beneficiary 
approach in order to strengthen the socio-economic structure of Turkey. By this way a 
more balanced development pattern may be established in Turkey by suppressing the 
ever increasing migration demands towards Istanbul and improving the conditions of 
underdeveloped regions through socio-economic investment programs. 
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WHAT KIND OF A TRANSPORTATION AND A BOSPHORUS 3.  
CROSSING SYSTEM IS REQUIRED FOR ISTANBUL?

In an effort to offer reasonable Bosphorus crossing alternatives that regain attention 
after the talks about the 3rd Bridge Project and set the standards for the analysis of the 
urban and transit traffic in Istanbul with an integrated approach, these issues are tried 
to explained by referring to main practical policy-based tools. In this context, a number 
of comprehensive and essential solution options are proposed for the transportation 
related issues that were mentioned in the previous section evaluating the main aspects 
of the 3rd Bridge Project. These solution proposals are based on contemporary, 
sustainable and environmental friendly policies that look for the public good, meet the 
transportation requirements of the inhabitants in a convenient, economical, fast and 
safe way, and widely recognized in the developed countries.

What Kind of a Transportation System is Needed?3.1.  

As evidenced by the role of the railway infrastructures in the 19th century and the 
role of the motor vehicle infrastructures in the 20th century, transportation policies and 
decisions have always influenced the form of the cities while defining the urban fabric 
and development trends. However the scope of the transportation policies transformed 
in the 21st century to maintain minimum harm to the environment, improve the quality 
of life, get rid of the gridlock in the city centers, provide economical, fast, convenient 
and safe access to urban services and social activities. In this context, as mentioned in 
the Master Plan, stated by many transportation and planning scientists and advocated 
by relevant professional chambers, the transportation system of Istanbul should have 
the following definition in terms of land-use and transportation relationship:

“An integrated inhabitant-oriented transportation system that does not ruin the 
natural/ecological entirety at the north of Istanbul and the historic/cultural fabric in 
the urban areas while directing the urban sprawl in the east-west axis, establishing an 
integrated public transportation system based on railway and supported by seaway 
with an increased contribution and highway, integrating the logistics-based and transit 
traffic with the urban transportation system and securing the population-employment 
balance between sides of Istanbul.”

Although, this integrated approach is adopted in the entire upper-scaled land-use 
plans of Istanbul from the 1980s, many lower-scaled isolated plan decisions incoherent 
with upper-scaled plans, a number of transportation investment decisions lacking a 
background analysis (an evidence of the administrative deficiencies) and the central 
government’s top-down decisions disorienting the integrity of the plans prevented the 
realization. In the upcoming future, in order to sustain a rational urban development 
in Istanbul and implement transportation policies for supporting and guiding the 
developments, land-use plans (Master Plan, 1/25,000 scaled Land-Use Plan and lower-
scaled plans) and Transportation Master Plan must be prepared coherently while the 
local and central administrative bodies must develop urban policies endorsing this 
cohesiveness and lean towards implementations that can co-exist with sustainable 
urban policies. Within this framework, main implementation policies that will lead to 
the ideal transportation system required for Istanbul can be listed as follows:
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Upholding continuality and determination for developing current and future • 
policies and maintaining an organizational structure presenting clear job 
definitions while avoiding multi-headed responsibility distribution (For example, 
while employing projects such as Marmaray that is improving and encouraging 
public transportation system, avoiding the implementation of projects such as 
the Istanbul Strait Road Crossing that encourage private vehicle usage and push 
the mass transportation aside).

Securing sustainable and more efficient utilization of the present resources and • 
service infrastructure (For example, if the capacity of the current Metrobus 
system is increased, inefficient İETT and Paratransit routes are reorganized, 
new opportunities for the efficiently usage of seaway systems are created 
and all systems are integrated to increase productivity, the total capacity of 
the public transportation system and the number of passengers carried can be 
increased).

Relying on low-cost traffic engineering applications in the middle and short • 
term while keeping in mind that these applications are only supplements to 
the public transportation system that should be the backbone of the urban 
transportation system rather than being alternatives to it. 

Since the future of the urban transportation system must prioritize inhabitants’ • 
economical, fast and convenient transportation rather than motor vehicles, 
instead of building new roads and interchanges the public transportation 
system must be improved, its operating standards must be increased and its 
usage must be actively encouraged.

A railway network serving in the east-west axis that will act as the main element • 
of the public transportation network should be designed and the Marmaray 
project should be completed as soon as possible to support this network.

By taking the expectations for high-capacity railway systems (metro) to be the • 
backbone of the future urban transportation network into consideration, the 
public transportation system must be planned in such a way that the mass 
transport routes serving the low-demand corridors are transformed into feeder 
lines while the high-demand corridors will be served by high-capacity railway 
systems.

Maintaining the integration between public transportation modes (highway, • 
railway and seaway) and establishing transfer centers at important locations 
around the city allowing transfers between these modes (For example, other 
than the design and space usage problems Kabataş, this transfer center provides 
access to highway, railway and seaway modes).

While increasing the share of the public transportation system in the urban • 
motor vehicle trips and Bosphorus crossings, increasing the share of railway 
and seaway modes in the public transportation trips.

Encouraging the usage of the public transportation system and reducing the • 
entrance to the city center via private vehicles by designating proper transfer 
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and parking areas in an effort to popularize fast and comfortable public 
transportation systems.

Introducing dedicated lane or line implementation for busses (İETT and privately • 
operated) for peak hours and congested corridors.

Starting from the public transportation vehicles and related infrastructure, the • 
entire urban transportation system must be redesigned for the convenience of 
physically handicapped, old or other disadvantaged inhabitants.

The required infrastructure for the walking and bicycle trips that are important • 
elements of the contemporary urban life must be provided and integrated to 
the public transportation system (For example, encouraging the utilization of 
bicycles as a legitimate transportation mode by providing stations and parking 
areas for bicycles operating with the present smart ticket system).

Dissuading entrance to the historic centers and other central living areas of • 
the city by relying on contemporary and sustainable policies (For example, 
limiting the entrance to the historic centers of the city by demand management 
implementations such as congestion pricing).

Due to the physical limitations of the settlement fabric at the historic centers • 
of Istanbul, not even widening existing roads is possible (also it is impossible to 
build new roads). For this reason when the future road network is designed, 
building new roads and widening the existing ones must be avoided for the 
historic centers of Istanbul, especially for the Historic Peninsula.

Designated non-motorized zones must be provided in the historic centers • 
to improve the inhabitants’ and visitors’ interaction with the historic fabric 
through forming sightseeing and observation locations.

Implementing a parking pricing scheme in the city centers to discourage and • 
reduce long time parking.

Increasing the usage of the railway and seaway systems for freight transportation • 
more while integrating the freight transportation systems with the existing 
highway, railway and seaway systems in order to keep the freight stockpiling 
and distribution traffic away from the city centers and bridges and reduce the 
related pressure on the city centers (For example, using Ro-Ro systems merging 
highway and seaway or Ro-La systems merging highway and railway for urban 
and regional freight transport in order to decrease the share of the transit 
traffic in the urban traffic network).

Securing the balance of population and employment between sides of Istanbul • 
through land-use plans and reducing the number of trips between sides of 
Bosphorus supported by policies encouraging public transportation.

Sharing sufficient knowledge about the new projects and designs with the • 
public in a timely manner.
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Performing an integrated analysis of the noise nuisance affects city-wide that • 
will be used in the future planning studies.

What Kind of a Bosphorus Crossing System is Needed?3.2.  

A transportation system approach that adopts ideal administration-planning-
transportation relationships and implements sustainable policies requires the 
abovementioned policy steps to be taken. For this reason, the focal point of this report, 
the 3rd bridge and its approach roads, will not be able solve the transportation related 
problems of Istanbul and on the contrary will impose irreversible physical and socio-
economical negativities as well as new transportation problems. Therefore, aside from 
to the solution proposals for the problems of the transportation system of Istanbul, 
the required “Bosphorus Crossing” system without the presence of the 3rd bridge 
should be explained. This evaluation will show that there is not a real need for this 
project which is not present 1/100,000 scaled Environmental Plan (a plan that may be 
termed as the Constitutional Law of Urban Development of Istanbul) while different 
approaches present solutions as effective as a bridge again.

Similar to the contemporary urban transportation system approaches, public 
transportation based policies must be prioritized for the Bosphorus crossings, as 
well. In this context, main implementation policies that will reduce the accessibility 
problems for trips between sides of Istanbul and meet the future demands can be 
listed as follows: 

Dedicated lanes or similar implementations that will grant the right of way to İETT • 
and privately operated busses on both bridges during morning and evening peak 
hours (Figure 6).

Examples of urban dedicated lane implementationsFigure 6.  

Establishing transfer centers on both sides of Bosphorus that will be integrated • 
with the dedicated lanes starting from the back of the bridge traffic queue and 
allowing for park-and-ride implementations which will enable the access to the 
city center by public transport.

In an effort to increase the share of seaway modes, reducing the headway of these • 
modes as congruent with the demand and providing proper boats to improve 
comfort and service quality.
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Preferring Ro-Ro and Ro-La implementations that work seaway and railway with • 
highway and provide an efficient capacity in order to reduce the transit traffic load 
on the Fatih Sultan Mehmet bridge (Figure 7 and 8).

An example of Ro-Ro that transfers the loads carried by highway to seaway meansFigure 7.  

An example of Ro-La that transfers the loads carried by highway to railway meansFigure 8.  

Abandoning controversial investments such as the Istanbul Strait Road Crossing • 
Project that is entirely contradictory to implementations such as the Marmaray 
Project prioritizing public transportation and policies to increase the share of 
seaway modes.

Avoiding projects that will deepen the population-employment imbalance • 
between sides of Bosphorus and bring additional transportation demand to 
the bridges.

Developing new railway tube tunnel projects if despite the presence of • 
the Marmaray Project and other railway based public transportation 
implementations, the demand for trips between sides of Istanbul could not be 
met (If a high-capacity railway tube tunnel crossing is provided and integrated 
with the railway systems working between sides of Bosphorus and the metro 
network, at least 1.5 million passengers can be carried and a legitimate 
alternative for private vehicle usage can be generated. A project of this sort 
is vividly advocated by many scientists and proposed by the City Planning 
Directorate of the İBB. While the 3rd bridge will cost around USD 6 billion, this 
project will cost a mere USD 450 million).
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CONCLUSION  

In retrospect, crossing the Bosphorus with bridges which prolonged for half a century 
is filled with righteous and justifiable struggles by the academicians, local initiatives, 
non-governmental organizations and professional chambers against the government-
investors partnerships for rendering the environmental sustainability and the equitable 
treatment of all citizens in terms of providing social and fair living conditions, for applying 
appropriate plans which aim to sustain a decent physical development of the city and 
mostly for objecting the mentality which suggests highway-oriented tunnel and bridge 
alternatives for solving the accessibility and transportation problems between the two 
sides of the Bosphorus. The legitimacy of this struggle can still be demonstrated by 
referring to rational and scientific knowledge similar to the past bridge experiences.

The obvious problem arises from the preference dilemma between highway-oriented 
and petroleum consumption based policies that leave public good aside due to their 
economical benefits and a sustainable transportation system that secures the balance 
between environmental and urban development. Although the only rational option 
is establishing a sustainable and well-balanced transportation system and related 
Bosphorus crossing solutions, the present course of actions represents a situation 
against science. The facts presented in the previous sections of this report reveal 
that this choice is made by referring to economical dynamics rather than developing 
solutions to the transportation problems.

In this last section we want to draw attention to the real intents of the decision 
makers that will deeply, significantly and negatively impact the future of Istanbul; 
building more than one bridges. Many transportation scientists, professional chambers 
that have vast experience about urban policies, non-governmental organizations and 
other related parties worriedly state that the previously declared but later cancelled 
Tarabya-Beykoz route and the finally decided Garipçe-Poyrazköy route are consequent 
bridge projects that will supplement each other. Furthermore, these groups believe, 
the disclosure of the Garipçe-Poyrazköy route actually serves as the messenger of 
the 4th bridge. While this foresight is mainly based on prior bridge experiences and 
scientific evaluations, it also suggests the route more preferred by the government 
is the Tarabya-Beykoz axis at the north of the present bridges rather than the current 
selected Garipçe-Poyrazköy axis.The current ongoing 3rd bridge works will only and 
eventually serve as a basis for the 4th Bridge Project that is expected to be brought to 
the agenda as a serious need shortly (Map 23).

Not only the obvious erroneous acts that repeat themselves despite of the prior 
bridge experiences but also the comprehensive evaluations about the 3rd Bridge 
Project (maybe it is time to call this project as the 4th Bridge Project) presented in this 
report, legitimize all the opposing acts since 1993 and show that the required solution 
must be based on integrated transportation-urban planning policies without building 
new bridges.

Today we are dealing with a city that has tens of settlement areas flooded after a 
simple spate, constantly carries the risk of losing its supply of water after a relatively 
drought season, will have many of its inhabitants mired after a probable earthquake, 
replaces its historic and natural fabric with new and huge structures and locations 
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pumping consumption, gradually settles into a polarized social fabric that has rich 
at one side and poor at the other, condemns outcasts to the outskirts, lacks rational 
planning implementations, substitutes its identity that could be preserved by urban 
renewal projects with elite and prestigious establishments and still shaped according 
to ever-problematic highway-oriented transportation policies and bridge projects by 
the decision makers. Conisdering the presence of this ever-growing list of problems 
what solutions could an investment of USD 6 billion for the 3rd Bosphorus bridge can 
offer?

The present highway Bosphorus crossings and the routes of 3rd and 4th bridgesMap 22.  

As the UCTEA Chamber of Urban Planners Istanbul Branch we would like to 
answer this question in the name of anybody and everybody who will thoroughly 
read this report; none of the major problems. We believe the policies that cover the 
abovementioned problems should endogenously include transportation solutions 
while referring to public transport oriented solutions that watch out for the balance 
between the city’s ecological/natural integrity and the settlements. In this context, we 
offer (as mentioned numerous times in the report) railway based implementations that 
correct the imbalance of employment and population between sides of Bosphorus 
without building new bridges. We hope the surged opposition by this report and our 
future actions will lead to more conscious solutions and increase the awareness and 
understanding of groups starting with the inhabitants accommodating along the route 
of the project, the press and the public for a project that is only advocated by the 
government, the local administrative bodies, a number of economical organizations 
and big investment groups.

Unfortunately, if the 3rd Bridge Project is built today or in the future, the harm it will 
cause will influence everybody breathing air, using water, freshening with north winds, 
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worrying for the time spent in traffic and improve his/her assets; in summary the entire 
inhabitants of the city, whether for or against this project. The only thing that will be 
different is the time we left this city for good. 
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